
AN EVALUATION OF THE SOCIAL AND ECONOMIC IM~ACTS OF ADDITIONS AND
IMPROVEMENTS '1:0 RURAL ROAl) INF~~TRUC!l'U:RE ON THEIR. SURROUNDING

COHM101ttTIES

A project report s:'lbmitted to the ~aculty of Engineering, UniV61t-
: . .. i'·

sity of the Witwaters;r;and, Johannesburg, in partial f1l1fi~!lment
of the requirements for the degree of Master of Sciehce, in En-
gineering.

Jbhannesburg, 1991



I declare that this proj~ct report is my own, unaided work. It
is being supmitted for the Degree of Master of Science in En-
gineering in the University of the witwate.rsra11d, Johannesburg.
It has not been submitted before for any degree or examiRation in
any other University •

. . . . '-I. . .. day of .:Ji>. r.--fl.. • •• 1991

11



TraditionallY' ex-ante evaluation of roa..d projects h9.s taken
~~. . '.,

little other than the direct: economic effect~::-\of road projects
into con~ideration. There has however been growing recognition
of the· im~)-grtanceof social and economic effects caused by road
improvements and the importance of inclUding them into the
eva1uaticm ;iorocedl.1.re.

1J1/
1.\

\\
J, '~

The PUrpose of thfs dissertation i~, to determine the social and
'"economic effects of road improve~&nts on road users, local

businesses and local communities. surveys aimed.at the targeted
groups were undertaken along sections of the Libode and
sterkspruit Roads in.. the RepUblic of the Transkei. Respondents
were questioned on a number,of issues including t.he effect of the
road on the development of the region, busi.ness activity, popula-
tion movements and busLnes s location, travel hehayiour, faotors

.-)

traditionally taken in't.o account by ex-arrce evaluation, agricul-
tural and other infortttal,.,activities, employmentopportuh"lites etc.

~i . . "

The results indi,cate that" a.dditions and improvements to rural
road infrastructure largely have positive effeots, benefitting
road communities and business:~s. In addition to the direct ~if_
fects of road improvements r traditionally included in ex....ante
evaluation ] ef-teats associated with 'the aVailability of
tl:ansport for travel as well as the effect of the additicmal road
or improvement,em the accesssibility ·of the raglan should be. in ....
cluded in futUre ex...ante evaluations.

By successfully incorporat~ng the grass-root level effects iden-
'\'

tified by Loca.L Ijlpmmunities'\into the evaluation process t d!ecision
makerl~I requ:i,~;~dto make long term decisions, yet elected to
power in the short term by affected communities, can make soundez'
decisions for the be11efit of the communityin both the ,,,short atld
the long term resulting in improved and more effective planning.



AClrnOWLEGEMEN'l'S

~" if:=:-
I wish to thank Or Rjf F Pel Mistro, formerly of the Department of
civil Engil"leering at/the Universi ':y' of the Witwatersrand, ".Thowas
my su!,ervisor, and whose guidance, ass.istance and tilU$ is, g:t'eatly
appreciated.

, \The Development Bank of Southern Africa for financial. as.sistance
and pa~ticu;LarlY Dr Vi Engelbrech.t whose assistance is accredi ted ~



DECLARATION

ABjSTRACT

ACKNO\vLEGEI-rCNTS

CONTENTS

LIST OF rlG'ORJS
LIST OF TABLES
r...IST OF MAPS

/;~",i ;('

+N'I'R015t1C'rI1~
'(

~HIil !tOLl') \r l\O.~.oS 1111DEVl!lLOPIIllNT

" t
.2 • 1 A DEFINIT/ON OF TRANSPORT

1""<" . '."-'__~2.2 A CLASSIFICATION ~.E ROAD TYPES
<J2.3 FUNCTIONS OF TRANSPORT

2.4 ECONOMIC DEVELQPMENT AND THE ROLE ROrADS

1

2

MAY ~LAY IN THIS

PROCESS
, .2.4.1 What' is Economic ;1)evelopment ?

(--.

2.4.2,.pWhat Type of Investment is Transport Investlnent ?
I_.

2.4.3 Road Transport as l?erfo:t'l'ninga Leading'Role in
Development

2.4.4 RO\d Transport as Indispensil)ie to r:,velopment
2.4.5 The"'More (.;ritical Evaluation of t.he Role of Tran-s;"'"

port
.2.4.6 The MuJ,ti-sector Package
2.4.7 An Overview of the Role of Roads in Development

.5 HIST01UCAL REVIEW OF EVALUATION TECHNIQUES OF ROAD
PROJECTS
.2~J5•1 Engineering Techniques
2.5,,2 Cost Sene;Eit Analysis and As(~bciated Techniques
2.5.3 Quantitative 'Selection criteria Prior to Cost-

Benefi!: Analysis c\:hdAssocia'ced Techniques
2.5.4 An overview of Evaluation T~chniques of Road

II

projects

PAGE

ii,
iii
iv
v

xi
;:vii
~'xi

"1

3 1\

3

4
5

7
7
8

10
10

'.'

13
14
{l5\\II
f~6(,',

" 1'6

16

17

18

v



~•5.5 An Overview of EVa,luation Techniques of,"Road
proj eets in t.ne Transkei

3 THl:'" PlJUrnING PROCESS AND 'I'HE ROI!E OF EVALUATION J:N 'I'HJ:S

PROCESS

3.1 WHAT IS PLANNING;
/1

3.2 THE ,PLANNING PROCESS
3.3 THE TRANSPORT 'PLANNING PROCESS

:3.:3.1 public..: participation and i;Feedback
:3.3.2 sca.niling ,
3.:3.:3 l?ro,blem 'Identificat'±on

il'

:3 • :3 e 4 Formulation of Goals a.nd Objectijves
3~3.5 "Data Co':;'lection
;3ii.3.'r.iaGeneration of Alternatives
3"'~:3.7Evaluation of Alternatives/Ex

If

"I!
I'

a.nte Eval ua1i,5,.on':'
3.3.8 Decision Making
3.3.9 Implementation

/'
§
I,

3.4

3.3.10 Monito~in9 and Rev~iew 1/

'" " ,,'3.3.l1 post-Implementation Evaluat/A.on/Ex post
POST-IMPLEMENTATION EVALUATION /

Evaluation

3.4.1
3.4.2

A !'Def.i~ition of l?ost-Implemf,tmt.atil.:>n Evaluation
Phases of the post ...[mplen\e~tatiol1Evaluation
3.4.2.1 Planning th~ post-.:bnplementatlon e\t~luati.o:n

I:
3,,>4.2.2 Underi;aking the p6rpt-imPlementation evalua-

3.4.3

tion
/i

3.4.2.3 Dissem, ination of ·.tp.',ost-implementation
\,'\ t .

evalu~tion :eindin~s
l". I 11

~")ost""lmplemen.taticm Evalu~,tion Design
:i I

3 4.3.1 principles of pos~;""i1.~d.ementation evat.ua-
tion design of i::ramspo17.t.projects"

"

'rypes ·of post ....implementation evaluation
('

3.4.3.2
i design

23

2.3

23
24
26
26
27
27
27,
28

2S
29
29
29,

(1
3d
30
30
30

31

31

32
32

32

34

vi



4 A LX'rERA'.fURE lUJYIElW OF THE El:"FECTS ON stiltROUi~p.li~olG

COMMUNITIES or IMl?:ReVEMEN'l'S, AND AODITIO~(r TO ROAD
-::-'--"')/"'_

iNFRASTRUCTURE IN RURA~ AREAS
,._.l"---:::"_".:::::

4.1 VEHICLE OPERATING COSTS
4.2 TRAVEL TIME
4 • 3 ACCIDENTS
4.4 ROAD MAINTENANCE
4.5 AGRICULTURE AND SMALL SCALE MANUFACTURING

4.5.1 Agricultural Productiion
4:" 5.2 Crop co:mposit~ic;:d'l
4.5.3 New Technology and Unputs
4.5.4 Agricultural Extensiolh service~ and service Insti-

tutions
4.5.5 A9ro~industry and snail scale Manufacturing
4.5 ..(5 Marketing

4.6 CCNSUMETION PATTERNS
4.7 HEALTH
4.8 EDUCATION
4 .~. SHOPPING AND ,NON-ECONOMIC TRIPS
4.10 LAND VALUES, TENURE AND USE
4.11 EMPLOYMENT
4 • 12 SOCIAL CHANGES t NATIONAL INTEGRATION AND COMMUNI'I'Y

\:\

DEVELOPMENT \\
';-\

4.13 M!GRATION, DISPERSION AND URBANISATION
4.14 ENVIRONMENT
4.15 CONCLUSIONS

:39

\\
\\ 39
\\'·40
\
II
\:41
\41
4.1
4\~

\\4;~
44.'

\\

45
45
46

48
48
50
50
52
53

54
55
57
57

5 CASE STUDY : POS1' IMPLEMENTATION EVALUATION O~' S~ECIFIC
i/

ISSUES OF TWO ROADS IN TilE TP.Al-lSKEif 59

5.1 SALIENT CHA~CTERISTICS of THE TRANSKEI THAT ARE LIKELY
TO !NFLUENCE A ROAD IMPACT STUDY 59,
5.1.1 Location and Land Characteristics Influencing

'rransporta tiori
5.1.2 population

59
60



\)

5.1.2.1 Population size
5.l.2.2Demographic struct.ure
>5 • 1.,2 .:3 Migt-a;ncy

5.1.3 :Employrnetlt and Labour
5 .1. 4 f\grieul t~\re
5 •1.5 Income ani:!. EXPE:mdi tare 66
5.1.6 Rt';!venue; 68

5.2 PLANNING! THE POST IM:PL~MENTA~ION ,!VAL~.ATrON 69
5«2.1 Mot:.:iv~.tion f.or Choice b"):fParti6ular Roads 69
5. =: io 2 Issues the Po~t Ilnplel!\lentation Evaluation ~ttempt*i

to .·.Addres's o

5.2 ..3 Testin~ of Questionl~~res
"6.2.4 Delineat;ion \'Jf Targe'c'\\l'opulation

, . ' .. '. . ,,~,~

5. 2 ~5 t1lethods of. Da~.:aCollecrB1.on
" '. {.)(j '\\

5.:3 UNDERTAKING 'rHE I. POST IMPLEMa~!JrATION EVA.LUATION

s.4 PROBLEMS "EXPERIENCED nu,.•RING POST IMl?LEMENT&,['ION
'-'

; .' '. . .' . .. (',

EVALtlA:l:ION 'DA'1Z,\ COLl$CTION
5.5 POST !tMJ?LEMENTATION l~VALUATIQN FINDING~'f. .. . _. //. --'~-

i"
/(

6.. POST IMPt·EME~.T.Mt.'ION l!lV:A.LtlATION r:tNj)J't~Gf3
;f

,f
/f'

If Ii

;/':2:,,".,
/ '!

rr

(5.2.1 Res'l.Uts of the origiu ...djstination
,)' .

6 • 2 • 2 Summary ,y
//

6.1 INTRODUCTION

6.2 OR!GIN-DESTINATION SURVEY

survey

6 • 3 'I'MVEL PUR:t)06E SURVEY lJ

/I
StratifIcation #
The Effect of tne R~/ad 011 Travel

6.3a3 '.the Greatest Effectr~ of the Road on the Tra:veller
6. :i..•3 .1. The effect fof. the road on t:lZ'aY'el t~:me
(;.3.3. z T~:.eeffectlo:J: the ;r.oadl~tmVehit.~le maint'e-

."_ - Jj

nanee costjis
"6.3.3.3 Th.e effecit of the

6. :3 .3.4- The effec1~ of theII
6. :3.4 Extent of t:he Rel!lability

;1

6.3.5 summary

road on apcide..l,lts
road' on tram~p.or.~

r.

of 'Roads"

t;;,eosts

o

':)\ 75,I!

79
79
SO
83

87

69

9l
I:;"

91
92
92
96
97
97
97

3.03

105

106
107
109
1.13
114

viii



6.4 RESIDENT IMPAC'l'SURVEY
6.4.1 stratification

:'[

I,.
I)

6.4.2 Day to Day Activities in which Inhabitants are
Involve~!
6~4.2.l The effect of the road on agriculture
6.4.2.2 'I'heef~ect 0';; the road on motley making

act.ivity
6.4.3 The Expected Effects and the Greatest Eff.ectS of

the Road. on Residents
6..4.4 The Effect of the Roa9. 9n Travel
6.4.5 The Effect of the Road on Population Movement
6.4.6 The Extent of the Reliability of Roads
6. 4 .7 The Eff,_c.tof the Road on Travel Costs, TraVel Time

t, ,,~and ACcl.de:i~,t;.:S

>6 • 4•8 'I'he Effect, 'bf the Road on Ernploxirh,~nt
6.4.9 The Effect of the Road en Government Services
6..4.10 Public participation of Residents Prior to and

During Const:t;uctionof the Road

6~4.11 'I'beEf.fect of the Road on:Maintenance of Other
Routes within the Region

6.4.12 summary
6. 5 Bt1S!NESS IMPACT SURVEY

6.5.1 stratification
6.5.2 The Effect of the Road on Business Location
6.5.3 The Expel':tedEffeots and the Greatest Effects of

the Road on Business:
6.5.4 'rhe Effect

(r:'" J)6.5.5 The Eff~,¢t
;\

)6.5.6 ThG Effeo\t
Region

6~5.7 The E.ffec~ of the Road on the Ability to Compete
with Business Outside the l?egion

6.5.8 The Effect of the Road on Cost
6.5.9 The Effect of the Road 011 Government Se:r.vioes
6.5.10 The Extent of the Reliability Of Roads
6.5.11 summary

of the Road on Business
of the Road on Deliveries
of the Road on the Development of the

116
116

11'/ !/

120

127

133
141
156
170

1,8
181
186

188

192
193
196
196"
197

200
206
209

214

216
224
225
227
230

ix



7 COl7CLUSIONS ~,NP ~:.E:CO~..ENDATlQNS 232 i',>

REFEREtfC:ES
'':''~' .

BIBLIOGRAPHY IIi:
APl?ENtJ'!X A Questinnnaires I samples and fil-ldings

Ji

..x.



LIS'r OF :ti'IGURES
. _,' l?

2.3. Inve.stment Opti"lns and Attitudes [ after Wils6/i (196.6)0 J
3".1 "The Transport Planning Process
3.2 Survey Design Methodology [ afte'r Mastoroudes (1989) ]
3.3 optimum Case of Evaluation of Rural.,Roads
5.1 Composition of Transkei I S:;,Totc.l National Revenue ( after

Mako.njee (1988) and Southhall (1982) ]
5. 2 Gro~.s.. N~t.itmbal Product of the rl'r,ansl~ei t after Makanjae

,'.,:.~-;-,:,):.:_"~'?i ,
(~~88) ] ~?

5.3 Ability of Roads to Attain !mI.)ortant Crite;ria
5.4 The sterkspruit Road
5.5 A Typical Access Road Oft the Sterkspruit Road
5 • 6 The !'ribode"!ROad,
5.7
6.1
,:6.2

The J.Jibode"Road Through the. 111el'lgana
',',' - 0

Traffic Intensity on the Jolibode.Road
Flow of Traffic Over 'Fime:'[ AIA>D3 ]

cuttillg
[ A:L01:n. 1.:2 ]

6.3 Modal Spl:L.t of Vehicles i'lsing the Libode Road
r. ALOD2,1 _

(~._ !J _ _ ., _ _, 1 r

6.4 T:paffic Intensity O!~ th~esterkspruit Road [ ASOD1.2J
\!6.5 Modal split of 'il~hicles,,:Using the sterksprui t Road

[\?SOD2 J
6., 6 Pe~cr.lived Change in th~~' Numbe;rrof T:r:i.Pli? pe:c Person -

Libode Road [ ALl'6/'i'1
6.7 Perceived Change in t.;:beNumber of Trips per Person

Sterkspurit Road [ AST6/7 )
6.8 The Greatest Effects of Improying the Libode Road

[ ALTa/16 J
The Greatest Effects of Improving the ste:tkspruit Road,6.9
[ AS'i'S/16 J

! ,',
6.10 'l'he Effect of the IJibode Road on Acc.i.derrt.s

[ ALT13/14.J./14.2 ]
6.11 The Eff(~ct of the stel."kspruit Road on Accddents

[ AST13/14.1/14.2 ]
6.12 The Effect of the LibCJeikRoad on T:ranspo:t't Costs

[ AL'1'9 J

9

25
'136
38

68

69
73
74
74
'74
7f:l
93
94

95
..93

95

" 97
Ii

100

103

104

108

109

1;1.0



\'

6.1.3 The ~~ffect of tll(;~sterkspruitc>Road on Transport Costs
[ Asf9 J 111

6.14 Inconvenience of Road Closure - Libode Road [ ALT17] 113
6.15 Inconvenience of Road Closure - sterkspruit Road

[ AST17 J , 1.14
6. 16 T~ELEffect of the Libode Road on Agrict.ll ture [ Tarred

Road Residents JI ALR2/3/4.1 J 120
6. 17 'l'he Effect of the Libode Road on Agriculture I Gravel

Road R7sidents J [ ALR2/3/4.1 ] 123
6.18 The Effect of the Sterkspruit Road on Agricuiture

[ ASR2/3/4.1 J 125
6.19 The Effect of the Libode Road on MorleyMaking Activity

[ Tarred Road Resident3 ][ ALR2/10!11.1 J 128
6.20 The Effect of the Libode Road on MoneyMaking Activity

( ,Gravel f{tnadResidents J ( ALP~/10!ll.1 J 129

6.21 The Eff~ct of the Sterkspruit Road on MoneyMaking Acti-
vi ty r ASR2/1o/11".1 J 131

6.22 The Greatest Effects of Improving the !.Jibode Road
(I

[ Tarred Road Resio.ents J( ALR27/29 J
6.23 The ,Expected Effects of Improving the Libode Roac'l

( Tarred Road Residents J[ ALR281
6.24 The Greatest Effects of Improving the !~ibode Road

[ Intermediate Road Residents ][ ALR27/29 ]
6.25 tjJheEXpected: Effects of Improving the Libode Ftoad

t Intermediate Road Residents J[ AtR28 J
6.26 The Greatest Effects of Impl·ovirlg the Li.bode Road

[ Gravel Road Residents J[ AtR27/29 ]
6. .2 7 The Expected Effects. of Improving the Libode Road

[ Gravel Road Residents ][ ALR28 J
6.28 The Greatest Effects of Improving the sterkspruit Road

[ ASR27/29 ] 139
6.29 The Expected Effects 6~ 1:mproving the sterkspruit Road "f

[ ASR28 J :,140
6.~0 The Effect of the Libode Road on Traffic [ Tarred Road

Residents J[ A.LR17/l8 ] 142

133
i,'\

134

135

136

137

137

xii



6.31 The Effects of th~ !..ipode Road en :cndividu!ar Travel
[ Tarred Road ~!isidents J t .ALR19/20 J

'. (5. 32 The Effect' of the Libode Road on Tr~:ffic f Gravel Road
. . ~

Residents rr Ar.R17/1!l )
6 •33 ~?he Effects of the Libode Road on Individual Travel

( Gravel Road Rer:::idents ,n A/LR19/20 ]
6.34" The Effect of the sterk~<~~ruit Road on Traffic

[ ASRl7/+8 ] " ~ , --
..
/1" ./ -- ---- \\
,. . .' ' .. \\

6.35 The EffEicts of the ste~kspruit Road on indi vidtH;ll Travel
[ ASR19/20 ] -

6.36 preferrep. place of Abodeil"- Libode Road [ Tarred Roao.
Resident!;; ) ( ALR35/36. l/i;]~. 2 ]

6.37 The Effect of the Libode l~.q-adon Populatio11 !1ove:me:nt
r Tarrea Raad.'~"~~sidents/i] r ALR3l/32 .1/3r~ ...2 ]

6.38 The Effect of p~pulaticm M9vement on ~~e F:,amily ...
T.libode Roado[ Tarred Road Re~idents ] I ALR31/33/34 ] 15;:3

6.3~ The Differ(?nces BetWeen Residents Loca,tedAlongside the
Road ana. those Livihg a>\')isJ;.<i,1}C~_?:':'9Y' - Lib9de ~oad _
[ 're.rred Road Residents l~ ALR37;:3J~J :q50

6.40 Preferre.q Pl.ace of Abode ...i~Jibo,(;\§Road I lntermeniate
Road :Residents' ] ( ALR35/36 .1/3t 2\\) 161

6.41 The Effect ~~~/\:;:he~~5.bode Road on, population :t-lovement
[ Intermediate'Road RCdidents ] ( ALR31.j32.1/32.2 J 162

6.42 The Effect of Population MovE;)lnent on."tbo Family -
Libode Road [ Intermediate Road Residents J
r Ak~al/33134 1· 162

6.43 preferred Plaoe of Abode - :tibode Road [ Grave! Road
:Residents J [ ALR:35/.36.1/36.2 J 163

6.44 The Effect of the Libode Roao.,on Population lliove:ment
[ Gravel Road Residents 1L ALR31/32 .1/32.2 ) 164

6.45 The Effect. of population Movement on the Fp,m,ily -'.
l,ibode Road [ G~;a:,j.ro"l :Road Resio.en~.;sJ t ALR31/33/34 J;::' 164c\

6.46 The Differences :Between Residents Located Alongsid-e the
Road and t:rl;n~eLiving a Distance AV!ay- Libode Road
[ Gravel Road Residents J ( ALR37/38 J 165

;c.' xiii



6.47 Pr'efBrred Place of ApoCe - stel:.. sprui t Road I Younger
Residents) [ ASR35/3C.1/36.2 ] 16'/

(5.4S Preferred Place of Abode - ,$terxsptu.i t Road [rlClder Road
Residents J [ ASR3.5/36.1/3(5.2 ] 16"'

6.49 The Eff?ct of t.he $ter'j~sl?ruit Road ,PP Bo,_9ulation. Move-
II ,

ments [ ASR31/32 .1/32.2 tt) 169
6.50 The Effect of populati6n Movement on the Family -

Sterkspruit~)Road [ ASR31/33/34 J 169
6.51, The Differences Between Res.idents Located Alongside the

Road and thoee':)Living a Di~tance Away - S'cerkspruit'
Road ( ASR:37/:38]

6.52 Inconvenience. of Road Closure - tibode Ro:ad [ Tarred
Road Residents J[ ALR22.2 (NEW.RO~D)J

6.53 Inc¢irlVenience of Road Closure ... Libode Roaq, '( :Cnt~t'-
m~diate Road Residents J [ ALR22.2 (lNTER RO~) ] L<\

6.54 Inconvenience of Road Closure - L.ibod:) Road I Gravel
Road.Residents ][ ALR22.2 (0:[,.0 ROAD) J

(5.55 Inconvenience oJ: Road closur:~ ....sterkspru~t. Road [ Young
Males ][ ASR22.2 ('ZdUNG MALES)] 174

p

6.56 Inconvenience of Road Closure - sterkspruit Road ( young
Females '-)[ ASR:22.2 <YOUNG FEMALES)<)

6.57 Inconvenience of Reii'd Closure - Sterkspruit Road [ Old

17v

171

172

173

175

Males] [ ASR22.2 (01"...0 M.>:!.T.ES)] 175
6.58 Inconvenience of Road Closu:r:e ... sterksPltui.t'Ruad [ Old

Females J [ ASR.22.2 (Or~D FEMALES)J 175
6.59 T.p.eEffects of the Libode Road on Accidents [ TaI'red

:Road Residents J t ALR47/48.1/48.2 ] 179
<5.60 The $ffects of the Libode Road 01'1 Acod.derrts ( G.~~vel

Road Residents ) ( ALR47/48.1/48.2 ] 179
6.61 The·:E.:ffects of the Sterkspruit Road on Accidents

[ ASR47/4S.1/48.2 ]
6.62 The Effects of the Lil:'r:'de Road on Em1?~oyrnentoppor-

t.unities ( Tarred ...Road Residents J [ ,ALR41/42. J
6.63 The Effects of the Libode Road on Employment Oppor...

tunities [ Gravel Roau Res~dents ][ ALR41/42 ]

181

\,\
183

184

xiv



(5. 64 Th1/.'~~::fectsOf the Sterx:spruit Road on Employment oppor-
tunltJ.~s L ASR41/42 ) . 18S

6.65 'rhe Greatest Effects of Improving the I"ibode :Road"
( Tarred :Road Businesses ] [ ALB7/9 (NEW)) 200

6.66 'l'he Expected Effects of J;mproving the Libode Road
r Tarred Road Businesses J t ALB8 (NEW) 1 201

6.67 The Greatest Effects of Improv;Ln<;rthe Libode Road
[ qravel :RoadBusinesses J [ ALfJ7/9 (OLD) J. 202

6.68 The Expected Effects of Improving the Libode :ROad
[ Gravel Road Businesses ) [ ALBa (OLD) ] 203

6,.69 The Greatest" Effec;ts of, IX\1proving the Sterksprui t Road
[ ASB7/9 ) 204

6.70 The Expected Effocts of Improving the Sterkspruit Road
( ASBS.] ,I 205

6.7l The Effect of the L.ihode Road on Business Prof! t.,
t. 'l'arred Road Re~ddents J [ ALB l8 .1/l8. 2/l~.:3 J

6.72 The Effect of the Libode Road on Busin'~ss "profit
( Gravel Road Res~.dents' J r ALB18. l/lS . 2/18 •3 J

6.73 The Eff·ect of tbe sterkspruit Road on Business Profit
r ASS 18.1/18.2/l8.3 J

'6.74 The Eff~ct of the Lihode Road on the Freque!)oy of
Delivery service r '1'arred Road Businesses J [ ALSl,5.1/
15.2/1£i.3 j

6.75 The Effect of: the Libode Road on the Quality O{i.

206

207

2,10

DeliVery Service. [ Tarred Road Busi:ness~s J[ ALS16.1/
16.2/16.3 ] 210

6.76 The Effect of the, Lihode :Road on the Frequency of
Delivery SeX'Vice [ Gravel Road Susinesses ][ ALB15.1/
15.2/15.3 ] 211

6.77 The Effect of the Libode. Road on the Quality of ,.'..
Delivery service [ Grave'?" Roaej'::'Businesses ] r ALB16.1/

\"j16.2/16.3 ] 12
6.78 The Effect of the Sterkspruit Road on the Fl):fquenc'y o·f

Delivery Service [ ASB15.1/1,~.2/15.3 J \\
6.79 The Effect of the Sterkspr14it Road on they/Quality of

Delivery Service [ ,AS:8J:6.1/16.2/16.:3 J .

I'j

~i)2

213



c

6.80 The Economic :£~£f~ct of "c.heLibocle Road on the Rel:1ion
I Tarred Road BUSinesses J [ ALS10/ll l

_)

6.81 The Economic li:ffectof the Libode Road Qn the Region
[ Gravel ROi".LdBusinesses J [ AU1l0/11 ]

6.82 The Econom5:cEffect of the Sterkspruit Road on the.
Region [ ,?l.SB10/J.lJ

\;

6.83 The Effect· of the Libode Road on the Ability of
i)

Business to Remain competitIve r Tarred Road Busi-
ness ) (ALB 24. 1/~4 •2/24. ~ J

~'-- -.: - - - : - - .'. \)
(5.;84 The Effect of the Libode Road on' tl'le Ability of"

Business to Remain Competitive [ Gravel Road Busi--
-:~

n~ss J[ ALB 24.1/24.2/24.3 J
6,_as The rt:.:ftect of the Sterkspruit Roaa. on the Ability 0·£

Busint;ass to Remain Competitive [ ASB 24.1/24.2/24.~ ]
6.136 Inconvenience of Road Closure - .Libode Road [ Tarreq

k6ad BusinesSes J( ALB11 (NEW) ] ,
6. 87 InCOI1VF.mien~e·'of Road Closure - Libode Road ( GraVel

,Road Businesses ] ( ALB17 (OLD) ] =o

6. a8 '!nconvenience of Roa.d Closure - sterkspruit Roa.d
,'.

( ASB17 J

214

215
..

216

217

219

221

227

228

229

xvi



2.1 Index of l?e;/capita GNPand Mobility ,JFrance=::100)
[ after Owen (,J,.987) ]

4 • 1 Travel Purposl: Surveys [ after Bet'groan and Partner~
(1983)( Copley (1985), and Dewar (1985) J

5.1 Demographic Trends in th~ Transkei 1970-1985 ( after
Makanjee (1988) ]

5.2 Male Absenteeism Coefficient [ after Zingel (1985) J
5.3 Number of Migrant and CommuterWorkers [ after Makanjefl

(1988), Zingel (:1.985), and So.uthhall ,(1982) ]
5.4 Types of Farming Activities in the Transkei t after

Leeuwenpurg (1~77) ]
:3.5 Sufficiency of Harvest to Feed the. Household [ after

Leeuwenburg (1977) )
5.6 Comlllercial and subsistence .Agricultural Production in

the Homelands 1985 [ aftel' Cobbett '(19C7) ]
5.7 Avearage HOl.lSeholdIncome 1979 [ after Makanjee (19Si!8)
5.8 Household Expe~diture 198~ [ aft,er Makanje.e (1988) ]

5.9 Family Size per Housing unit
5..10 Survey Size of the Libode Road
5.11 Survey size of the sterkspruit Road
6.1 purpose of Travel - Li?od.e Road [ ALT4 ]
6.2 Fr~quency of Travel - Libode Road [ ALT5 ]
6.3 Purpose of Travel ... sterksprui t Road [ AS',N J
6.4 Frequency of Travel - sterkspruit Road [ ,,1\ST5J
6.5 The Effects of the t·ibode Road on '):'ravel Time

PAGE

12

51

61
62

63

454

65

66
J 67

67
85
86
86
98

99
100
101

105( ALT12 J
6.6 The Effects of the sterksp:ruit Road on Travel Time

[ AST12 J 106
~ ~. ~

6. 7 Th~/(Effect of the Libode Road on Ve~icle,/!.faint~enanci,f,L::c/i
[ ALT18 J i 1,06

6.8 The. Effect of the sterkspruit Road eh Vehicle
Maintenance r AST18 J 107

6. 9 !Jreparedness to pay T<)wa:r.dsRoad Construction Costs of
the :Gibode Road [ ALT10/9 J 110

)tVii



6. 10 Prep~r7dness to Pay Towards Road construction COS~~l of
the Sterkspruit R~,ad t AST10l~ ] 111

6.11 Daily Act,ivities o't Residents ... tihode Road [ ALR2 ) 117~:'
6.12 Daily Activities o:E Residents -, sterksprui t Road

[ ASR2 J:
1

119
6.13 Place of Produoe Sale and Reason Therefore - Libode

Road [ ALR4. 2 J 121
6.14 Reason for Not Selling ProduCe ....Libode ROqd [ ALR5] 121
6.15 The Effect of the :GU)odeRoad on Agricultural Pro-

ducti~n ( ALR2/3/6/7 J 12'.2
(;.It; Reasons fer an Increa~\e in Agricultural t':7oductio:n -

Libode Road ( AU<7 ] 122
6 .17 ~lace of r educe Sale amd Reason Therefore - St~rkspruit ':,

Road ( ASR4.2 ] 125
<5.18 Reason for Not Selling :t'rodtlce ... 8te,rksprui t Road

( ASR5 ]
6.19 The Effect of the 'sterksq:'lruit ,goad on Agricultural Pro-

duction r AS'R.2/3/6/7 j

6.20 Place of Product Sale and Reason Therefore - Libode
Road [ AtR11•.2 ] I}'

6.21 The Effect of the Libode Road on Money Making
Activity" [AtR2/10/11.1/13 :'

6.22 Reasons fo:r an Increase in Product Production -
Libode Road. [ ALR14 ]

6.23 Place of P:rtpduct Sale and Rea.c;;,onTherefore ...
Sterkspruit Road ( ASRll.2 J 131

6.24 The Effect crf the Sterkspruit l~oad on Money Making
Activity ( ASR2/10/11.1/13 ] 132

(5.25 Reasons for an Increase in prodtlct Production .•
8terksprui t ROe;1d[ A8R14 J 1;;;2

6.26 Frequency of Tl:'ip Purpose~,,- tibac.1e Road [ ALR21 ] 143
(5.27 F:t:eguency of 'Xli'avel to var;~ous Ce~'1tres - Libode Road

[ ALR23 J 143
6.28 Purpose of Tra'V:el to Omtata ... Libol'e Road [ ALR24.2) 144
6.29 Availability of Local Facilities to Residents TravEil-

ling- to Omtata j'- Libode Road [ ALR2~;l 144

125

128

129

xviii ]



6.:30 Reason for the Use ·,ofFacilities in uxntata Instead of
t:

those Available Locally - Libode Road [ ALR26 J 145
. - ¢ .

6.31 The Effect of the Stel."kspruitRoad on.Individual
'Travel r ASR19 ] "~-' 150

6.32 F$'equency of Trip purp~se ...St,~rkspruit Road ( ASR21,] 151
6.3;J Frequency of Travel to Variou!l:lCentres - sterkspruit

Roarl [ ASR23 J 152,
6.34 purpose of Travel to umtata ...sterksprui-t; :Road

[ ASR2'l.2 ] 154
6.35 Availabi,lity of Local Faciliti.es to Residents Travel-

ling to Umtata - Sterkspruit Road ( AS~25 ] 155-
6,36 Reason fOl' the Use of raeili ties in umtata Inst~ad ot

those AVailable Locally - Sterkspruit Road [ AS~26 ] 155
6.37 't.engthof Abode in the Libode Region ( ALRl ] 157
6.38 The Effeot, r;!i>: t.he Lib¢de Roact on the IReloeat,ion Qf

I \Residents [\,'.JR30 •1 ] 157
6. ~9 Reasons for (,Rel·ocationof Reside11ts - Libode Road

[ ALR3 0 • 2 ] 158
;,6.40 Length of AboCie in the sterK$pruit Region [ASRl J 166
6.41 Reasons for Relocation of Re'sidents ....Sterkspruit .Road

[ ASR30 J
6.1&2 The Effect of the Lihode Road on 'l'ransportCosts
\\ [ALR45 J

6.'\43 The Effect of the Lihode Road on ':PravelTime [,,ALR46 ]

6.44 The Effect of the sterkspruit Road on Transport (Costst>

[ ASR45 ]

166

,178
;;J.,?S
if 1\

ill'
180

6.45 The Effect of the sterkspruit noad on Travel. Time
[ ASR46 ] 180

6.46 Residents Involved in the construction of the Libode
-,~~
Road [ ALR15 ] 182,,~>

6.47 Residents Willing to be Involved in Maintenance of the
LihodeRoad t ALR16 )

6.48 Residents Involved in the Construction of the Sterk'"
spruit Road [ ASR15 J

(5.49 Residents Willi.ng to be InVOlved in MaintenancG of the'
sterkspru~,t Road ( ASR16 J

182

185

185



6.,50,The Effect of the Libode Road on Government Services
[ ALR39 J ~.

6.51 The Effect,of the sterkspruit Road on Governmsnt
services t ASR39 J
participation of Residents Prior to and DUring tha' ';'on-",
struction 'Of the r..ibode Road [ ALR43.1 J "'~e9

lS7

188

s ,5~ Types of Public Participation - Libode Road [ ALR4~10:2J 189
6.54\ participation of Residents Prior to and Dur-ing the con-

,struction of the Sterkspruit Road [ ASR43.1 1 191
6.5'5\rypes of ,;PUblicparticipation';' sterkspruit Road

r ASR43.:2 ] 191
6.56 Perception on the Maintenance of the Old Gravel ~oad

[ ALR51 ] 192
6.57 Length of Business Operation in the Libode Region

[ ALBl ] 197
6:58 The Effect of the Libode Road on the Relocation of

Business [ ALB3/4/5 ] 198

6.59 Length of Business Operation in the Sterkspruit Region
[ ASB 1 J 199

6.60 The Effect of the Sterkspruit Road on the Relocation of
Business [ AS133/4/5 J 199

6.61 The ~ffect of the Libode Road on Distance of Travel
( ALB6 ] 217

6.62 Places where the-Bulk of,communiCY Shopping is Done -
Libode,Road ( ALB20 )

(j • 63 Plac::eswhere the ,Bulk of Business Shopping is Done -
Libode Road [ ALB14 J

6.64 The Effect. of the sterkspruit Road on Distance of
Travel I ASB6 J "~k,

I ""\6.65 Places 'Vlherethe :Bulk of community Shopping,$.) .\pe ...
sterkspruit Road [ ASB20 J '

218
'J

(1218

'"'i
221

.'\ ,,(

6.66 Places where the Bulk of Businesc; Shopping is O;;'ne-
sterkspruit Road [ ASB14 ]

6.67 The iEffect of the Libc,de Road on Transport Costs and

222

222

Preparedness of Business to pay Towards Construction
costs of the Road [ ALB21/22 ) 224

xx



6.6S The E:ffect oj: "the St:erkspx;uitRo~d on T~ansport Costs
"_ . __ . _._ _. . c: ": _ I;;and Preparedness of o Business to Pgy ToYiards Con'",
"struction Costs' of the Road 'LASB21/22 I) "

._-_ - oj!

($ • 69-'The:''''Effect of the Libode Road on G6vernment. Service9.
t ALl312 ]'

':)

225

226

6~70 The Effect of the sterksprui t Road on Government "'=

Services [ ALB12 ]

6.71 Sultllnary of the Most Imp,ortant(IEffects of X;mprovingthe
Libode and sterkspruit Roads as 'Pereived by ''J:'rav.el,lers,

!Y (:-~ '_.:I.

Residents and Businesses



~ 'l'ranskei Road Impact StUdY;~'"Llbode Road.
2 Transkei Road Impact stud1- sterkspruit Road
3 Transkei

Ii
II

~0 .

B1
82
70



CHAPTER 3. : INTRODUCTION
/)

)Evaluati/?n techniques of road projects in') developing communities
II 0 ..'I

in soutl~ :~tr.;ica traditionallY apply aome form of eoonomic ap...
praisal. '.,iit'c~:twashyPothesised, however, that road proj ect.s have a
wider rarlg~. of effects on communities fo'I.p,rro1,;mding'a: road, than
si:mpl.~e"ecbnoxnicc effects. Furthermoi~·--~urren·t appraisal tech-
niques seldom lnc6rpor~t.e the effects of road proj ects on com-
munities into the evalu§J:ion procedure.

The a'4thor does acknpwle.ge that road proj ectsd are, often part of a
.. , , I:: ,,', - ,-' :,,' ,.:' ;,,, '_'. //', • , .

larger and longer t.:erm development packag~/ rec;r.u.red to further
eC9no~~c developm~:rrt.. Grass-root level effects of projects Ii are
how~ver._"i1nportant~ii;:tG' polftical' lQaders, required to make "long
'term decis~ohS, as .they are elected to power in the short term by
affeoted oommuni-ties. The obj ecti ve l::>fthe study was therefore
"to identify the perceived effects of ;road improvements and addi ...
~ions to rural road infrastructure all surrounding communities $0

',I

that theSE! effects, perceived by the peoplel can be incorporated
into the evaluation procedure so that similar proj ectrs inl-the fu-
ture can be mare effectively evaluated prior to projt;;:ct i~\plemen-
tation.

Chapter 2 of this dissertation firstly deals with a historical
review·· of the role of roads in economic development. This is

\ I

paralleled ,rith a historical discussion of evaluation techniques
applied to roa'd p;tpjectsv. - ~ ~

This is followed by a Chapter on tbe plaoe and role of post-
implementation evaluation in the transport planning process and a
review of evaluation procedure. Chapter 4 then provides an over ....

1



view of socio ....economf,c effects as iCl.entified by oth~r stuc;!~s on
the effect of additions and improvement~ to rural road. in- Ir

frastructu:r,e on surrounding coltllllun~ties.

A disoussion of salient <l.'fharacteristics of the case st.udy area
likely to influence a post-implementation evaluat:i.on study in-
itiates Chapter 5. 0The rest of the Chapter disc(~sses the evalua-
tion metht)dology, sa:mple size t and process 'of undertaking the
evaluation study.

Chapter 6 provides an indepth discussion into the result~ of the
survel", and in Chapter 7 some conclusions and recommendations are
9':i.ven.

2



2~1. A DEFINITION OF TRANSPORT

Th~ process and means of moving people and 'goods are normally
referred to as transport. 'l'ransport is essentially composed of
two basic components, namely - the way and the vehicle. Roads
can he simply described as movementchannels which link po.i.rrts in
regional space. Vehicles are any means of carrying, conveying or
transporting on the way. According to Howe et al (1984) the
"fundamental. i.::::s~s~u::.::e"._'~...::...::,_,_....i~n.:.._!.inancingand planning of rura 1
development programs [i§.J to view. the movement of ..their pgo} as
transport problems. both.rt in terms ofj vehicle" and. t:t;,~~~;!;:~~~ther

" "1
:than flccessibility difficulties that can be solved l:'J>, ~~@ pfovi-
sion of roads." Hathway (1985) contends that "as transp6t-t is a
combination of road. and _'!ehicle, it is surprising that 1nor~~"em=./
J2_hasis has not been placed on the provi,sion of vehicles bY}
comolement the -tnveF.::tment:i.n roads. II The study of vehicles t.c

1.'
,,to' " t\

complement t.he 'tvay is not within the seeps of this dissertation {
however the writer does acknowledge the importance of the vehicle
in aChieving accessibility objectives. The study specifically

('

deals with the so,cial and eccnomi.c effects of imprOVementsand
expansions to road infrastructure.

According to Barwell et al (198~) "lo(::'al transpo:r_t_s~stem is the
means "to simplify: the· attaimnetlt of basic needs such as fq_9dI
clothing,. sh!?J.,ter, educatiu.tl and health." Hathway (1,985} states
that Utrans:Qort is essential in 1r..:.et;.tr.tg basic needs of the entir~
l2.Q.l2.Ylation"and explains further' that the satisfaction of\ basic
needs is a paramount priority for tbe individual. Basic n(1.e¢\s
are seen by Hathway (1985) to be comprised o:E"¢,woelements.

3 ..'



"First, th..~~ inolude certain .m.~pimumreq:.:drements of a family for
p_;;Jiv.ateconsumptioll::;: adeguate food, en.elter and clothing as well
as certain household. eguipmel"t and turni ture. Second« thEf~)in-
clude essential sgr-vi-ces provided by ans...for the community at

, ,~' . .. " , " , " ' ',:: , " " I,\'"

large, 'snch as safe drinking,. '~'ate~. adnitatj"c:mA!rit1j¥ic transpppt
.and health, edl~cation and. CUlturAl_;facilities.i~~ (~ransport is
rarely desired for its own sake; i.t is lll~relY a neans to the
successful achievement of other ambiguous 'and often conflictin~ \
objectives( the type -and i;ntensity of transport required' beih~
dictated l'f¥ {Ihe particula-r needs whieh it is being used ('to

satisfy •

.--./~ 2. A CLASSIFICATION <ll>FRotib T¥':"ES \\

A olq,ssificatiQ;d olf the tYPes of roads is necessary to dete~ine
e:x:act:1Y where the study ;i.s focUssed.' Roads diffe'i' in funct;ion
and <~haraoteristics and f as a resul t/~iattempts to catego:t'ise

J'~ n

zoads tenci to l:i~. somewhat arbitrary.JI The classi'fioation BeJ_.owis
\,-;<, '. .... - __ - - ':.1 _ _ _ _ _ _ _ _ _- /)

based on concepts ,suggester.i },y Beenhakker et nl (:1.987) and ne'ilres
(:1.980) and includ'es chara(,teristics SPsO;ia,.l~)to the Southern
African situatio!'(. Map:3 indiqates the classit:j..cation in terms
of the Transkei. The cI'assification is based on a hierat'chy of a

\

,this hierarchy are roads which
\
\.
\_

nation's road network. Begirminl.,_
are termed primary roads ..,

• <.:).. ,The main function of p~1mary roads is to form the pr1nc1pal
avenues Qf commundpat.Lonbetween maj0F regions o1f,? a country, in ....
eluding connections betwe~;tl rt:!gi<mal capitalS and neighbouring

J ~ ~

countries .. s:L,l.L1arly the m~fn function of secondary \~oads is to
form the principal avenu@c$~/.dtcommunication for movements br;:r~ween
regional capitals and adjc:>ining regions and their oapital
cent.res;' between t.~gional capH.:al centres and key towns;, qnd be-
tween key towns. Tertiary rC';ads are usually found im a rura1
type environment and are generally recognised as part of the in-

4:



nn;st r th~y:.inr:ludG cer1;qin min~mum.reqqirements of a famil,'t for
private consumption.: adeguate food. shelter and cj.oj:..hiV9'as we~l
jls c~ta.j..n hou~ehold. egyipment and fumi ture. ..B@cond« they '.'ii~-:
clud,e ..eZlsent;ial services provided P!l and for th€ community at
large" .•, sUQh"§s. safe Q.l;'j.nkingWgter. sanitat~on( l2ublic transport
~ health, educat~on and cultural facilities." TX;,ansport is
:rarely desired for it.s own sake~ it is merely a means to the
SUCCJs~sful achievement of other ambiguous ~nd often conflicting
objectives, the type and. intensity of transport r,equired' l::Ieing
dictated by the particu':.tar needs wh:Lphit lis being used to
satisj:y.

:2. :2. 2~ ICLASSIF!CATION OF ROAD T¥PES

A clcl'ssificat~ion of the types" of roads is hecese.ary to determine"
"

exa6t:.ly where the study is focussed. Roads differ in function""
and ch,araoteristics and, as a result, attempt~ to categorise
roads tend ,to be somewhatar12itrary ~ The classifica.tion( below is
based on ooncepts SU9gested by :e~enh(llkkeret al (1987) 4nd Devres

" .. .: I, \ /,'. ,/;

(1980) and inc:qudes chal;acteriL!?l'::ics special to thf Southern
African situa:tion. Map3 indicates the classificat~,,6n in terms
of the T:rap,skei. The cl.a:ssification is based on a hi'erarchy 0·£ a
nation's t'oad network. ~~e9'inningthis hierarchy are roads which
are terw~d primary roads'.

t.l!p,F< ,rl'\ain f1.:u.?tion of primary roads is to form the principal
avenues of communicationbetween major regions of a country, in ...
ql·3.ding connections between regional capitals and neighbouring
countries. Similarly the main funct.ion Of secondary roads is to

'. . 0
fortr, the prin#ipal avenues of conununica~ionfor mdvementsbetweEU'l
regional capitals and adj\tining regions and their capital
oentres; bf"itweenreg:,onal capital centres and\\key towns; and be...
t",een key town1. Tez:'tiary roads are usually found in a ruraJ,.
type environment and are generally rec.ognised as p,"'!r'l::.of the in-

4



tegrated road network conne~;ting..p~{'l.maryand second..ar:Yroads and
conl'lecting cent~es of substant'ial populatiofi and ecenemi,c ac-
tivity. Feeder roads are found in ru:r.~\~areQ.~ allowin9 no
through flow traffic but channelling ~occ.~ftraffic onto the
higher.- road network and furthermore performing !,t;L,3 function o~

. ~'

serving :mine>rpoplllation groups or s~all c'entres of" econotniS,,".(ib-
ti vity • Further 'downthe road networlt hierarchy are lower -;ccess

'\
infrastructure including tracks [, J~ingle lane t;mimprov~dtracks

".normally associated with non"'motorised forms of' transport 1;
t:cails r narroW tracks J and paths [ 'a narrow cieared way'\:.pr
walking traffic ).

This paper is concerned about the evaluation of''-'the impacts of
imprOVement of seconda.ry and tertiary react types. The most

c "',,
prominent diff,erence between the evaluation of primary or na....

If' - - ~ _- ..

tional roads ':~ndthe evaluatiQn of secondary a:n'ct lo\l~~;order
roads is that greater emphasis of ttansport economics [traffic

f.:,

generated, user cost s;avinqs etc J has been placec::lon primary
roads while broader economic and soc;i.al consiClera:tions"haf~~ been

lJ c;

traditiona;J..ly 'of minor imp\)rtance. An analyais of the liter·ature
indicates that '.',the ~everse is Usual:I.y true in th~ analysis ~f, I:!

lower order roads, where the impact is sUgge:sted to ba much more
diffuse, with induceid changes in agriculture' andlln?~....agricu~,tural, :'
product.ion, health, education and otbel:' social a:\l'tf env.:iLtonmental, C)
effects. The impact of' such roads in rural··.areas is tHscussed in
greater detail" in Chapter 4~

2 • 3. FUNCTIONS OF' TRANSPORT

",~A j
A number of tJ,lnctions di: transport have been identified in the '.'
literature. ,;:';'The''economic function of transport is essenti2?t~,ly
aimed at enla:r.gi~!9'the utiJ..i.ty and \~sefulness of goods, people
and informa,tion by I;:!hanging'thei3: location to' where t.he utility
is greatest .i'n tarIM;' of place and time. This simply means that



transportation bridg,es the gap between producer .and consumez-,
The s(.\tisfact.ion, benefit or qu.ali ty of the mov:e:mentmust be
eqUal 1::.0, or great~r than, the cost and labour it entails.

'.J

The political function of transport is to achieve political
unity, all?well as providing accessibility of the entire popula....
tion to the political .ervices of a country, including ~d-
ministration, justice and the ei1ior.::ementof faw.

c_, ;'.

'\

Transport plays an impctt"tantrole in defence and other strategic
concerns. In 'che event of national emergency,arisi.ng out of' dis-
pt,lte w'ith other cou.ntries t in bothe,offensive and defensive occa-
sions J transport facilities must be capable of as;~embling the
waterial for aefence, conveying goods to areas (ti:f" production
which may;not ~e precisely the sama as those in peace time, and
speeding SUPPties and armed ;:(l'JJ;ces"'toareas of conflict."

Lastly, transport has an important social function .by creating
opportunities for individuals t() obtail'} ed'U~a:ti'on,recreation and
health servj.ces etc. The gtlCllity.,of the. t.ranspo;'t ,service and the
cost there.';:):t"affect\\ act:essibil!ity to social services ana sub'"
sequently have an effect" on seti:lement patterns.

\}, '

The broad o:pject ~f a tr~bsp~rt $yst_em.is therefo;-e .,to assure the
availability of fast., economH~al and safe tr~nsport, whicb
reflects the deVelopmental.n~ed$,(,pf a country t ,nd to movegoods,
people and. info:emat.:i.onwit.:hou·t;discrimin~tio.n or wfilstc in
resptmse ..to both"public and priv;~'~e'demandin t;pe most, efficiel'lt, ,

and economical waYE conaistent with other non-econ'?!D,icobjectives
such as heal.th, convenf.ence and nat:.ion.als~curi tv. j' ."J: D

From the, "short summaryof 'che main functions of tr.e.ospor:twe cO.n
see that the role of a nation's or regiorl's transport system of-
ten has competing and incompatible objectives. Transport policy



is intertwined with po~icy ohoidt;!S :i.n other sectors and they all
depend on Qve;r:-all na1:~lOnal de::.isions. The" futlotions of t'l:ansport
also h.ave a ::number . q~f seoondary and spin-off:::, effeots. The
prlrnary and spin"'off feffect:s: ((If r10ads on surroundin9' communities

I.
form the subj~ct of i'ihis dissertaticm and a literature review of
the known effects of' road i'l'nproverne:qt on sl.lrrounding communities
is contained in Chap!te:r. 4.

\\

II
2.4. ECONOMIC DEVEU.)PMENTAND THEROLE ROAt1f) MAY PLAY IN THIS

t"ROC;e:SS

2.4.1. What is EC!o1t'lOmicDevelopment?
:',;"'}

I '~,

, Alnongst ~the most obvious general qoalv (f'~'U'i~-)"')l'tit:m is that of
lj \ ,/ -,_-: " .'. ;,y,_"..",,::: '

eClonom~j!~progress and development. t.dt,,:lJ:iomicdevelopment O~~~1be
defil'led as the "P"""r"Wf._ Wb~Qb ma"E?~.i~lll..§_irn. 8Kll~;r'Al.better.· oft

, :tri.. ,.inc;ceas i1"'1...;1 . :tJ;~2.st~ ,,maorcl ..o,:r~+ 9009S ...~.ml~er\1;i. ces ._?-11$1 by .in-
crea$ing the OU2~Q~~~~o2en...to (/1al~.tt ( Elkari' (1973) ] .,. This is
synonymous w'ith eaying that econorai.e de,,:' J.opment means a rise in
the standard of living in the not too distant:. future. What then
are the\i dynantic forces of development and What role does
transpoFt play in the development prooe~rs? The aevelopmer. t

process has been det;ined as the "~§tOf Qbapge$ in tb~ @pemomig
.e._tructute. reguired to. sustain. a .Q,OntJn1.gld.ipcreas@. in .~n\2ome.and
welf~tt ( Tomlinson (1.989) J. The development procass involves
t~ree sets of intarrelat~\ changes. These are changes in a
country's productive capacity, in the use to which a nation puts
its resources, and in various socio ...economic transformations.
Increases in productive capacity can be achieved via :-

I)

tI - ;j.nvestm.ent in phys;i.caJ, 'capital r IT!acbin~ a ·;j.ntrast+,uctur~ 1
- il'lvef$.t.mentj·n human 9apital r edu~at;j.Otl f hee,~tb, fllJtr;j.t;ion .J

- the agu;j.s,it;j.on pi f;;nowle.sg~ t ,t..echnolog;j.cal adv~nce, re-
search, I!1.ndO:t:9:s.'tDisatione,l ga.pacity JII [ Tomlinson (1989) J.

7
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2.4.2. What Type of Investment is Transport Investment?

Investment in transport infrastructure largely falls within the
physical capital investment category whioh can have one of three
consequences. An investment may have a posi ti ve effe~;t where
new, directly produc·tive undertakings are the direc·.t reGult of
the new investment I a neutral effect where the invE~stment does
not lead to productiv~ activi·ties and subsequent increase in
economic growth or a ne.:gative effect where the investment
directly elim:i.n,fites productive ~ctivities and sl.ows the level of
eoonomic grow'th by diverting investment from eff~pient uses.
Theoretioally there is I?oIl optimum amount of transport capao.i,ty

i,:- 'I'~!

required :for a specifi'b stage of development. l:nviestment in
transport or '~ltransport capacity should be neither SUbstantially
above nor substantia.lly below the optimum requ~}:ements. Excess
capa.ci.ty involve~ a misuse of limited and scarce resources and a

,\

lack of adec.t:uat~capacity jeopardizes progress and may "impede
th~ deveJ.9pment pi tbe ove;t"a/;;;!.national. egonottlY.,!.,1I(Rondinelli
(1983) J.

Eco':'omists have varying views on how'physical cap.ital investment
[ including transport infrastructure J causes economic g;owth and
de,"alopment. Wilson et., al (1966) expressed that -.economic growth
is, in :m~,nYrespects, a learning process, whereby the human fac ...
tor aquires new skills, aptitudes, capabilities and aspirations.
Owen (1987) concludes f:t'omWorld Bank datia ":t_lat. only. S}QQ.utone
tbird of thS? ~QOnQl\1tcgrowtb rate§? arQyrgi tb§ w6~J.~1gan bEL at-
:tl;ibuted to CsI?jj:.aJ.fgrmat;i.on snd thgt mucihof the palc;nce is gu~
to illl.'t?;tovement,in the cS\&,?bilj.ti!i!Sof butr@Jl....beings. Iovsstments,
diffJ/r in tbe ,extent to which tbey sf;fE,l,9t bQtll.~ityde§ and
techn~S;sl 12rodlJ_9tiva.tilP.II Investments in directly productive
faC~_litiE;:,susually. af1/ec,}-,)1far !~:mallernumber Ol people than in ...
veS~lnents in h~lalth, educat:i.on or gener<',l.lcommunication.' Figure

({
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2. 1 graphically represents the range of ,,~,inV'estments~nd their
,~. i

corresponding influences on ,-the attitudes 61f individuals ..

FIGURE 2~1 : INVESTMENT OPTIONS AND ATTITUDES [ after Wilson
et al (1966) ]

A B

Inflv.nee on
Alliludu

~" ,'~ :}
R~lI Air Pipellnt

__./

Dir."'Y P'Qdutlivt
Aelivilv

Steel Mill
Cemont 1".01

",

From "Figure .2.1 we can see that transport and particularly road
tran~'port lies inte;mediatelY on th~ scale bet~veen A anq. .8. Ac-
cording to WilsOll et al (196~("~;-... investment in transportation

\\ '\ <':.. c:""

bas a wider geogr<!Pllicai,;,1ilmension than almost any, 9ther ( in-
vestlnel.1.t..-L.,II' Wils~/r(";-t. ';1.1 (19 6S) goes on to explain that
transport invest:men~ar.d particularly roads, not' orily has an im-
portant role to play in phy.sical capit&:.)" format.ion· needed for

(\

economic growth but also playa significant role in human capital
fornation which may be :more impo.;'tant than pure physical capital
inves'tment" The education. and p~tt~r spill-over effects of road
transportat~on appear to be greatl,ar than those of other t,loaes of
transport and other capital investments and :t;,his is especially
significant at low levels of development. Maasdorp (1'984) states
that social overhead investm~nt [ of which transport is'ont:! ele-
ment J creates investment opportunities in directly productive
activities but Uthe provision Of social caPital ~ustpr,cede

0, mese acti v;tties which pl~nL the role of a trail,..blazer in
ecgnond.c dE':!V'elopmsnt.It Thus road investments can be seen as not

Onl,Yi,nves,tme11ts in hum,an ,8" nd Physi,C~l ,ca.!?,~t,a.ll""b~t,a,Lso 0, ft,'e,r~~,,~,
one,_"Of the best avenues, v+~Q,rthe, aCQU1,sa t10"Jl , 0,f ,~,nt,re,P,r,eneu,r,'1a~,~
s)r~lls and other knowledge. Therefore eccncnuc planners iN
reality have a much broader range of investments and. expenditur~)
options than that implied in the traditional rate-at-return cal ...
oUlation.

9



In conclusion we can see that roads art; not only investments in
physical capital but also investments Ln: human capital and

- .
knowlege acquisition. 'These three elements change productive
capacity and this l,$ one of the three :me,.j.n elements needed for
positive eGonomicdevelopment.

2..4.3. Road Transport as Performing a Leading Role in Development.

Suggestions have heen made that transport plays a leading role in
development. Aocording to Wilson at al (1966) 1I.9..-m9reimpoi"'tant
reason; foX' stres.sing the role of transport is the tl'eguent. claim
th?'\t ,ti •at least in', the early" stages of development it is ther key
sect~" Van der Wess in Howeet al (1984) concluded that the

.. :,:

transition from a sUbsistence to an exchange economy required the
creation of surplus transport capacity, that is transport leading
development. In some cases however th~ preconditions for economic
take-off are already present, and the building of trDn~port
facilities provides the spark that activates otherwise dormant
..economic potential. Heymannin Maasdorp (1984) however questions
whether transport can in fact act as a deVelopment catalyst and
"conceiies that it affects the course of_ economic d.evelQErnentbut
doubts whether it can call'forth other economic development."

2.4.4. Road Transport as Indispensable to Development

Prior to 1960 the attitude towards transport as', indispensable to

ec:on,om,"~,'C de,v,'elopment w,a,S" w,id,esprea..d, an,',d,tra, nsp,ort Was se~,p"as,",a
"necessary ingredient" of nearly every aspect, of economic ~hd so-
cial devel.opment. Rostows,.'.. stage~; development theory ~f<¥gardS
transport as the most powe&'ful single initiator of the tak~-off
of industrial development. Rostow (1960) stated that ~I..!-.~. the
preparation .of a ,viable base. for -a modern industrial. structure
regyires that qyit~ revolutionar:t chal)geS be brought al20ut in two

"1/
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non-industrial. s~ctors :- agriculture and ..social. overhead .capital,
most....notably in :trans~ort." The fact that a transport base Was'
creat~d prior to, or coincidental with, rat:id growth in, Western
iltiustrial nations has reinforced the high percentage of invest-
m'ent devoted to transpqrt as well as the significance of
tranSpoI't to i:,he development pl."oeess. Transport improvement was
often recommel~dedas one way of tackling the problem of under-
deve1cPeq, cc3ilI?:-.$:.riesor regions. A number of more recent authors
'have exp~e$se(r similar views of transport being indispensable to
economic development. Haily in HCJweet a1 (1984) states that
..there seems to be DQ gther type of' development··which can effect.
so speedy a change in the economi_cand social donditions. of .a
12ackward country.:.." Owen (3.997) proposes that "advances in the
technology of moving people an·d g_oods underlie much of the

-9.t c. . . ~

world's·· economic and s\:)cial progres2..:_",.:,~ndviljoen (1985) states
that 1lthere is .a close interc1ependance between'reg.i..onaLdevelop-
meant and transport." copley in Dewar (1985) i~tates that in-
creased ac~es~ibility is automatically positive .in developmental
terms. Specifi.cd.lly, it is assut'ecl that increased accessibility
promotes economic development by stimulating the opl;!ration of the
u:mark,.(?j;f('Jl:cesli• Giohaga in l-!ara.is (1987) is convinced that
roads'stimulate and. accelerate development and econonl.ic growth in
developing countries. He states "it is gen~ert11.1yrec(;')_gnised.that
road building st:i,1!lUlates developments. in developing. coufltries
especially in. the .x.ura1 agricul tUfal areas ..• and the rate Of
deve.l.9pment of. dev§loping countries.' ~s a. direct functiqn of the
efficiency of ,tjle .'transportation ..system in t&\ese.countries. It In
conclusion we see that a lar9'~ nulnbe:rof re.s..?-arohers see the only
consequence of building a road to 1:>ethe fur."'::~hi!'ing of develop-
ment - or perhaps continuing existing forms Of social and
economic development on a large scale.

This b;t:'oadand uncritical view of thf> impact of roads OIl develop-
I.

ment is reflected in the attitude of the World Bank and the In-
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,',
talfnational oevelopment Organisation wh.oessentially lend capi'tal
to developing countries and "provided in the pe:r..iod_1946 to 1964
2..L.;; bi;ll;Lon .••• .1 ret)resept~ng.] j5% of all Ipaps fgr,projact$ in

'.'
transpor1;Qtion" ( owen .,(1987) ] ~ simileil:,ly in ..the local context
the Development Bank. i4't Southern Africa a.llocated II 2251 .mi~).ion.
for bul.k infra$tructu:r~ proj ect development. [ wh:i.2chino,l ude s
transportation I water re.sources, energy and post and teleCbln-
mund.catdons development ] for the 1989/90 f:i;ha..ncial year repre-
senting 46% of total :funds [ Annual Report. of the Development
Bank of southern Africa 1989/90 ).

The correlation between 'mobility and eccnomd.c progress can be
seen in compari~on between the gross national product per capita
and t;ansp6rt facilities and traffic. Table 2.1. illustrates a
clear relationship between per capita income and travel.

'l'ABli,$ 2.1 : INDEX OF PER CAPITA GlTP AND MOBILITY (FRANCE=<100)
[ a.fter owen (1987) 1

$",,: ze d.1hc!
$w.d~n
t'''~ulll.public 0"Crrm.nr
Br1~iL:n\
:'\~rw.""
t:lIil.4'SI~ ••
:-O:.rherbnds

\\ F~.;r•ce
~,c....J.
'~?>um~li.
J1t.tn

~.'0Kintdom
C
4
.IJNl,)\'.iki.

{,J,'·l'·,.'t
t:ii,rf•lI.
H"r. y
\'<n.: I.
yu~",l>\'i.
.~'~.nrin.
!ton
.e,u.J
M.~!~o.
RrN1:h .. of I(Q'.'M.l.,·,i.
T~rl;~,·
£e~d~r
C¢!_;mhi#
Sl!:tri:
Po;·;rr1:'J¢J

'J:t:rrt .. \
Ind~n.'~ .
~.~:mn
~h::a
In3:.
£lh,opia
B.111~btiC"itJ

G:-O:P F'¢f C'ri,. T1.vd Mbb\li~' I'tdph. M~\,>ility

1~9 104 81
119 96 151
m 101 57
1M 88 111
106 55 107
106 IbO ~60
101 83 42
100 100 1()()
~3 114 ..74
·~I \0'1 $35S, 96 '14
63 78 iJ,'{

53 >t 132
SJ 60 49
~3 >t 4.j
.1;1 ;14 :!.."9
~ ;14 1>8
31 24 36
2~ 3l . S~
3~ 32 1'-4
32 IQ 10
18 IS ,;.;
I~ 14 ~2
15 a 16
14 1\ :l6
I~ 5 ~6
It S 21
II 6 .-' 47
6 5 5
6 2 III
$ 5 I)
3 J 5
:1 3 10
~ 3 16
l 5 l6
I ~ 3
I 1 3
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2.4.5. The,~ore c,:i tical Evaluation e/i the Role of Transport
. . ,t\'.. (,

Analysis of,roacls in the mid-60's showed.the effects of roads te
l:>~ disappointing and Iiterature of that period tends to suggest
that i:.ransport does no'c pl,i;lYsuch an important ible in dave-lep-

." . '~:-

ment lIas previously thought, and authors e,xpressed. a much more
H. .. "

skep\~ical attitude toward .transport as an initiator of develop""
ltlent. Authors of 'this school of thought g'~nerally expref;sed that
increased accessibility is unlikely 1 in its ,own right, to;,still\u-
late development in depressed outlying areas, although it has the
potential to acceli?rate the rate of development in areas w¥"fre an

c)

existing economic dyna.misl'l\occuxs., cln recent year::: the emphasis
on transportat.;ioll has declJ.ned as other aspects o·f deve~Jopment
have gained recognition. "The decline has ~J;'ought transporf: lend'"
j:ng to., less than 15%..of the ..World. Bank's t,otal operation. n I Owen

. - ;

(1987) }. ~,ln. a .'similar trend ·the United Nation's Developl'V,;llt
Program has teduced expenditure on transport to wit.hin 12~ of to ...
tal expenditure. '[ World Development Annual Report U.'988) ].
Furthermot"e a ~utnber of authors have expressed that rqLads have
little or no impact on economic development. Accordj.nq to Owen
(1987) "transport was a respons~ to 12r~~sures generatec( both frQm
withiri and. without instead or being a ne;pessao" .'p;t'eC'Dndition or
ey:~nleading sector of. economic development." The growth of most.

.',.!I.<--- or- - . '_\~,- - -~:-
road networks is an irregular ot' sporadic but continued natu_ral
process of evolution from footpaths and t(7ai1s to roads in'"
fluenced by It\jAny specific economi.c , sodial and political forces.
Skorpa et,al (;974) believes "the, role of tra}Jsporj: investment in
economic groytth .i? not· unique. Transport investment is no mor~
an initiator of.growth than &ny .other.form of investment. or
deliber_atepoJ"icy.1'

C;

The set of circumstances surrgtlnding any expansion of transp~rt
capacity remains critical and greater emph(:lsishas been placed on
this. Wil::lon in Howe et al (1984) suggests that there are
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largely two factors that explain the variations ofl; results in
st1.1d.ies of transport and development. They are n firstly, ..the
criteria of economic opportunity and ?econdly~",...the resRonse to

\ .~
aeronomicopportunity. "The first depends on th~' guality and ~a!l.::
,t.ity of resources in the t:egic)n served, the actual' chan~ in

\~

;t_ransport rates and services alry.dcommodity price levels_., T.1fJla
,_secondde12endsupon an awarenes,l:1of o}2portunity and what ltIC,iYi~sa
broadly defined~ ,attitudes tO~llar~s~onomic' chang~n T!{US in:"
vestments in tra.nsport fl\ay lead. to little or no d.evelopment ,:Oa-

'\
cause the otbcr in9rediet~ts of !pu.ccessful farming or manu,jactu!'-'
ing were not available aria not Supplied. Response to road 6ppor·;;
~cunities depend on the quali ty and q~lantity "."Q"f" "ii~1..,urces1 at-

II

"it.itudes ~nd. other aSPelcts. of culture I ~~ocial relationships I i.n-
\\

dividual psychology anc{levels of well b'e:ing.
))

I(

2•4•6. The Multi -sectojr Package

Later development theo.ty tends to suggest tl~at transport. is ol'11y
one element in a lUulti ..·sect.oral palckal!jethat is n.ecessary for the
growt.h process, although transpbr\'~ was seen to form an integral

pa..rt of the joint inves,tlnen:. .WilS!On, et a~ '0.966) (fefe. t',s to tbiS'
pa.ckage as "clusters 01£ Ch~l'lqe (w:hJ.chl J.f they $~ccu-rtogether
will produce one kind of result t while· if th~y~-d6cur separately

',)

or seguantially diffarenj:: rasul ts will occur , tI " He corrcf.udea that
for transport investment to he successful it must be part of this
cluster of change. Evidence fro:mstudies by the World Bank con-c
elusively shows that the negative effect, l('f "'?di investnv~:nts was
associated with a J.ack of comple:meptd.ry''ijl, ~~rts. Conversely.:
the projeots that were :most s\'tcce~sful in, ~r~i~~;p\rin9the lives of

' .. " \ .•• j

the rural poor involVed carefUlly co-ordir~\t~~l mu.lti"'sector Ln-
vestments. Road develOPment wit.h other i.n~;·estment$.are however
seen as part of an irlitiating c,."liuster of change and deserve
reoognition as one of the causal agents of economic and social
change. Odier in Marais (1987) stat.as that "it i~ imRossible to
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~,~~
consider a road prqruzammein isolation and that_ H: must :be 'lin-
tegrated in· an •9c..onomig•and social. de'~eloRment·plan~ ,) Roads are
~lways a factor of d~Vel.Opmentr •but t:t.:.~development which may be
~xped'~'j frOm them only takes fUl,i_ef:f;ect if it is accompanied by:
parall;@1- action in. the same s};!here or other spheres,:-" Vilj oen
(1985) sums up the thinking of the Development Bank of Southern
Africa on transport in development. nIt-eo,is ••. now generally ac....
cepted that the stimulus to,~growth reauires i set nf conditions

I .' - '.,

CI : :'!:e:ra;:Il::~..~:~~~!t~O:u:~ti:::·"i:f i:ura:~a~:::lO:::ji!~~ _ - b1
te~rated, carefully designed pro9"ratnmeswhich ensut'(.\.the exist-
ence of all of'the pre-conditions for success are necessary.
Certainly I th~ provision of bett~r and more exte{f1Sive transport
infrastructure undertaken in isolation from these other issues I

is not sufficient to promote rural development ..

2.4.7. An Overview of the Role of RoadS in Development

A review of literature has proved tn.at the relationship betWeen
'!

transport and devel.opment has defied simple synthesis. and :t'ernail'1~\
inconsistent and paradoxical. In conclusion it can be '~~ated

I '//

that there is a close relationship between transport and d~V.;~lOP-
ment because mobility and access 'are the only means by whi;;!1the
ends in oth.er sectors can be accomplished. Studies pro';'e that in
most cases I changes in the transportation system do have. an. in-
fluence on developm~nt and activities in adj acent COlnrm:mi ties.
The literature generally accepts that road building jan6. ..~kprove-

'\. .,

merremust form one component of an integral packag.e. The·· e<xte.nt
tl:7ansport plays in development is ambiguous, although it is clear
that rpad building and improvement have noticeable economic and
non-econo~l c imp~~s on the surroundi,ng communities. These ef~
fects. are \~iscussed in g'lreate; d~tail in Chapter 4.

(~\
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2.5. liISTORICAL REVIEW OF EVALUATION TJ:!.t::HNIQU\~SOF ROAD PROJECTS
,~,~"}\

The final part of this chapter discusse::r '~echniques for road
choice which is paralleled by the historical :t'eview of the at-
titude and thinking of t,he role roa.d projeCts play in the
development pr'Pcess. This section is concerneg with a brief
overview of evaluation tephniqu~s of road projeti:~~s and is not;
r::oncerned with a detailed disc~:ssion of specific techniques.
There are :basicttlly thl#ee pnaaes of techniques that have been
used for road choice. Chapter 3 discusses the role of evaluation
in the overall p+annlng pro(.:::ess.

2.5. 1. Engineering Technic,t'.les /i
i(
I'

The first· of the three g',.:oupsOf t;:~Chni~u~~is the use of pur~lY
engineering c:riteria_ in the assessment of \<rJJadneeds based on a

\"

natural process which favotJxed areas of populatiort density, and
pa.rticularly those with a lnore advanced economic structure. Co'"
ordination of rq{adplanning with developmental goals was minimal.
On~ of the first quantitativa selecti.on criteria for. road plan-
ning abd improvement was tIle Highway Sufficiency Rating of the
Arizono. State HighwyAuthorities in 1946 which ess~ktially'deter ...
mined tha enginee;ring characteristics which a rocta ,ought to hava;

\\g'ive];' l' certa} ...n amount of traffic. \\
'\

2.5.'.2 e .,"CpstBenefit An&lysis and Associated /I.rechnigues
\ ' .
.~ ~

\\ ,... .... . \\The next, group of technl.ques used an the ev,'flluation of ro:'rlo.sis
the beginnings of simple cost-benefit ana1f:g.~dsand associate4;:::::t~ue;;nkin~~he:oa~:C::~;:e!:c~:::Jr:~~::=~t;;:::::~
:;::'ala.neesheet. approacli, opt:bni~ation techniques and successive
subsetting techniques. For a detailed discussion Of each of th~
above techniques see Shaw (1991). Lending ~:'lsti tdtions generally
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use cost-benefit or som\:)other eoonend.ceffioiency teohnique to
el~termineproject feasibility due to the, inherEmt characteristics
of such institutions. Just:lfication of a project depends gn
demonstrating that it would result in economic benefit in exceSF;
of its costs, while the distribution of impacts and other non-
economiceffects are overlooked.

2.B 3. Quantitative selection Criteria Prior to Cost !\enefit
Analysis and Associa~ed Techniques

The last group of ante eval'!J.ation techniguet3 is the introduction
of generalised ;,f,$pq~)o-econol\lioindicators as pre-selection
crite:tia'~~1dr t~ co~t benefit anafy~is or other associated tech-

• )1

niques. Social and non- economic.criteria ,have been put forwa.rd
to be used in \:he overall decision ma.kingframework but r up to
nowI have rarely been used in pract,ice. There has been increas-
ing recognition of social and otner nen-economic effects 0:1: road

,. .. .. ... . .. ' ',', _ _ \"'" ~i " '_. ." " _' 'improvements but little 'l~1tsbeen done to include such impaq~ts
. _. .. _ i}

into the overall frameworkof decisionma.:k.ing. This dissertatiion
//

attempts to identify social and economic effects caused_Jjy<~)road
impro"l;'ementsand extensions Ln rural azeas that could be suoees.-
fUlly' used in the evaluation stage to improve the. planning and
deSign of similar projects in the' future. Tbe increasing impor-
tance of incorporating non-economic criteria into the evaluation
procedure has been emphazisedby a numberof authors.

Thomsonin Howeet, al (1984) concludes that non-economic con-
siderations are important in transport planning. However Ifs1.1gb>
recognition was merely tE!aistered andhad no influence on evalua....
tion methc)dologies, .which.continue to give attention so).ely to
economia aspect.s." l?lumbein Devres (1980) states that. !fit ;might
be better to focus on the quajj.tative. ch,gpges rather tban. th~
l.evel of production, ~ncome«.or,.traffic as the,2;·ate ;i.,ngregsingly
recognised as -:being.as Qr more im12ortant.tI Both Wilson at al
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(: (1966) and skcrpa at al (1974) red~Ognisethe i:nr;~7t'tanceof ~6c:lai.t'
',I , ',', ,_ ,; Ii, ",', , ,'_ " "lS, ' " "alhd non-economic: effects that roa,.d proj ects have. Wilson et al

(1966) states that "in. the tinal ~nalYs~s; this [non-ecol'lomic im-
''''.'':,~~' J may be more. impottant", th~n the direct economical ..

r..

p~np-;fits. II similarly Skorpa et al (1974) states that "j;he ,'in-
dtrect or ,/pillover effedts of f.-oadt~l'lSport ar§ lucre ",im~ortant
than, the dIrect., reduction§! , in,' user cqr.ots, ,and" faster tran2it and

the non-egonomj,c ;role, of rgads can be 9f oVeriding impo:t'tance.. n
l)"urthermore Steiner in Howe at al (.1984) sums up by saying that
"in the fyture pJ"anntng of tbe \l1crlg [ ',th~ pregolninant factor to
be tg:k;en into ,acgount woul'~Lb@:manhilnse;t,f fang the nUlnber,·9f men
,:t.hat..Jnm1:b@ penefiteCt ,by the constructioll 9f anypart:iculat road_L

'" I·

and not th~ number o~ ~j.s~;LCS;, i1;: may carr:2:." According to Alder
in Howe et al (1984)' one c)f th~ l.llajor reasons for excluding so'"
cial and norr-econemd c cI·ite:r.ia'· is the lendi'rig ;4,nstitut.ions
"becau§ae they are. not a major con!?j_cwrat:i,cmfor, "lengi11g bi:_most
sources: Qf forej,gn fin9nc~ 'whose prim,ar-)rpur120se i,l? tg stimul~te
ecoflomjg d~v~lopment. It The slight empbasis on non-economic af ...

t,· i.~J ()

fects has been attributed t:o the compa:r.·ative recent emergenoe of
," ~~',

these as development i$sue~ and th~ diffiCUlty of incorporating
them into the' techniques that are <reaclily used in, road proj ect
appraisal. s09,ial objecti'ltes are ofteri'<.left out on the g~ounds
that they are difficult to measure in money terms. IJ,'p.eoretically
methods of coml:>iningeconomic and social indicators into a single
declsion. index have been :largely rejected as too complex, and
practioally too expEi'!:nsiveto be workable.

3.5.4. An Overview of Evaluation Teohniques of Road P,;ojeots
"

Cost-benefit analysis or other ecenond,c effecienoy techniques are
genera).ly used in the evaluation of :rural road proj ects • This
has been Cfttrihvt.ed t.o the inherent charaoteristics,. of lending
insti tutidhS which ne,~,tj.to :justify that a proj act would result ini,
eoonomic benefit in excess of its cost. There has how~ver been

.f. \'
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\',"
growing recognition of tl'l.e impqrtance of social and \jeconomicef-

,. ., 'II i_'<

fects caused by road imp,l7ovementsand extellsio);'ls an~~the impor-
",

t.ance of inclUding them .into the evaluation p:t'~cedure. Social
impacts a:t'~e employed in a number of developing nations as selec-
tion cril.teria for pre7""eCOlIOmicappraisal. The fj~1a~lchoice is
often made purii:!lyby.quantj,tative and economic criteri~\t.

1\ -~'
3.5.4. An Overview of Evalu~llt,ionTechniques of Road prol~,ects in

the Transkei
r

,Evaluation t..ec:mniques of road proj ects" in rural areas in the
'llranskei do not take social criteria into account but si1'l.~plyuses
a modified form of cost henef! t analysis based on suggesi~ions or
the National Institute for Transport and Road Research. ;"Accordi~

. . . - : - --- - - -" . - - \\ - ,~~

~.ng to the Transkei ll'ransportation Infrastructure Deve;~opment
'\ r

Plan formUlated by Be,;rgmanand Partners (1983) roads con~~idere~~
for ,surfacing were hasedon vehicles per day, futUre develppment
considerations" and strategic and internationa~ consideratiolns but
",econ.,f>n.ticra,nking was taken. as. the basis for. the overall
prioritization of the developmental ~rogranllne. " The report fur-
ther states that "whilst traffic v,;,lumesare undo\]ptedly the (tn\ost
Elignificant. factors .in· road. im,ru:-oiTement.asses~:ment, it wss. con-
sidex'ed, necessary however to {i;\ssess.t\1~.....m:'j.C'rity of ~abh link in
the net'Work on a detailed financial cost. benefit, 'basis. fI The
economic analysis consists primarily of the assessment of 'the
benefits of road improvements rin terms of road user and main....
tenance cost savings with respect to '(;l1einitial capital of the
improvements. Net present value' and econond,c rat.e cjf return were
used (to rank linJcs, in priority 6rd~r. f)

o

Th~ .Roati cons'cruotiqn Priority $1;:uuy:prepared by Stewart Scott
and I'artner$ (3~:9(3 8;) (~hd (.!urrently used "by r't1i;e 'Franskei
Gover)Jmen,t's Department of Works,and Energy for ro~d prioritiza-

". '1/

tion, s'tates that, "1n~additj,on()to the ,.convention~l highway cQst-
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b..eneg;i;tcma1ys1s.,.9onsideration has al§!o b,€!engiven r. albeit to a
limi.;ted ~xtent J. to non-economic;]ang developmental ~spects .9f. in-
dividual Ptoj ~cts. .. In practice though the study does acknow-
ledge that road improvements and additions lead to "S12in"'ofL,.Qx
multipl;i.er~efi;ects which stim'Q.late seQ..Q.Illfiary,aet!vi ty wi.th

.. '.,
benefits ,to the people" no social 'critepia are used to priorit,ize
road pr~l.jects which essentially use an eccnomdo technique. The
,cost benefit an",lysis technique compares the total, quantifiable
c:~ostof implementing each project with the s.i.milar costs of not
implementing the project. The ec:mponentcosts of ealJ"li:; acneme., in'"
clude road user costs I travel time )savil'lgs :and vehicl~ nperatin~
costs J; rbad maintenance ccst.s and cOl'lstrtictic.mlreha.bilit<:ltioll
COI~tS. Priorit'y decisions Wi;:retherefor~ base~ o~~ e't/onomie
or iteria. .,

The appraisal :t:'eport board) ::lumma,:b:y (1985) of the Develop:ra~ntBank
of Southern Africa "'Thicnis id~olved in, .~rtuchof tl:\~ funding of

road proj6\:1ts in developing re9ion~\ 'st~tes tha.t! the t1·ansport
devel,opment objective fer the Walaza Bridge to Lady Gr'ey Road
Isterksprult road} is to "faciiitate economic govtl~pmentoflhe

.. .. 'f. __ "_ - _ -, _ 'c- to. :. __ .. t-, _ __ _ (l. _ ." _'_' .:Hershel d~S'tr~ct' of' Transke~ gn~ ~s regarded ag. essen:!;;.l.()..l tor the
~ n _. _ •••• _. _: - ',____ ::. •••• _ __ ,, - _'_ //_ ••• "~

Y.'eliftl\,\ent,:,_orthe area and should S1ctas a ~(atalys~t2 stimulate.
development." The Transkei Gov~rnmentidentified the Sterkspruit
road as its highest priority in the appraisal stage. \''i'his is
largely due to a political mqtivatiQll to sho.w-r- Anhab:i.tante '\\~o:me
visible sign that they are not being neglected. No social O.l\\~~r-
vironmental appraisal was undertaken but tithe. proPQsal··t9. p'ave, i)

th"l ..road ..was subj~ted to. conven~ional·cost l?enefit ..a1'lalXS5..~ ".
takil:l9' ~QP~t.:_~f c:~4~~-,~~st,r~~sidugt valu§! (,.r.9~d ltfc&:!!~66's~s
'.a,!)dma.tp~(ena!l?'§!;"co~tf;.~I;;t App:tai~al Report P;:')85)} ]'~ ,:'~he m~thod
g:f eco(~omicanalysis u~n;;dto appraise the sterksprui t r.dad·is 'the
me.thod resClmmendedby the South African Oepartment of. Transport.
FU.:tthermore according to the appraisal report (1;985)' "a com-
:Qlementary..evaluation 01; tbe ..psv,ins..~Irroj~ctb(!s been' carri~d oyt

Ii ;:"
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according to the Visser warrant 'tiakingJcc~unt. of the r~~tive
costs_.Ot veh:ic1e operation, road maint(anance and c2fJstructj~on of
the paved surfac~.11 \\

Effects of improving the road were seen to be as a "diversion of)
traff,ic taking adv~p~tage of route shorte,ning Lthrough routing J ,.
regional redis:1;rj_bu \~n of. trips and ext~a local trip generation.
Benefits taken int~ \account irlolude IIsaJ1nc(s' in vehicle running
gasts, saving§ in road maintenj~ costs and sav:i.nsm in accident
co'sts,t.u The appraisal does recognise tha'~ the "ypgrading does
have other non;:::gyantifiable advantage!?" but these are not taken
into account and final deoision to surface the road was based on

"_.
cost benefit analysis.

i1 ~.... . .' . . "Acciprdlng ·to' the appra~sal reJ90rt board summary (19,86) of the
Development Bank(pf Southern Africa the development ol?jectiv~ for
the Libode to MgwenyanaRoad i.a "~O support the Qurrent and en-
visaged levelS of economic a,ctivity iu._:the·· eastern part of

I Transk§!i and surrounding II arel~Ji.:."" FUrthermore the appraisal
report states lithe lack of an. ail weaj;hlift'toas .J.J'l!1ihits any po§-

. sibLe future o,evelopmenttl an~~construction would contribute
towards the econol'nic pot.entH~l of agrioulture, industry and
tourism OVer the medLum and lOIJger terms. The above s'S,ated ob...
j:~ctive of the Libode. Road is I, not obtainable. through }~he con-
struction of this section alOIlE!but rather through the hpgrading
of the Whole of Route 61, togetiher with a systentatic development

!, . ... ..,~-,:'.;'"

program which :0'19uld establish iia broader eGlondtni.obase for the
\\ " !

region~ Apart 'from broader devl~lopmen'tal benefits, benefits of
"the road j.nc1:uded""r.,educed fadrility maint.enar.lce costs. reduced

Vehicle .9.l2.erating costs, reduq§'~~~,~avel tim~} sc;\Vin~1sand l"educed I
accidents". Benefits were comp9fredto cap};b~!J,cost estimates '9;nd'~
an internal rate of return calc~flated and accor(:iing to the report \)

:1 . . "

t L~ "project is beyond any doub/1::just~ied on econon1ic and traf-
k+g volume ground.§...!,_uThus ali~hou9h social and de'velopmental



benefi ts are recognised as important factors Of))road conatiruc ....
tion, the final decision tOoconstruct the ro~;a was based on
economic analysis and fil'\ancial a.ppraisal ~c.~lrthermOl;,e route
realignment decisions were 'based on economic ~rdengineering con-
siderations and no ~ocial or envi::;'onmental cif;~ra;i,sals w'ere un-

, , "-_/\:,/

de'J:'taken. ;::,' >/ - )

. \. ,;:::5(
In conclusion we "can sec~ that, the decisions of the Transkei
l'l'ansportation !.nf.rastructure Deve:toproent Plan (19,,8;)t the CUr-

I, '

l.~e,ntlyused Road Construction p;riori ty study (1988) 'and the ap-
.,:,-

praisal. reports (1985 and 1913G) of the DeVt;filopment.Ban]{ of .,'"
Southern Africa ~re all based on economic appraisal. Some so-
cial, developm,ental \\lnd other ncrr-eeoncmfe effects o~ additions
ap,d ~'inlprovements Of \ road infra~tructure on 'surrounding corn-

- .0 .

munities in :t'ural area are recognised but are not included, in the
final decision :making :;;tage of the 6lX ante-evaluation stage cof
the planning P:t:ooess.,Chapter E)' investOtas the affects of road
improvements wi thin the Sou1;h~frican context and indicates some ,
effects that should be ihcluded in the ~x ante-evaluation, ~te\ge
'of the \~latming p"'rooess so that "the plan.Jing of. simil~r "projec;t.s
can :be fmproved in the fui:ure~ . o

,;:.
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CHAPTER 3 : THE PLANNING PROCESS AND ~HE ROLE EVALUATlON PLAYS IN
'rHtS PROCESS

3.l. WHATIS PLANNING?

Planning is an extremely ambiguous and difficult wOJ;"dto define;
and individual definitions of planning are abundant and varied.
As a staJ;"ting point we will look at a geneJ;"al meaning of plan-
ning. In the "ords of Mackaye in BJ;"uton(1974) u_5!verydeliberate
action must be\\c!lllceived ...and prehearsed in ,the xea11ll of thought
before it can take place. in th-9 phy;sical. It must be created
[,efore .it can bedone.fI 'Fromthis we can deduce thgt planning is
orientated predominantly towards the future, however it is in ....
volved with the past and the present. Friedman in Glasson (1974)'
~,fines planning as "primarily a Wgy of thinking about social and

\:,~,

economic problems} planning is deeply concerned with the rela'"
tiQn of 9'0.£11$ to collective decisions and strives for· comprehem'"

, •• "'(0' ' ••• - - - - - • • - - -.--- - - _ ••••••• __- -- - ., ':

sivenes§."i,p policy and program." Thus planning is concerned "lith
'deliberately achieving some objective, and it proceeds by assem-
bling process into some orderly sequence.
generally knownas the pli!~,nnin9process.

This sequence is

3.2. THE PLANNING PROCESS

Although this study is specifically c~ncern~d with the transJ?o~t
pl~~nning prccees it cannet; be analyse,d in isolation and lilust be
analysed within the wider context of t,l1e<overall pla'nning procei"ss

"\

and natio.nal policy. This.is becaus~';.each sector :t<lithin the
economy is int'errelated to every other sector and each sector is
affected by factors unrelated to forces affecting the othersj~ An
economic development plan is a 9uide to,all sectors and is deter-
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mined by national policies developed in response to a set of
problems as seen by political laaders in power. Therefore
transportation plans mllst be integratea intb and prepared concur-

c-,

rently 'With general economic development plans so that they can
best serve the goals Of"development. This will mean that a
nat5.on's transport goals and ob~e'Ctiveswill reflectt support and
v,.·rolnoten.ational policy. j\ ~1:' If .

\t, ';
\'

Figure :3. L illustrates a general representation of the rational
model of the planning °process ,):)y means of ~. flow diagram. The
highlighted steElSare those st~ps with which this diss~~tation is
speoifically concezned, Altho~\9ht.his dissertation is not con-
cerned wito the development o;E t~e pl9;nning process a ..review of a

.; _- __ -JI

general representation of the ra\tional model of transport plan-
ning process is disc'lssed below. \l?rocess is an important part of
planning and according to camph~.s:1(1979) nt-he charqcterist-ics of
good planning. !0:~lincidewith an ideal -.12.rocess.II The rational
model of decision jlXtaking was ,,~'losenas it is the fundamE!tital "<c",

base for the· tfajo4\it~~1of currently practised trClnsport planning
methodglogies. Me\blodsnot bas$d 011 the fuodel { ego incremen'"

\ \_ -_ - . ,., . - - - ."

tal.ism;. mixed scanning, advocacy etc. J gain clarity and nleaning.....
in terms· of (.\their 'gontrariety to the llJ.odeland. many of tl1ese
.methods can compl.ement; the rat:i.ona~model rather than :replace it..

3.3. THE TAANS..?ORT PLANN:tHG PROCESS
.'}

[ To be read in conjunction with Figure 3.1 .. ]

24



FIGURE 3.1 THE TRANSPORT PL.~NNINGPROCESS
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~.3.1. ~plia participation and Feedback

rrL__
Although .feedbaQ): and public pa.:t:'tici:ration are not actual "-steps
of 'che transpc;~t planning p:r:ocess they are important components
which give credibility and add to the succasa of the process.
Feedb,'\ck is defined by thle World Book pictionary (1981) as "a

n

:grocees by which a fll1ost~mor device regulates. :itself )by: :feeding
back to" iteel f part of its output = " Feedback' from each stage of
the planning process into every other stage is necessary to
claJ;ify and assist the whole process and it is of particular im-
portance in the post"'implementation evaluation stag.e as without
feedback, e'valu.ation would be irrelevant. One of the objectives,
of evaluation is to feedback the experience into the planning
process to improve the planning and design of similar proj eats ..in
the future [ see"Section 3.3.11. ]. Meaningful publio participa--

"'t.ion can be defined as, "that process. which allows' in.terest .•groug~
( or indiv_iduals J to. shar,e. in. and contribut2 to the f6bnulation
of tt:ansp,grt plans !.oil I Lawrence (1989) ]. This (;~art~"pi.pation in
reality involves a d~~~plicated and extensive int~)!'ac~ton between
i4eas and fac'cs throughout the planning proces~ ~~ de;tin.ing a
need for a particular problenl to implementation and evaluation.
The only st1'lge where pUblic participation is limited is in the
~~~
te~.cal analysis phase of the generation of alternati.ves{\r~tage
of th~ planning process which basically Lnve), ves mOdelli~g and

/.1
impact prediction. Public p~;'ticipation has a particularly im...
portant .role to play in the post-implemen'tatd.on evaluation ..stage
where complex social ancl\economic impacts are being investigated
as a result of a road proj ect. 11

v

3.3 .2. Scanning.

The initial a,Jld continuous stage of /~canning makes certain that:
tt:\e, planning authorities a~e. aware of problems, trends and
preferences. Scanning allows for an overall im12,ression to be
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gained without delving (·into detailed data collection of specific
issues. Furthe~0re scarming gives clarity to problem iden-
tificat.ion and data collection'~

3.3.3. Problem Identification

The obj~otive of this stage of the planning process is to iden~
.:)

tify and define problems, oppor.tunities and' other issues thait
have been identified in the scc;nning stage of the planning
process. The ide:);ltified issues shoUld "be defined as broadly as
possible so as not to constrain tl}Q ~et of possible solutions.
Most road i11.frast.ructure pro) ects are developed in reSponse to a
set of national policies which were determined to overcome

'0, problems, a~ seeh by political leaders in poweJ!'.,[ Section 3.2 J.-.
'\~ "

3:;~4. Forntu'lation' of Goals and Objectives
~,'-.

."."::.-:c:::-_;;::-"'
The ~ornnilation of goals and specific obj,ectives are necessary itf'"

'"
defining the desired stat.e the transport project is intended to
achieve and giVes direction and meaning to the plan. ValUes have,
been defined by aarlot>l (1979) as "gualities wh_ichfo& the basic
desires and driv§s governing humanbehavior." Goals [ defined as
broad statements of intent or nidealised end...states'" r, Barlow
(197~~' J J are derived from values in society and are ope.rational~
ized by a set of more specific Objectives I defined as "51. sta;l:e-

:1

ment about a desired tactual st$ltel! ( J3'arlow (1979) J] against
which the performance of the alternative COUrsesof action may be
evaluated. There is considerable scope at this stage for mean-
ingful pl}blic participation and involvement ,";If the public will7,

improve the. credibility and accepotanC\\,of the plan. [Secti~;m
3.3.1.J. ~" ~

3•:3 .5. Data Collection .
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Data ,,is collected in terms of the ,~debided goa£1_ and obj actives,, ... I:...._~'

and methods of achiev~lng the desired ends. Data collection at
t;tlis (~<~agecan form an ~;nportant source of base··llne data needed
wben comparisons are mad~ in the pos~-implementation evaluation
stage. Currently data collected prior to the evaluation of al'"
t\~rnatives, does not include a wide range of social, economfo and
environmental conditions and trGnds and therefore cannot be
successfully used in a comprehensive post-impl.ementation evalua-
tion. DatS\"need:'ed for a sucQes.sf\11 evaluation are discussed in.,
greater detail in'section 3.3.11.

I',\

3.3. 6.~,.,~enerat.ionof Alternatives

Alternative cour-se s ,of action are devised in re.spouse to the
predetermined goals and obj ectives:t and the oppo:t:tunities and
constraints eme.rc;ringthrcnlgh data collection. Each alteJ!native
plan oattemlots to overcome pl110blemsiden.tified and(.)achieve estab-
lished goals and lobj ectivE~s in a differe·nt way.

i II
~I

3.3.7. EvalUation of Alternativel::l/ Ex ante Evaluation

/ / .
For eaCh alternative that bas been developed a set of predf;"&ted

J

Lmpact.sare produc.;ad. Most impacts can be divided into economfc,
social, natural, manmadeand polj"t.ica 1 impacts. The Development

II J'

Bank of Southern ;\.frica apPlie~,/ strenuous financial, in:~~itu-"
'tional, 't~chnical and economic ~....ivaluation and to a very l.i'w;j"ted

-'_ i_,·f ..••

extent environmental and sooi9-'). eva,luat;ions of each al tertiative
plan. This dissertation, in](\te:rms of its objebt.j.ve, has been

r~
restricted to the social and economic affects of improvements and
additions to road infrastructure in rural areas and the eveLua+
t io n i n t r r In s 0 f fin a n cia 1 I , , ins tit uti a n a 1 and
technical/engi'.'E eering .aspects.a.re. not within the scope oJ this
study. WehaV'~seen from Secti<>n 2.5.4. 'c.hat economic evaluation
predominatys eV\]luatfon prvcedure of road proj eqts in soutZ)

,~/
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1_'1:

Africa. This is often dJe. t.:.othe ease of measurement and au' \.
c- ...~ ;"\. } /

sequent analysis of economic data. EcoHomic ef~,e~~;s, generall,y
giv~n th~ m~~/'rr attention in road ill;er~:~tru'?'~tire pl~ns, r:
vehicle op(?:t\~:ti~Lng and mai.ntenance cOS,trse\yi:h~', time savin<;Js(?ac:-
cider-it savings an~ r.oad construct:~on and' n\A.intenance i,costs
f'".:tvings. otlt~r economic indicators can include i?1q,reased
agricultt1ral activity f }ncreased home industry activity etc. SOil"

cial and environmental impacts can also be included although they
are often difficult to measure arid even more so to analyse. This
is ho:wever not grounds for excluding ,difficul t sCt,~ial andyi . '. ,

eoonomic effects as they possibly ~OUld be of grea1'~fit sig'7
'\,

n:ificance than the traditional measurt3s~of the erffeDti~ness at;ld
, •. - . .'\> ,,\~'success of a rural road \\proJect; , Chapte:r 4 p~ovideS'\ the reader

with a sumnary of all the,ifknownimpacts road pJ:;"bjectsmay have '~~m
o '

surrounding communities.
1/

3.3.8. Decision Making

,
During the evaluation. stage of the trans];l9rt "planning proc~~$,,<~cHe
impacts' of each alternative are compared and a chod.ce of a par-
ticular alt!3rnative is made. There are a large number of mopels
available for dacision making and they range from the rational

" "I . ••comprehensive model to the politiCi'.J. bargalnlng mOdel..

3•3•9. !mpl:ementation

The chosen alternative is implemen.ted and this phase covers the.
actual development or (ftmit:.ruotion of the project to the point' at
wh.ich it becomea fully!{ operational.

3.3.10. Monitoring and Revip,w (.,;

Monitoring and review essenti.ally take place durillg the actual
oonstruction ~ior e,)(;Elcut:L:m'of a proj eat and serve as ~ :iOana:~ement

~I ~
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t601 or information sy5tem, cwhichenables correcti.ons or altera-
tions to be made. Monitoring and rev~eWis the ongoing collec ....
tion of 'dat.a to be used in tracking the ,performance of a
transport plan OVeruil"'a to'make sure it(:1s still heading toward~
goal achievement. This {f'1 very importarlt as g6als at'e likely t6
change with time.

3.3.11. l?ost,..:t::mp~'.:ementationEvaluationl Ex Pc/st.-Evaluation
dy

.' ..[1 • 1· •Post"'l.mplementation evaluatl.on 0):' ex post-eva uaeaon forms the
fi.llal Tstel' of the transfpo:rt planning pro~es$. Post,:",
ifui3'i~-rnehtat~pneva1uati.on { the 'term to l:;>e'applied to ~~i$ con-
oept in the \rest ~f 'chis dissert;ation(! J is the s\)pjec:t of this
dis9~rta~ion "arId a det'aiJ.ed d~SC):~)-1onof post,":'i:mPlementaticm
evaluation' 'A,sgiven in sectior{'~s'~:~~<

'~\

a.4. POST-IMPL~MENTAT!ON EVALUATION
II\ .

3.4. J;. A Defifli'i;:ionof Post~IJnplementation Evaluatior!

Post-impJ.ementation evaluation entails the evalllatS~p:hof a com...
o 0

plated proj,ect and se~ks to determine :Lnter alia whether the ob-
jectives 'Of tbe project have been aohieved and to draw lessons
f~..o~n this '-exp'st-iencethat can act as x'eedhack into the plcJnning
procedure" to improve the planning and design of similar projects
in the future. Furthe'1:moreevaluatioi1 can be \1sed to effectively

"
measirre the impacts of a ,Particular' proj ect on' the surrounding
community. 'This, -"~n influence future ..projeots to \:~oncent.rateon

" .positive .impacts uS'Q~lly thrOugh complementary projects ( Section
II. . '.~ .- d

2.4.6. ]. In summary.evaluation can, be described as 'the methodi'"
\)

cal application of thorough scient.ific.:: research procedures in or-
der to access 'che impacts or <#ffects of a project.

3.4.2. Phases of .Post-Implementation Evaluation "
i .u
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UndertaKing the post-impJ.ementatlon eva~ua't.l.oncan De 01.V1.oea
into the planning of evaluation,' implementation /of evaluation and .
the dissemination of the evaluation fincU.ngs.

3.4. \2~·l. Planning of post"'implementation evaluation
The 'planniltl'9 phase of the ,.eV',aluation st.age :involves the
specificat~.on cit the issues and topics the eva'luation attempts to
evaluate. SPecification of ,',1.:.heevaluation topic concerns the
delineat.ion of what is to be evaluated. This would include the
delineation of the target population whoare supposed to benefit
from the proj,ect" and the identification of, project participants.
A field t,est often" ensureSi~that all"important issues which ,need
to be addressed are identified. The next step in t,he planning of
evaluation is the determination of the purpQ$e and possible
utilization Of evaluation findings. 1'1aximumutilization of
evaluation findings would entail feedback of evaluation findings
into the evalua'cion of alternatives stage of the planning pzcceas
so that similar projects can be<better planned in the future.

The identifi<:::ation of resource const,raints", and a decision as to
the fee-.s;i.bility of undertaking the evaluation are the firlal .s;teps
of the planning of the evaluation. constraints' of :resources al.·e
identified in term!?of fiJiance, time and manpowe'f. Ii

\~.
"

II
II

From the field test and the identification pt resource con-.
straints the selectitn of am appropriate evaluation technique [
.usually involving surveys J is undertaken in orde~ t.o obtain sup-:
portive and complementarydata.

3.4.2.2. Undertaking the post"'implelll.entationevaluation
The undertaking of evaluation includes p,ata collection, analysis
and interpretation. Base-line surveys and post-implementation
data collect±'on fprm the most important aspects Of impaqj.:evaIua.....~,
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tion. Data colll~ction can incl'ciq..,ainterviews I observations t

.meaauzemerrcsI ~estionnai;es or a combination of these and other
methods. [Section 5.2.5. contains the methods of data collec-
tion in the Transkei case st.udy. J

'n
once data has b~en collected it is analysed and interpreted. I
Section 5.5 and Chapter 6 for the analysis and interpretation of
the Transkei case study. ]

3.4.2.3~ Dissemination of post~implementation evaluation findings
Onoe evaluation has been completed, the evaluation is documented
in an evaluation report and fedback into the transport planning
proc;:~sst? improve the planning and design of similar projects in
the futur~.

3" 4.:3. Post-1.mpleluentation Evair~ation Desj,gn

3.4.3.1. Principles of post-implementation evalua'tion design of
transport projects

The literature on evaluation identifiied a number of general prin~
eir1les c.'\~dooncepts on evaluation design and a summaryof the
mQre-i1i~l....tant concepts are provided below :...

The study must ba long enough to include all the tmportant
changs6 in th~ community. rrhis would normally mean all evaluation
al:l:!'l.ua,llyfor several ,years. It is also important not to make
evaluation studies too soon after investment is complete due to
th~ long gestation period before certa~l).~developments emerge, ie\~
"'t.here .mai,yhave been .in;?Yft~dien~ 'l:im~ for, som§1.gf its rth~
roads J_ §ff~cts '1;0 mat§r,j,alise. "'\\Howeet al (1984). One study
s1..1ggestedthat it takes between t.hree to ffve years for benefits
to materialise, however according to another it was concluded
that, "l:Pads had P;t:oCtUc§iidsub§tantial :i,mmediat.!i!).(enec~ts.'!' Howeat
al (1984). The age of the road however bas significant influence

32



on the impacts and will therefore b,e taken into consideration
road choice. Evaluation can however be undertaken anything
tween one and twenty years a'Iter completion of the project
depends on the nature of the project objectives.

and

The study should be contino'lW Over time to reveal the ..general
trends in communitydevelopment :both before and after chang~s in
the transport system. This e~sent'ial.lY me~ns the availability at:
good base 1:1ne data revealing various trends prior to proj ect 'in....

Ii

vestment and should .benmeasUl'led"at regular intervals over an ex-
tended tit;e' pe:t:'iod.

~'

The qeogra.phic limiti~ of the study must incorporate the entire
'communitYi incl.uding e:.;trate;rritol."ia,l controls. Accordir,g to
Beenhakker at al (1987'] "1;hezone of tnflye.ncs=..in :remote areas is'
two tr;.r, three. ki.1Qmet~r...son each side of a roact whe.ke.physicSl4,
barri~:t:s 'do not rest.rict acgess. i,1 The important dettarminants Of
the limits of the zones of .influence are speed abd time which are
influenced by terrain' combined with th~ features of t.he access

, '~

infrastructure. Fact.ors extending the zone of hif;luence -'include
population densi t.Ynand economic activity [ particularly urban
centres ] while phys:i.cal barriers such as steE!i;lslopes 1 swamps
and l::odies of wat~li;limit the e:>:tentof the zone of influence.

The study shQuld include both posit.ive and negatiVe economic and, . .,' . u

non..economic impacts in the short I m.ediumand 1I;ongterm and
should reveal the significant impacts of a road project which
have the greatest importan<:[?~'for ~8mmunitydevelopment.

-=:.:..,
:::::1

(\
Local circumstances have a considerable effect on the manner if}
Which new roi'l;&\construction and improvement i.n£luence, economic
andl~social change. For this reason it is not easy to pr:edict the
Qutdi~2J"~\ of invest.ment from experience gained elsewhere. C01,)-

seguent\\1t Section 5.L deals with an~overview of the physical f
<- -)-
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environmental, historical, social, and economic aspects ,of the
Transkei which eould have an,influence on the type and intensity

{r
"of impacts in the local area. ,-'

The changes that can be expected from road improvements are sel-
dom as significant as those likely to result from making a route
trafflcable for the first. time. The results will however be
similar to those of a new road but with a great deal less mag-
,ni tZlde and. therefore less far reaching effects. "A.:..... the exist ...
ence of SCm!? lUnd crt; traffi6abJ.~_ :route is
j.ts gualitya s~cdnd order consideration. II

Howeet al (1984) ,J.

of major importance ,~
/'

( Bansal and Fatil in

It is difficult to adhere to the strict gUide'iines as disoussed
above. The 'roads chosen for research in this project will
howeve:r attempt to come as'close as possible to the optimum
situation. Due to practical, financial and time constraints a
~icmeshot case study" will attempt to idet.ltify the imPifcts of
road improve.ment proj ects on the surrounding cC"~unitie~~. The
study shouf d' however not be seen as a once...off :J{;.'UdYbu1t rather
as a pilot study which will provide valuable info~o.ti, (into,. the·

, ti \ "

direction of further long term and ol'lgoing re'se.arl;...~,in the
evaluation of improvements and additiol1S to rural road in--
frastructure.

3.4.3,2. Types of post-implementation design
. A comprehensive discussion of evaJ.uation desilfn and its relative
advantages and disadvantages is not within the ~cope of the dis-
sertation. Comprehensive descriptions and analyses of different
design adv~::~;r3.gesand disadva/~tages are provided by Nachnlias
(1979) ~ Langbein ( 1980) ~ Freeman, Rossi and Wright (1979); Rossi
and Freeman (1985); Pietro ed (1984); Bernstein (1976); Meyers
(1981) i Lansing and Morgan (1977) and B1.1rnstein et al (1985).
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\ \I
t';· .... \,

Figure 3.2 provides a simplified indic~\tion of survey design and
a symbolio illustration of design methoq,ology. The l.etter :{ sym-
l:lolical~r ~epresents the period ..in time ii,(thena project imple-
mentedfi The letter 0 symbolically represen'cs' the period in time

!I

when the implemel'ltedproject is evaluated. An integ-er repr~sel';l.t$
the number pf times. the implemented project is... evaluated over
time. Where evalti~tion occurs (0) preceeding an implemented
project (X) it is attempting to establish conditions prec.eding o

project ,.implementation. Conditions prior to project implementa-
tion would then I'be compared with conditions re.sulting from
project implementation.

-:....
Where evaluation occurs (,0) without

,
area is being .!established. -tbproject implementation a control

'\

suggest what would ha've happe~ed if 'the proj ect had never been
impl~mented. "condi~fc>l'l~in the contrOl' area ~re oompared ,to
conditions reSulting' from' proj ect. :i.'.mplementCi1rion.

35



FIGU~E 3.2 : SURVEY DESIGN METHODOLOGY [aft~r MastorQl..ldes(1989)

\Y'survey Design Symbolic illustr,at.i;~rrf.where X=
implemented pro~~~¢.~:t:,:,0 = measure-
ment of variable-~f sury~yo
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Under the most dee;;irable conditions evaluation should., determiO,e
the magnitude 0;1: changes that have occurred over time because of
prgject interveption. Furthermore a control sample must be S'l:.1l:'-

veyed ~o >'chat contiI\u~ms and on~oing co:mp~risol(lsmay he made to
eliminate the possibility of external trends. F~gure 3.3 depicts

"
the optimumcase: for the evaluation of rural r(')adS'~ According to
Dickey at al (1984) lIit is one of the most: ri9:63;'09S forms ,..~
eva'lU?\'tiQ!!1Iand is recommendedby Devres (1980) "in ordet: to lnost
accut:a1;ely determine the natu3;'e and deg'ree of [rural road.
proiect;sl imPacts. II

This design requires ,data fOt an experiXgental area and a control
area and these should be aquired prior to and subsequent to
project implementai:ion, and a comparison made. Baseline data
provides 0 the' ,benchmark' fI'om which the changes assd6i~ted with

o· ~'.. ,.. ..1; I

projects can "be measured, enabli,ng evaluation to ~/o heyond
general statements about aggregat~ impgtcts. Strengt.hening the
prior and post evalqati.on approach would be the us~ of a contro,;L
'a:t'ea to sUcjgest wl],at would ,R?,-ve happened had :the road "never been

",. . ) f \

built or improved. In thili;"way influences external t~ the road
can be isolated. '\\
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FtGUt.E 3.3 ! OP1'IMOM CASE OF EVALUATION OF :RUMIiROAOS

I
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AFTE;··~, \

J EX-POST
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o
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:"A Ll:TERATURE REVIEW OF THE EJ'~EC'1'S '0),:(. SURROUNDING
'-:',

COMMt1NIT:.t:eS OF IMP'ROVEMENTS AND ~1')1):tTIONS To ROAD

INFRASTRUCTURE IN RURAL AlUll\.S

From the prev.ious chapter', two trends with respect to tp.e intro ...
'].uction of~.roads into rural areas and the consideration of their
impacts were discussed. Firstly there is increasing recbgni..,.
tion of non-economic and spin-off effects of rural roads and

I;

secondLY the recognition that tra\\lsport is but one component of a
comprehensive rur.al development ~toject.,i :Roads must rather be

I' 'In( . ,seen as the Significant or primaL},,,,fagtor associated with such
impacts and not as the exclusiv'" cause of such effects" This
cc:hapter consists of a discussion of effects of road J(rojects
traditionally taken int;b account loy cost ...ben~fit analysis a~\well
as a wide range of s6cia1 and economic effects rarely contained
in any ex ant.e evaluation.

4.1. VEHICLE 01?ERATYNG COSTS
I !
/J'

An improved road system enables highe);.' speeds to be maintained,
fewer gear changes to be made, and less braking t~ occur and
therefore fuel savings result. on £;:;1 iroproved surface there is

; 1e,ss ,,,ear. and tear on the suspens Lon and body of the vehicle and
"

tyres last longer. The amounb of savings depends upon the type
of vehicle, the way it is driven, the type Clf road surface, and
the route alignment. As th~ way remains constant, basically,
when one forecasts vehicle operating Clost savings, what one needl::>
to forecast is the number and type of vehicles which are likely
to use the road investnlent I and their total savings. As vehicle
operating costs reduce, an increasing number of passeng~r and

~
goods vehicles begin to use the road. This encourages com,-,peti....



tiol'l amongboth freight and passenger vehicles' result~¥hg. in fur'''''
ther savings for the user. According to 13ridg~:-~.d:fi'Developing
World Land Transport (1987) "the more transport costs ate
rgdqced I the greatgr t.he im:gact' of the road iml-,rovement." In a

-e-,

number of case studies [ Howe at al (1984) ], middlemen or
transport lnonopolies absorb the saving.s and do not pass them on
to the. cO~i.sumerand producer. Furthermore if tr~nsport costs
represent a small percentage of total product 'costs any trar.ts('_:-",ort

'" ,

SaVil'lgswill usu~lly have minimal impact on marJ{eting and produc-
tion activities as well as having minimAl impact on personal
mol;>ility. According to Devres (1980) Ita considerable proportion,'
l1robably the majority.of rur~~llerst cannot afford to utilize
pay;merlt"'related t:ransport..,t. even when such servic~s are avail-
Sible.1i ,The inability to use transport services has the eff£::ct of
locking in the poores.t sectors of the population and cut.ting them
off from widen: oPPDrtunities and facilities. Vehicle operating

,J cOi~t savings the:x':efore benefil a relatively small number of
people wbo are prim&:':"ilythe eli\~e and better-off.

Accorging to Bridger ix! Developing World· Lar1d Transport
(~SS7) "'61_:mesavingl:?, >:ire li~lY to be of great si9nif~.canc.e."'·

: 'J

Dewar (1985) warns however that\'ltime savings may b~, small due to
the low opportunity cost of time in rural areas. There ~ two

,'/

forms of time savings ... work time savi~9s and leis~fe time
aavLnqs , The savings can be made by indiv~tluals or, il)/the case

i

of commercial vehicles, a faster turn-around time which leads to
greater '?t.:.ilisation. The type of society and the location of the
road will make it easier to determine whether leisu~e time
savings are a justified addition and whether they are significant
to add then., to work time savings.



4. 3. ACCIDENTS'\\

A road investment which reduces accidents produces benefits. In-
suxance premiums on vehiqles, lifeti,me earnings of individuals
and hospital treatment costs amongst many others all help to
qui~nti£y the ben,efi ts which arise. from a reduction in accidents.
ACit:ording to ~ridger}n Developing World Land Transport (1987)

"the !literature is unclear to what extent an /fmproved road system
:act'U2:l;l~reduces accidents." Newma~or road,p that are fa $It ~.to
ti'$vel on can lead "to accidents becoming more serious. The im-
provem~:nt of roads from gravel to bi tU'.men .sut-face has generally
been sho"'m to :reduce the number' of a2icidents si9nifioantly. [
Dickey at i~l (1984) J.

4.4. ROAD MAINTENANCE

Improvement of roads, especially from a gravel road to a surfaced
road leads to, road maintenance savings which can" then lie uaed
more effectively elsewhere. Road maintenance is influenced .by

il
factors such as. cl;t.nlatE'l, topog:i'ap'h'y., surface gl.lality I type of
vehicle use, speed qf vehicle and particularlY the frequency o·f"
Use of the road by vehicles. According td' Brid9'er in Developing
World Land T!if\nsport (1~137)maintenance c{')st. savings "generall1(:
vary from 1% bJ 5%of the capital cost of ~ rogd." Prima facie
there is a ca se in the short term for ilnvesting in a hig:t)er
quality rOi:);dthan would be economically jus,tified but the savings
on maintenance CJsts are small in praoti' 1 and a poorly maIn-i
tained high quality road will in the long run be even more. costly
to repair if it is neglected.

4. 5. AGRICULTURE AND SHALL SCALE MANUFACTURING

small scale manufactu'ring and trading and subsist$nce and cash
crop agriculture "are a significant feature --..Jofrural areas and

/" (
\ r
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mal';Js1ftin,~
iI
1/

II
l' Ii I

Roai(is are almost always assumed to lead to at l.east some indbe~lse
in aIJricul tural production. The effect of increases in pi/oduc-
tion has been the traditional measure of rural' road influe;:r~~leand

? II
rural development. AcG(tO;t:'ding,;\toDewar (1985) "although iln~~roved
tr."ru;~ort in!Lt'astnrctui" is i'ecesl'ary for improv~d prgdntvit~
it. is not a {sufficient condition to increase the agric1~ ,tural

, ,. .,r

ou.t.p..\..'t._.ot peas.an:.,f.ar •.l"er~" ..an....d "the.~.c~mplement....•ary eerv...l.'Ol.•f'.S,.Elre
nece~sary\for thl.S to occur. The brl.ngJ.ng of n~w land l.nt: cul-
ti'V'ation or the, int~nsification of land use caused by road~ leads

to production .increases. in SUOsiste.nee ljnd, of qre~r.erii~' tn.' por ....
tance, ~"~market orops. I Moore (1980); H~milton '(2.~:~;0) j..

! ' .! '.'
Greater "ease of obta;.ning\ -inputs all c'bntribu,te to in,?lreased
levels of productci.on. [ Hamiiton (19$(); Dewar (1985) ]. d~iat5.al

::::..!~:~::!O::t:~:O:s.t~:~~C~ro:l:e":~~S'~:h~:~e:~.; Jt:::.
livity. Wilson ot al (1966) J:~\ :I?X'Odu~tion ino:t.~asJfs' are
clearly noticed wh~.'!re other comple~~e.ntary inputs are pr9r.idj~d;
the majority of the pOP~lCttion did riot previously live cl,O'r t:0 a
road; transport is compet~tiV'e and the ,cost of transp~trt of

~~:!~l~~ralA~:::~~:g1:0at~!9hA9~::::::':;: :;~:;~ei!,c~~~::~~
Report No 5 of the Bureau of Development Research and T~rining
(1987) "in the :ranskei. despite overcrowding and :the l\rmit.ea.
.flmount Of ..1.1.nd '13.l1ocate4_t,o__each ,~ami:ly '..for. agriculture ~itsig-
nificant amounts of. cul ti'vatible land 1ies unut1,lized or J nder-,.,1"" ...... , ... ,;, ..... ~.,

uti.lized. tI One of the factors, that emerg
f
e15consistently fo~1this

anomaly is there i" "'inad~911ate in:!ira,,~iuct\lre, _"iilh"" lit get
fertiliZer to the +a.nd o.r .,to allow pln\;l.ghing;eg;ujpmen~1fJ to \ each
the land" [ Dewar (1985) J. FUrthermore the m6grant syste\~ ,of-

"

"roads.have a.significant effect on the prog.uction and
of .1;he~~activities." [ Howeet al (1984) l..

4.5:.1. Agricultural l?roc1.!),ction
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fars be:tt.er lite. st,yles ..to individuals than rural a'griculture and
act-'s as a strong d.isincentive to making a s:erious commitment to
ag~iculture. In some case studies, (nevres (19&0) ] production
declined or remained static and this was bLamed on other com-
plementary services that were not forthcoming rather than the
road itself. In some cases road improvements open up areas to
competit:i.11 with more competitive regions to the disadvantage of
the farmer. Acco::d5ng to Dewar (1985) " ttii.::; is particularly
prevaJ..~nt in the ~ipheral areas in South Atrica [ inclt1ding
Transkei ) .wht=re small .. fragile farming units, producing at best
alnall ert'fttic $urpluses are forc~,;,.Jnto competition with lcargg
scale ..mech=mJ_se(1,and often sUl2.sidised farming enterprises Ie from
w:_ithin the SA bC':L'der!.."According to Howe et al (1984) "the morf~
developed the existing agt'ic\l;l.ttl!;aJ.-J~ystem, tl}~ .more significant
and the faster was th,e rest].Ol}s!ii1>t.6 :roa§Jrovision or road ijn-
12roveme.nt.wiullin an. area." In only one study, [ Schroeder and
sister in Devres (~980>'J, a decrease in agricultural product~on
was blamed directly on ~he building of a road Where valuable land
was taken out of production.

4.5.2. Crop compositiem

A general conclusion from th~:...~i:t:,erature expr!;,sses ~pE'~ notion
t.hat. better roads provide ea~iE;..·:and cheapez access to .markets,
encouraging a shift from subsistence cut ti vation to product~ion of
crops for a market and the growing of '\lewcrops specifj.cally for
the market. [ Devres (1~80) r Howe E\t al (1984) J. Commercial
agricul ture requires g:t'eater inputs .but results in hi9"her :yi~1;dS
and rates of return, thus favouring bett,er off farmers. Land
closest to roads and markets has the g':t'eatest tendency toward the i.1

switch to commercial farmil1,S', but 1;.he rate and extent of tlle
switch is influenced by llw:nerous.non-eeccncmi.cvariables, for ex,\~
ample p&".:ishahility and the ,ltelatjve magnitude of transport cost
savings. Therefore transport intensive crops and lor perishable
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crops increase most favourably :Eollowing-construction or improve-
ment of C1 road and tbe consequerrc lowf':ring of transport time and
costs. Roads seem to encro'urage a shift to some cash crops but in
addition to roads, technologicl~l ab:J.lity 0t, farmers ( government
policy, outside entreprerleursl1ip a:nd complementary inputs are
necessary for this to occur. [ Howe et aI (1984) ; Hamilton
(1980); Chrishdlm (1962) ).

4.5.3. Neiw Technology and Inputs

Roads i.'l.'l!:::r.E'.aseacceae to IZlgricultural markets and the outside
world l1esu.lting ill the exposure to and Qeli very of agricultural
inputs such as fertilizer, insecticides arld improved seed, exten-
sion yis.its and improved production t.ednniques. E 'Howe et al,
(1984.); Dewar (1980); Gillen (1968) i. These il1Puts 'influence !'Crop
comp(lsition and fa.cilitate increased agricultural yields, creat-
ing a surplus which can be direc'bed to :markets over the nF;W
road.s. Agrictll tura,l technology often creates rural industries,
prciViding inputs to, and processihg of. outputs from the agricul-
tural sector, as well as influencing the utilization of el'l,ergy
f'!:o:mhuman energy, to animal and mechanised energy. The timing
cif delivery of agricultural inputs is critical and therefore the
improveznent of a zoad to an all-weather surfaced road has sub...
stantial consequences on <r'l'i,e de+ive·1:Yof fertilizer as costs are
signi'Eicantly reduced and delivery is easier and mor-edependable.
When vital inputs are guaranteed to be available at the correct
t,ime in the productive cycle farraers are willing to a greater ex-
tent to invest in inputs Which result in better proQucts. The
lar~~est problems in thi:s rega:r:..d are on feeder and acceas roads
Which are often impassable at critical periods [ ie. during the

~t rainy season ] to vehicles for the deli~ery of inputs. The
-':::~l.grant labour system which is predominant in the 'I'ranskei has
o~he:r_~mportant effects [ section 5. 1.:2 •3 J on aqricul tural ac-
tiv.ity.
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4~5•4. A.9't'icultural Extension servaces and se.rvice ):nsti tutions

The dissemination of B9rioul tural innovation is faoi1i tated in
two mairr-,owaYI3~~One is through the physical ex~osure ga1ned when
farmers leave their local areas and aJ:'e exposed" tg practioes
elsevlh.ere. The other way is through agriou.l tt1.ral extens~oIi serv-
ices and se:r"lrice insti tutions • According to Anderson in Howeet
a1 (1984) "rqral roadS encourage the e:.;tab1ishment Qf government
se;cV'ice fa~J.lit:1.es and pr,ivate co",,;oper3.tives r co-operatives in

'v,
fJnano~ J :ma:cketi17,frt production, _g~rohasing a:nd storing J and

\

facilitate visits py government agric,.'1\H~turalextension ..agents and
SU;.he;tvarieties of development assistance.1I :Because of shortages
of develOpmental assistanoe, and due to. roadS increasing the ac-
cessibili ty of a region ass;istaKlce is 1ikely to be concentrated
on those farmers and communities ,~~ithin easy vehicle access. [
DeVres (1980) J. Large number-s, of areaS in the Transkei are
physically isolated from this type of influence and ev,e:n if
isolation is temporary, the efficacy Of the system is greatly
red.uced when the rhyt;!,tmof the visits is broken. According to
Roberts (1980) many peo~!le view' "roads as bringing governm~nt aid

, '

ant;}de:'llelo12me:n.tprograms. to tate car-e of their pr9blems" rj.{ther
than creating an opportunity for self development. Contary tOithe
above view Berger (.1!:n9) found no association bet\\'een access alld
the formation of oo-operati ves and proposed that co-operati ve
formation is a functioI'l of s9cial structure. LooaJ. access m,ay
improve oppo:rtuni ties but other f~cto ....·s determine the extent to
whioh this increased potential is :real ised. \)

4•5.5. Agra,....industry and Small Scale Mantlfac4;:uring

Roads are considered a pr.imary stimulus to increased non-

~!:~"~~!::~~1::::'~::8e:);";e:::1(la:s:~s;.[ai::U:t~i~~:81~~
dustrial and commercial enterprises increase nalorl~»"the road cor;:-
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ridor. According to Maasdorp (1984) tlseveral wr~ters have pointed
out tbat ro~q transport off~rs orIs of tbe .be§it_".l3::yen1lesfor the
acguisition of entrepreneurial skills on the part of .the ,~n-
digenous populatis~~}f .lesser develoJ2ed countries." Furthermore
according .to Dewa:r.(1985) "roads_ aot as econ_om;tclifelipss in the
prooess .9..; i,nformal manufacturing in South Africa's rural
periphery;." Increased availability of materials, accessoto
markets for finished products and reduced transport costs further
the expansion of home-industries and commercial enterprises ..
Main roads and particularly iritersections are identified as
places where proQucts and produce can be succe~sfullY ma~keted.
This is disdus~ed in greater detail in section 4. 5~6. The
stimulation of non-agricultural enterprises by rO,ads has not been
found to be entirely benef~cial in all studies. cottage in-
dustries can be hurt as they suffer from the compe<tition offered
by Cheap manUfacturing goods transported into the are~J because of
improved road transt>~'t:t. I Dale (1978) t Blair (1978) J.

, ,
4r. )1

4•5•6. MarketJ.ngr
)J

Marketil.g enzrompasaes both products made in home industries and
agricultural produce. According to Owen (J.968) roads, are impor...
tant in marketing activitrLes and he states that lithe lack of
roads limited marketing e'Xchanges. significantl~ enou_gh_to hold
bgck devel..9.Rmenti(,'f the whole region."

The marketing of produce is very closely associated with agricul-
tural p'roduct.Lon , Road deveLopment;leads to decreased, trans?(Jr-
tat.ion e~sts to' and from markets, resulting in the extent of. the
market bei,ng expand~d;. In the Transkei roads are necessary to

II

market outside a reg.ion due to the "ease Of..,::...iloodj,ngthe local
(1

market. II [ Det.,ar (1985) J. FUrthermore decreased transport cO.sts
/,,_.' ., _- .,

influence the nacure, and attributes of farm';'~~o-markettasks un-
dertaken in rural areas. As discussed previously in the chapter
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aqricul'tU,i.::a.l inputs becomf'; more reasonable and dependable,
resul ting ff in J.ptegration of agricultural inpllts into the agricul-
tqral cycle~ 'l'he amount of commercial crops avai.lable for market-
ing increases wi'i:.h the opening of :roads because of j,:nIJ1C~ased
inputs; the ability to transfer prbduce to markets alk~ ~t'ei:h:. c;.f
high dellland, ~h~Chmeans a greatly extended market for ,.~:'L;e'9S'll,nd
superfluous goods; and reducsd transportation costs [ if 1'>c.h' "Jed
through J mean higher profits for farmers, anti act as an Lnccn-
tive for fu~her prodaction. The: induced agricultural surplus is

__..---:.;;/' -

e:x;changE¥d inoreasingly at spots aLonqs Lde the road f aCt
oent:t;'alised I urban J markets and at: the point of P}:"oftuct.ion.

'1,'1 ..... . .,

The transport sys,tem, type of goods and producer d.!.stance frolt.
the market gove';rn, where and by whomthe product will be sold.
In terms of transit t.ime, close proxi~lty to :mnrke~isencourages
farmers tr) bypass t,h~~ihiddleman and market their OWl1_ goods in o.r-

',J ,r-
der to collect the en'tire profit from tpe sale. [ OJ{{Flcain DEw"re~
(1980) j , Producers at th*? e.~~dof th~, road [ 'in terms of the
market ] ClS well as those ft';,:tther from tl1.e .:road will increasingly
use middlemen.' The degre~'i to which trarlsport cost savings are
passed om ;-t.o the consumer or producer :i.s important in determining

//

output and is often so small that they have no effect oncconsumer
or producer beha ."iour. l1iq,dlemenI s monopolistic control over
transport Of\en results i11. few savings being pa~~ed on to the

'~

producer. [ Howe et al (1984); Deitlar (1985) J.. In this situation
the primary benefits of road improvements programmes are t;9'duced
transport costs for middle-men and traders and few ofJithese
'pen€fit;s are passed back to the rural producer. ';j \

~ »,) J
" Ii
J)Improvedroads have Cl similar effect on the marK'etinq pf product~

l_.'

The ;J!.7pleof
J" "

marketing .of home made products is more impori~1.nt than Ln :the
'-'\

produced in home industries as agricultural produce.

case of agricultUre since the products involved are more special-
ized and therefore require \jlarger trade areas. Roads pr.,ovide
access to larger markets. such as towns and villages I and passing
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trp..ffic is often critical to sma+l scale manufact;urers.

TrC\nsport infrastructure plays an important role in the marketing
aotivities ,.o.f l.·ural oommunities in the Transkei. Acoording '1,:;:0
Dewar (1985) uro?ld-side !Zelling, pension pay-out points [ on cer··

J . . . ~\ . . ... •

tain 9sYs J ( .cross rQads, b\(~s sto.'rua, and schools are very impor...
tant marJseting points for p'eopl~ living in the ..homelands.If

4.6. CONSUMPTION PATTERNS

The impact of new roads on the consumption of goods and services
is generally ,~ositivef and this is attributed t~ greater access,
mot'e cCimpetiti0:r'l and lower prices. I Devres (198 0); Be.rger
(1979); Owen (1968) j . By raising incomes am" l.owering tranf:iport
cost,s ~nct thereby increasing contact: with urban areas the Intx'o-

.7 ,'" . oJ

ducti,olt of imported goods, values and ideas is .enco'Ucraged. Of
importance is the increa,se in travel for non-work purposes, par-

\\
ticula.rly for social and recreational activities. [ see section

~~:

4" 9.] Be,nefits fl;'omrbads are npt evenly distributed arid hetter-
off rural inhabitants are more able to fulfill their new consumer

" Ii

The ability of the poor to part:i.cipate inC (::
c:

desires and naeds,

.,

away;from the. consumptimn_of maiz6Lin favQu:r;:,.o.f.bread: in tlutly-
\, . -

ing .areas I it is i_mpossible to. get fresh proQ}lce and the sale of
meli~e predominat~s. It Simila.rly, the pattern of milk oonsumption

, , . . ,- . ... ;) ~-.,

is affected ~in the same way. '

4.7. HEALTH
!/

Increased numbers of h~altb clinics or visits by health personnel
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are associated with road improvements. ';the majority of the
literature tends to agree that health facilitie~ us.ua.lly increase
more rapidly along ro~ds than elsewhere. [ l<aira (1983); Moore
(1980); Devres (1980) ]. F~ral road improvements increase access
to heall.th centres and specialists for routine health services and
"particularly for emergency assistance .... [Berg€.r: (1.979) ). Ac-
cording to HOW$ et aL (1984) "access to lnedic:al~ and other
facilities "fregyently eme;r."gesas the major perceived ben~it 9f
new roads that farmers id·entified. h Alct"poug)!:o-he.alth trips do not
show up profour.tdly on !cravel purpose' 9/t.udies [ Berg!~.an and

Ii

Partners (1983) ] "local cqlmmunity-bas.ed studies reveal that
health is one of r. if nQ;t the, primary generator fl.f community

, '. . . '.' (/ . ,

mo~ement" (bewar 1985).. Improved mobility may increa.se by-

p~ssing of lower order <;linj,cs and going directly to high order"
hospitttls. Mobi:),eclin:i.cs are often the only way isolated com-
munities receiv~medical attention and the efficacy of this serv'"
ice :!.s fundamentally tied, to the roact net~·ork. In the Transkei
this service has nearly died away due to the ccmditions Of rural
roads. Better h~p.lth d1apendsmore on environmental, educational

• . 1

and 'preventative measu:tes ratl1.er than curative ones. Access to
health faciJ.ites may leo'adto an emphasis on curative "medicine to
the detril!lent of preNentative medicine. Medical personnel ar~
reluctant to accept postings to isolated rural clinics t largely
beoause Of sooial reasons : the greater the degree of isolation,
the bigger the problem becomes. The location Of fardlities on

.>

routes which enable a l'apid ·Eiscapeduri'hg off-duty periods to
towns and larger villages is an important compromise in this
regard. According to Kaira (1983) unUmer~?usstudies indicate
that there ar'3many indirect or associaot.ed effects of rural roa.ljs
on health and nutrition which Inlaynot be pos;j.,ti"!e.VI Road ixn'"
provexnents infl ue'~~cecrop composition, [ section 4. 5. 2. ] cfhi, .
this may indirectly affect health and nutrition as commercial,
production may dacrease the amount of staple, traditional and
nutri tional products. Roads serv'~ to spread diseases by exposing
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previously \;;Olated areas or sectors' to :foreign germs for which
they have no\ immunity or curative" methods. Similarly roads, by
encouraginc;J :mobi.lity and mixture \ of peoples and goods, can be
transmitters of communicable diseal"es,. and the greater the number
of rettlrning migrants the g'reater .the probability of disease.

SChooling is a signific,ant generator ,of rural mcvemerrcand there
is much uncertainty in the l;lteraturt~ concerning the impact of
roads on education. [ Kaira (1983): Howe et al (1,984); Dewar
(1985)'; Devres (1980) J. Roads however do faoilitate acoess to
secpndar'~ schools for b:ot.h teachers and pupils and have a
favoura!'le impact "on :r.·ural primary schools by lessening their
isolati'ori. [ Kaira (1983) J.. Accord~J?'-;i<toDewar (1985) "the

isolation of schools leads to greater absenteeism of pupils, par ...
: .. \';. )

ticula,rly in extreme weather conditions due to long distances
:t._ravelled to school usually em foot; and difficulty to attract

);'

teachers to remote outlying areas. " The location of schools on
alJ,,-weather roads which provide t~achers a.ccess to towns and
larger commund.tii.es, particularly ov~r weekendS, is perceived to

. '-_- ....:::;:; ..

be an important advantage. HOWe et al (1!?J84) on the o't::herhand
found that there. was little effect on education as a result of
mobility. Rpads facilita.te th~ penetration of urban values into
rural areas and e9ucation whicb may indirectly stimulate migra-
tion 9ver the long term.

\l_

'~\

4.9 SHOPPING AND NON"'~CONOMICT.RIPS
I)

Economic .e~pansiQn is ,oftet~t a,ssociated tiith more, traff:":c which
may influence personal ~ob,jllity. Someof the -most i:mFort;fintcon-

r-

sequ~nces of the provision or improvement of ~ ;oad is an in'"
crease in perSonal travE;'l as 0 opposed to;" transport of qfoods* The
results of travel purpose surveys ca.rried, ou~ by "Berqman and

50



Partners (1983) uin the Transkei, Copley ,f19S5,)l in Northern
Kwazulu and Ardington in Dewar (1985) in Northern Kwazuluare i1-
lustrated",in Table 4.1.

/,11

~(ABLE 4.1 : TMVEL FU:RPOSE SJjRVEYS[ after Bergmanand
Partners (1983), c~pie1{ (1985) and bewar (1985) ]

\\
II

,/ ;/
/'BERGMAN COPLEY DEWARfrravel purp,?se (%)

Work/business 55 25 N/A
, If/- ........'~-'~- .....--- .....-----~-..:.:;,;,~.......t~-....;---......--'-""""--'-..,..-------------- ....-------

'>',\,//

Social I~ 27 12 MIA
(1;

8 35Shopping
Health
Administration
servides
sonoc.l,
other

13
13
43

)1

10

7

5

3

!iI/A
N/l~

To'rAL 100 100 56

studies \\and other studies highlight the importance of
.__~r:J~lI'-.">\~~

act-rJl.l:,;.;''''&~elate!:it.raveL ,( Kaira (1983); Hotlleet al
"'",:'

(l984): Marais (1987) l!~ It. has been shown 'that at every level
ot' dev'.elopment people attach great importance to personal
mobility. Travel range is normally determined by tb.e relative
iocation of the essential facilities and services to a dwelling.
However, "7hen shoppers require higher order goods than. those
avat,'~ab:te in local shops, they do not ~implY visit-' t,he closest
facility which bffers the good or service, but ,..seek the larger
urban centres 1 where prices are cheaper, more choices 'are avail-
able and where a :f;'ull range of ~oods 9an be purchased. [ Howeet
a'L (1984) J'~ The.. choice of a transport mode depends, "'amongst
other things'; ort trip length, Circumstances U11derWhicha trip is

The a~;pve\ .:_

non-economic
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made such as moving a heavy: load t sickna.1.§.,t:r'ading in perisllable
goods. ,and above, all affordability_of trar"~q,t::.t costs." [ Kaira
(1983) J~ The ability to travel freely, not just for practioal
purposes but to v~~sit friends and rel9-:1=ives, or ~or reqreation,

, , )

may n.Qt be a ItbatHe need" but it is '-clearlY des"irablej par-
ticularly in soc~,eties where family ties are strQ.ng. [ Dale

n
,;. . .-(1978) ). Ac!~ord;j.ngto Dewar (1985) long distance ncn+econcmf.c

t.rips stem from "the migratorY system developed in sout.h Africa
unweakened by' urbanisa.tion dt..J._Q!1.gterm ll}.i,gration; the lO,wop-
portunity cost of time and tH:~unavailability or poor geog~aphi-

. "1 ..

cal posit.ion of services in :Ir~lation to those who need th~l!4.n
l(

Better roads \i.sually enhance social services r but less by bring-
ing in additional. services, thari by providing easier access to
towns. Non...economic "related tr~)Vel can involve travel for
health, religious, politica,;J,., education, recreation, shopping and
social purposes etc usually involving 'the move~f;l1tto a larger

i\
village, district oor town. . A.further. reason. for lithe..domin,'ance of
passenger _traffic, rather than freight traffic o~ new or improved

\j . . ~.. . . .' .'. .::/" r--''::

routes hc;tsl;i;eenattr.ibuted to a lind ted numher of "cr~vellers sub-
st.i tutin,g,:pos·tal or telegraphic se:tvices for personal traveL

.~'\,

4 • 1'0. LAND 'vALUES I TENURE AND USE

In general a new rcRid causes the value of the surrounding land to
rise in direct proportion to its proximity to the road. [ Blaikie
(1977); Devres (1980) ]. Rising land values t~gether with a
change in the population structure results in a chance in land
use patterns. Generally there is a.move towards more intensive
land utilization closer to the road in terms of agricul tUl!Jalt
commercial and residential acti'vity. Evidence sugges-t;s that the
magnitude of the increase in land values has a positive relation-
ship to density of population ami type of road. AocOrdin~(to
Or,ada in Devres (1980), where shifts lin ownership did ~"ot oc6tizrt
land. tenure was relatively open and equita.ble, little speculation
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existed due to. the. high sOdlal "value .t=>lacedon l?J,nd[ and hence a
reluc;:tarice 'to sel1 ] or where specific development programmes
90uhteraqted these tend~ncies.

4.~~. EMPLOYMENT
\\

Rural roads create short-term employment opportunities, directly
throu9b,"~h¢II:'construction of the road if. 'S;elf and through related
activiti~s·i)~udh as feeding and servicing of labour crews. r Howe
et al (,l984); Devres (1980) J. Short term emp'Loymerrt;is also in-
creased by easing travel to short term/seasonal jobs in c:lose.

'~:~::;..,:~~,:,j!
proximity! to horne. Maximumshort term exnplo):tznentis ~fined f.rom
labour intensive ccnstiruot i.cn and this type of const:tuction is
also seen as 9-. means of creating a support group for continued
maintenance of the t"oad proj G;ct•

Roads promote medium and long-term eri.ployment of individu.als by
encouraging the acquisition of new skil1$ and ~ubseque,nt
employabil.it~ of those Who'Workedon road con#truction'ifind main-

'.\ l\
tenance projects. [ Hqweet al (1984) ]. Med~umterm employment
is oft,~npromoted by oommuting to nearby oomm~~ities for casual
work. Long term employment is promoted by t~e stimUlation of

I! . \
, _\)

regional productiorl in agricultural production, 'commerce and\\lin-
dustry. Import.antly rather than giving up agricultural ac-
tivities.. roads lead villagers to supplement. agriculture with
miscellaneous cash earning projects. The diversification of
economic activity and individual specialization causes chang~s to
occur in t.hl~long tenn employment. 'rhe general disruption o~ ~e
social and economic community st:r.ucture can encourage emigration,
particularly (,.\fyoung men, toward areas .~f greater employment op....
port.unity [see section 4.13 ]. According to 131~ire (1978) and
Devres (1980) 1 roads may not contribute much to the solution of
long tel'1Jl employment problem in rural areas I and short term
employment is only available(\during periods of road construction.
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II
4.12. SQ~IAL CHANGES

/1 .,'

DE:v"ELOPMENT

NATIONAL INTEG1~TIOl'f AND COMMUNITY

RQads promote the qoncept o;t;) national integration by making
remote areas and villages identifiable with a larger region and
the nationaloculture. According to Tomazinis in De Salvo (1973)
Utransport systems can promote or reQuce a communit2:.'s feeling ...Qf
isolation from the rest of 'the region. If Rural and urban areas ax'e
becoming more and more 'integrated - an integ,..,.ation based on
transport and trade. Integration means a move away from village
le'~'el subsistence and towards greater specialization :between ur-
ban and rural areas. Integra,tion results in the expoauze of new
valueS and. ideas, services and consumer goods~. Frecwent contact
witb the outside world leads to an enlarged, world view and in-
cr~psed interest and und~rstanding of new institutions, services
and technolog'ies. A tradit.;ional way of l,ife Ls often threatened
by the changes assqciated with the introduction of road

1;,.·,>.
transport~ Adverse social effects lloted in the literature in-
clude inc:ceased acoidents I teen-age rowdyism and alcoholism,~) (
Devres (1980j ).

Roads can threaten the integrity , bring, about deoulturisation or
the actual eradication of entire ei~hnic groups. [ ;Broo..ksin
Oevres (1980) J. This is mainly due to the laok of political and
eoonomic power of mil'10rity groups in society. The development of
transport without corresponding development of protective
measures has exposed the ,tribal economy to external forces over
which they have no control. Tr.ibal life has often been expos~~
to economic fluctuat.ions and exploitation by more resourcefu;l. and
better organised Sec\:ors of SOC{',:ety." Womenon the other hand,
have found the provi~ion ;Iof roads to be liberating, providing
them more opportunities, tnO.L'.'7 .choice, and freedom from restraints
0+ traditional sooiety.

',\

54



Roads often increase the availability of government services and
political awarenesS of the community' resulting in positive
government village relations. [ Hamilton (1980) J. Roads may
also help in increasing the sense of community. Roads are often
seen as initiators of other developw~nt ;'by beth government .and.
vil-lage. Roberts (1980). states th~~ "residents. se~ roads as
bringing government aid .al~gpro~t:ammes to ta.ke care of their
12robletr~1I Active participa:t:ion of the cotnmunity in selecting,
planning, building and maintaining roads increases the 9trength
of government/village rela~ions. Following road betterment

(,

schemes communities often bl(:tild fUrther facil;t.ies. Road im-
pzovemerrcs are often followed:by additional gover'':lmen't.services -
electrici ty I wate~~and other! e4(tension services. This results in
positiv'a village- governmenJ'relations and serves as a mediumof
communication which often res,u)..ts Ln a posi ti ve .le.arning ex-
perience and exposure for bot:h parties.

4 .13. MIGRATIONt DISPERS!ON l-";?~ ';JltBANX,sATION'

J)
Traditionally , roads are seen ~s enablin9:, and encouragil1g migra~
tion through cheap~I' and easier transport, more information on
oppor~un~;t}e;.sln\():~ ejzp~sure to the affluence ot.: outsiders and
the possil.)~ity of a pr01~t ret.urn home. ( Howeet al (l984) •
Oscillating migration and social visits are the two"largest gen-
6:t'ators of long distance vehioular movement in, tie peripheral
areas of Houth Africa. According to Marais C).SlS?) "the wholesale
bUilding of roads through and in the national states could gyite
~asily lead ;to aven higher rates of migration to '¥he larger., towns
and cities i:p the Republic. U The provision of roads linking viJ.-

, ~(

lagas w~th larger towns has often served to r.educe the ,effective
distance between;the~.~nd to encourage rura17urban :migration. He
goes on flF",ther to i5-tl¥,i that "Qne could therefore e::.q;~ectthat
migration towards job opportul't.itie§... and existing s~rvices would
be one of. the resll;!..ts, of easier access from.:the isolated alt'ea.stq_

;';::~
";",;:,;:::..
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,1arge conc~n.tratiQns _.n
o

Lowvolume l'!nral roads strengthen nearby town.::;as administrative,
'1:,

service and eoonomic' cen~res, promoting commuting for permanent
or short-term work from sfp.rrounding areas. [ Moore (1980) ]. J;m-
provement,s to the road /netwotk in the Transkei have enabled
people to 1iv~ beyond the ,.town 1imits and to commute into town
each day. This reason relates particularly to housing standards
as high nousing Sttandar~s ar~ maintained ",1ithin town borders r:md
are unaffordable to the vast majority, who instead choose to 1~ve
outside the town border and oommuteto work everyday. Irl these
cases '1rlh,ererural inhabitants can commute more ea~i1y and enjoy

\j'::'

the benefit ;bf nearby villages or towns withd'ut Imigration, the
initial impact may be to discourage migration. In contrast rural
arterial L'oads, by reducing tne di~;;tance between, countryside and
urban centres, might incr.ease migration because commuting would
not be pcssible over the longer distances. In ehese cases one of
the major consequences of migration is urb'lnisation.

The secondl'''school of thouqht sees the ::::01eof roads in migration
as neither a becessary nor suffitient condition. ( Okada in
Devres (1980); Blair (1978)]. Ease of access to the major ar ...
terials makes the n\,igration process e~sier and cheaper; but' other'
factors I such as level of poverty )~l'ld peroeptions of l,;;.fe's
chances are far more significant than physical access in deter-
mining whether or not migration occurs.

Another faff'l~ct of roads on population movement is that of inter ....
nal migration t.owards the road ....side. I Howeet al. (1984) j., In-
ternal migration to roadside and ut-ban outskirts settlements are
usually made by groups which both lack and cannot ever hope to
have aocess to available resouroes. It is often the children of
SUch families that move 910ser to the roadside and cQl1.st;1quent1y
t~he age composition of such-, settlements is /Jsignificantly lower

't')
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than intern.llly located settlements.

Rural roads accelerate deforestation as al!result of the expansion
of agricul,tural land and the exploitation of wood for firewood
and puilding. [ Moore (1980) j , This leads to increased soil

:C-;, erosion, lowering of the wt;itertable, e:dltntion, higher incidence
of flooding and/or drought, and elimination of wildlife. Long
term detrimel'lt~l environmental effects occur as a resul t of bad
fanning practicE:';s such as overgrazing and the continual. utiliza-
tion of land without rotation. Of partioular ilTlpoJ:;'tancein the
"homelands't is the system of perpetual migration Whichresults in
young and more educated people seeking work in th~ urban areas I

leaving the weak, womenand uneducated to continue farmin-gprac'"
'Cioes which are. often outdated and ineffecti\~·e. Newinputs such
as fertilizer and pesticides contribute to chemical pollution
Whichmay becomesignificant over 'f;ime. Alternative :r:~~adalign-

,1/'

ments often take productive land ~,ut of production. Furthermore
the cumulativ« impact of manysmall developme:\ltalproj ects l.iaybe
environm~ntally dama9'in~J. in an area which is visually attra!o-
tive imp~ovem~ntsof a road to all-weather-stanjards usually at~
tracts large numbers of tourists. If not adequatei[y planned fOl':',

large scale tourist activity in the 1011gterm can be envd.zonmen-
tally damaging.

4.15 CONCLUSION

The Ii terature sU9gests that additiona and imprOVementsto road
infrastructuI'e in rural communities have a wide range of effects~ ~~~
that have traditionally been excluded from evaluation prqc~~p.ure.
Furthermore it has been suggested by the literatut!e that n¢/n-
economic and sooial impacts are of greater importance to deve\jpp-
ing communitie$ than economic effects. Litt~,e work has been done

II
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on the effects of x;oads on surrounding cOlilmu.n~ties in local cir...
cumseances and there is a clear need. for','.:fu:t'therrt:;search.

5.8.



OHAPTER .5 :- POST IMPLEMENTATION EVALUATION or SPEOIFIC ISSUES
ciF TWO ROADS IN THE TRANS REI

5.1. SALIENT CHARACTERISTICS OF THE TRANSKEI THAT .i\RE LIKELY TO
INFLUENCE A ROAD IMPACT STUDY

5.1. 1. I,OCATION','AND LAND REGION ChARACTERISTICSINFLUENCING
TRANSPORTATIOn'

Tr.anskei is si:tuated in the SQuth...eastern ,p'art ot Southern Africa
and covers a total of 4 365 263 ha, 'It borders the Indian (Ocean
in the" south east, the Kil"Jdom'of ,Lesotho in th~) nO:i.~tharid the
Republic of ,'South Africa in the south-west [ capw Prov~:.nce] and

.-

the north-east I Natal Provinoe j, Transkei is <livided into
three portions :,,'"the Hershel d~,strict pordering l,esotho"; the trm-
.zimkUlu district in Natal and the maLn portion of lranskei
.$eparating the provinces of Natal and the .Cape. ,>

The location and phy's~~calcharacteristics qf 'Chs Transkei in'"
f1Uf#nce transportation and have a number of important con...
sequences. TranskEd is essentially landlocked in the sense that
it has "no l(ort ol"<:adeguate ema11 craft launghj.ng, sj.teE::.," [
Bergmanand Partners (:i:.98;i)]. Its 'aconomic future thus depends,

"1 /!" 1" 1 1 'i ' . hto a comuderab e extent:; on l.ts po l.tl.ca re at ens Wl.thnel.g'"
bouring countries and the need to maintain ess,~n,tial land
transpo.rt links. sign)_ficant traffic volumes ~alol1g,{,;t):te.maLn
tran;'i~port axis I N2 ] and the transnational throught'ffutes repre-
sent strong ties and intagration of the Transkei economywith the
Southern African economy. Furthermore distinct movements across
the horder represent migration and commuting" [ see Section
5.1. 2.3 J. This amplifies the already high traffic volumes a)long
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the N2 and other transnational through routes. consecruent~Cy
(\

ther.s is significantly higher traffic volumes on t.he main
trar~sport axis ['N2 ] and the transnational through. l:'Ollt~? Main
and secondary routes do however assumegreat impc:n:tandeowing to

~ ~
the large' percentage of l\'ural dwellers. Physical cha;racteristics
separate. the Transkei into three transport regions and the rural
po~ulation has historically %-'ldaptedto these physical constrai~;ts
and in general there is not a strong inter-re9io~ transport
demand except to umtata which is character,istic of a primate
\city. Social services are centralised 'in urba!' areas whichv .' . .., . c

¥esults .in the genera~ion of long distance trips. Traff:ic pat~
~\~rnstudic-'" indicate that traffic is pril'llarilY radial from 'i-ural

\' .

area..; to the nearest regional ':or"maintown indicating a natural
need for people to have access to urban are.as particularly fot'
centrally located servides. Apart' from the nearby "satellite'!
towns,,,relatively little tr~ffic is 9Etl1.ere.tedbetween other towns
.}'f the Transkei and Umtata.

i!;"

5 .1.2. (e~PULA:ION
"·~l'l

5.1.2.10 Population SiZe
The de facto population [ population resident ill the Transkei ],

. ''::'

based' on the 1985 census, inoreased by ~lmost 40 percent betw2el'l
1970 and 1985. The de jure population, which includes
Transkeians resident in South Africa, was estimated at a much
higher 3 \.910 565 in 198,5 ( Table 5.;\. J. A more important C011-

t;ideration than ~imple populati9n size is that 1110rethan 95% of
the de facto population ".li~,$sin the rural ar~~s. The population
density based on the 1985 de 1/facto popt.Uatiorl statistics i;; 67
people per square kilometre of I, land area.
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:f, <0-

TABLE 5.;1.: DEMOGRAPHIC TR'E:NDS IN THE TAANSKEI 1970-1985
[ a.fter Makanjee (1988) ]

:::;

pgpulation 1970 1980 19850

Rural (de facto] 1 125 083
''Orhan [de f.acto] 58 116
TOTAL Ide ,factO] 1 783 199

TOTAL [de jure]

fl A93 71.3

129 397
.(' (; .

2 '~cI6'23 110

2 .,e; 694

14g')51~'

2 932 206*

3 610,555

* This 1985 census excludes 57 0[}4 pe+,sons in educ;ational and. \':.,
other institutio.t')s, 22 43Q people unable to? supply their ages,

"n;."lst lnigrant.~);,'vir;lnon-r,esident· Transke£ans.
~ .: (i

~'?"-..-)

Tha,i:mportance of the la~e perc~ntage of population resident in
l7ura.l areas and the sU:bsequent high. densities in lt~ral areas to
the post-implementation ,evalu8tio~'studY is that main and secon-
dary routes assume great :i,mPQrtanceand have a significant effect
on a large' number of people. Fti'rthermore, "owing to the high
populaticm density and ".,Other constraints a r.ela:tively small

-.sample of the pop,ulcatlon was surveyed in comparison to the total
?i' o

population livil1':1in'the area, section 5.3 di.sc:u.sses the sample
size.

6.1.2.2. Demographic structure
In al1Y110rmal demographic structure of a nation one would expect
to find an approximately equal distribution between male and

". - 0

f'em.ale. The difference between normal male/fema1A" population
",

distribution and actual distribution expressed as a percenta~e,
"is the male absenteeism coefficient~

/)
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TABLE' 5.2
")\,
\\

!>iALE ABSENTEEISM COEFFICIENT .•FOR THE TRANSIre'!
[ aft.er Zinge1 (1985) J

Age Coefficient

<. 14
15 - 19
20 - 24
25 - 34
35 - 44
45 - 54

55 - 64
> 65

1:0%
19.9%
59..2%
65.9%
62.2%
50.9%
40.9%
11.7%

From Table 5.2 we can deduce that there are .a grei;\t llIad}, more
f~m~les living in the Transkei particularly amongst the poten-
tially ecenomi.c. active age groups'. This can be ascribed to the
fact that a large number of males in these ag~ groups l~;;tve the

f "

'rran.skei in search of job opport.uni ties elsewhere. Itl essen'ce
t,his would leave a ,l,arge number of females, children, and elderly
peoPle;.;::,in the rU.ral areas. Therefore a random sample !rle'r,hodof

£ ... ' .. ' .. ' ..... ' .'. .. . .selectJ.on I the method used f'Y the author for sa,mple selectJ.on J
would resul: in a' large number of\?femal'l;!!and older people b:aing
selected. This however would represent the population resident
in these areas. Furtbermore the perceptions of the sample [ made
of a particular stratification ) hav~ .important ramifications for
the study.

:i
S.l %,.z:~3. Miqrancy
Table 5.3' indioates the .tlUlnper of migrants and COnutlut~:rworkers
in south Africa from the Transkei.



TABLE5. 3 : NUMBEROF NIGRAN'r AND'COMMoTERWORKERS [ a·fter
1, . ... 'I

Maka~ee (198S), Zingel (1985) and Southhall (1982) ]

:1.975 1985

303 000 .345 116 342 000

Colt\lnuters 7 100 9 COO S 800

Migrancy is important to the survey in a numb'ffi');,bf respects.
il

Firstly, as previo1.+s1y discu$t:isd the sample stratifioation will
u

appea,..r abnormal, but will be'normal to the situation in the
Transkei. Secondly, migrants and their friends abd families make
long distance rrips resulting in strong cross-border movements.
Thirdly, t4e highes.t contribution tq household income of those
living in the. rural areas Ls in the form of remittances from
migrant workel:'s. Migrant remittances have important consequences
O~:r'7 agriculture and °ather activities within the ,rural areas. The
timing of agricultural inputs is vital. The unmethodical and of-
ten haphazard payment of rend ttances d~fcourages :investment in
agriCUlture and has a resultant ne,gative impact on agricultural
Qctivity within rural areas.

c:

5.1.3 EMPLOYMENT AND LABOUR

I

Migrancy ~;nfl .¢ommuting and their effects have al;"!eady been dis-
cussed arid employment and labour will be discussed in terms of
the de facto popu'lat.Lon , 19% of the de facto population [557
119J of-the Transkei were classified as economically active.
Withi'n the Transkei it is estimated that luore than. 63% Of the
ecopomically ac".::ivepopulation are emjploy,ed~n the vibrant in1;·or-

'. " .. <_:,

mal seotor, which il.1cludes car washers I baske.t weavers I dag'ga
merchants and workers in co"'"'operatives. The importance of the in-
f'ormal sector a~ a contributor to household income has been
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stressed here and elsewhej::-e. The survey will therefot'~ adell·ess
the effects. of ,l;:oads on marketing and production ..of 'small scale

, ,!

:manufacturing and other informal activi+..y as WeJj;, as-to. formal· busi-
ness act.! v-ity •

5 ..1.4. AGRICULTURE

About 17/\~% [763 921 h~J of the Transkei's t.e>tal surface area r
,I," ".

4 355 000\\hal is A~otentia.1ly arable land and another 2l,5 % is
\\

suitable for forestry. Even before Lndependence , researchers,
noticed insufficiency of farming and the relative uni'm.portj;\.noeof

:"

far~tin9 as an eccrronii.c activity. Table. 5. '* ix:dicates that only; a .,
small number of farms grow agricultural produce for commercial

~, 0 ;:

purpo~e~. ,The Sllfficiency of farming in .the Traneke-a is il-
lustrated in TabJA~5.5.

,

\/
TYl?E~l 01<"' FARMING"ACTIVITIES IN THE TRANSI<EI[ after

, . ~
Leet~wenbur9 (1977) ]

o
-c3

." \'"

Typ~"of farming NumberOf housEiholds' %

NO farming
Mat'ket on:Ey
Home1,lseonly:;;:::)
Home~useand sale

62
1

613
62

8,4
0,1

83,l.

8,4
"

--"",;:.;(0

,38 100
\'
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TA~LE 5.5 SUFFICIENCYO:FHARVESTTOFEEDTHE HOUSEHOLD[ after
Leeuwenburg (1977) J

Ij

Suff;i.cie:qcy Number'of hdbseholds %

Never adequate
Adequate in good years
Always adequate

467 67,3

165 23,.7

Q2 9,(:)

TOTAL 694 100

'>

Acoording to Sauthhall (1982) "agriculture rerllains tne !nost baok-
ward. sector. of the reserve econom1~\and ibis in cons~_cmentneed

II" ", .>, ~,f_ :',> _- 1,," i , - - '.1

of a_~~yolut\ionary; ,transforntcd:i6n rand] 1,acking at present even a
!l'@.Fltt?ten:seeCOnOh"iy;:_.i Cobbett (1987) oonfirms this :view of all
the h,o,melandsi

~~ (,south' Africa by st~\ting that lithe blaok
homelands of SA are notoriously under12roduct;ive :in ahrii~ulture. II

Table 5.6 illustrates' the unim}_:)ortanCeof commercial and subsis-
tence agricrul tural production in all the homelands and, in the
Transkei. This is due to a number of well dooumented reaSons and
will not be discussed in this dissertatiorl. Emphasis is placed
on the unimportance of agricul ture and the SUbsequent ypnimpor-
tance of any positive 0;: negative effects that additions\\\and im-
provements to :boad infrastructure may have on agriculture. Trips
rei~ated to agriculture were noted by Marais (1987) as being of
elli;ttle signifioanoe." subsist,)en,ce agriculture does however
suppletpent the earnings of the vast majclrity 9'~ households I
Table 5.7 J and for this reason the effects of ro\:td improvements
Oll agricultural production and marketing will be inyest:i.gated.
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TAl3I.£ 5.6 ! - COMMERCIAL AND SUBSISTENCE AGRICULTURAL PRODUCe,;:(ON ~
! "

IN THE HOMELANDS(19B;'5) l aft.~r Cobbett (1987) ]

Co:rnm:ercial
R ,000

GDP subsistence
R/OOO

GDP Agric value
% per household

TRANSKEI 2 964 0,7 137 000 10.1 R 327

TOTAL. FOR

HOMELANDS163 045 3,1 7,6 R 240

A stugy by Hawkins Associates (19BO) identified physiographic
regions based on altitude, topog'raphYI geology! soil types and
vegetation. Physiographic elem[ants reflect the agricuttural
..potential of cr",particular region.

\,
According to Hawkins "As-

;l. .,.
sociates (1980) in the Si:erkspruit area "the cropping potential
of this sUb-unit is limited by the climate, relief and soi~:s to

~. .. ~
semi-intensive mixed farming and semi-extensive livestbck farming
with some drought resistant. crops." The report goes on to that
the Libode area is <"an ~xceptionally ..promisingl rwsource area. [
suitable for J intehsive perennial crops and liv~s+:'ock,n ~lhus
agriculture will be expected to playa much greater role in the
j,ncomeof residents who live in. the Libode area than inhabitants
of the -S·terkspruit region.

5.1.5 INCOME AND EXPENDITURE

Table 5.7 indicates that the largest cont3::'ibutorto average rural
household income is in the form of migrant contributions.. This'
is followe'fi in importance by salaries and wages and a~rioult~re.
Income from informalmoney.maki:(lgactivity aSl:umesa mUchsmaller
role. A breakdownof household expenditure is. provided in Tab14·
5.8.
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TABLE5.7 : AVERAGE HOUSEHOLD INCOME 1979 [ after Makanjee
(1988). J

and lodgers
Other

RURAL %
~ 297 25,7
R 232 20, 2-

R 47 4 I 1
R 66 5,7
R 7£ 6,7
R 3~6 27 ,4

R 21 1.8
R 95 8 ,3

,'(

R 1 152 100I 0

;~j

Salaries and ",rages
Agriculture
Domestic production
Own business
Pensions
contributions reoeived
Income f,romother boarders

,:'_f

TOTAL
))~}}~Ju;;z.:

--."" ,<TABLE5~8 : HOUSEHOLD EXPENPITURE 1982 [ after MakaIlJ~~ "tl988)
1.,1

Item

FOOd
Rent
Furniture

"~t::~irig
43,4
15,0
12,2
8,0

'>~~;t,4
,,, .. ,',.!,

It oan, be assumed from the above two tables that expenditure
! 1

based on meagre incomes is essentially on hasicitems. It 'also
suggests that the communf, t:j_e~ in question will ten~. to have low

t.:)trip generation rates and that a single trip will usually be matte
for more than one purposes.
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5 • 1;; 6 REVENlJE
,-:)

;~,,,:,:;~;;.,,,:,,,~:,,,,;..:,:,~.;:-,-;,_:::~.=;=.::::.,~::c·::..-;;;:::'"'.-.,.C.~=~,:-_.:.-~,.:
. ': <:' ..:..;.c.:':.':::"''':'''_C_';:'';:__'.~c...;''' ... ,:::.,.::.,_;::,-,:,:_ - . . . ... ,' ',_, . C"''\.'~...,

The 'J.!ran~~ei is fil'laneial1y q.ependant upon South Africa and }tes
~ i\~ , .'(

limiteSi, !?ossibiliti;l~ of' reduc~ng thi.s d~p~l1c;'ienpe. ~0dbrding 'tio
Southh~'l1 (1982) .the future. T;~nSk~,;t.'uwill have n? IFlternative
but tQ remain {i sUPlR1ier of jcheepl l.abourtQ South~Africa. Fur-

,'i' ',. ' ".

thermore the Transkei had l:::'ttle capacity :l5Jr·encouraging ~elf-
.• ;, ". - • - - - - - --- - - -_. .. . - -- - - - - -- - -~ - - - - '. - - - ::'"' - - .' . - - - - - "l .

silstaining development:.in the futur,e ,i-:n ei~her, a'gricult'qre or,JJl=
dustry.:;." Fi91.l~,e5.1 and Figure 5 .,,2 demonstrat~ financial depen~

::1,.::, '. '." /,: \\J ',' "" ','" '.,-_cc . . ' ','J . .'. .,' ' " '. . '. ?/i

dence on South Africa and demonstrate the extent to whichc,;tp~se
r. " .__' .. .' ',.\ , .. . ' .. " , , i'':I',,,''l;- .~

faconomies ar~, an integral part of· tiie central ecOnomy. - '-"'l{~)us
II ~- ,,' ... '. ' , l/, . _ ..

roads in the Transksi cannot be eval.uated in isolation from South
t..frica but .must·b~ evaiuated wH':hin the, broader dbntext of the
Southern African socio-economic and political situation. v-'

~',I

<,!FIGURE 5. 1 : COMPOSrT10N' oz TR1!INSKEI I s ('TOTAL' NA'I'IONAL 'REVENUE! 0"

( after t-iaka;nje$ (1988) ~nd SouthhalJ,;, (1982) J
i( .' Jl \ '\"\

-:

IJ ('; ;)

.. Grlm!s n.s,A. ~ cw~(So~r~es
'\ / \ ,
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FIGURE: .5< 2
,. 'A)

THE(!rRANS1<EI [naf'ter
II
\\

,.'5.2. PLANN!NG THE POST IMPtJEMSN'rATION EVALUATION [ The case study,w.,
was undertaken under the constraints outlined ill the literature
and sUl'roUarised in Section 3.4. ] //

5.2.1. Motivation"for Choice of Particular Roads

The Repub.Lio of Transkei was identitied by the author, sunervisor
'\I

of the project, Dr R.F. Del Mistro and members of the Development
Bank of Sottthern AfJ;"ica as th€:l ,optinlUl'l1ar~a for the evaluation of
ill)pacts O~;;:,l,~ruralro~~~~!'on their sUt't'ounding communities d:ue to
th~ large ':~!nUlttber oiL.- recently completed proj ects and 'the :t'arge

~.r ..

number of ~oad projects in the planrd119; and ex...ante evaluation
stages of th)~planning proces$. A site visit to the identified

. ' a t'

study area '!:'.ookplace on the 18th and 19th July 1~;a9 in which
feasible roads Were examined by members of the Development Bank
of Southern Africa; supervisor of the project, Dr R.F. Del
l~istro~ the author and associate researiJ:her, Mr A.F. Shaw. Time
constraints caus~d one of the five feasible roads to be only par-
t.ially scrutinised. The roads under consideration were ;-
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, 1. G605 - The tarr,~d route from Lady Gre.ybou:nda~ythl;"oughHer-
shel arid sterkspruit to Walaza :pridge [ termed the
sterksprui t Road in the text in future ). c,

2 ~ R61 .... '1'hetarred route. from Libo(~ethrough Mhlengana cuttings
to Mgwenyana( termed the Libode Road in the text in
future J.

- Th~ tarred route through TsomoJo~~ing the R61 and the
N2 r termed GovernmentRoad 1 in t~~,e'text in future J •

.; \\

...The untarred route from Matatiele" t~\rough MountFlet-
cher to Maclear(/boundary ( Mount Fle\\:ch$x'Road r:

- The.unta:r.red route f't."om t\.:tsikis~k~ ti£:: }:1(l.agst<,!ff
( Lusikisiki Road J. j ~, \i " (j

:3 • GR1

4 . :R61

5. R61

Map3 11~~~strates the location of the ro~\:~
.-;~;/

~~;
" j

thib'l(tf':t:'g,tlskei..

jl

The Case $'tudy is Sl;.'ecd.fically ailtt~c.1, (,It, post ....i'lnplementation
jjevaluation and the la~~r 'two roads do not me(-)t,_,th!}Scr:L1:eria and
were ,eliminated on this basis. The other three roads all show
characteristics that could be used in <.4 post-implementation
evaluat.i,o:q.,st.udy. Due to resource constraints a limit of' two
roads needed to be identified for evalu.atio:n Each of the roads
has un'iCJ."UGchara.cteristics Whichcan be summarised as follows :...

i(l.. Sterkspruit Road :- a full r~nge. of social and economic ac-
tivity in a remote area whiC'1hmushroomedaround the period the
;road was complrated. These conditions will enable the researcher
to test a .?.arge range of effects of road improvements and to test
whether road improvements can initiate such economic act:ivity.

2. Libode Road :... route re-alignment which by-passes original
villages along the :mainroute and brings previously isol.ated vil-
lage~ to the advantages/disadvantages of surfaced road condi ....
tions. This will allow the researcher to determine the social
and economic effects of road. re ...alignment and the associated ad-
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vantages and disad.v;~ntages.

.
3. Governm~ntRoad one :- the age of the road construction allows
the researCher to determine longer trEbn effects as road impacts
apparently have a long t)estation period.

c

GovernmentRoad One'was eliminated on the basis of iU9iufficient
funds. To verify the soundness of the elimimition a t~fst of the
road's abili ty to attaj.n importa:rt ori teria was developed~ The
ori teria werQ ranked a6COrding to thei1\" importance in regard to
the evaluation' stUdy, [ Criteria ~ere ranked on a score' of :3 for
maximumimportaflce and 1 ,for I minimumimportance. ] Roads were

\{;_j_l()

soored on their ability tt~ aohieve the criteria wi~r regard to~ .

the needs of th~ e-:lal1lation"study. t Non-achievement of a -par...
ticular cri tar-ion scored 0 I and complete aqhievement of a
criterit.ln scoreQ :3. 1 Figure 5•.,3 illustrates how~he three. roads
were ranked in their ability t.o attain the impo;ctant criteria for
the choice" of a =r (~~J

//
I'

The final scot'es 6f the roads [ basiad" on cri teria attainment ]
resu',ted in the l,;'oadsbeing o,rdered into the fOllowing sequence
o,f importance = ...

c-

L G605 ... Sterkspruit Road [ 56 J
(, Ij

:2" R61 - 'LibodeRoad [ 51 ]
3. GRJ. ...GovernmentRoad One ( 34 )

"

The test verifies that the elimination of !'::lovernmentRoadOnewas
basec;l on acund j'l.,dgement and the two roads with the highest
scor~s were chosen Bor furt1:ter ~valuation.
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FIGURE 5.3 AB1LITY or .ROADS '1'0OBTAIN Il1l?ORTANl' CRITERlA
:i

ccvern- SterK'" Libocle
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t::l co t;:I tf.) t::l tlJ

','

9ri tetia : {Importance of Cl'i tel'ia} '0'

56
1st

4.

1. Age of toad (allowing' fer a more :3 [6J ? [4] 0 [OJ...
advanced level elf impacts). {2} \-.'

"

2. AVailability of pre...projebt base 1 [3] 3 [9J :3 [9)
dat~J' ~{3}

" '

3. p..J1
~I, " ....~- ... ,', "",', ",' '.;

0 [OJ 3 [9) 3 [9Jestabl ished set c:f goals and
objectives. r?}\..;1

The possib~~ use of this study
as a pilot study to a nore
in dept.h DBSAstudy. {11 ,',

0 ' (OJ 2 ,~2:l 2 (2)
..' ",

,,-
2 [6] 3 [9J 2 [6J

2 [4J ,3 [6] 2 [4J

s [6J 1 [2J 1 [2J,

1 [2J :3 [6) 3(1 [6J

5.

6.

A ,;full 'l:'~'1geof economics,
activit~~. {3} !i

" • !i~------.------------;~,--~~~-----r------~--~--~Urban oha.:racteristics. {2}

7. Rnral characteristics. {2}

8. The ability of people t.o l'e&.3.11
cha:tacteristics of the
unimproved road. {2}

8. Maximizat.ion of anticipated ;:~
social effect. {3} ')\~_'----4-~~-4------~~----~The advantage: of mea!iZl:lring the)
impacts 011 a new as op};rol'>ecito
an improved road. {l} ',-

10,

1 [3J 2 [6J 3 [8J
,)

1, [lJ 1 [lJ 3 [3]

0

3 (3) 2 [2J 1 [lJ11. The politioal priority of the
road in the national
freme~ork. {l)
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Maximum score 69
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FIGURE 5.4 TEE STBRKSPRUI'l'ROAD

FIGURE 5.5 A TYPICAL ACCESS ROAD OFF THE STERKSPURI'l'ROAD



THE STERKSPRUIT ROAD

FIGURE 5.5 A TYP!CAL ACCESS ROAD OFF THE STERKSPUR!T ROAD
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F!GURE 5.7 : THE t.IBODE ROAD THROUGH THE MELENGANA 'CUTTING

5.2.2. Issues, the Post-Implementation Evaluation Att.empts to
Address

il\
The inherent characteristics of each of the roads ohosen tior fUr.'-
ther evaluation results in'\ tbe study focus being d.ivided. The

(~ ., '.J

primary issue to he investigated in the Libode Road ,is the ei-
"fectJ::";of realig11.i.nqof a medor regional road em surrounding com-

\,\
lrIuniti~p.. The study will investigate the communities Which are

'~J ',!

located alongside the new tarred road as well as communities" lo-
cated along the. old gravel road. The primary issue to be inves-
tigated in the sterkspruit Road ,is the effects of improving
[surfacing) a :major regional road on surrounding business and
resident communities and to test whe.th'?t' .road improvements can
initiate or have an important role to play in the gx'ov.rth of
economic activity.

Great~,r empHasis has bee'" pla.ced on the Sterksp:rui't road due to
the primary considerati orrs stated above where a full Val:' iety of
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'I. i\ i
impacts can .~~..·'investigated on the trave2ler, residents and busi-
ness. For.·this reason great.er survey resources were placed o on
the ster;kspruit Road. Furthermore the size of the Sterkspruit

.:;;:"

community and the fact that the Sterkspruit Road attained a
higher tiacore in crl.teria achievement further influenced this
decisi'bn. Within the pr{mary i'ssues "of both 1;he Libode and
Sterkspruit :Roads, the evaluation attempts to addz-ess
beneficiaries in three broad categories; namely travellers, local

1

residents and local businessmen.

,
The first category attempts to clarj;fy issues relating to "the
perceived effects of improvements and additions to road i:n-
frastructure on travellers.
this category included :-

Issues that Were.dealt with under
"'f?

- :mixof vehicle types
- the deg~ee of local traffic as opposed to "through" traffic

/1

- trl.p purUose and frequency thereof
r:::. , , " ' , j:, !~ [1\

- growth ·or individual, movementover the past t::woyears and per-
ceiveg reasons therefor

i -J _ ;:- _ .•.• _11_ _ _ _ _ _ _-- _ ,~

greate'~t. pel·ceJ.ved effects of improving the roads
- perceived effect of road improvements on ·'travel costs
- perceived. effect o·f·road improvements on travel time
- perceived. effect of road improvements on accidents and types
t.hereof

- perceived effect of road improvements on vehicle maintenance
- importance or-- the reliability of roads to travell¢.rs

The second category attempts to clarify issues relating to the
perceived effects of improvements and additions to road in-
frastructure on local residents. Issues that were dealt wiLthun....
del" this category··included :- ))JI

...movement;of population in,t-:othe area and perceived reasons
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thereof
- perceivea effect of road improvements on agricultural produc-

'tio],}, trade in agricu.ltural production and agricultural exten-
sion officers
perceived effect of road improvements on product production and
trade in product production

_,involvement of local residents in road construction and atti-
tUdes towards future local :J:oadmaintenance'

- perceived growth of traffic on improved roads and perceived
reasons the:refor

- g'rowth of indh('dual movement over the past two years and per-
....C~:lved reasOns therefor, .

- trip purpose of residents and frequency therefor
- importance of reliability of roads to local residents
- frequency of travel to higher order towns and reasons the~efor

perceived e~pectations Of road improvements
greatest perceived effects of road improveme:q~s on the in-
dividUal and community

- perceived effect of road improvements on influx of people and
the perceived changes thereof
pe;r'ceivedpreference to lh~e in a certain area and perceived
t'easons therefor
pe:t~eptj,onof differences in relation to where one lives
perceiVed effect of ..road imprOVements on gdverrunent services
and perceived types thereo.,f

...,perceiVed effect of road improvements on empJ:;9ymentoppor--
." .

tunities and perceived types thereof \ oj'

and- public involvement prior to and dUl1ing
types thereof

- perceiyed effect of road improvements on
- perceived effect of road improvements on
- perceived effect of road i'mprovements on accidents and per-

ceived types thereof
- perceived effect of :t::Qadi'IllprOVementson maintenance of other

17



roads within the reqion rf
- perceived most important and least important ~!fects of road u

improvm6.t~"ts
i!

The third category attempts to clarify issues relating to the
percE:dved ~ffeots of improvements and additions to road in-
frastructure on local business. Issues that were dealt with un-
.~er this category included :-

1-·';- Inovement of business into the area and perceived reasons
,:;.

thereof and the effect of the road on business -.location
- perceived effeot of road improvements qn customer travel length
- perceived expectations of improving the road
- greatest perceived effects of improving the roztd on the in-

dividual> a.nd conur.unity
perce.iv~d effect of road improvements on economic activity
within the area and reasons thereof
perceived effect of road improvements on gove:r::mnentserviCes
and perceived types thereof-

- perceived effe()t of road improvements on where'residents and
shop owners do the majority of their Shopping

- perceived effect of road improvem~nts on the freguenq,y of
delivery service and the perceived reasons thereof

- perceived" effect of road imprc:>vemertt$on the quality of
delivery service and the perceived reasons thereof

- importance o:Creliability o,frOQds to local bUsiness \
- perceived effect of road improvements on the profitabiLi..y i of.(;>·

business and reasons thereof
- perceived effect of road improvements on oo:st
- perceived ..effect of road improvements on the, ability

"

.\.:)

ot' ~xist-
ing busil1(IlSseSto !'competewith outsiders and perceived reasons

,I

therefor ;\
':. - II

- perceived most important and lease~i..~r.\ortant..effects of raad"
..._---_ . .-'_-

improvements
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. (.I

The evaluation a.ttempted, a~th()ugh unsuccessfully~ to address
number of further issues, :na:mely:-

actual movement; ot' population within the study arsJi
- . \ "thO h- actual effects of" road ',l:mp~oYementson acc tderrcs WJ;., ,In t, e

stud.yarea\\.~, 'r ~>
- actual effects,. of road improvements, on maintenance w.;;;,thinthE

-r-, Ii
region

- perceived effects of howmuch respondents [ business, travel:
and reS:tdent :ttasponqents J were prepared to pay towards the
cost of the road improvements (!~"

- ~ercei:'Ve~,types of businesses that grew/developed as a resul i
of the road improvement

- perceived types of bU~$ine$'_;:;esthat decreased/declined as a
),

result of the r.oad :improvement ;',
"... perc~.i ved type of government _investment the gqvernment shoui(

OJ

have invested in the area if respondents were eonsU':..~~d prLo:
tb the 'road investment

/ .. .
5.2.;3. Te1:;ttingof Q_uestionk'lai:t;'~s

II,( ,-

During" a f,,~rther visit to the Transkei [ 12 - 25 November 19~!
the tnf{;if;:>questionnaires were tasted on the local population
the t.ea-lkwho ';ere also used to undertake the origin-dest:khat

, ,
,jsurvey'. After thorough analysis of e()l'tIplet~d ql.l~stlormaires
discussion. with the survey team problems were identified and

." (.

questibnnaires were changed accord.i;,."gly. 'I'he surveys were ~.
ther tested to a limited extent on inhalJitants. of developing (~t

mund,ties near Johannesburg.

5~2.4. '>i)elineation .of 'l"arget PJpulation

Dr Fr.ancps, a statistician of the univ¢;rsity:\ of the 'W:

waterst'and, J0'11annesburg" was consulted to(\Znsur~'\ the residl

"1.0
I .'



1;
impact survey was statistically sound. Th,e literature s,~ggestad
areas of primary impact based on physical. barriers I population
and economic" ac:-tivity sites. The area of Ctha zone of influence
was assumed to 1::)e one kilometre on each sieta of the road 'Where it
was not restrict~d by physical obstructions or extended by

population denpity or eoonomic activit~'. The attraction of
aco,no~~c, ao,'tivity ,or po~ulation was assu111ed~"~be a ~}~x~mum ;f
two k1'jlometres on each slda of the road. Hous~bolds wj)lthl.n th1 L7l

area of. ilT,pact t'lere'( identified and chosen through a random sample
method. Map 1 and Ma~\~ illustrates the areas of impact and the
number of households chosen from each vill,<1ge of the two roads.

5.:' 05. Methods 'of Data Colleotion

Finance, time and 1l\anpOWercOllGtrainE:ld both the :::ample size and
data ool.leqtion processes. An appropriate sample size was deter ....
lltined with Or Franoqs of th$ Un!versi t::f of tne witwatersrand
together wi th th~ '":financ.i.al, time an/Jr manpower consta,itits.
IntervieWer-administered c;p,:uastionnaire;,;l\rere the main source of
data oolleotion. f,t'he interviewer ....~dmi.nistered questionnaires
were admiriistered by '12 workers of the Bureau of Development Re...
se~l~Ch and Training of ·,t.heUnivezs ity of Transkei P Umtata. This
,.was supplememted by observation anq measurement [ origin-
destination study and populat,ion movement study J; interviews [
tl?:is mainly inoluded deCision makers and operators of the exis15';"
ing situat'ion l and conventional data cct>lleotion ( this mainly

",

h.~ter project
'- ",»

inoludes the reading of research reports l)efore and
\) ~'
implementation J.

so
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5.3. UNDERTAKING THE POST-IMPLEMENTATION Ev"ALUATION

The actual iinplementation of evaluation took place ill two phases.
The first phase of evaluat.ion took place between the 12 - 25

- ~
November 1989. Data collected if': .this peri.Qd included r:'7lte:r.views

';_:'J)

with selected persons and the origin-destination study. Further-
.\

"lUore the questionnaires were tested to identify any problems. The .>' •

origin"'destination surveys were run during the' middle ~~f the week ,/,
c:

[ Tuesday and Thursday J and during the miadleof the month so as
to ascertain average traffic flows. On both roads twelve hour [
6:00am to 6:00pm J counts were attempted, but it). both cases un-
satisfactory weatner obstructed the fUll couhting session. It
was therefol;'e possible to get an eleven hour count on the IJibode
road and':~aseven hour count on the Sterksprui t road.

The second phase of data collection took. place between 19th
February and 3rd March 1990 and involved administering the three
qUestionnair~s on both the Libode road,. and the $t:e,rksprui t road.
:F'U""~i.l:'ler interviews Mere undertaj~en and other da.£.i collected. The
Libode resident survey, husiness survey and trav'il purpose survey
'tl)ok place hetw~en Wednesday 21 February ,1990 and ~,";Friday23
1'ebruary 1990. The extent of the study and the zone of if{fluence
d.s graphically represented on Map 1 together with the zone loca-
tions and numb~;rof resident surveys and btL);:iness surveys within
each zone lc)Ca~i~m. The sterkspruit resident survey, business

p

survey and travel purpose . survey too~ place be'tween Monday 26
Febuary 1990 and Friday :2 March' 1990.. The,;extent of the study
and the ,zone of influence is ~:taphiCallY reprEisente~ on Nap 2V

together with the zone locations and nu~her of resident surveys
and busil~ess surveys '\vithin each zo~~ 16't:ation.

Attempts were made to survey all businesses within the zone of
influence of each road. The size of the tw.o bus~;~ess surveys are
found in Table [J.10 and Table 5.11. Due to time, manpower and
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financial constraints the residents survey size and. the travel
purpose survey size are relatively small compa!."ed.to the total
pop1llation living within the zone of influ~nce and people
travelling along the road. "The strat.ification oithe travel pur-
pose survey was baseq on the origin-destination study and other
i;nfOrltlatio;n' gathered from th'e l;i terature. The size of ea~h
travel purpose survey for each road is founel in Table 5.10 and
TarJ-e 5.11. Aerial photographs, which were taken of the Transkei

<::

during 1982, were used ~o determine the number of households by
means of counting the, number' of building structures to stratify
the resident ilnpact:~llrveys.' sometimes a household has more than
one building strupcure and similarlY a number of hous.eholds may
live in ~,,,singie/;buil.ding structure: This is however the excep-
tiort and not the norm. According to Transkei Development Infor-
mation pUblis~,ed by tp.e Development Bank of, southern Africa
(1987) "households :range. f~om one 9r two 12~'!o12let sometimeEJ.unre-
lated .1:':. they.: are elderly' J to vep! large comBOS!te fCimily grouI;ls
Of up t ~2 rper~ons." Th~ avera,~,e househ,old size was determined
from :regional household statistfc::; based on the 1985 population
survey and sta~istics supplied ~y,theDepartment of Local Govern-'
ment Gand roland ~enure publislled b~T the DeVelopment Bank of

, " \",' " "

qouthern Af:t'ica (1987). '~h.e r~il?odeRO~ fOrms ~he boundary berf
tween (ltwo regional dist.ricts wi thin the magiste;t;ial district 9fi/ . ),

Libode. The two regional w.:rthority statistics have therefore
beE:tnaveraged.
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TA!!L1S S. 9 , F{'M:rx.'l ~ER 1!000.s):NG UNlT

Mal'ttiti regipnal a,uthori ty\
Magisterial distriot of Sterkspruit
1985 population su~ey : .17I :3

Department of local qovernlnent and land tenure
Average :\ "1.,2 individuals net' housillq~unito I;'

11,1

Nyanda regional .author~ty
Magist.erial. distriot of Libode
1985 population survey: 13,1

r;

o

Depart:ment of local government and land tenure :
Averag,e : 11 i~aividuals ~er housing; uni·t

. -::i v' .. '

Magigteria:L district of Nggeleni
r~j; _. .•1985 populatlon survey.: 9,7

Depa.rt1Fen~f local. goVel';7~l\1e~tand land tenure : 8

l\.vera.cj:e: 'ii-g..inClividU~\~Sper bousitu;j'. unit
lIiotal :~vet'a.ge: :UJ indi~iduals per llousing unit

;:::,' -c.c-. ' I .. ,

The sd.ze of the resident survey for each road and the repre-
sen'ta,tive pro\.bortions ·of households and resident.s the survey
refl$cts is listed i~ Tabl~5.10 and. Table 5.11.

~-
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TABLE 5.10 :'St1ltVEYSlZE OF THE LIBOOE ROAD

Resident survey
Total resident survey sizl' : 176

'~':,:

Total houeing units - Old road : ,11.20
Total ],lousingunits - Newroad : 1~18
Total housing units [ households ] : 2338
Number of illdiViduals per hOUSehold'" : 10
Total population ; 23 380
survey" size as B. percentage of t.otal pCll')ulation : 0,75%

B\;lSini..~s$ sury~y
r -:;~.l \ {" , "

Total busine'$s survey size :!~;'2

Travel. purpose survey
Total travel purpose size : 81

~-~.TABLE 5.11 : SURVEY SIZE OF THE $TERKSPRUIT ROAD
""Resident survey

Tottil resiCl~nt survey "1\ ;;si~e ~1~,
;/ .'/

Tot'al housing- units 'l)C~9},~~eho'UldsJ d 32tH
Number oq: individuals per hbuse):{ld : 14,2

~~~/

Total population : 46 590
survey size a$ a pe:roenta.,~~ of total popu.lation ; 0,59%
Bllsi~,ess survey
Total business survey size : "51

Travel purpose survey
Total travel purpose size ; 106
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5.4. l?ROl?}GEMSEXPERIENCEDDURING POS'l'-IMPLEMENTATlbN EVALUATION
DATA COLLECWION c.

The survey team was proficient in two langttages - English and
Xhosa and therefdre the' questionnaires were not required to he
translated iilt-o Xhosa. A language difficulty was experieIlced in

,"\ " .';

the sterkspruit area between interviewers and respondents. More
I \.1

time was allocated to overcome these complications and generally
the surv~y was conducted with.out great difficUlty. Translation

.:\

difticulties and complications did occur due to the specifiC na-
ture of the survey and t3,.!e i.nability of the. 1000.1 population to
understand certain concepts, and particularly those specific; to
tran;portation." The majority Of

i
translation complexities ,were

howel/er ove1.·cOlneby a thorough tri~ining session on the question-
naire before interviewers went out into the field. Furthermore,
int.erac;tion on a daily basis with inte:r:viewers ensured that any
difficulties experienced in the field were overcome.

'(/

Ethnic and political dififerences are found throUg~"eut the
.. ',", ",' , ", \

Transkei. The survey tr= ~~owed,reelings or preferenl~~)'t.o work
in pairs to ensu.re pet~/$onal safet¥ ( particularly in, tJ1e Libode;)
area. These ~eeling~ were ~ased~on previous work experience
within the area. To ensure ,further safety interviewers wo:r:kedin
male! female pairs. The constraint of working in pairs did not
detract from the bverall number Qf questionnaires t.hat \\'er.e ad-

i( "

ministered as the interviewers intrr duced themselves lias a pair
but administereGi the questionnaire separately when personal
safety was perceived.

Th . J.o • • '" , d t'h t t b ... d . Pe J.lh,erV1,3wJ.ngteam expresse na care must; ne exercJ.se In -i:

the selection of respondents since young people tend to be ig-
norant of things arol..1.ndthem whilst elderly people seldom cheat
on their answees , Tilis finding did not in:f;L.tiel"lCethe strati fica- '
tipn ofC,)the,survey as the populatia.ii"'"Catls.[sts of a large propor"
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tiol'). of elderly peoP1.e. Thus a true representation of P'9',rcep'"
tions was atta1ned without stratification''modification.

During the test session the resident impact study was identified 1\

1/as physically too long as respondents were reluctant to respond
;Y e::;,~_: (::) --_ : _ . '. _ _ ~ _ • _ . _ . __ - -,-,

to what "appeared II to' be a Ibng quest.l.onp,al.re" A suggested way
to overcome this problem was to make the questionnaire physically
~horter in terms of presel1tation of the questii:mnalre but reta~..n-
ing all the questions. This was succea .fully achieved when .ad-
ministering the 'questionnaire.

People I including business people J werH' iCiant.ified as being
ulazy" and the best answers a!;'e obtained from simple yes/no type
answers and other sim'ple questions. similarly" it stands to
reason that questi.onp requiring in~~$pth thought will get .the
worst answers and, <::h~refore these tyj~es of questions sriould be

'" I)

avoided wherever poss Jblf. '. as ..the study attempted to e>tplor"e
perceived effects the quJ~_~iol".nairadesigner was left with Li,ttl'e
choice other than open-ended questions. T¢·ensure the validity.

~. ..

of the open-ended qu.estions their importance wa~ stressed to Ln-
terviewers and simplified &\ much as possible. Results frottl
these type of questions there}p:re do not detract from the ques-
tionnaire and were relatively consistent from interviewe:;~,to in-

," ", " .
. ','-.

'\terviewer.

/

Pifficul ties were experienced in the manaqement;of the team due
to the large number of interviewers and the large area in which
the survey was administered. This was mainly overcome by end-of-
day interaction sessions, spot checks on intervi~wer pairs
throughout the day and constant monitoring of complct iid question-

r ".~ ~,

,>:,
"',,> .',:.'.' .',i '

As already discussed a large. number"of the queption:;t a,~J.t~tr",""J.~.re
-_ \1 _._ .'.. _,' __.' \1,1. :'j . ~>.:ro

,- ,_. _-~<-'-~"f-'-~-;?r""':--_:__-:

open=ended .•~estions. "As '1tt'\ is . impo5s'~J;>:~~{;~"9::\~~a~:J 1viili\',;~~v~:t.;''j{.,J~,,,,,,,,,,, \('1 • '\' ,,', . , .• ,/ ,. '.,. ,

sa o '



specific answe~, answers of a similar na+ur e ha~"'1to be
v.;

cc,teqo12;i.sed. Any sort of categorisation reduces the actu~+ mean...
ing of a .response. Furthermore al though intervie~yers .a~d ex-
pI ieit iHstru''6tions to write exact answers, the traru;l,e'!;r..:i.on
process would encourage Lncerv iew~rs to categorise to a limited
extent. In an attempt to analyse the actual responses a large
number of categories were established.~ )',. _-_ '\"'\

;;:.

The author ad~no~iedges ,that an¥, ~nformatiot}.exchanqe may'result
in variation or error. For this re<'\$on information exchanges
were kept to an absolute minimum. Three exchanges of informa·~tion
did occur ft'om the point whet'e data was 'pollectei~ ;{d the pe¥int

\ " " Iiwhere' it was processed and interp:t~ted.

" ~D
~ A number of issues the survey att.enlpted to address were not;
/!
f successful. THese issues were identified in ISection 5.2.2. This
\ Ii

\\"",.\prob1l?mcould have been overcome by a more thorough testing of
') ',I'I the ql&~stionrg.\ires and analysis of rej?u.lts •
II f '\
~, II

, 'IA large amount of data sought by the autltor was not available and
therefore a comparison between actual effects and perceived ef-
fects cannot; be n.!ade. Although man}>,peopJ."eth?lt were contacted
were very helpfl,ll J i ttl'~ data .wa~extracted from them as fetil
records of past data 'are kept. This in effect means that any
dater sought }:)ya researcher ip developing. countries must; :be col-
lected by himself often_\making it a very f';kpensive process.

,._I II
., ti

LL~
5.5. POST IMPLEMENTATIONEVALUATION FINDINGS

lJ.'heLibode and sterkspruit road evakuat.Lon findings are presented'
separately gues.tiorl by ques't.Lon , in terms of the origin-
destination survey, travel purposa survey, business impact survey
and resident impact .survey. Appendix A contiaa na examples of
copies of the questionnaires and. the processed :results of each
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qu~~tionn~dre.
ter 6.

"'--~. -0-

The flndings of "the study are discu~;3ed in Chap-
{)- "

tJ.,:
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6. 1 INTRODUCTII';)N

tt'his ch,apt~;;' ecns Lst.s o~? the 'presentation a~d discussion of
evaluation findings 'Of trn.e Libode and ster)).spruit Roads. The
chapter is dividEi~d into four futt.her parts, each part dealing
with majol!: iSSU?S'i as :identified in sectiop 5.2.2. tt'he first sec'"
ti?h deals with.' the resul'ts, of the origin-destination survey.
The second secti6n deals wi t,n. the travel purpose survey .. !' ','The
third sec:tidh ,,deals with the resident impact study and the fi:nal
_.~ection deals with the business impact survey. Tbe findings of

,.':~.:':;

each o,if'the studies (;l,re presented in Appendix A. The tables
found in Appendix A are coded in the following manner :... "A"
represents Append~Lx~; tiL" represents the Libode Road; "SII the
S~erksprui t Road t nODu .symbolise,i; the origin ,destination study ~
1,''1''' r,epre,sents the trCivel purpose survey; ":e" ;pepresents the
business impact st.~dy and "R" represents. the resident i:mpac£:,sur-
y¢y. Apart from the or;l;=rin-destination study the number follow-
~tlS this cod.ing rE7plic~tes the qUe:>stion in' the ~pp;t:"Qpriate ques-
" \tionnaire. ,

'~:,!,.~:~::::;::::

In the. res·t of the chapter when an 11A" precedes the code of a
table, the table· is not reproduced :but can be found in the ap-

I! propriate place in Appen, .x A. In a number of cases tables ar~,~:'
graphically illustrated in il'he form of a chart,.:, The tables used
to pro'~uce such a chart are i:1:aferenced and :found in Appendix A.
To attai.n unifor:mity thrOl.lghout' the' findings, table,S are I"epre-

.. . .

sented in terms .9~ number of respono.emts and the pe:l:c5!-ntages of
the sa';llple they represent. The readel." :must hOl/lever be ocns Lous

(J ')
", u
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of s:mall sa.mples repra{Senting lat§~ precentages. [ for example,
the .:t'e~ults .of the business survey of businesses" located along
the gravel ;oacl in the tiJ;,o\ie region, =,d.iscussed undez, section
6.S. 1, which mayhave the tendency tC!l ':misinform 'th~ reader~

o

Each section((of thi~ '.'chapter has b~en presented in a. consistent
I) '<_:;-;~ _ -,

format.. c Tf,I;e"Stectiolfds diviped up i:1t9 ....a number of topics which
the questionnaire attempted to~ address. Within .each subject rnat-

~- - - , , '2) - -,

ter a summary of the literature is provided for ease of
\)

reference. This is followed by" the presentation and. discussion
of the f;tndin~s in terms of the tJ-bode Road. first an& the
Sterkspruit Road find;i.ngs second" This was done to ensure that
the impact. of tb¢' road in~)the Libqd~ 'region orr re~idents livicng
along the tarred ~oaQ.and resident~J\ivin9 'along the gravel :chad

o ~
w~s address~d as well as all ..ow:J,ng"the f.i::ndi:ngs of the impacts Of
the tarred road in the Libode region t.o be compared and discussed
in oonjunction with the findings of tb,~ Sterkspruit Road:

() o c,

6. :2 ~"lResult~ of the Ot igin-destination survey

The original aata 0f the origin-d~si!i!nationmat~j.:x:and those ad'"
justed by the Furness method to takc:h"Enaccounted. vehi<;:"tes into
ac'Oount.for tne'tibode and sterkspruit R'Oads are presented in Ap-
pendix A. furt.;hermore, Map 1 and Map 2 show the" lfe~p..~~tive

'':.>position of vehicl'e courrc- st~tion!9 on the L:Lbode and st(rkspruit
{' . (" -

. roads and Figures 6.1 and 6. 4 a~) graphic representations of two
the orig'in destination surveys. Each block, represents two way

c:

movement from two particular areas. Black represents, local traf-
'fie and white Ut'h~,OU9hu traffic,. t, 0
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a. :Gibode Road
Figur~ 6.1 clearly indicates that few vehicles are using the o'ad
gravel road r G 'l:~hrol.lghJ to N 1. This essentially means tbat
traffic previously using the grilvel road has been attracted to
the tarred roedl. A limited all\.:;)~ntof traffic does hOwever, ,feed
off the tarred road, to communities lo/&ated along the gravEi;l road ,',
but wi thin a short distance (:>f the tarred road. saction 6.4 and

"section 6. 5 respectively discuss 'c~e effects of the tarred road
on residents and businesses located on the tarred road and those

,)

located along the gravE~). ro<,:\d. Ii
i I: ', '

/1'"' "
Another important find:i ng gr~~hicallY illustrated in Figtlre 6.2.;t

i\. _. '.' ois the unimportance pi "throughll traffic as a cont:ri,putor to to-
tal traffic fl:ow~o At the point ,,'where th,e' l.east amount of local. . \")

traffic is found it still acccurms for .1l.lorethar!' 50% of t'otal
~,

traffic.

i;:/"

Figure 6.:2 indicates that.. there 1,$('generally a constant flow of
'traffic 'throughout the day \111t~,a lirf):!i.ted peak dUltJ_ng mid~;morning
and mid-afternoon and a small .trough during the :rnid:"'dayp.~t'iOd.

o

nF!GURE 6.2 : FLOW OF TRAFF~p OVER T!ME - LI:BODE ROAD [ AL003 J
c_.::,

:-l
I



trast 71,6% of vehicles usin~ the road are vehicles> associated
with work ....15% of vehicles are asso~\~§.ted with worlr :t~lated to

" " -: . ,...r:~

the transport of people and 56,6% of vehicles are assopiated witq
:' ':--\, (,

work related to the transport 'Of goods or othel: work activities.
This further suggests that vehicle make-up is of local origin.

(I

MODAL Sl?LI~OF VEHICLES USING erRE LIBODE ROAD
<I[ ALOD2 ]

FIG~ 6.3

o
n

6th., h."~)'
'frQttol' (O~~)

.'" I:.,r.)

b. Sterk5~r~ Road
l;'igure 6.4 graphically ilblst~ates the Ul'li:mportan~eo~ "!through1t II
traffic as a contrib1ltor to total traffic. Furtharmor~ ~raffic Ii\ " . -, Ji
is concentrated. towards the town of S'terkspruit. Figur~/6t5 i3.-

... . . Q..

lustrates mo@.al split in te:rms of vePAeles using the J~d"ad.\1 '\ l
~" " }i

FIGURE 6. 5 ~::t)MOPALSPLIT OF VEHICLES USING THE S.TllRl<Sl?RUIT ROAD
/) (ASOD2]

/'
J {I

24~\Of vehicleS usin9 the road ;¢:'e cars ,,'" In cOl'l~trast 7~/6%of
vehi~~les using the road are vehicl$s associated,; w.ith work - 18, ~%

It

~".I'l""~'
,,"t:JC'Dr ~,.''-;'
Bu•.U·.1~'
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of vehicles ar~. ,?tssocia,;tad with work re.latad to the transport:. of
pe~ple and 56,3% of vehioles are assooiated withf9rk related to
the t,~ansport of goods or other work aot1vities~ .\ This suggests
that ve!t,icle make;-up is of looal origin.

, C;:> . . .)) .c. DJ.scussl.on
.~!

Regional ronds in developed; conurtunities have traditionally been
construe,ted ,to, satisfy internodal or town to town traffic. The
findings above suggest that this does not hold true. The flow of

::J

tl"atfic on the Libode Roa~ and paX'ticularly the sterkspruit Road
i,e laignificantly of local origin and destination. The ne9lig~,ble

:) "throUC4hfl routes on the Sterksprui.t Road as comp51reQ to t.\hec

Libode road can be at.tributed \10 the longer distance 'under obser'"
vation. This suggests that the' 'objeotive of ;regional roads in
Cleveloping cotnmilnities '~us,t ~~r:~Jemore than int.ernodal traffic,
in Cfact it should serve local traffic. Th~ farse proportion of
local traffic s:uggests the deSign philosophy [ in (.~-ermsof speed,

c

layout, co~structioQ ~aterialt eto ] ~f rural regional roa~s
should 1;>$ inve-~ti9atad and appropria.te quidelines '~$tablished.
Fur't,lff"rrmore the effect of local traffic on traditional' tr'ansport ,.
mod/'....,jing in° develcping communities should be inVestigated. (J

_-, - - ,

~::~:}=f:~e:fr:::l~~~:d;nn:~:i::~.:~:::C::\::~:i:~S!::a~u,.Jr~'
... through traffic is an pnilllPortant contributor to total traffio
flow on bc:tt:.h the Libode and Sterksprui t Roads.
,._ the rna-jot-I t.y of vehicles using both roads ar~ work relat9.d

I:'

veh.i.cles 5u9gesting local origin and looaldestinntion.
- there is .. a relatively OOl)stant flOW 'of "vehicles ovar time wi~jl
a limited l?eak during mid"'mornin~ and mid-aft.erno<:>n ana a small

I,. trough during thl1 mid-day perilod eri the Libode Roaa .. ,

(I

If
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6 • 3 TRAVEL P'(JRl:'QS:m SURVEY

6.3.1 stratifica1;"iol'l
.' \;'

o

Tables ALT1, ALT2J ASTl and AS'1'2, rear'ectively, show th~
stratification ·Of the Libode and sterksprui t roads' travel pur-
pose questionnaire in terms of tV:bes of vehicles In which respon-
, .' , F"

derrts 'Were travelling and the siL cus of the respondents in rela-
tion to the vehicle. "rhe findings were analysed in terms' of the
status of the respondent in '. ''ation to the. vehicle." If incon-
sistencies between the three groups did not occur the results are
p:resented as one sample •

.,.:..",

6.3 .2 'I'ha:;effect of the road on
fl. Literature re,?iew
~,Improvements t.o "rural road i" '
i2) vehicl~ volumes and tJ;'ave

travel

lstructUl;'e l:'esult in an increase
An ifuportg:nt consequence gf the

provision or improvement of a road is the increase in. travel fpr
non ....eccncmd.c related activi\:1:.ies. (' section 4.1. and section 4.9 ')
b. Libode road ,."" ",

'. ':ftravell·ers were asked if they h?id increased the free,iuency-, of
.00

th~ir trip making since the road had beel'l tarred a.nd the .reasons
thereof. Figure 6.b illustrates the results.

"

..'IGURE 6.6 : PERCEIVED CHANGl:! IN tHE Nt:tMBER OF TRIl?S PER PERSON
v-,

- LI:a-OOE ROAD [ ALT6/7 J

".non.' ".. e.n~".(Xl
, I(

TRAV~L M,08,E (6
1
7

NO CHANGE IN TRAV'EL (32.9'%)
r)

, \\.

!I
,:~~

,, . ;."'.'-~.
n,

(,.1



67,1% Glf travel.lers said, they travelled more frequently. 'I'he
reasons for increase in such travel are all related directly to
the road except for one ( personal reasons J. ,Apart from the
general response of increased travel due to the tarring of the
road 10,1% of trave1le:rs identified the availability of transport
as a reason for increa::>e i!1 travel frequency. Other 'rea,sons
identified by travellers incj>~d~d time savings (8,1%) and acci-
dent reductions (3,4%).

Travellers were also asked the purpose of their trip. The
results are illUstrated in Table 6.1.

TABLE 6.1 : PURPOSE OF TRAVEL"" LIBODE ROAP [ ALT4 1

D:ri'Vet'
No. %

Passenget'
No. %

Work 29 70,7 4 26, 6
Sooial :3 7,3
Shopping 6 14,6 9 60Religious 0,,,Education 1 2,4 0
oHealth 1 6,7
GoV'e~nm~,nt .a 4,9 ....l 6 .2
TOTAL "41 100 15 100

Paying
Passenger

No. x
2 8
2 e.
11 44
1 4
2 8
5 . 20

...z J
25 100

An obvious 'jonclu$ion is that o,t'iver I passenger anGlpaying pas ...
sengers travel for .:>different purposes. 70,7% of drivers were
trav.?,11il'l9 for the purpose of work. The only other significant
purpose of tr~vel made by 14,6% of drivers was tor the purpose of
shopping. 'I'he'most important purpo;:;e involving 60% of passeng~rs
in travE~l is shopping. Work purpose trips follow in order of
illlportanc..emade by 26,6% of passenger road users. 44% of pay~ng
passengers we:re travelling for the. purpose o:;f shopping. ':t'hi~(is

"
follot:led in import.ance by 20% travelling for heal t;~\put'poses.

'~- )

'rrips .c:ooflessE,~r i:mpo~tanoe made by. e% of paying' pas$engers a're
governnlent trips, work. trips, social t:r.ips and education tr~p's.

i., [I \\
$IS



As we have already seen drivers, Passengers and paying passengers
travel for different reasons. ;Lnformati9tr on the frequency of
travel was also extracted. A tt'ip was defined as the one-way
trip being made by the traveller for a particular purpoae , Table
6.:2 indicates the average frequencl'" for each trip purpose for the
three groups of O,padusers.

TABLE 6.2 : FREQUENCY OF TRAVEL - L!BODE ROAD ( Ar",T6 J

PaY'ing
Passemi£erDriv6r* Passenger

Work
Sooi?l
Shopping
Religious
Eduoation
Health "Go",rernmerit

12,8
c- 4
1~J7

20
5

12,,25 20
2
3t2

4
8

Again it is obvious that the frequency of the variou~ road users
is different. Although only 214% of drivers travel for the pur-

" ,\

pose of 'education it is the most".frequently made trip, made 20
times per month.',., Shopping trips are made ~4, 7 times per month,

, . . . \\
work trips are made ~2,6 time~ per month, government tri~s 5
times per month and social trips 4 times per month. Passengers
travel less lrequently-than drivers. Although the work trip
frequency remains relatively the same as drivers at l~ p 25 times
per month~ shopping trips are made 5, 6 times per mcrrch , health
tr.ips 4 times Per month and government trips 8 times per Inorrth.
paying pa,ssengers travel the least frequently out of the three

I

road user groups. shopping trips were made:::j',2 times pe,r"monthI
health trips were made 214 times per month. Trips made by a
smaller proportion of paying passengers were work and education
trips ( 20 times pel:' month ) and soci?;l trips [ twice a month).
e. Sterkspruit Road
Travellers were asked if they had irtcreased the frequency of

9'9



their trip :making-'since the, roact had been tarred and the reasons
thereof. Figure 6.1); illustrates the results.

F!GURE 6.7 PERCEIVED ,CHANGE IN THE NUMBER OF TRIPS .l?.ER'PERSON
~) STJ::RKSPRtTITROAD ,t AST.6/7 J

NO CHANGEIN iRAVEL (37.7%) (l.

The
reasons foro increase in such travel are all related directly ·to
the road except for one [ pe+;:sonal reasons 1. Apart front the
general response of increasrii travel due to the tarring, of the
road 12,8% of travellers identified the availability of transport
as a reason for increase ~n travel frequency.. other reasons

I ,C\

identified by travellers i!J~~luded,time savings (6~6%) and acci-
dent"decreases (3,8%). t)\

Travellers were also as ked 'the purpose of their trip.
results are illustrated in 'Table 6.3.

The ~

TABLE 6.3 : PURPOSE OF 'l~RAVEL- STF.RKSPRUIT ROAD AS'1'4J
Pay; ng"

Passenger
No. %

D ri ver
uo. %

passenger
No. %

Work
Soci a 1
ShoppingReligiousEducationHealth
'Gove,rnment

40
6
6

67,8
10,21(),2
1,7

10,2

2
2

10
1

12,5
12,5
62,5
6,3

3 9.7
5 16:1

16 51,6
1

6.-
100

1

16
6,3

1 3,24 12,9
2 " 6,5

...._.... ---.;.o()I

TOTAL 59 100 31 100
100



If'An cbvd.cus conclusion is that road users travEl:I for d:k=f~r·ent
purposes. 67, 8% of drivers were travel I ing for the purpose of
~Tcrk. other $ignific~nt purposes of travel made hy '10/,2% of
drivers well'e for ahcppLnqI government and scoial purposes. The
..~ost impor~\ant PU;fP})Se .. involving 6.2/5% o,t passengers. ~n. travell-
l.ng was fer the p~rpe~e· of ~hoppl.ng. Work and socl.al purpose

. -_ _Ii - - - - -. - ,_ - • - . - - - •
trips made by 1.~i5% of passengers followed a.n order of l.mpor-
tiance , sit 6% ~f p'aying passengers were travellin<.1 :tor the pur-
pose of shopping. This was followed in import~hce by 16,1%
tr~velling fOr social purposes (,and 12t 9% fer health purpoees.,
Trips of lesser importance are werk tr,ips (9,7%) a.nd government
trips (6,5%).

'il '\I_
\~,

Travellers were a l.so asked the frequency of their'. t'h;i.p purpose.
Table\\6 •,4 indicates the ~\\;erage frequency for each t~ip purpose
for th~~~three groups O'f r,claCi users.

'\
'\
\

',rABLE 6.4 :,FREQUENCY OF TRAVEL - $:'fI~SP~pITROAD I AST5 J
~ ~ Paying

Dr; ver* Pa ssenge~, PJ s sensre r

Work
Soc; alShoppingReligiousEducationHealthGovernment

o 14
1,5
8,1
8

0,4
0,4
3,3

20
5,3 _

G U
Again it is obvLous that the trip fraquency of the various road
users is different. Drivers tend to travel much mora frequently

" -

than their courrt.e'rpaart.s, Apart from 1,7% of drj;V'ers who make 20
educfatiO'n trips per lnonth the 'WO'rktrip [ made by 67,8% of
drivers J which .\s· made 17,6 times per month is the triI-' mada
most frequently by dri Vers. This., is followed by shopping and
government trips Which are made 5 t:3 times per mcrrch, Tl?e :most
frequent t.rip of passengers is the 'WO'rk\;\trip which is :made 14

,'0- .• -. \\ •

times per mO'nth. other' freqUtfn~}¥-maqe'"A~fipsfor passengers are

4

::0,.33"1,25
1
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shopping which.''ls made 8,1 times per month and religioUs. trips 'T
made, 8 times per morrkh ]. The most frequently made trip of
paying passengers is the shopping trip 'Which is made 3, 3 times
per month. 'this.is follo'Wed by health trips which are made 1,25
times per month and social trips which are made 0 t 4 times per
month.
d. Discussion
Findings above S.ndicate that trave:':;Lers ter"d to t.rave,l more
frequ:entrty since the road has been tarrt:d. The. reasons f6.r the
inc..'r~a$/~ are generally related to the road .and the ef:tt\pts
t!1er'eof. One of. the most impoJ:'ccmtreasons noted for the i'p-

\' . .. \~\~.. . .. .' , " , , . , " '

cr eaae is that of \zfle availability of transport to travel~ FUr-
thel'"IllOrethis is' nO\~d as the rt,¢st important effect' ox ;the., road
improvement. by 'Libode\Road travellers r Figure 6.8 J ~:hdi)as the
'th'ird most\. important effec·t by sterkspruit Road traveilers I
Figure 6. 9 J .~ Surfaced road conditions attract vehicles [, seo-
tion 6.2 J, sortte of which are pq,ssenger vehicles. The ability to

i \

travel is theretQr~ il inoreased. Patronage of passenger services.i
increases the frequet\cy. ot vt:hicles ofteih ~~yincreasing "~1;efleet
. size. This results i'b ;~reater :trqffiic voluk~s and t.he above sys-

h ,.~}

tem perpetuates itself~ t)-
:\

J.~~,is suggesteg by the author rt.hat paying passengfS':\t:'trips are
r~JJresentative ·of trips made by the bulk of local residents .
.,:' Ii
This is mainly gue to low incomes and cc:.msequent lo'W car-
ownership rates in rural areas. This would sue:"''''~st that the
frequency of trips;, made b~ residehts [ TabJ.es ALR~h and A$R21 1o - ~- .
and paying passengers [ Tables ALT5 and AST5 ] should, be com-
parable. Whentile two surveys are compared it is evident that
residents $,ay they travel, m0re frequently than travellers say
they travel,. 1'his is probably because multi-purpose trips form
the majority of trips :made.in rural areas and in this 'Wayresi-
dents cvezemphasi.se the1r, trip generation rates. Respondents of
'b"le travel purpose survey' were:';h~weverasked to r:?rd~.:~~dethe major

'~ ( \
,j
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trip pu.rpose and theX'efore it is a· truer representatioh of trip
purpose and frequenoy thereof.

: : 3~~~~~:t:::a:::~e:=f"~t1fthe~lJadon the tJ:''lveller "..
Imp:r'ove~1'entsor additions to rJ.t·ai road infrastructure not o:nl"y
have a wide range of effects bUt also immediate. and long terme.f-
fect~$ as welle) as both positiv\~ and l'l.kgative effeots~ Although

; ".-, - . '.;., -. "

the li teJ;:"a.t...lre doesl, acoept that :riot all groups benetl t I it
gentarally q,C'c:,e}?ts that the benefits of "road improvemtents outWeigh
the costs. t Chapter .~ 1.
b. Libode'R6ad '.l

".\c
j .:

Figure 6. a graph'ically repr~~ents the greatest e..ffects of the.
road on the trqVeller(~TJd ref~~~t$ the (\relative import~nce of \Fhe
effects of the (lad improvementon th~ traveller. '/

FIGURE s. 8 : THE GREAT:§S'l EfifEcirs OE' IMPROVING TRt: "LIBODE ROAD

[ ALTa/lEi 1 r,
\7/
Ii
;)

"'•• 0•• m-- A.d~"J.

Gr'~ttl4" :~.c.u,~Of.,... ¢rA'" (4~"")

31,7% of travel};:ers i~entified ani! increage in mobility as the
/)!/ n

gr~~.test effe1iff~'Q~ t."he 'ro~d improv{,!ment. This" is" followed in im-·
portance by a decrease in traV'~lti:me (18,3%)J\Q dec::rease in
vehicle I1,aintenaflce (13,3%) and, a deq,rease in accidents (7%). A, . ,·r
range ef other effects wel~t:=! alsO' identified. 'tach of these. ef-

:; . , ". " .

fects and ethers are disct."issed ill, 9rs'l:ter i:i~'t-a,il in, the following
sections. Travellers of the, Liboc1e Road cJ.early benefited from
the road imp:r;ovements1; 90,2% .of all tra'V'ellers 'ldenti;t;-ied the

_/, i '.'~'-, t""_)-

c. .
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i_e:;

greatest effect of the. road improvement as beneficial. only 5,:1%
identified negative effects and 4,7% a neutral effect.
c. sterkspruit Road
.Figure 6.9 graphically represents the 'greatest effect.s of the
road on the traveller and reflects the relative importance of the
effects of ~he road improvement on the traveller.

FIGURE 6. sf ·'PRE G:RtA'1'EST EFFECTS OF IMPROVING THE STERKSPRUIT

ROAD r AST8116 ]

.... , II> t.......,.,."'~,O""iIIt (,1.1>:)
u ii' thilo itllt:I" 1M Vaot R.Wt_ (3~B:;)

,....... '0~""'II"(,"'''1

29, a% of travellers ident.ified a decrease in travel time as the
greatest effect of the road :i.m~\:rovement.This is followed in im....
portance by a decrease in vehicle ~t\aintenance (20 t 2%), an in-
crease in mohility {l$l,s%)and a dect'ease in accidents (6,7%). A
range of o1.:her effeq~s were al.ao identified. Travellers on "the
Sterkspruit road clearly benefited from the road iltlprovemEi~nt.
96/9% of all travel1el;'~ said titat the road impl~ovemel1t had a
beneficial effect. only 1,3% rIoted a negative eff$ct, 0,!5%a
neutral effect and 1,3% no effect.
d. Discussion
It can be concluQed ft'om the &.videnoe above that tr"avellers
benefited from the road improVelnents. It dan l;';e a'ls.p seen from
the comparisol';' of Figu:re 6~a· and 'Figure 6·9 that the four·, _ . _ ~_ _ _ (\

greatest effects a~'e t'.he seme vt;i,th little variations in the "rder
of i:raportanc::e.. Of g:t:'eaten; importance is the :Eac;~tthat three of
the four effects t accidents I " vehiCle. mainot:.enace':and t.i.me,;\) are
effects taken into account by t.eohniq:ues cur:t:'ently used Ln ,ex
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ante evalti~tion of road proj ects by transportation and economic
planners ~n South ·Africa. Furthermore an increase in traffic was
indirectly identified as an increase in mobility - in essence the
availabilit.y of traffic for the Use of travel. l»,oreover no other
important effects were idelltified that ''Current techniques do not
incorporate. It can therefore be concluded that techniques cur-
rently used in South Africa incorpor.?Lte the greatest effects Of

road improvements as identified by the travelle:t:.

6. 3•3•1 The effect ~~f the road on trave.l time
a. t,i te.rature rev:i.ew
Improvements to rur.al road infrastructure tend to reduce travel
times [ Section.4.2 ].
b~ Libode road

.,'.:

T~ble 6.5 clearly shows that the majority of travellers (98,7%)

experienced travel time r~ductions since ...the road has been
t.arred. FUrthermore 8/1% of travellers stated .the reason for
making more trips since the roa<flhas been tarred was because of
trave1 time reductions [ Fi~ure (5.6 J. Travel tj.:me savings were
ranked by 18,3%· of travellers as the most important effect of \(che

.~

road improveme,nt [ Figu:r.'e6.8 i. ))

TABtE 6.5 : THE EFFECTS OF THE tISODE ROAD ON TRAVEII TIME [ALT12J

Road results in time savinls
Road results in no time savings
No response

No. %

77 98,7
1 1»3.a

81 100TOTAL
c. sterkspruit road
TablE::6.6 clearly shows that the majority of trave.llers (96 ..1%)

experienced travel time reduotions since the road has been
tarrEl!d. :Ful.."thermore(5,6% of travellers stated the reason for
making more 1;rips since t.he road has been tarred was because of
travel time reduotions ( 'Figure 6.7 ]. Travel time savings. were
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u
ranked by 29,8% of travellers as the most important effect of the
road ,improvement I Figure 6.9 j, a

THE E:FFECr.r\:br THE S'l.'ERKSPRUIT ROAD ON TRAVgL 'I'IME
[ AST12 J o c~

no._'
oRoad results in time savings

Road resu1ts in no time savings
I~O re~pcnse

If

96,1
3,9

TOTAL
c /)d. Discussion
The results of the above

106 100

clearly indicate that road
ill\prove:ments re~ul t in travel time savings which causa in(;::reas~s
in travel frequency [ section 9*~.~ ]. ,I

6.3.3.~The effect of the road on vehicle maintenance
a", Literature rev.iew

{ (I

!mprovemen,ts to rural road infrastructul."e tend to rec;1'9.cevehicle"
maintenance costs. [ Section 4.1 J -
h. Libode roac;l '"
" ',", " " ' , II /': ,(' ,', , ,,' '" " " ,'ii, ..Table 6.7 clearlY.;'-i:Snowsthat 97 t 1% of travellers who q.~e dr~vers
said that the r/ad results in vehicle mainv~enance s~vings. A
decrease it'\, vetJCle maintenace cost's was ranked as. the. nlost Im-

k I. , _-,

portant effec'f.,,/l:>Y13 I 3%ot travellers [ Figure 6.8 ].
'-",(

()/
,',

1'ABLE 6.7 : traE EFFECTS dr THE LIBODE ROAD ON VEH!Cl;i~',t.!AIJ'iTENANCE
,\.\
''": ,~[ ALT1S J

No. %
Road results in vehicle n:faintena.noecsavings ~4

Road results in no veAicle
maintenanoe savings 1

97 »:1. ,.

TOTAL
....,a.

40 100
106



c. sterkspruit road
Table $.8 clearly shows that 98,2% of travellers who are drivers
said that the road results in vehicle maintenance savings. A
decrease i:tl vehicle ma.Irrcenaoe costs was ranked as (tl:l.e most im-
portant effect by 20,2% of travellers [ Figure 6.9 ].

!'ABLE $.8 THE EFFECT OF THE STE~l<S;l?RUIT ROAD ON VEHICLE MAIN~(
Ii ' ,-."

TENANCE [ AST1S ]
No. %........

,.:;;..::,c.Road result~ in vehicle maint~nance savingsRoad results in no vehicle maintenance savings
No l"esponse

"'

56
1
2-

98,21,8

TOiAL 59 100
d.. Discussion
'1'he findings above clea:r::'ly indicate that hi tuminization results"
in vehicle maintenance savt\,.rtgs. Vel:iicle maintenance and otbler
vehicle operating savings :casulting frOln tarred road conditions
lead t,f', the attraction of operators to these roads. An increase
in, Vehic!',S carrying passenge;L's' results in, an ,inorease in the
mObi~±t.Yj~Ol:' ~o~al reSidfetltsc This was ,discussed in greater
"detall In ;,~ectl.on 6.:3.2. " ,

s..3.:3.:3 The effect of the road on acoidents,
a, Literature review
ImprovementIV'to rural roads froln a gravel surface to a hi tumin
surface reduce the number of accidents. The $ev~rity of acci-
dents may i11Crease due to higher levels 6f speed thCf,t are at-
tainable. [Section 4 ~:3 ].
b. Libode roaCt ",
Ffg\lre 6.1\>, graphically illustrp.tes the perceived effect of c ';ro'ad

inyprovements o~::>accidents. 33,3% of tr~vellel:s said there was no
change in accidents while 4:3,2% said there. was an increase in ac.....
cidents and 2315% said there was a dacr.ea$e" in accidents.

{)



FIGURE 6.10 : THE'EFFEC'l' OF THE LIBOOEROAD ON ACCIDENTS
["'ALT13/1~\.1/14.2 J

30

\. 21)

, \i to
o
','

"Also evident fr91tt~his chart is that animal and vehicle accidents
are involved in the majority of accidents while human accident-s
assume smaller roles in total a\\.pcidents. This could be at ...

, '( "" n

tribnted to the.:.:~act 'that the Libi!>deregion is (!an aqricul turally
\) . . ":'~ -.;-

productive region and is well stocked with animals. A decrease
in accidents is however rank~d by '7% of respondents making it the.,
fourth most important {ffect of the I) road improvement r Figure 6.8

() 'j

1• on t:he other hand an indrease irJ accidents is ra\nked by 318%
of t.ravellers as the '\tost imP9rta1'lt effe~t thereby making it the
larei~st single negative effect of the road imprc;Jvelnent[ Figure. , ~.".,

(5.8 ]. '3,4% of travellers" attrihute a dec!ease iri a~~cidents as
o ,-, 1/

the rea~on fa,'r their increase in travel since- the tarr'ing of the
road. [ ngure 6.6 ].

J,.'p 't d" <; .c. S I..er",$pru~ roa II
F'igure 6.11 graphically illustrates the perceived effect of road
improvements ell"). accidents. 50 f 5%,o:f travellers s'a::tdthl'ar~;WaSno
chanqe in ~ccidents while 25/7% said' there was an inc~ase. in ac-
cidents and 23I 8% said the're was a decrease in accf.dentis, Also.- 0

evigent from this chart is that vehicle adCiqellts ar~,involved in
. _. '. __ _, '.~ ,_~~~-'---::~~ __J.)

the .majority of accidents while both animals and ,,~,th.;tnan~~sume
;z:maller roles in total accidents. A decrease in acciden.J~ is

"however ranked 'l;ly 6,7% of respono.ents as the fourth nlost impor""',)
\';/

tant effect ( Figure'§.9]. 3,8% of travellers attribute a
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decrease in accidents as the reason, for their incr~:i7se in trav~ (\. . . "since the tarl,.·l.ng'Of the ;:I;:'oad( F;lgure 6.7 Ji.

rtGURE 6.1.1 THl:: EFFECT OF THE STERKSPRU!T ROAD ON JI.CCIDENTS
[ AST13/14.1/14.2 ]

'" ;>-

6Q .. ,., ~,"-~-"'-

5Of-.._ " ..•.._..

~o

20

d. DisCllussion
It can be concluded, "that travellers are undecideg. whether ilil~
proved road conditions result in'increased accidents or decreased
accidents or have" no effect' on accf.derrcs , Findings of the resi-

\\
dent impact survey reVE?;5tlsimilar results. Further investigation
into the effect 'of road improvements on accidents is °therefore
necessary.

u J
6. :3 • 3 .4 The effect of the roS\:!.on transport costs ',;'"
a . Literature review '\~>." ~

!mprov'~ments to rural road infrastructure reduce vehicle "oparat--
:')

ing costs in, ~~rn\s of vehicle' maint~nance arid fuel savings.
Vehicle operating "cost savings do however ben'efit a relatively

.\ "\\ \1

small number of peCiple. [Sec~·ion 4.1 J ..
b. Libode road
Figure 6.12 graphically illustrates travellers :who experienced

! '.

cost ~lavings as a result of the :toad improvement. Of great im-
portance care the <Ufferel"~ces in~,~\opinion of th~ vaz-Lcus road

\li

~
\'i.

Users.
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FIGURE 6.12 : THE EFFECT OF THE LIBODE B,OAD ON' TRANSPORT OqSTS
Ii

[ ALT9 ]

Pen.nell"," , ?oylng P~~•• ng.r.
;, ,;

_ Cool So.lnge ~fHo Co.! Sa~lno.

92,3% of drivers experi~nced cost savings while fewer passengers
(73, :3%) and even less paying passengers (4: 4%), experienced cost

u

savings. Table 6.9 compares savings in ,.cast with preparednes,s to
pay towards the cost of 'road ccnstrruc'cd.cn,

TlLBLE 6.9;: PREPARDENESS TO PA'~ TOWARDS ROAD CONST~UCTION COSTS
OF THE LIBODE ROAD [ ALT10/9 J

Road ResultsIn Cost
Savings

Road Results
"In No Cost

Savings

Preparad to pay
Not prepared to pay
No r~sponse

No. %

51 65,7
6 7:7
_l

58 73,4

No.

3
18

TOTAL 21
8915>'" of travellers experiencing cibst savings ,I iv'ere' ~repared to
pay towards the cost of road construction. More importantly are
the ~4, 3% of travellers who experience no cost savings but are
prepar~d to pay towards the cost of road construction.

-, \\

c. Sterkspruit road
Figure 6.13 graphically illustrates travellers who e~.)?:~rienced
cost savings as a result of the road improvement.
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FIGURE 6.13 .: THE EFFECT OF THE STERKSPRUIT ROAD ON TRANSPORT

COSTS [ AST9 J
100'~~~--------------::::=:::-::-'"
90
80
7(1
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Qf great importance are the differer.oes itt opinion of the various
road users. 94,9% of drivers experien<::ed cost savings while
fewer passenge;rs (31,3%) and even less paying passengers (3,2%)

experienceQ cost 'savings" Table 6".10 cempar-as savings in cost
with preparedness to pay towards the cost. of road cons:t:ruction.

TABLE 6.10 PREl?ARDENESS TO PAY TOWARDS ~~HE CONSTRUCTION COSTS

OF THE STERKSPRUIT ROAP [ AS~~lO/9 ] Ii

Road Results in Road has noCcst Savings Cost Savings
~;No. % No. %

'::::".: ..

Prepared to pay \j 63 92,6 f.f 64,9Not preparecr to pay 5 7,4 13 35~1
No response _L

tarAt 68 lOCI 38 100
9.2,6% of trave.llers experiencing cost si:wings were prepared to
pay towards the cost of road constructior1l. More iljlPortantly are
the 64,9% of travel liars who experience no cost savings but ar e
prepared to pay towart:ls thei

! construction cost of t:h~ road.
'd. Discussion 1\

It can therefore be 60ncluded that cost savil1g~ are experienced
when travelling on surfaced roads as opposed to 9'l:'avel roads. It

'.,' ,I; J

is clear from a comparison of the t~9 findings ab~lve that vehicle
operators are experiencing the c;reQ.test cos:~,·sa\rin9~<. In the

111



Libod.a regioll1 cost savings tend to be')?a$$~~ on to the consumer
to a limited extent. In the Sterkspruit region cost savings are
~'lot passed on but' are absorbed by vehicle operators. This sup-
ports, e'vleiellce in the literature that. although roads re(i\uce
transport cost, these co[.:t savings benefit relatively few people.

I:;:,.· .

or, both roads· users experiencl ng 005t1' savings are prepared to pay. . (( .

:tov7ards·,the construction costs of the roads. While only 14,3% of
Libode travellers not expe;-c.encing cost sc:lings are prepared to
pay t.crt.,rards the construction of') the ro~d 64,9% of Sterksprui t

This SUggests that surfaced.~
!~.)

roads nave effec:;t~, over and above that of costi savings and fore
'/

which respol\,'.ents:;/are willing to pay.
;/,',.

travellers are prepared to pay_
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6.3~4 Extent of the reliability of roads
a. Literatu")e review
No known literature.
b. Libode rOqrd
1?l.gure 6 .14 ~traphic:allY illustrates the :l:reasons for il1conv~nience
of road CloS\lre over a period ~f one day increasing to a p~riod

;)

of one s~as('~{of the year"

FIGURE (5.14 : IN~ONVEN:rLreNCE OF ROAD CLOSURE - LIBOPE ROAP [ALTJ. 7]
ltrm•• tu." (I)

ii
II
I)1
;/
((
,I

O!ID 01h••

lmIIII loI.bUIt(ll~ .....

c:::J Ine.omctn\om:&

UEil (due.llon

02 H.ollh

t:..j Emp1or .... n1
t'Wl SnopplM

..... te •••

OAV.",... weeK iJQNTH seASON

68, a% (~ltravellers said they would be inconvenienced if the road
Was clo~$d for one day_ The main .reasons for the inc.onvenience
were relatefd to business (12,5%) or 'll.Torkpurposes (22 f 5%)• 100%
of traveller-iS would be Lnconvenf.enced for one or anotrhez' reason
if the road in question was closed. for a period of on~ month of

\.\

-the year. Overall rea,sons for inconvenience were for business
(15%), employment. (28,8%), ~hopping (6,3%), health (12,6%) and
education reasons(2,5%Y.
c. sterkspruit>road )I
Figure 6.115 graphic_ally illustrates the reasons fdJr inconvenience
of road closure over a period of one day incre('.sing to I'a period

,\ i/

of one seaSon of the year. 61,8% of traveJ.ler~!Would be incon-
venienced if the road was closed for one day. The main rea:sdns

'i

for the inconvenience were related to b~~hl'less (21,6%) or work
purposes (13,7%). 95,1% of travellers 'Would be inconvenienced
for one or another reason if the road in question was closed fO.r

()
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a period of one montff\of. the year.
i

Overall reasons for Lnccn-
venience \-Jere for business (24,,1), employment (1.6,6%) I shopping
(9,7%) I health (5,9%) and education (3,9%).

i)

FIGURE 6.15 : INCONVENIENCE OF ROAn CLOSURE - STEl~KSPRUIT ROAD
[ AST17 J ;.t_~_'~~tfr~"'~I.~). ,~ ~
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c. Discussion
It can be concluded from evidence above that a relia):>l$ road is

workvery important to travellers pa,rticularly for business and
. I;· •

•' II . . ! 'purposes. Other reasons of lesser imparlance for a reliable
i' . ~ \\

are for health and shopping purposes. \,
,\
\1
\\
\1

\\
impt'ove~ents•

road

6.3.5 Suntrnary
"

- road users benefit from the road
... the major benefit identified by travellers as
improvements is the availabili ty of transport

\\
\i

a result of road
for travel which'

r~sul ts in increased fr.oeguencyof t:t'avel.
traveller~ largely"identified effects that are taken into ac-

count; by techniques currently used in ex+antre evaluati ,Of road
projects by transportation plapners in south Africa.
- vehicle drivers were the 'group identified as the most. frequent
travellers. Paying passengers [ representative of the bulk of
trips made by local residents ] travel least frequently.
- trip purpose of paying passengerc; is 1~rgely for shgpping and
health purposes. Drivers are largely travelling for 'Workpur-
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\\

po,)~s.' 0 Z \\

- travellers experienced travel 'time savilngs.
- the road improvement results in vehicle maintenance~ savings
....the effect of the road G,_;'j1 accidents is ttnClear~
- surfac.ed road '~onditions resu+t in..',oo.stsaVings} These savings
are how7ver absorbed by operators and are rarel~passed on to th~.
consumer."
- a reliable road is very important to travellers particularly
for business and work purposes and to a J.es.$erextent for health

" (.)

and shopping purposes.
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6.4 RESIDENT IMPACT SURVEY

8.4.1 stratification

Table ALRi through to Table ALR.iiil!and table ASRi throu~h to
Table A.SRiii respectivel'lj<"t ,showthe stratification of the Libode
and Sterkspruit Roads' resident impact questionnaire in terms of
a9'e,l sex an" family sta.tus. The Lil:>bdeRoad, was analysed in
terms of the new tarred, road 'and the old gravel road. This (,was
to determine the effec'1~,$ on commu11it.ieslocated alongside the '
tarred road and gravel l\',I::>a(1 on the realignr.-.ant and Lmpz'cvement; of

"the Libode Road. In tl:t~ analysis of fi:neU.ngs in terms of th~
tarred and ~~,:el roadWI '_' the locational advantages and charao-
texis-tics in certain areas of. the gravel road, warranted specific

,;
analysis and therefore 'the i\gravel road zone of influence was fur-
ther delineated into what is tel"med. the 11 intermediate zone of
influence~t.. When tli'le i~}termediate zone'" is not discussed
separately it is incorp64'".~:eedinto the gravel roa¢t. The /~indings

i' .~

are theriore presented in j.}erms of t~e tarred road and gray~l
road I and sOIiletixnesthe i(ritermediat~.,road J.

:J

/"-~
The SterksPi",Ji t Road was analysed in te'rms of four groups~ .. .

delineated in terms of age and sex. Table ASR ilii illustrates
the four groups. This 'was to d(~termine the effect 6£ road im...
pz ovemerrts on variou.s groups with:i;n rural society. In. the
analtsis stage" of the data collection process/'each' question was
therefore analysed in terms of the faur groups. Only where dif-
ferenpes in opinion or inconsistencies OCCUr"are the results
presented in terms of the :fouorgroups. Where little differenees
occurred Or where inconsistencies were not noticeable the data is
pres ented as one,.'-lsample •

I,
!(.

A large proportion of older females dominate the sample. This is
due to reasons already disCl,lssed in Section ,8.:1.:2.2. " Table. ALRv
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))

and Tabla AS'i~.vrespeotively identify t]f'e number o~ surveys aal-
ministered in each zone eiLoca5cionin the Libode and Sterkspruit
regions. Map 1 and Map' 2 identify the zone .Locat.Lcns and the
respec'Cj.ve number Of',,)sUr\reys'p.dministered within each zone loca-
tion. Map 1 dclinea;tes between th~ thre~ zones of influence in
the Libode region. ))Map.2indicates the zone of influence ~f the
sterksprutt Road.

(/ e ., rr • h' . h '1:.« • 16.4.2 Day to 'day act:J.vJ.tes an w Leh an aWJ.tants are anvo ved
a. Literature r~view
Not appropriate.
b. Libode Road

":,

i. Libod~ tarred road ~I

Table 6.11 summarLaes the activities that take up most of the
time of tarred road residents.

TABLE 6.11 : DAILY ACTIVITIES OF ~,fSIDENTS - LIBODE ROAD [ ALR2 J
(.,)/,'

New R0 adO 1 d fRo a d
Act.ivity No. % No. %

Agrifu1ture 45
I~0 n ~y I~& kin 9 3Agriculture and mone~ making 2Heusehol~ chores 14Formal employment 9
Unemployed 19No response 6

48 ,9 54 71 t

3 ,3 7 9 )2
2 ,2 5 6 ,6

15 ,2 4 5 ~'3' I;:
9 ,8 ' 3 31,9

20 ,..?:,~,:: 3 :3 ,9
2

100 78 10098
51.1% of :t:~s.:idents are involved in agricUlture [ 48,9% in
agricul ture and 2,2% in agriculture and money making ]. 5 I 5% of
residents are involved in inforlnal money making activity [ 3/3%
in money making and ~12% in moneymaking and agriculture J. 9 I 8%

of inhabitants resident along the tart'ed road are involved in
.\

some type of formal employment while 20,7 % said the.y were.
"fonnally" unemployed. Formally unemployed can be defined as
those respcmd~nts seeking ell.lploymentin the formal. economy. The. (/

(! 1\
\,
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main a.qtivity of the remail'!_ing 15,2% is that of househo:t.d chores.
-:'-,::",

ii .. ltibode gravel road
Table 6.11 also indicatt:s the type of aftivitis'S that take up
most of the till1e of gravel road residents ~~i'.\ The main activity of
77,6% of residents is agriculture [ 7(,1,1% ~n agriculture and ~,6%
in agricultUre and money making J. 15,8%' of resid.ents are in-
volved in il'lforrnal money mald.ng activity [ 9,2% in money making
and 6,6% in money making and ag:t;';iculture ]. .only 3,9% of in-
habitants resident along the gravel road are involved in some
type of fOl:-rnalemploy:rnent while a further 3 J 9% said they ".;rere
"formally" unemployed.
househOld choreS.
iii. Discus$ion

<~'}

The remaining 5,3% are involved in

The involvement anc.:l'potential involvement of tarred r~ad re~,i~,
de;nts in formal employment and the extent cof reside~ts involved
in ~pusellold chores indicates that ,tarrJS)d road residents are in-
vOlv~~in the formal economy to a great~~ extent than 'gravel road
residents~ who rely" on agricul turd :.ind informal money,making ac....
tivities. The above findings slJ'ggest that improvedi'roads en-
courage l(:l'cal inhabitants Ctwayfrom .a .sub:sistehoe economy to a

.' \1

more formal economy. furthermore thl~ findings of ,.Sjpctions
6.4.2.1 arld \p •.~ •2•2 indicate that. the tarred ,road l;'esidents are
to a grea.ter extent gea:t'ed ttJwards commercift11,)activity' in terms

t ...." . .,

of agriculture and mon~Y"'makingsuggesting greater participation
in the fOl:'lnal economy.
c. gt::1arks~pruit :Road
Table 6.12 summarises the da,~...to"'day ac:t;i.vities that take up most,
of the time of sterkspruit Road ):~esidents. 24% of residents are
involved in agriculture [ 21,'2% in aqticU,l.·;~llt'.!=and }'I8% in.
agricul ture and money making ]. 11,6% of resldent~"-~t;,' involved
in informal mpney making activity I r: 8,8% in mopey'maR':k~9'and2,8%
in mone~r:maki2f'~and agriCUlture J.

'\
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TABLE' 6.12 DAILYACTIVITIES OF RESIDENTS - STERK$PRUIT ROAD
[ ASR2 J
Young
Male

No. %
Young
Female

No. %

Old
Male

No. x
Old

FemaleNo. %
Total
No. %

Agriculture "9 24,3 14 12 i} 25,5 18 21'12 53

Money making "
activity 4

2 5.4 40 49,4

6,4 5 9~9 "22

4 4,7 7

~\016 44' 51,8 91
{)

n
I',/

)J ,
Q 5 0. 26)~.4,9 ~o

/-'

42,6 '9
c.. 10,5 48

3
{?

~. J ~ ..za

8,810,8 10
JI~i~ul ture/
money making

Household
Chores

1 2

FormalEmplO',!lll1ent
Un eltlPloyeci
Student

11

:to
10,4

(i

27 19,2

No response

TOT}'.L 41 100 100 94 10e 275 100
Youngpeople, are involved to a greater extent than old people ih
informal moneymakil'lg activities. 10/4% of residents are for-
mally employed and a further 19.,2% a.re "..ormally" uilemployed.
Males dominate in the employment c~nd potentially ,'mployed
category. 36,4% of residents a~e involved in daily househol'€l
chores. Females tend to dominate thi.s activity category.
d. Discussion"
Aqriculture as a d...ily activity is mu(.~hmore illiportant to LibodE~
read residents. This can "beattribut~ed tC)agriCUltural ';Jotential
o'f this area I Section 5.1. 4 J. The impact of the road improve··
ment on agricultUre in the Sterksp:t:uit area Y1.ill therefore bE~
much smaJ.ler than the effect, on agriculture in the Libode area"
A similar percentage Qf ."esidents arE~involYed or potentially in·w

volved in the formal economy. A larger proportion of re$ident~~
dep.endent on the moneyeconomyb probably reflecting the high de-..
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penderice on remittances J is noticeable in the Sterkspru:i.t
region.

6.4.2.1 The effect of 'Chs road on agriculture
a. LiteratUl:'e. review
Improvements to rural road infrastructure result in increases in
agricultural producti.on due to greater aooas s to markets,
agricul tural inputs ,fnd extens ion services ..\",,;._lnqreases in

-~;.:;' ..~
agricultural productiqn often are associated with a chang-e of
crop compoS~1;:ionto cash crops. [Section 4.;5 ]
b. Libode.Road
L, Libode tarred road "

'J

The findings of day-to"'day activities in which residents are in ...
. :- -;:-. --::~ .

volved ( section 6.. 4- •.2 ] show tpatc! 5l,,1% of residents are in ...
vol ved in agriculture., Figure (5.16 illustrates the extent of
commercial fal.."'lningand places \vhere produce is sold.

FIGURE 6.16 :

OTHER ACTlvrne:s (48SJ%)

THE EFE~CT 01" THE LIBODE ROAD ON A~:RICULTURE
t, TARRED ROAD :RES~DENTS ] [ AtR2/3/4 .1)) ]

. I)

AGRICULTURAL ACTIVITY (51.1%)

25%of rasidents sell their produce - 18,5% at home or within the
village and ,'5\1 5% sell their produce in town'~ The' reason for
selling t cate90ri~ad into town and honle/V'ill~fJ£!-_lo~rsillustrated
in Table 6.13." Reasons :EQc~.choiceof selling at home or in the
village are identified as a good market (47,1%), the size of the
produce is too small to SUbstantiate selling- at another. place
(41,2%) i the inability to sell elseWhere (5; 9%) and no tr<lding

-J)
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licence (5,9%).
~,J

TABLE 6.13 : PLACE OF PRODUCE SALE AND REASON THEREFQRE ~ LIBODE
ROAD [ ASR2. ]

Reasons

" t~t!w RoadHome/
Village Towns
No. S No. S

01 d Road
HomelVillage Tow~s

No. I No. %
GoodHarket
$i ze of produce too
sma110

No tradin~ licence
Unab.1e to sell atother places

6 100 1 100

TOTAL

7 41,2
1 5,9

1 5,9

17 "lOQ- 6 100
.)2 _l4_,3

14 100 1 100
\SLE 6.14 : REASON ron NOT SELLJ;NG PROP'Q,CE - L:tBODE ROAD [.ALR5J

Ne"t'Road 01 d Road
No.. % No. S

~roduct1orr sufficient for self
co nsump ti on only- Shortage of farming landOtherNo respo'l1se

18
4
1
1...........

34
9

1

79.1
20.9

TOTAL 24 100 u 44 100
The reason identified for sellirlg .in town was a good market.
Reasons for not .selling. [ Table 6,,14/';:-] were t:nat only SUfficient:.
for self consumption was pr.;)duced' (78,3%) or land for further
pzoduct.Lon was not available (17 f 4%)• ~able 6.15 illustrates t.1!ie
actual effect of the road improvementon agriculture. 18,5% bf
respondents located alongslde the tarred road felt that the road
had impr.ovedagricultul:'al prod'dbtion. This represents 36,2% of
respo:nO.entswho axe in\701vE~din agricultural l;;lctivit,ies who per-
cieve ~ln increase in a9r~cultural production as a result of the
road (iiTable AtR6 J.
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TABLE 6.15 ; THE EFFECT OF THE LJ:BODE ROAD ON AGRICTJllr~RAL
PRODUCTION [ ALR2/3/6/7 ]

New Road(N=92)
Produce sold Produce not

sold

Old Road(N::;:76}
:E>:r'bduce sold ,Produce not

~\. \f

SQld
No"

I!tcrease 13
_., ~J

% ~o % No %, No %

14,1 4 4 t 4 4 5,.3 2 2,5
10,7 20 21,7 11 14,5 41 54

<") 1 1,:3

----,:.: ---"'"'
25 24 '" 26,1 15 '19 ,7 44 571 9w u

NO ~ha~ge 10
Decrease
No response

TOTAL 23

TABLE 6 REASONS FOR AN IN,CREASE IN AGRICUlJ'l'UREAL PRODUCTION
~ ~IBODE ROAD [ ALR7 J

Reason
Greater ease of 1nputs ,"Greater access to markets
Grea,ter involvem~rnt with,agricultural extension officers
Other '

New Road
No. %

01d Road
No. %

9,55,5
55,,9
3?,4
5,9
St9

100

2 33,3

TOTAL

1
1

17

50
16,7

6 lOQ
The reasons fC't' the increaSEa are illustrate,d," in Table 6.16. ',Of

,~.,

the respondents who e,}!perienced an increase " 55,9% said it was
because of greater ea(~'\ of inputs, :3 2,4 % because of gr$ater

I)

aCCeSS to markets and ? ,9% because of gr~at,er involvement with
agricultural e~i::.er.siClno{ficers. The effectiveness of e~tensiCln
p,rogrammes is somewhat unsatisfactory as only 37,8% of residents
involved in agriculture said that. agricultural extension officer
relations had improv~d r T~ble ALR8).
ii~ Libode gravel road
The f~11d.ings of day....to-d,ay activities in which residents are in-
volved [ section 6.4.2 1 show that 77,6% of residents are in-
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volved" in a9rlcultur~. Figure 6.17 illustrat~s the extent of
conunercial farming and places \-.,hereproduce is sold. 19, 7% Qf'

residen..ts' sell their :produce - ~8,3%at hom~or with.i,n the vil ...
lage an,d 1,3% sell their pneduce in tl"')wn.

FIGURE 6..17 ; 'THE EFFECT OF THE LIBODE ROAD ON·:.AGRICULTURE
[ GRAVEL ROAD REl3IDENTS ][ ALR2/314.1 J

AGRICU~TURAL ACTIVITY (77.6%)

OTHER ACTIVITIES (22.4%)

],1
r;"'r.it:"~~:told tn' "'...... (1,.,"%)

The reaSon ft:r;r; selling; categorised into town and home/village,
is illustrated' in Table'~6.12,' Reasons for chcdce of selling at
home or in ;the village are i~entified as a gOOd market (35,7%),"
the size of the produce is too small to sUbstantiate selling at
another plac~' j14,3%) I ·the inability to sell elsewhere (14i3%}

and no tl~ading licence (7,1%). The reason identified for selling '.
In town was a good market. Reasons fO~ ...not sell, ing r Table (5.14,~ (' ..

] were that only sufficient:J;for self consumption was produced ;-
(79 1 ~%) 01" land for further prodUction was not available (20,9%).

"Taple 6.15 illustrates the actual effect of the road improvement
on agriculture. 7,9% of respondent,s felt that the road had im-
proved agric.-.u.ltural production. This represents 10,2% of gravel
road respondents \vlfO are ihvolved in agricultural activities who
percei ve an increase in agricultural pzoductid on as a l"esult of

'.' 1)

the tarring' of the road [ Table ALR6]. The reasons for the in..,.
crease are illustrated in Table 6.16. Of the residents who ex-
perienced an inc:t'I~ase 33,3% said it was because of greater ease
of inputs and 50% because of greater involvement with agricul':7'
tural extension officers. The effectiveness of extension
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progra:nunes is somewhat unsatd.sf'acto:t'Y Jis 33% bf residents in-. ~
volved in aqriculture said that agricultural extension officer
:t'~lations had improved ( Table A~a J.
iii. Disoussion
It is evident from the findings a'Pove thatalth.~u9h many more of
the ,gravel rO~ldrespondentq are involved in ~ag:riculture fewer are
inyolved 11"' s~~'lling t~eir aFoduce and ,0 even fewer in selling in "a
:market type environment r 5911ir\,&,in town, J. On the other hand '.
fewer tarJ;:'ced roaq responden.ts a~e invol"ed('{''{1 agriculture but
those involved in agriculture a;e invo1ved ta':,;'j;~~reater extent in

() . ..-.~-.' ,

eomme:ccia~ farming. Alth~i'~75htarre~ road"farmer!& benefited to a
. t . ,. t ..1 .. 1 ,iA f···· .. . •. ... . . .grea er exten re at.lve. y 'l:ew .. anners" experl.enced ancz-eaaea 1.11 .•.

;,_; - _- " - _--_ "_ •.J -;-_

agricultural Pl;;Oduction as a resUli; of th,e r6ad. improvement. The
reasons given for the increase all relate to advantages directly
related to the ,ro$td I ease of irwuts, greater ~aocess to market's
and greater ~Ihvolvement with agrioultural ext.ension Officers J. c

It can be o,,:ncluded that rela~~v'fl)' few agrioultutal benefit's
result.¢d fro~n the road i:mpro"'Jement but !::>f thGse benefits the
majority were'l experienced by respondents" 1c:)c-atedalong the tarred
";roa.d..
04 Sterkspruit Road
The findings lof day-to;:-day activities in whicb residents are in-
volved [. Sect:i.on 6.4.2 ] show that 24% of. residents are inVOlved
in agricul tur4a. 'Figure 6.18 illustrates the· extent of commercial
fgrtning and p:La.ceswhe~e produce is sold. 5,3% of resident~ sell
their iJroduce ~ 4,9% at hOI}leor within the village and 0,4% sell
their produce in town.
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F:t,GURE 6.18 : THE EFFECT OF THE STERKSPRUI'1'ROAO'ON' ,AGR.iCUt.'llORE
r .ASR2/3/4 .1;'J

OTHER ACT!VITlES (76%)

~~~. .",duCt i....fln ,.... (o.~l!:l

,Jit.~uo. "$~4 .t t\;,m.\YJltCitt {4.IX)
o,

AGRICULTURAL ACTIVITY (2.4'~)

TABLE 6c17 : PLAGE, OF PRODUCE SAL$ AND REASON THEREFORE - Gr,t'ERK....
Sl?!m:tT' ROAD C, A.SR4. 2 J
Reasons Home/Village '~'",',

Si2e of produce too
smalJ

3 25

7 56 •.3

-2. 16 .1
,.

12 100

1 100Good market
"

Unable 'to sell at
(other places
ITOTAl" 1 100

'rABLE 6. 18 : REASON FOR" NOT SELL!NG PRODUCE - STERKSJ,JRUIT ROAD
( AS:R.5 J '"

Production sdfficient for selfconsumption only
Shol-tage of farming land

Inadequac~, of farming Jatld

No mark~t to sell ~~oduce
Ho response

No. %

25 $6,6
4 971

12 27/3

3 6,~8

....2. ......,;",;.~-

46 100TOTAL
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The. reason for selling, categorised into town and' home/village,
is illustrated in Table 6.17. Reasons for choice of selli1l9 at
home.01."" ill' the village are" identified as a good :market (25%)I the'

<~ \

size of the prbduce is tlC>,P slt\all to substantiate s~lling at
another place" (58%), and. the inability to sell elsewhere (16,"'7%).

1fh~t-eason identified f~r selling in town was a good market. \
R~~;~~)lSfor not selling [ Table 6.18 ] were that only sufficient!
for" self coRsurhption was produc~~ (56,8%) r "shortage ,pf farming

'~'.:" . ' ,,' .><', t~land (9 t 1%), Lnadequacy of farrJ,ki~gland (27,3%) and no market at
which to s¢ll produce (6,8%).

Table 6.19 illustrates the actual ef.fect :of the road improvemerft
on agriculture. 1 0 ,4% of residents felt that\'<'the road had im-
proved agri'cul tJ~al production' and a further 0,8% felt the road
had decreassd'agrioultural production.

TABLE 6.19 : THE EFFECT OF THE STERKSPRU!T ROAn ON AGRICULTURAL
PRODUCTION [ ASR2/3/6/7 ]

N===25 0

Produce sold Produoe not so'ld

Increase
No Change
Decrease

No %

1 0,4
12 4,8

No %

44
2

17,6
O,S

TOTAL 13 5,2 46
-" -,-,-

i. ,j18\'4

This. represents 7,7% of respondents Whoare' involved in agricml'"
tural activities whoperceive an increase in agricultural pz-odu.
tion as a result 'of the road improvement [ Table ASR6 ]. The
reason for the increase in agricultural production ¥,rasbecause of



f . ,I. 1greater ease of inputs and the reason or a deorease l.n:,~grlCli.-
tl1.ral produotion was because of an increase in accidents involv-

(;

ing livestock~ The effectiveneSj/s of extension programmes is
somewhat·u!lsatisfactory as only 5,3% of rE'sidents involved iIl
agricUlture said "),'];lattagricultural extension officer relations
had improved [ Table ASRS']"

d. Discussion
It is evident from the findings above that the effects suggested
by the literature did not; occur. Improved road conditions, par-
ticularly in the Sterks.prui t region" have little effect on
agriculture. This can be attributed ·to the u:t'limportance of
agrj.cllltural ac.:tivi ty to family income L section 5.2.4 J and the

/r.. . .. :

low agricultural potential of the area unaerconsideration.
(:.

6~4 .2. 2 The e\ffect of the road improvemerlt9~ money....m~king i

a. Literature review
Improvements t9 rural road infrastructure have not~geable pcsd,«,
tive economic impacts on business [ Section 4.5.5 J6
b. Libode Road ,~
i. Libode tarted road '.~) )} ..': »
The findings of day-tp-da.y activJties in which respondent·s 'are
involved L section 6.4.2 J show tl1at ,5,5%of respondents. are in-
volved in moneymaking activities~ FigUre 6.19 illustrates the
extent of informal money making activities and places Where
pz oduce is sold. All residents involved in money makin.g ac-
tivities sell their products - 2,3% at homeor within the v~'~age
and .2,3%sell. in town. ThE:!reason for setling f categorisec'i"~nto
town and home/village, is illustrated in Table 6.20. 'All
products w:ere sold at the chosen places because of good markets.
Table 6.21 illUstrates the actua.l effe.ct of the road improvement
on moneymaking. only 4,',3 % of respond~flts felt that the" r,oad had
improved money making acti vi ty . This represents 80%o;f tarred

/-;!

road residents who are involved in money making' activitie.s who
perceive an in.crease in business as a result of the tarring of
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,
FIGURE 6.J9 ; THE EFFECT OF THE LIBODE ROAD ONoMONEY MAKING

',j ACTIVITY ( TARRED ROAD RESIDENTS 1[ ALR2/10/11~'\1 ]
"

OTHER ACTIVITIES (95.4%) ~

(I

"' ..... 1,;01.'" I• .., (2.3%)

ttedutf $oh, 'A1nom'\".oa. (2.lXJ

MON~Y MAKiNG ACTIVitY (5.5%)

'JiAI;J~ 6.20 : PLACE OF PRODUCT SALE AND REAS~1N THEREFORE - LIBODE ()
ROAD [ ALR:['l. 2 ) ,> '

Mew RoadHomel fi

village TownNo. % No. %

'J ".' 01 q: Roaq)
Home/ ..,IL, ; n (

Villf'$1;'0.. 11:';1 Town
'No,,:;-" ./,' ./' No. r) %

',,_ ",".. ,f,~:

Good marketOther
No response

2,5 100 2$6 100

......;.........-.:·n, ----
2,5 100 2,5 100

100

TOTAL 8 100 5 ,'; 100

TABLE ,6.21 : THE EFFECT OF THE LlSODE ,RoAP ON MONEY MAKING
AeTIVITY [ ALR2/ :1.0/ 11. 1/13 Ii]

New.,Road(N;::>92) Old Road(N=76).
No %,No %

.
4 4,3
1 1,1

1
12

1:3
15,8

Increase ,
Nb1change

Ded!ce"se

TOTAL 5 5,4 13 17,1

1\The reasons tor thE! increase., are illustrated in Table "'.,6 • 22.
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TABLE 6 ..22
.' "

», REASON FOR AN INCREASE 'IN l?RODt,JC'!'PRODUCTION -0'

LIBODE ROAD ( ALlu.4 1 New Road
N6'. s-Reason

"., Traffi cine r eas e s h avo
r e sul ted in customer intreeses

Greater ease of inputs
2 " 50

-':?
,.' If

2 \sD "
~

(" )
\) '4- 100

1 100 "

TOTAL 1 , 100.
of the respondents who experienced C1:n increase iri produdt1.oXl $0%
said in~teases were directly related to addi1;;.i,onal custom~+:s due
to greater traffic volumes and> 50% said it w~~'b~caue;:~(\Of ~l¥tip:1.;.e:r

. ~\ . - "_- '~",.r {-\
. ~. \,,!

"aase ol'inputs. ,', -':(,
' ./) " e'

ii. Libode gravel \~f,oa:tl '.:' .: ('
The findings of day-to ....day activities in Wh\~Ch resp~~d~nts are
involved ["Section 6~)4.2 ] show that 15,8% Q.f, grai<J'el,J,~"Oad''''re~poI1'":
dents are involved in money making activitie~." Figure ,6.2:0 .if·,
lustrates the extent of informal money making activitie~ and

,pla~es Wh~~e. p:oduce, ,is •so~d. .: IIAll reE"l'0nd~nts invo~v~d"in, ~'m~Y
mak~ng act~vJ.tJ.es se).l thel.r products - 90

} 7% at hO'lne or WJ.thJ.'n
the village and 6 t 1% in town. ,+,ha iJeascns "foZ'. s$11i:ng,
categorised into town and. home/village.; are illustrated in Tab\e

~\
6.20. (,\ ,'I

i \.FIGURE 6.20 ': THE Ell:fECTOF THE LIBODE ROAD ON MONEY MAKING
ACTIVITY [ GRAVEL ROAD RESIDENTS J [ r·"',R2jlOjll.l 1

,', !, ..'

OTHER ACTIVITIES (84.2%),
!; ij

.1 ~:'

},{QNEYMAKING ACTIVITY (15.8%)



All ipro<1ur.:ts ~ere ","old in town a .. it .,as id;nj::~~ii>4i'a.. a ~ood
ma.r~et place,,;,;"57,1% of produots were sold i:r. vill~ges; because it
was jid~ntified. as a good'market. The ren,lainder were sold;'\at the

j" . ,_

vil~iClge for personal reas,ons. Table 6.21 illust:rat ,:$ the a;);.tUal
effe,ict of the zoad improvement on money making. only 1,3% of, . . .. " (~\

rel$~10ndents felt that the road had improved money npaking ac-
.;. ..... .. .... .. .e,. II .tl v~ty. Th,is represents only 7 , 7% of gravel road resp~~ndentswho

are iinvolved in ,moneymaking activities who pe.rceive ~~ increase
in production as a result o·f the r6ad [ Table A!JR13 J. The
reas:d'ns for, the increase are illustrat:'d in Table 6'.22. All
resfdent;s ''Who.experienced an increase i~), production said d.ri-- ~
creases were dil"ectly relat.ed to additiona,l customers l:'~sulting

D

from increa$es in traffic.
iii. Discussion
The findings above suggest further tb"\t gravel road residents are
invol '\ted in the informal economy, of great.at' importance '~:? the
effect of the r~ad on product proauction. . lI. large ~roporti~r. ~f
tarred r09:d resldents involved in I\loney maldng experlenoed. ,art In....
crease in product pr~~c.'$.tion whil'e only ve:py- few gravel roag
residents. experienc~d ~~~)~}';,~ effect. ~herefore, althQu~h the
Ii tel.·ature suggested [ se\~on 5.2.3 J that very few irh4abitants
are ipvolved in ;r~;einfortn~~/>ector and few.b,enefits due "to the
road imprevement;I'~t:crued to t1'i~ informal .sector, the :majority of

..:benefits were exp~rienced" by re~\dents looated along the Qt~rred
road. '\\ I)

c. Stl;'~kspruit Road U
The findings of day-to ...da1 activities in whi0h residents are in-
volved (' Section 6.4:"2 J show that 11,6% o·f reE1idents are Lrr-
valved in moneymaking activities. "Figure 6.21. illustrate$, the
extent of informal monex'makinq?/aQtivi tl~es and places where
produce is sold. All residents involve$, in money making ac'"
tivities sell their products ....1,6% sell at honte or within the

n \\',\ ,Ii

village; .al1d 10', in town. 'I '.\
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FII~tJRE 6.21 THE EFFECT) OF ,?:Hrl.,STERKSPRtiIT ROAD ON t40NEY MAKING :'"

ACTIVIT\' r ASR2J10/11.1 ]

OiHJ;R ACTIVITIES (~S.4%)

-:

,,",,"-'~_ P,..,.J.;~oIcf ""'own (1.~) "
. '" .(i ..

c
.::::::'""~..

(f ,~",'.'

TABLE 6 ..23

MONE:YMAKING ACTIVITY (1 hp~)
; (;:;

PLACE OF' PRODUCT SAtE AND REASON THEREFORE - 'STERK -"

Sl?RUIT ROAD- [ ASR11. 2 J
Home/Vi 11age'
No. . ",,"

TownNo.
(0 Goodillllarket 11 '33~ a

Frodbct not easily
·cr a.ni~p0 it' tab 1e

11'"
Unab!~e to sell "at other
t;>lac:es

7 2,9,2

Ot. he'r.·. IIi!

3

~\

-1

25

'l2 '5(( , .

12/5
'if (1 .

'No ;t;'.esponse
_~'b •• ,

100
o

TOTAL ,101)
The reason for sellin9 r catego:!7;ised into town and ,home/village,"

~..-; -, r)

is illustrated in Table 6. 2~. 33%of products we.::tesold in town .C,'

'-.' ~\,

be¢ause ft was a good markei::. 'l'he reason~ why produgts, we,re $014,
at home or' in the village were because the location was a gOli?d
market' (45,8%) I the product ~ras ndt ea!~ily tr~,nsferable (29,2%)
Iland residents were unable to sell elseirlhere for Va(~i~UE~ reaSions

\'\ i!

(12,5%). Table 6,,24 illustl!'ates the al:::tua1. ej~fect"ofl}the l::oad
!, " (r- II ' "

improveme:nt~ on money making.
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TABLE 6.24 : THE EFFECT O,F THE STERl{SPRUIT ROAD ON MONEYMAKING
ACTIVITY r ASR2/10/1l.~1/13 J

u N*2.50 .,

No %
4 1,6

25 10
Increase
No change
Decrease -'<"_

TOTAL 29 11,6

only 1 j 6% of respondents felt that the road had improved money
making acti vi ty . This re.presents only 1"3T S% of resp.ondents in;"
volved in money ma,k'ing aotivities who experience;l ah increase in
pz'oduct; produc·ti\:?n as a result pf t':'le road I T~ble ASR13 1. The
reaSons for the inc~ease are ,illustrated in 'l'able 6.,?5.

~~ ~

TABLE 'REASONS FOR AN ,iNCREASE ,IN PRO,Pt1C'l' l?RODtTCTION -

, ,Sr.r:E;RKSPRUIT ROAD [.ASRl4 Y
'!~. <·~1

TOTAl.

No. x

3 75
-l -2~a
4 100

~~~ffi& in~ieasBs h.ve resulted in
ouistomer inoreases and' greate:~ mobility

Gre.ater ease of inputs,

~'75% of money makin9 residents who ~,xper_ienced an increa'S?e in
I; .. , i..! ~ fj _. U

product pro(auctiQn s~id iritlreases W9:r!~dii:,ectly related to' addi;""
I A \ ._ ,

tional customers resultin9 ,.from ~noreases in traffic'. " ;,,'
/'\'1

" Id. Discussion
\\

As slJgges\¥ed :by the 1i t~:rature [ section 5 • .1. 3 ] few residents
''),

werEa involved. in informal llotivi ties. The ef,:f.ect of the road on:
infot'llfal money making activities was therefo:t'e small and tIle roact
has done little. to benefit re~idents involVed in, informal .ec'"

o

tivity or to encourage informal activity" '.Formal ,businesses 10'"
».
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o

cated in the major centres within th, Libode ~nd Sterka~ruit
regiol,}s did., however benefit from the road improvements t Section
6.$.4 1.

\ ~.'

6.4 ..3 The expected effects and the greatest effects of the roa~
;'J

on residents
a. Litera'ture review '

li

Improvements or add! tions to rural ~soad inf;t"astructure not only
have a wide range of effects but alSO\\immediate and long term ef-

I.

,tects as well as both positive and n\,gative e·ffects. Although
the literature dryes accept that not\ a1.J groupS' benefit, ,1;;'

\ \ . . ... ~ -.'. - " ,....('
generally accepts that the;. b~~efi;~}l1~~<::?~.t~(~~\~,?~yveme~,ts'out,,:.;eigh
the costs. [Chap' ter 4 J. .f \< '.,," -,./." {

.. : 'j'i.i

b. eLibode Road
°i. I~;i.bode.tar;ted rOl1l(l
Figure 6.22 graphj_c:ally

,.

rep:re~~l'1t.s 'l::.hl!!l gr~atest, ef'ce.c-b.$ of the
((

road on tesid~h,~S llocated ql.o;nq' t"11.i\, ta:L'red :road and .reflects the
relati Vii! impo:rt~nc91 of the effects of ..the roact :!..rnprovements on
resid,ents.' \'C c.

t .

./( :

FIGrtRE 6;;~2 : THE GREATEST E'FlfiC'l"SOF IMPROVING THE LI:60DE ROAD
[ TARRED ROAD RESIDENTSJ( ALR~7/2SlJ

36,8% of resi~ents id~ntified an increase in mobility as the
grea,test effecif of the road improvement" [This is the. subj ect
of the discussion of the fOllowing section. ]. This is'! followed
1n importanoe by the une of the road throughout the year (12,2%),
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a decrease in accid.ents (6,9%), .a ,decrease in travel time (6%) t

imp-roved access (5,1;%) and general ..irnproveme~5-=~~ A range
of other effects ,,'ere alsQ identified. (~abl~ ALR50(NEW) ranks a

". . "

selected nUMer
o

Of impacts as identified by. the literature in
tex:ms of the most important effe,cts and least impQrtant effects.
The most important effect ranked by 50% of residents is reduced
trav.el time. Reduced travel ti1'n~ is followed :ir,:11importance by

the use of the road thrttUghout the: year' (17/11%). and greater
access to medical ;faci.lities (14,3%). The least/iimportant effect,
ranked by 20,7 % §~s an increase of population. into the al:'ea, fol-
lowed by the Use of the road thro.ughout the year (15,S%), reduced
travel (~O$ts (12,1%) an.,dbetter emplo,l'ment,oPPClrttlnities (12,1%).

. \\

t::esidents located .....ci'iongside the tax'red road ,;)clearly benefited
:from the road imprOVement. 90,4% of all residents said that the

/)

"road improvement had cl'·l:teneficia~~"effeet. only,' 5, a~\ noted a'
,,\.. c-,

tlegative effect [ the main reason'~in9" increased
(3,1%) ], 3,3% no effect' and 0,5% neutral effects.

\) f)

acc,id.ents.,

Figure (5.23 indicates the expected sffeets following th~~roao ira'",;,
provements.

FIGURE 6.23

'((I'
, " If'

THE EXPECTED EFFECTS OF IMl?RO~.~NG THE L!Botni.: ROAD )~
'l'A~RED :ROAP RESIDENTS ] [ ALR28 ) \.

~ I H.,O!I" I (#.Vll

"]..... '.!IIIIOIol"" (~1l:J

Ooho, rH... ,61) (O,n)

O•., ...;)m ...."4""'f(u.?I:)
" 0

II

((
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~\% of reSide,n,ts expected an "incr,ease in mObil,ity ,following the, f,/!
road improvement. This, is followed by 16,7% expeoting a decrease (\
in acoidents, 13% expecting an increase in accidents and J.1,4% \
expecting nothing. Expectations of lesser importance included an
increase of population (5, 5%), increase in business (4, a%), the
ability to Use the road throughout the year (4%), and an increase
in employm~:nt(4%).
ii. Libode intermediat.e road
Figure 6.24 graphically'" represents the greatest effects of the
road on. residents. located along the intermelHate road and
reflects the relative importance of the effects of the road im-
prOVementson :residents.

FIGURE 6.24 : THE: GREATEST EFFECTS OF IMPRoVtNG THE LIBODE,ROAD
>J

["INTh:qMEDIATE :ROAORESJ;:DENTS ] [ Ar..!l27/29 J

))

22,1% of residents '\dentified an Ciecrease in the :mobility as the
greatest effect r.;!fthe road improvement. This is followed in im-
portance by 20,4% of residents indicating that the road improve...
merrehas Unoeffect on r..helTI'~the use of tbe road thr;('mghout the
year (12,5%) i an increase in mO,bility (7,5%), and a decrease in
travel time (4,1%). A range of other ef:t;;ects was also idem....
tified. Table a!Jf{SO (INTERMEDIATE"ranks a selected, number of 1m....
pacts as identified by the litetatur~ in terms of, the most il'npo:r....
tant effects and least important effects. The most importatl,t ef-
fect zanked by 40% of residents is increased agl~ic'llltural aq-
tivity. 'llhe: least ,11mportant effect ranked by 20% is an increase,
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of populatid~ into the area and better employment opportunities,
i,n)

~'o11owedby the use of the road throughout the year ranked 1:>y
12%.

FIGURE 6.25 THE EXPECTED EFFECTS OF IMPROVING THE LIBODE ROAD
r INTERMEDIATE ROAD RESIDENTS J [ ALR28 J t~

t.p.d"d tht; ow n.u,*
t. b. tor,.. ()')%')

Figure 6.250 indicat,a$ the expected ·effects following the road im-
provements. 75% expected the gravel road to be improved to the
s:tandand of the newly tarred road~' 12,5% expectied accidents to
increase and 4,2% expected nothing to occur.
iii. Libode g):'avel road
Figure 6.26 graphically represents the grea1::est e·ffects of the
road on resid~)1ts located along the gravel road and reflects the
relative importance of the effects of the road improvements on
residents. 32,3% of gravel ;road residents identified no effect

,:'

as greatest effect of the road. .improvement. The only other ef ....
fects of note are increased mobility (10,9%) and the use Of the
road throughout the year (6 t 5%). A range of other effects was
also identified. Table ALR50 (OLP) ranks a sel.ecte:d nu:mberof im-
pacts as identified by the literature in terms of the n.~ostimpor-

\
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tant effects and least i:rnportant effects. Themost iml~ortant ef-
fect ranked by 37% crf residents is decreased ,~ccident$.
Decreased accidents are. followed, in importance by the use of the

t-.

road throughout th61year (29,6%) and reduced travel ti~pe (18,5%).
Ii

The least important effe,.ot ranked. by 21,4% is the use <>ft,he road
II

thx-oughout the year,), followed by an i?crease in popu~;ation into
the area (17,9%) I better employmentppportunities X10,7%) and c

greater access to ;l11edicalfacilities (10 I 7%) ~. ,I

)J

FIGURE 6 ..26 ! THE GR:EATEST EFFEC¥'o,F IMPROVING 'rEE LIl~ODE ROAD
r GRAV;BL ROAD RESI~;SNTS JE ALR?7/29 ]

il>ft"fll_t)(It,S:c)

Ill.." I p"lI1'«l (&.n)
_ .... in t I'I1m< (III)

Im""~'_ (: .•~)

\)

Residents located alongside the gravel
l:>enefit from the road improvement. 39,1%

I::·

C:}at" the road, improvementhad an adverse

rOi!.\d clearlY did not
.-(; - '-:'

c,f all residents said"
effect. furthermore

32; 3% experienced no effec~ and only 28,7% a pO$.\itiveeffect.
r •

FIGURE 6.2.7 THE EXPECTED SF'FEeTS OF IMPROVING THE LI130DE ROAD
[ GRAVEL ROAr> RESIDENTS ] [ ALR28 )

"' ...... '" ',ckl."" (~I:) ,~
D.CtIl.*~ In :tl.ccl•• Itt. (2t)

Ii

13.7



Figure 6 ••27 indicates the expected effects following the road im....
provements" 66% expecte¢! the g:avel road to be improved to the
standard of the newly tarred road., 14%expected accirien.t~:/):toin-
crease and 4,2% expected nothing to occur. A few expected posi-
tive results, the largest advantage .expected was an increase in
mobility {6%}.· '"

iv. Discussion
It is evident from the findings above that th~ tarring of the
road benefited residents living alongsiq,e the tarred :r:oaCiwhile

" \,\

intermediatel:oad. res.ident'$Ji}ai~doto a gr~~ter extent gravel. road
reside!lt!;? were eit:.I:ler not affected in any way or were ad~~rselY
affected. 1\ The advantages gain'ed by residents locat(fd along the
tarred roa& were perhaps to the d~sadvantage .of residents loc~ted
, along the gravel j:'oad. This is suggeste.d by the notion that the
greatest effect of tarred road r;esident~; il:? an ~ncr'jease .~.in
mobility while ,no effect and mobility decline are "the g\\!.:'eatest"
effects of the road on gravel. road. residents. The main reason
for 'i th.e majority .of adverse effects identified by gravel road
r'esidents is .due to the decrease and continuous lack: of constant
Vehicular traffic [ Section 6 ~,2 j . The bU6in~\ss impact survey
shows similar ao.verse eff,'ects on business J Se(i'Ytion6.5 1. Fur-
thermore an important comparison must be made between the expec-
tations of the r(;sidents of both the gravel and tarred roads.

'( When the effects· and expected effects on tarred road res:i,dents
are compared the expectatiorls are larg~ly positive and were ful'"
filled t~a large extent. Expectations of int~rmediate and
gravel road residents on the othel:' hand were not fulfilled. It
can thel'efore be concluded that" not only: Were residents located
along the,! gravel zoad disadvaptaged but their e~pectations wete
not fulfilled'~ The above effects. could have significant social
and political ramifications and the transportation planner should
be conscious of dedisic:ms made and the resultant actions t:Qat
lnay occur. \

1313
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Figu:t~' 6.28 graphically represents the greatest effects of
road on residents ~nd reflects the relative importance of the.
fects of the road improvements on re.sidents.

\
"\.~ .\

the
ef""

.~FIGURE 6.:2 8
/1 _ . .

:' THE GREA'I'EST EFFECTS OF IMPROVING THE STERKSl?RUIT",
ROAD T ASR27/29 1

Uilt .,1, toaa oI,,"r', ~S:;Wd C5.Jn,

C.ctaou In ... hl~l",'~11't8none* It..~)

30% of re',S,idents identified an increase in mobility as the
)greatest effect of the road ~\mprovement. (This is th~ subject
of the discussion of the follibwing section. l. This is followed
in! importance by 14r 1%of residehts indic:ating that the road irp-
provement' had no effect OIl them, a decrease 'in travel tith'
(10,9%) and an increase~ in safety (6,2%). Effects of less~"r im....
portance inclUded an increase in environmental quality (4~~,,~r,
increased access to health facilities (4.,4%) I increased access to
centres (3 t 9%), decrease in vehicle maintenance (3,4%) I the use
of the road throughout the year (3, 3%) , and an increase f.n com-
fort (2" 1%). A range of other" effects was also ident;;' fiecl.

,'I ," ,'Ll

Table A'SR50ranks a selected number'of impacts as identified by
the liter:ature in terms of the :most important effects and least
important effects. Again the four groups are presented in terms
of one sample. The most imiSor'tant effect ranked by 34,6% of
residents is reduced travel time. Reduced travel time is fol-
lowed in importance by t,h7 Use of the road throughout the year
(i3,3%), decreased accidents (12,2%), greater access ~p medical
facilities (ll, 4%), improved business activity (8,4%) and better
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employment opportunities (8%). The leas't impQ):tant effects each
ranked. by '16,5% is an increase Of population into the area and
the use of the road all year round, followed by dacreased travel
time (16,1%), reduced travel costs (14,5%)and better employment
opportunities (1.1%)~ D,ifferences in, perception to the total
sample included more older people than younger people who ranked
an increase in access to medical facilities as an important ef-
fect. Furthermore males more than females identified better
employment opportunities as the least important. effect. A great
many more young males identified reduced travel time.'1 as an im"'-

, ' '\ .'portant effept and females were the largest g'ro:pp .I.dentlfYJ.ng
reduced travel times as a least im.portant effect.

Residents located alongside the tarred road. clearly benefited.
from the road improvement. 7911% of all residents said that the,
road improvement had a beneficial effect. only 6,8% noted ,a
negative effect and 14 I 1 no effec"t\\.

FIGURE 6.29 THE EXPECTED EFFECTS OF IMPROVING THE STERKSPRUIT
ROAD t ASR28 ] G

, ro'-u .....- '-1 :-~.!
_,_j \
-{ -\ '\

FigUre 6.29 indicates the exr.i-ected.~t\) ..1>,,·:followingthe road ·im...,.
provements. 18,8% of residents expe~,t,%q:!1\~~ eftect following the
road improvement.' This is followed\It'Y'18,8% expecting an in ...
crease in employment., 12~3% expecting ~ccess roads "'to be improved
10% expecting an jj'ncrease in mobility t 9,2% an .increase in
government services r and 7 ,4% expected an increase in safety.-;::/ ' .
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Only a few young males expeoted little effect from the road but a
large nl,lmbe'.:texpected increases(( in qove:rr4\lent services~ More
older people expected access ro~ds to be improved than younger

, -.'

h)spondents.
d. Discussion
It is evident from the findings that road improvements benefit
st'l:'rounding residents to a large ..extent. The largest 1:>ene:l51t is
an Lnczeaae in mobility. This concept is discussed in great:e~

!\
detail in the following section. Direct benefits of the road im~
provements 1eg Lnceease ;i,n access I decreaSe in travel times, the'

, ii
use of the road throughout,! t~e yeal;' e'l::c ] are perceived as the
rie:)Ctgroup of most important"effects. oth,er secondary effects of
the road,i.mprovements are perceived 1::.0 a limited extent.

6..4•4 The effect of thE! road on travel ,i
a. Lite.rature rE\view
Improvements to l:tural road infrastructure re$ul t in an increaGe
in Vehicle Volumes and 'cravel. ·Animportant consequence of the
provisiorti or improveml?;htof a road is the incre?fSe in travel f0r
non-economic related activities. (S~9tion 4. 1 and "se~itiop.4.9 ]
b. Libode Road
i. Libode tarred road

:'}.:'

Respondents were asked i~, traffic nad inc:t:"ea.sedsince the road
improvement and the reasons therefor. Figure 6.30 illustrai~es
the results. 99% of respondents said traffic had. increasE!d.
Reasons ascribed to this increase a.re the tarring of the roa.d
(77,4%), tourism and through traffic (11,~*h ip'C1~easein safety

! \

(6,3%), ,:the Use .of 'the road throughout the ?ye~i",J (2,7%) and in-
crease in taxi traffic (1 ,.~1%)•
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FIGURE 6.30'
y

: THE EFFECT OF THE tISODE ROAD ON T~E'FIC [ TARRED;'
ROAD RESIDE~TS 1 [ ALRl7,J~~"" J

~:'»
INCREASE IN TRAtF'IC (~9%)

~?

o P,)

NO CHANG~' (1~\}
~ .. , ... ito T.", ........... t1,~l<l

, "<Jifr Uj. ", .Ioa ~Hd (2.~)'L
~~_::""I ":

........... U:oly 11.3%,'

FIGURE 6.31 : THE EFFECT OF 'rHE",t:t1300E ROAD ON INDIVIDUAL TRAVEL
[ TARRED'ROAD RESIDENTS 1(.ALR1SI20 ]

I.'.

INCREASE IN TRAVEL '(75%)

NO CHANGE (25%)

ltesiq~nts were asked' ?.;f they had J,ncreased
trip (~akin9 since the' road had b,een 'ti1arred

': ,V'," \

felll. Figur~ 6. 31 i11ustrat~s the results,.
') ::."

·~h~ytravell~d more frequently. The reasons for i:ncrease in such
t.raVE:" are all related. directly to the road except Wfor one (p.@r-

,, ',,_, I~;, ' < I

sonaI reasons (10 ,6%) J. ReaSor.S for the increas'e included the'
availability of transport (25,6%L travel tilne savings (13J1%)~

comfort (lO,2%) f travel'\ cost savings (7,4%), inct'ea~'e in Siafety
(5,7%) and the use of,the road throLJhout the yearq (5,7%)'~ An
increase in the avai).ability of transport for traver wa~ :::~'d:en''''
tified by 36, a% of respondents as the moS''t: impor'l;ant effect;, of

" the road imprOVement [/ Figure 6.22 ).

f~

the frequenc}" of tpeir
~,~

and the ripasons there-
:'"

7 5% of .ti~ddents said

(
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Residents "were asked the. frequency of travel fpr va:cious purposes
ana tel various towns. 'IA_,trip was defined as the one-way tri~
being made by the resident for a particular purpose. Table 6.26
indicates the average frequency for each trip purpose.

TABLE 15.26 : FREQUBNCY OF TRIP PURl?OSE - LIBOOE ROAD [ ALR21 ]
Intermedi ateRoadNew Road Old Road

Work
Social
Shopping
ReligiousEducation
Hea1thGovernment

3,15
1,56
4,21 (i

1,76
0,722,70
0,55

3)52
1,00
2,96
lt28

1,49
0.88

12340,84
1,94
0,,98

1,250,13
N=70 N=25,

The most .frequently made trip is the shopping trip Which ie mad~
4,21 times :!?t.:=::cmonth. This is followed by the work trip which is
made 3,15 times P7;F month and health trips made 2/7 == per)'\
month. Trips cfl/lesser importance in terms of frequen~lY are ,-
religious trips ~l1.,76 tilnes per lnollth J" soeial trips /(fJ( 1,56

I.

times per montlt' ] t education trips [ 0172 times pel.~mgnt.a ], and
g,overnment trips [ 0,55 times per :montr! J.

TABLB 6.27 FREQUENCY OF TRAVEL TO VARIOUS CENTRES - tISODE ROAD
I)

I ALR23] O

Umtata
Libode <)

Port St Johns
lusildsiki
Ngqel ent
Tsomo

~,10
6,92
0,62
O~222,01O,Q4

In te rmediateRoad
2,26
5,80
0,72
0,09 .
0,71
0,03

(--~=25
"'~ ...../

01d Road
1;61

-> 4,65
0.470,20
O~85

New Road

N=75 N=29 -.
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Tabll~ 6.27 indicates the average frequent:y. -o't trip-s to vari()us
cent:l:'es in, 'tbe region. Residents travel to tfue town of \~tibq,Ue

;'.' ,

most frc.guently I 6,92 times per montJ;:l. J. This is folloW'eQ. by
\_i

thE~ town of Umtata as a centre of frequent travel. Residents
made 3,1 trips per month to Umtata. other towns of lessE~r impo;r;-
ta%ice in terms qf frequelJcy' are Ngqueleni [ 2,01 times r)e.r -morrth
JI Port st Johns [ 0,62 times per month ], Lusikisi~i [ 0,22
ti:mE~sper month J and Tsomo ( 0,04 til1\es per month J.

TABJ~E (5. 28 : PURPOSE OF 'I'M VEL TO UM'I'ATA - LIBODE ROAD [ALR24 •.2 J
\\

Nei1 Road
No. %

Work
SooialShopping

. Religious
Eduoation
Health
Government

5,6
10,1
4913

4
7

34

414....a
6S

5,8
20.3

'""l.a..2.

100TOTAL

Old RoadNo. %
10 1514
14 21,,5
24,5 37,7

" 2,5 3~8
" 1 1,5
l~ ... 1~j_',

65 'lOer

TA:eLl~ \5.29 )WAIL.Al3ILITY" OF LOCAL FACILITIES TO R~S~D~!j_:J)S

TRAVELLING TO UMT.ATA... LIBODE ROAD f ALR25 J
New Road Old RoadNo. ~ No. I

Facility availabl~ localiy
iacilities not available looally
TOTAL

40 58
2.S. ...U

20
~

65

SO,8
69,2

lOb69 100
88,4% of residents travel to tim'tata. Respondents tx'avelling to
Uit\tata \'lere asked the reasons and motivation for travE~l. The pur ...
pose of. travel to Umtata i~;iilllstrated in Table 6.28. 4$,3% are
travellilng for the purpose of "shopping- This is follo~ed in im-
portance by 20,3% travellin9 for health purposest 10,1% travell-
il)9 for social purposes, 8,7% tt.'avellinq for government purposes
and 5:((8% each travellinCj for education and wo:t::kpirrpcaas ." 'i 58*. of
residents travellin~ to umtata said that t~e. facilities were



~lvailable locally I TabJ!,.e6.29 J. Reasons for travelling 1;0 Um...

t:.ata instead 01: using local facilities are illustrated ,in Table
j5.30. Of the 58%travelling to umtata instead. of using local
facilities, 4S% said f~cilities were better in Utntata, 30%said

J)

'chat fecili ties we,;:e cheaper ami a further :3 olf,,;: that faaili ties
were both cheaper: and better.

Facilities bette~ in Umtata
Faoilities cheaper in Umt~ta
Faoili ties oheaper and betterin Umtata

16
% No.

48 13

30 1

as
512

'TOTAL
12. J..Q.

4G 100
:ii. Libode gravel roaid
l~esidEmt.swere aF-ked if traffio had inc:rteased on this t!;arrea roaa.
~tnd the reasons ther~~for. Fi'gUl:'e 6.32 illustrates the resUlts.. " (,

.'. " 'J /',\,

F:tGURE: s, 32 : THE EFJfE:CT OF THE LlaOOE ROAD ON TRAFFIC r GRAVEL
ROAD R:~SIDENTS J [ ALR17/1S ]

INCREASE IN TRAFf"IC (94.6%)

NO CHANGE (6.4%)
I)

94,6% .of resic:lei.nts sa,id traffio 'had in:::n;,\eased. C Rt'aasons ascribea
to th;i.s increa.se are the tarring Cl.,f the ro~d! (83,.,2%), the use of

" [/

the rc.lad t,hroughout the 'year (S',4%}, increase in safety .,o: 4%)



and an increase in taxi traftic (2,7%). Residents were asked if
they had increased the frequency of their trip making since the"
road had been tarred and the reasons therefor. Figure 6.33 il-
lustrates the results-. 2?% of residents said they travelled more
frequently., The reasons for increase in such travel are all re-
lated directly to the road except for one I personal reasons. (3%)
J. "j{p..asorts for the increase included the availability of
transpol;:t (9t6%) 1 travel time say!pJ",s (6,3%)" comfort (1,9%),, -

tl~avel cost savings (1,9%) y increas"-l in safety (0,7%) and the uge
of the road throughout the year (1,6%). A decX'E!a.sein mobil,;i..ty
'toretS identified as the single most important eft'soc'!;:. by 22.11% of

:f

intermediate road respondents and 28, 5%~<,of gravel ::o.oad respoIi,'"
\

• ,. Jide11ts [ Fl.gures 6.24 and 6.26 1.

FIGURE 6.33 .: THE EFFEC'l' OF TUE LI:eOOE F',OAO ON .nnXCVIP,UAL TE,AVEL
[ GRAVEL ROAD l1F;SlDENj!$ J [ A~19l~,{i J ,'.,

.,.{;, INCREASE IN THAVt:L, (25%)
!i 't\
II

"NO CHANGE (75%)

Residents were qU,esticned en the frequency of travel for various
purposes and to. var'Lous towns. Frequencies of travel ;~tvaz-Lcus

''. ... . . - ... . .. ('\'.,.' . . \':"purposes and to var i.ous towns between l.nterrnedJ.ate roa,e\~lPespon-"
deqts and gravel road respondents are different, and are t:~~rei~t't;i
prasal1,ted sapal.7ately. Tapia 5',,;26 iildioates, the., average fraqu~ncy
fer each. t~il? p.ur~ose!; for ir~s*~rmadiate ,.roa~.:,+;r~i~e~f~f?·':_The most
frequently made ·'t'i:'ipis the work trip OWhid~h is rn~t1e 3~52 times

I· . . ' ,per ~otlth. This is followed by the shopping trip' whic1t' is made
2,96 times peo :t:nonth and health trips made 1;49 'times per month.
Trips of lesser importance in terms of frequency. ar...e reli.gi'bus
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trips [ <'- 128 times per month ] I social trips [ (once a month J I

and government trips [ ,0,ss times per month J.. Table 6.26 alse
ihdicates the average frequency foreach.trip purpose for graveJ
road residents. The :most f:t'equently made trip is the shoppin~
trip ll1hich is made 1,94 til\leS per month. This 'is followed by the
work trip which is made 1,~4 times;! per month and health t:i:-ips
made 1,25 tilt1~,...per month. Trips of lesser importance in terms
of frequency are religious trips [ 0,98 time~ per :month ), social
trips [ 0,$4 times per :month J, and government trips [ O,l~
times per month 1.

'I'able: 6.27 indicates the average frequency of trips to various
centres in the region by ii'ltermediate road residents. 1<esi(3.ents
travel to the town of Lihod'e most frequently I 5,80 times pel
month ] 0'1 Next in terms of freqUency of travel is Umtata whiclt i::
visi ted .2,? 6 trips per month. Towns of lesser importance" it

.(...j-.
terms' of. t.:<;requencyare Port st Johns [ 0,72 t.i.!nes pe\1;monnh ]/

\:- .'

Nggueleni [ 0,71 times ptir month J, Lusikisiki [ 0,09 times pel
month J and Tso:mo( 0,03 times per month}. ,Table 6.27 aLsio Ln-
dicatE~S the average frequenoy of trips to vaz Lous centres fin the
region af gravel road resj.dents. Residentf=: travel to the town oj
Libode most frequently I 4: ,65 times per month J. This is :tOl-
lowed by the town of Umtata as a oentre of frequent trav$l.
Residel'lts made 1,61 trips per. month to Umtata. 9ther towns oj
lesser importance in terms of frequency are N9~heleni [ 0/8=_' . p

times p~r :month J, Port St Johns [ 0, -47 times per month I ant
!Jusikisiki' ''[ 0, 20 ti~.~s per month ].

I',

84 t 4%qf_,?r.esponden.ts travel tl'l umtata. ;RE!spond.antstravellil'lg tt
\\

Umt'ata w~ire asked the reasons fo!: travel and the :motJ.vatiori fOl
such trCJv~~l. The purpose I:)f travel 110 Umta1.:ais illust;t:'at.~d it

.. .... D. .. .... ,'/.... . . .. _'. /1
'Table 6. ~':8 37,7% 'are travelling to~, the purpose of Shqpping.
This is' ~'ollowed in irnpo:::tance by 21, b% "travelliri~ for ~,sociaJ
PUl;"poSE1S,'15, ~4~, travelling fol;"~~,heal th purposes I 1$, 4% t';ravellin~
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fOl: work purposes, 4 I 6% travelling for government purposes, 3;~a~
for religious purposes and 1,5% travelling for education' pur-

", it

poses. 30,1'3% of residents travelling t~ Umtata said that thE
faciliti~s ,'t>lereavailable locally { TablEt'6.29 J. Reasons fOl

travelling to umtata instead of using local facilities are il-
l~~trated in Table 6.30. Of tile 30 ,8% tr'~"l~ll;ln9' to umtata in-

'<~,,/
stead of using- local facilities, 65% said facilities were bettel
in U:mtata.,5% said that fac~ljties were cheaper and a further 30~
that facilities 'iere both cheaper and better.
iiL Discussion
The findings above indic,ate that the tarring of the road has at-
tracted" vehicuiar traffic.' Furthere.more findings from Sectior
6.2 support this evidence. The attraction of traffic to thE
tarred road has important consequences. 70% of tarred roac
respondents stated that they travel more frequently since thE
road has been tarred. Of greater ifitportance :for Lnoz-aasec
frequency of travel is the availability of transport fqr travel;
This sU9'gests that increased 'traffio re$ul ts in increased com-
fuunity travel. T.he ava~lability of travel [ mohility ] was iden-
tifi~d"as the g-reatest effect of the rQad improvement by 36,8% OJ

tarl~ed roads residents. ' surfac.ed road oonditions attrac1
vehicles, SO'111e of which' ar~ pass;eng-er vel1J.cles. [, Section 6.:2 :

fo,~heability to travel iSA,therefore increaseq. Patronage of pas-
~,lengerpervices increases \·\the",frequency of such a service oitel
by ~ncreasing the fleet slze.U: ,ThiS (':;!?su.lts in. gr~!ater traffic
vt\:>];umesI and more pas senqer- vehl.oles 'J and the. above system per-
pE;\\tuateS"i tselt 'f

:1
Ii

Th,\~attraction of traffic to the tarred road ,does however haVE
;'

ne~\tativlfeffects on respond~.!'ntsliving away ft'om the tarred road,
only 25'%of gravel ro~,. re~i<ients have increased the frequency OJ

their t.ravel. ; The"large non"'ind1:'ease in fl:'equency of travel oj
grav!l road residents 'can be attributed to the Jecrease i1
Inobility associated 'tIrith the gravel road, which was identified as
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»

the greatest effect of the road improvement by gravel roa.d resi-
dents. [Sect~.on 6. 4•4 J <,

Tarred road residents travel much <Jllorefrequently than inter-
mediate or gravel road residents. Gravel road resident:s travel
the least frequently of all resident::;. The Infreq:..lent travel of
gravel road residents can be attributed to the unavailability of
transport. for travel and activities in whi~h respondents' are
largely involved I informal non-economic activities J [ Section
(:).4.:2 J. 'rhe differenCe between the total trips per month for
various activities [ Table 6.26 J and the total trips" to various
centres I Table 6\~<271 could be caused by multi"-purpose trips and
other local trips which do not iiwolve travel to town. ~espon'"
dents travel largelY for thc6 purpose of shopping followed in im...,
.por'tance by trips for health and work purposes.

o

The road ixnproven\enthas created greater acceas to other centres,
particularly Umtata to where more than 85% of residents travel.

~. .,

·Ilnproyed,road conditions encourage greater distance, travel [Sec-~ - .

,)tion 6.5.7 J and more frequent travel [ Section (5.::1.2 ]. Thus
"increased' access has expanded the c~tchment area of the umtata
<,reg1.0n to the detriment o~ the Libode' region resulting in a large

., .. .' " \." .
amount of revenge leaking from the ~egion even though facilities

This is discussed at greJater le11gth i~'aze available locally.
Sect10h 6. 5.7 • If

.1

c. st..~rksprui,~tRoad
f/;

Residents 'Wereasked if. tr~lffic had, increased since <the road Lm ..•
(./

provement ':a.n'dthe rea\s,ons tne<r~of. FigUre 6.34 illustrates the
results. ,:93,5% of re~:idant$ said traffic had increas~d. Reasons

< '~i. , J) , .

ascribed, to this incr,eas~ are the tarring of the J;;oam(52,.8%),
the ava~<lability of ,,~ehiCl,e\s\o~. travel (10,3%), toU.~iS111and
"through" tra.ffic (8,1~), increa1fu in safety "(7/6%), decrea~;e in

. .' '. . j\ ". .... '. . . ,--.
travel time,•.(4%) I tbe use of the road thr'oughout the y~a'l:
(2,5%), and increase in taxi traffic (1,4%).
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FIGURE 5.34 THE EFFECT OF Th"E STERKSPRUIT ROAD ON TRAFFIC
[ ASR17/18 ]

INCREASE .IN TRAFFIC (93.5%)
'rllMTlng .r-tt.~4(52 •• .,

,.

NO CHANGE: (6.5%)

TABLE 6.:n : THE EFF~CT OF THE STERKSPRUIT ROAD 01:-~INDIVIDUAL
~RAVEL ( ASR19/20 J

Young Young Old Old
Males" . Females Hales Females

no. % No, x No. % No. :4

Increase in
travel

Ho change in It
travel' "i

"" \'

No teponse

19 50 46 05>"4 11

19 50 37 44,6 39
_a ~ _a -------..... _l

(.)41 100 89 100 51

22 31 37,6

78 51 82,2
.aa

TOTAL .,100 S4 100
"FIGURE 6.35 THE EFFECT OF '.rHE STERKSPRUIT ROAD ON INDIVIDUAL

TRAVEL [ ASR19/2~' ]
" INCRt:ASE IN TR,t>VEL(42.3%)

",,;. s",i, •• (1%)
#h.pplng. (.1.,.)
!Iof." (,.7%)

'.it\'t1 u.. " ".... ("."tX)
C.mfort (I).'ii.)
Olhil, (4~.~)

c

NO CHANGE: (57.7%)

Residents W$l;'eask~d:if they had increased the" f:r';quency of their
<:,:':~'.•': ; - > ',,-, - - - - ,,\\' - - - ;," \'

trip making since the road bad "been 1;arreq1o and the reasops
thereof. The four(:,~.p:··PUP$ respondf)d differently. f).'able-: 6.31 11-
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lustrate.s the results. "!loung-people pave increase.d the. frequency
of their trave.l to a greater extent than older people. 50%and
55,4% of young males" and young females have increased ;,the

() ,

frequency e>f tbeir travel" Only 22% and 31,8% of old. males, a:i1d
old females re\~~cti vely have increased the frequency of their
travel.. The reasons for the increase :t:~:.i::.ravel yield similar

Q

resul ts and are therefore pre~ented as one sample in Figure 6. ~5;' ,;
The reasons f~?r increase in frequency 0(' travel is' th~
availability of tran~~port ;(24%) and personal reason~ (~;,l%}•
O.ther :reasons! of les~\er importance for. the increase included
travel tinte savings (2%)0;.increase in shopping (1,9%), increase
i~ safety (l,,?%) r r':..3 use. of,.the road throughout the year (1,1%)

,.\ .' .... ..... '.' .'.<.", " , " .. , '.' , ',' ". ",'".
a~ld co:mfort' (O,8%)D,r' An increase in the aVa'ilability, of transport
for travel,. wa$ identified as the most important:. e,ffect of the

7) \1

road ilnprQVement by 30% of respondents t ::zection 6.4.3 J. '

Residents ~~ere quast,ioned OIl the frequenc~c of travel for' various
~'. . "

purposes al~d to various towns. Tables 6.32 and 6,..33 indicate the
\~verage frequenoy 'fQ±' "eaCh" t:r.ip purpOSe and tAe. average fr~gue:n¢:~t

.-:, . - . ... (l i - - - - ..

to vaz-LousQe!tl;!l~esin 'terms cf the four groups respectively.

Young
Males"

<t~a
WorW' f
Sooial:'ShoppingReligiousEdu..;ation
HealthGovernment

6,25
2/32
4,01
1,27o.ai
0,92;,.
O~ is

'<""N=37
,~,~~ .:
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Young Old
Femaht,s Hales

1,53
1.32.
2,94
'0,92
1$26
1,18

..0,14

3,31
0,60
l,8S
0,8S
0,[18
1,03
0,08

N=51 N=35

Old
Females

1.97
1>011,90
1,26
1,40
0/22

N:::81



\)

/I TABLE ($.33 : FREQUENCY OF TRAVEL TO VARIOUS CENTRES - STERKSPRUIT
ROAD ..[ ASR23 ]

'"

Young '\j Young Old
Males' Fem$,les Males

Old
Females

timtafa
Sterkspruit
Zastron
Lady Grey
Aliwa.l North

.»

0123
9)84
1432
O~96
0,55

N:::S5

0,07
5J73
OJ53
O~61
OlS8

N=83 N=47

0, is
~C22
0~-3]
0,4'8
0/31

N=64

Males temd to travel more frequently than females ~ Young males

education triPS. ~,:0, 81 t.imes per month J,
. a, 19 times .per l't'lon~th ].

travel the '''most frequently. The ~d~:t frequently made trip of
youn9 ll'.ales is the v.rorJttlitrip which is made 6, 25 times per month.
This is followed by the shoppipg trip which is made 4,01 times
p(::r month and social trips l\J,ade2 i :'32 times per month. Trips of
lesser Importance in terms of frequency are religious trtps r
1,27 times ,·per month J, health trips rD., 92 .times per month],

and(·,90vernment ,.trips ("
.~

~·d
i._l i. \)

Young :males travel to the town of Sterkspruit :most frequently [
9,64 ti'm~s per month J. This is followed in terms of frequency
to zastron which is Inldl{1,32 trips p.er month. TOWns\\~! lesse~
importance in tC1'.'l'IlS oD;'vtfrequency are Lady Grey I 0; 96 times per
month J, Aliwal North r 0 (,'..15 times per month J, and Umtata [ o , 23
times per month).

Old males follow young males in terms Of. fregUenCYJof .travel.
The most frequently made trip', of old males is the war :trip which
is made :3,31 times per month followed by the Shopping t!.~ip which
is made l., 89 times per month and the health trip made 1,153 times

Q
per month" Trip,s of lesser importance in terms of frequency are
relig:i.ous tri_ps [ 0,85 times per month J I social t:rips [ Of SO
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'I

times :per ,month ], ed1.lcation,trips ( 0,08 times per month J and
"go"V'ernment :t:.liips I hi 28 times ~per mcnth J. \0

,)'. ()~~'('.~
Old rnale$ travel to the town of St.erksprui t most frequently ,(
$,81 times per month j , This is follow-ed by travel to Aliwal
No::th [ 1 t:3 0 trips Per month ) and Lady Grey I 1,26 trips per
month ). Towns,·of lesser importance in terms of frequency are
zastron r 0,64 times pe:t'month ] and Umtata f Q.,16 times per
:month J. { ,:

The most frequently made trip of young' females is the shoppirig
trip which is made 2{94 times pier l;~.,nt~. This is followed by tl1e
work trip whicl'..Jis made 1,5.3 times per month. Next in, importance
. in terms of' "frequency are social trips made 1,32 times per month.
Trip~ (,'It lesser importance in trams of trequency are educat:\ion

" \\,

trips t; 1,26 times "per month ], health trips t l,l8 times per
month ], religious trips [ 0,92 times per month ], and qovetl.7nment

. /;,

trips L 0, 14 tilll;as per month ].
,:..
0.

Young f~males travel to the town of sterkspruit most frequently
[ 5,73 times per l\'\o,nth ]. This is ,fo,llovted in terms ot, frequency
,of travel to Lady ~rey [ 0,61 trip~ l?er month 1. Other towns of
leSSer importance in terms of frequency are Zastron [ 0,53 times
per month 1,' Aliwal North [ 0,38 times per" month ], and Umtata [
0,07 times per month J.

:;"'";~':::'-=:~-'?-'j'.,

Old femal.~~ travel the l,east f:i-equently of all respondents. The
most. freq;Jently made trip of old females is the worK trip which(/' , '

is made' 1, 97 tim,~s per month. This is followed by the shopping
trip Which is made 1,90 times perCimo/.t"1 and l.lealth t,rips made

t' . "'~ i\
1.,,40 tin\es. per merrch, Trips o~\ lesser importance in term~. of

~frequency are religious trips [\,26 times per month L social
-t-:- ~-_, fJ::·_'_

tri};)s [ 1, of times per month' J, 'gov~~ntnent ,;t,yj;~'i$:~'t"0,22 times per
monfh J 'and, e4uc~tiQn\ltrips ~f;~~~£n~f~'po~""J;~~~~,,:"~~{::it~~l.

,\ I?r,<, : .:c(,~?
i\t<lJP.)~,iI',

1•• :,.'. !t)\\'



Old females travel to the town o,f "sterkspr~~r" most" frequently c

[4,22 t;i.mes per month J. Towns" -O'f lesse.l,"' im~r~ance in terms ,of

fre,gJ.:1encyare Lady Gl!re:y I 0,49 times p,er month) 1,"Zastron I 0,33
tim~s per month ], Aliwal North r 0/31 times pe:r.~onth.JI and Om-

Q --

tata [ 0,13 'times per lti'onth J.

Re:sp,pJ;}dents travelling to trmtata. were ask¢d the reasons for '
1/

tl.·~ve-1;,'and. the motivation for" same. only 9,17% of resident~
-; I' (.'1

travel to U:mtJt,ta. The purpose ox travel to Umtata is illustrated; ,
in Table 6.34. Tne purpose of travelling to t1mtatr: is for work

(28%) t social (~J3%) and health, purpo$.ru;) ,{,28%). G('wernment and"

r~t,i9iO~S trips ;re mage ~pyi i~frtl1er \~;~,G'Sach. 44% ~f residents,
tra:velling to pmtata said that the, fa¢ilitie~ weJie available 10'"

,) _ _ _ __ _ _ _ ,,', C'!? __~: _ _ _ _ _ . "'''' .,'
cally ( Table (5.35 ]. Reasons'. fo't t;lj:avelliri'9 to Umtata;:;;'instead
of \;1sin9'looa,l facilities i:qstead are illustr.ated i;l Table '6. 3c£.
Of the 44%travelling to Unttata of using local', facilities, 55,6%

o ..

said f~9ilities were: bette~ in Umtata, 22,2% said that !lacilitieso ' .

are not always available lin sterkspruit and a ;,t:,urther 22,2% said
it was related to head ,offic~ purposes. ~ ~

u 1/
oj, ';1

,;,7

TA~LE 6.34 : Ptiltl?OGE OF 'J;RAvtt TO UMTATA - "S'rERl<SPRt1!',f ROAD

c if? ASR24. 2 ]

No. %

7 28
7 28

2 8

7 28
2 S
-l -
26 100

Work
Social."Shopping
Religious
EduoationHealth
GovernmentNo ref?POl'lse

, TOTAL
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TABLE 6.35 : AVAIIAaILI~¥ of LOCAL FACILITI~S TO RESIDENTS
TR.,\VELLING TO t1MTATA,""S1ERKSPRUIT ROAP [ ASR2f.>

No. 1'.
/'

,_·.,:lin '. ,; __.. ". . -.< c

\~'a\iiili ties available in Sterltsprui t
:i!'uJ.'oilit::~s hot availa!':',Je in ~)tel'kspr\li t
'Ho resJ;,onse

11 1/~4
14 56
....l.

ze 100
TABLE 6.36 : REASON fOR THE USE OF FACILITIES IN UMTATA !NSTEA\{~"

OF' TBOSE AVAILABLE LOCALLY - STERKSPRUIT ROAD[ASR26j

Fadilities better in Umta~a
Facilities not always availabJe

\\.Head Oftic~ \
No l'esp'onse \

55,6
,!2,2 "
22J2

TOTAL

~
'"....z.

11 (; 100

d Discussion ;
It is evident from the findHlgs above that the tarring of bo~h
roads has increased traffic. " Furthermore r$sidentst particularly,
c:':-~:::-i~______ t-' _ _ _. _ ... _ _ _ _ _ _. . - _ _ __ • __ . __ ,"
younge!;>:' resJ.dents have J.ncreased the frequency of t:.heJ.r travel
sinct= the road has been tarred. The "";\ainreason for such travel
can be attributed to the availai:>ility of transport for travel.

Males travel. moze frequer.ltly tl1an females Within this
categorisation the younger. PC.t?ul~tion travels" mor-e freguent~y'
than the older population. The majo:r'ity o;C':,t,r;ips made by males ~
is for ;the purpose of wo!.,~. 'rhis is followe~ 'by trip~ for shop- (fl

\:;';ping purposes. ,:Females travel most frequent1X_",:fOr shopping pur--
poses followed by trips made, for work p~"rposes. The older,
population travels more frequently for health purposes while the
younger population travels more frequently for social purposes.

Improved road conditions have increased access to both regions.
The eff~ct of increased access in the two regions does however
produce different r~sul ts. In the SterksprUlit region t.he Lm...., 0
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provement Of the sterkspruit Road results in the expansion of the
I',' ..:

oatchment area of th\a town of sterkspru:l.t'.' where resident and
business activity is concentrated and wsere the J::>ulk,of resident
trips cQnverge,. Few trips are made outside the region. This' has
important eonsequenc~~t ~"n economic activity within the region.

i~;

The result of increased acc~ss in the Lib;de region has the op..
posita effect. The improvement of the Libode, Road has increased
the catcmnent a~ea afCi the town Ilof umtata and a large amount ,)f
trip~ 9'en~~:tated/;}Wi thin the regioin by-pass the :Lower level town! ofLib""':~1seek' the se"",?ce~ fotd "'ithin tl).eto'1n 01f l1mtata. .

"Xt can t I~refore be concluded (bat thaj'eftect of tlH\ road im-
provement pn access and the resu\~tant travel beha'1,iour depends on
local cir fnstanc:es in te:rms of (the demographic, economf,c and S9-

C" ,ial"",,and 9 ro, 9,rap"hi,C set,u,p, , Road \,I,i ,intP"ro,ve~~,nt,s ma,Y,al,1.0W, ',"<'ac,C,es,s to"
'% region S\? that it becomes a, s~pregion within a larger x'egion's
catchment" '~rea or 'it may open u~ta region so that it encourages

\'activity ad; travel to r.e conce~~trated within the reg;ion. The
resultant "ffcacts have importan~ consequences on the eccnomfc
developmeb1 of the region. Th~ effect of improved access on
eccnomic a1tivity is disaussed!in greater det,tl in section
6.5.7. ~ ~

\1 ,(I,
1:)".4• .5 The ':~Wfect of the road on p\~Pu.£~~ion mov,;m~nt '
a. Literatur¢\ review "\\ '~''''~''~c_,~,,:j"

!mprovem(1nt~ \to ruraJ. ;road infral::i~~ructure tend to encourage the
movement of po'pulations to the roa~f:lide [ Secti,on 4,13 j •
b. Libode Roacl i \)

i 1\

i. Libbde tarred ;r.:oad ~\
) 1 \\ :~:;

Residents Were as:k~d how 1011g th~y ~ad been living in the anea,
i_} ;. '. 1\

This was to determine if t'h~,./;·~G}rred ~oat:l was an attractive Loca-
tiol) for outsiders. Furt!tet~;~e the \~nternal movement of estab-
lished residents Wt."!.S determ~r.edby suBij::ractfnfj the percentage of

"\

\
':.
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newcomet's into the area (~rom the. total perGentage ofc ret1lidents
,;. __~ I). \,~

who moved as --a result of 'the road improveme'nt~ .5 2% of in ...., ,~
)I

habitants, liesitlent, along the road are newcomers in the area (
Tabl'e 6.,,37 J. 5,2%, ( 10,4% - .> !h;2% 1 9f estaJjlished resid.ents
moved to theroadsitle ,as a result of the-oroed improvement t Table
6.38", J. Table 6.39 indica.tes that the changes of location Were

1( . ,

ali 'rel.atedt to the. advantages of the road. bf the 10,4% that
changed location 87,5% did so because of transport advantages and

c.. . , , ' I

12,5% did ~o'for other reasons relating,tO' advantages associated
c

with·, tIle :rQad~"

TABLE '6.21 LENGTH OF ABOOE IN THE LIBODE REGION [ ALRl J

Nf.lW Road
No. %

Old Roa1
, tio. '%

o

Respondents lfvjng in the area
for less than a years 5 J 1,3

",
Responden'cs living in th\t;area
fot" more than"2 years -,

No response
TOTAL

91.
2~

76

1

"

98 7·'_. ,

98 loa ,78 100

TABLE 6.38 : THE EFFECT OF THE L!SODE ROAP ON THE RELOCATJ;PN .-PF
MSIDENTS r ALR30.1 J

.('.:~

N,ew Road
No. %

~oved as a resuit 9~ the road
Did not move \,)
No l:'esponse
TOTAL

10 10,4
86 89.8
...2.

98 " 100

1
74
....!t

1,$
96,7

78 100

'-;.-
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TAB:t'm6.39 ::REASONS FOR RELOCATION OF RESIDENTS - LIBOOE ROAD
t ALR!~O.2 J

Reasons \\ Hew Road
No. x Old Road

No." %

T.r~>nsport advantages
Other roadside ,dvantages
Other
Ncf response

TO'TAL
Respondents were ask,ed where they preferred to live in order to
determine if the tarred roat:1was a potentially attractive 10c9--
\~ion and th~'reasons t'hereof., The results are illustrated in

(\
Fiqur .. 6.36." \1
FIGrJ~lE 6 ..J 6 : l?!{EFERREP PrJ.~CE' OF ABODE ,.. LIBODE ;ROAD [ TARRED J

o ,;;-

ROAD RESIDENTS )[ ":ALR:35/36.1/:36.2J

PREFER TO LIVE FURTHER
F'~OM THE ROAD (S.2~)

PREFER TO LIVE ALONGSIDE
'.' THE ROAD (91.870)

91,8% ot t,\rred road residents preferred to l.ive alongsd.dla the
"tarrecl ecad , The main reason identified by a3/4\: of t'¢;sidents

toft pr~fe:r:ring to live alongside the l:oad waS'1;')'~cau~peof ~ObilitY'
, (,', '\

auvan.tages. Reasons 9f lesser inlport~nce identifieQi, by residents
, a,re health advantages (3 12. %), bus iness advarltages (l, 1%), and no
a{ivantage in moving elsewherQ (1., 1%)• 8 r 2%of tarred road resi-

• .. (I '" i;'-;'';;:;''::'_,--,<::

dents preferred to ll.ve further away from the r'oad due t"o
problems of roadsid'e living. Respondents were asked if they had
perceived an infl'llX of people into the ar'ea, the changes which,
had occurred and the effect O,lt their families ." The r~sul t~ are
illustrated in Figure 6.37.. ~
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FIGURE 6.37 : TflE EFFECT OF 'I'H}!: LIBODE ROAD ON l?Ol?U~TION MOVE'"

MENT [ TARREOROADRESIDENTS J( ALR31/32.1/32.2 J

·tflw~ I;yl"".",."um ( ..... :)_

1"",.,,011 "'. ".11 ..... ().l) ~_

~r,'.....wll_.Uf'tl.ml~' (3.3%)

Soc"" .... '0•.(t,1"1",,,,,"1'"".R"'''' ("'.)
...... (),3lIl

PEOPLt HAVE NOT MOVED
INTO THE AREA (36.7%)

Ci.

PE:OPU:: HAVE: MOVED INTO
lHE: AREA (6.3.3%)

63 ,3% of ,;-es.id~J1t.s 1iv1ng along'" the. tarred road si:dd that peopla',
Ii'

had moved/into the ar/,::!a. 32(7% said that no changes had oc~urred
II ' .

as a resl,ht of -.this./movement. 30, ~% sa:ld changes had oci'(lrred
i ! . ,-," "<I

since p.~ple moved \~nto the area. The most ',important change
;:-

identrfi~~d by 13 t 1% 0; respondents-: waS a break-down in law and
order. Other ohanges of lesser 5i.ttnPQrtancewere the improvement

.!' \i

in educQftion (4 t 4%), improved la\~ and order (.3/3%) I in,creased
buildin~: activity (3,3%), social benefits (2,2%) and population
congestion (1,1%). "Figura 6~3a illustrates the effect of the
changes on t.he family.

"NO CIWIGt (32,7)

FIGURE (5. 38 ,~ THE EFFECT or l?Ol?t11.,1ATION MOVEMENT ON THE FAMILY -
LI130f,E: ROAD ( TA'AAEP ROAD RESIDENTS J (ALR31/3~l34]

PE:OPLE HAvki uovrc INiO
THE AREA (63.3%)

Ev1.dE!l'it from C:t.his figure is that although 30,6% of respondents
I), ' ,

pe~p~i'Ved changes to have occurred 7;6% said the changes had no
\0«

effec\\~)on them. The remainder., of residents perceiving change
\lJ

C~,.',,'M¥. D"'IIOII~::._!!~.ct O~iamllt (,.$%)
" P£OPL£ HAVE NOT MOVt:D

INTO tHE AREA ('>6.7%)
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said they were affected - lJ ,3% affected in a positive way and
9,9% in a l1eqativeway. R(?spondents were asked if the peqple who
lived alongside the road are different to thos~;who live a dis-
tance away from the :road and the reasons fRr the dif.ference.
Figure '6.39 illustrates the resul'(:s.

FIGURE 6..39 : THE DIFFERENCE BETWEEN RESIDENTS LOCATED ALONGSIDE
THE ROAD AND 'tHOSELIVING A DISTANCE AWAY ...L!BODE
ROAD TARRED ROAD RES!DENTS ][ ALR37/38 ]

NO DlF'FtRENCE (28.6':)
"if

"PEOPI.,E DIFF'ER£:NT (71.4%)

01,4% of tarred road ~espond!:mts said t;hat cO'rlunucnities living
alongside the road were different. The reasons for tipe dif-
ference were' they have mobili ty adva~tages (5{ ~ \" tra~kl ti:me

I'savings (3,1%) and business advantages (2,1%).
ii J\ Libode gravel road 1\

Ji

Residents were asked hoyt l~i"~g -they had been living in the area.
This, WaS to determine;, if the tarred road was an attractive looa-
t;i!J:m for outsiders. Furthermore the interna';J,. movement of est.ap ...
Li.shed ,res;i.dentS" was determined by suPtract.in'~ the ~eroenta'9'eof,
newcomers into the area from the total pe:r:l;f;titage of residents
who moved as a result of the road improv.~ent. 1,3% of i1'1-

"
habi ta'n\':.s resident in the g~avel roac:'i region a,e' newcomer-s in the
area. [Tabl, 6.37,] No established residents moved tb the
gravel ro~:::>£one of influence as a result on the read imprOVe'"
merrt,'. ( Table 6.38 J Table 6.39 indioates that the change of

"

location was not related to tJ;ya-a<.ivantages of the road.



1/

'\II
'\Respondent.s liVing alongside the i)grf.w~l road w~re asked where

they preferred" to live in order to det;ermine if the tarred road
was an attractive location· and the ltea,sons therefore J Di.f:'"

J/

fe.ranee.s in response between intermediate road residents and
grave(* road residents were l1oteq, and al:e there·fore presented
seperalt~lY" The prefered place of abode of inte:nne,diate road
residents at'S illustrated in Figure 6.40.

FIGURE 6.40 PREFERRED PLACE OF ABODE - LIBODE ROAP [ INTERME-
bIATE ROADRf';SIDENTS J [ ALR35/36.1/36.2 J

\',

\\\~i>" ,~~ Pt"t,;I.ml ~hh mth'k'!g "'t.n:;)

pl'R TO LlV, FURTHER
FRO\THE RC,~D(62.5%)

II. \
\. \ P:Dl>liM. -bf _"tHUll,. U'tltt; -(:0.&:,
\ '~, " .

37,5% Of\ int~~ediate road residents preferred ~o live .alongsiQe
the tarr~d roa\~. The main reason identified by:,25% of :r.'esidehtSi
for 'Prefe:t"Z'ing'to live along'side the ro.ad is .mobi.lity adlV"~ntages....
fol·lo\ved in importance by 14,5% identifying ~uslness and e~",ploy-
merrt; advantage.So. 62,5% of J..' nt.ermecliate road((..:t'. es....i.den.ts prete-I'r.e..d.'.
to live further away from the road. 20,8% id~p.tified the problem
of. roadside living as .the reasbn for preferring' to live further
away. 25% saW' no advantage in moving towards the roadside and'
thg advantages of roadside ~iving we:x.·eunab't e to compensate fOl:
the problems associated with moving for a further 16,7%. Respon-
dents wer.e asked if they had perCeived an influx of people into
the area, the -Changeswhich had occurred and the effect on their
tamili~p. trhe resu1'(;s are illustrated in Figure (5.41. 31,8% of

I .... . .'

re~id.·e~t$ liVing.·.. alOng t.·~.t.'e.in~erlnediate roa.d sa..· id. tha..:t.,.. pe..o..pl.·..a ·.h..ad
moved l.nto the area." 6d %0 sald that no changes had occurred as a
result of this move~~11t~125,4% said ohang;,s had ot::ourred' sd.nce,

!! '._}
li[ ', ':)

PR~F'E:R to uvr ALONGSIDE:
THE ROA() (S7.5%) ,.;_:.

,! .161
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IJ

people had moved into the area. The. :most :i.mpozotantchang~ idem-
tified by 19,,1% of respondents was that population congestiort had
cccured- followed by 6,4% ident"ifYing a break-down, ;t'fi, ,.law and or-
der. ~,-,

.\.:-l
, \/

F!GURE 6.41 : THE EFFECT OF THE LIB01')E ROAD ON POPU1ATICh~ MOVE-
MENT [ INTER1>!EDIATEF ROA.D RES IDENTS J
t ALR31/32 i:1./32" 2 J

() '."

PfOPLE: HA\I,~ NOT MOVED
INIer THE MEA (6a.2%)

i"i

PE;OPLE:HAVE MOVED INTO
THE ARE:A (.31.8%)

FIGURE 6.42 : THE EFFr' .....OF
LI~qDn c , "\" 1
-t ALR31/33/34

POPtP'..Jl.TION MOVEMEN'!',ON THE FAHI!;¥ r
INTERMEDIATE :nOAD'~Sr.D~N1sJ~

i\

PEOPLE HAVE NOT MOVED
INTO THE; AREA (68.2%)

PEOPlE HAVE MPVt:D INTO ~h""O" ~.... no ." ... (:s.,);)

o THE ARtA (31.8%) " , ,
Figure 6. 4,~ illustrates the effect of the 'Cha\~ges on 'tJrua family P

I; F

and indicates that no respondents who perceived Cih~ngeshad 010··

qyrred were affected }?y these changes.

,. ~
Grav~l road respondents were also asked \'lhere the~ prefe:r:;:,ed t.o
live in 'or,~er to determine if the t~frred' road ,w~s an" attractiNe ;-:
location and the reasons 'therefore. Th~ results are Lill:Ustrated '
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in Figure 6.43"
II

l!'!$URE 6.43 : PREFERnED PLACE OF ABODE - L!130DE ROAD [ GRAVEL
ROAD RESIDENTS H ALlt~5136<>ll36.2 1

. PREFER 10 LIVE ALONGSIDE
; ." THE BOAD (30.8~)

~.OHf"-H.."tttH ()1;) "".Int" .*ft~"f'.\'......,
15.11:) . " •

PREFtR TO LIVE FURTHER
FROM THE ROAD (69.2.%)

>j' :

"5 .... _he iict"CW1tCltot pf ""'~.tifO ~30~"$-;:) _"

Only 30,8% of gravel road :residents preferred to live alongside
the tarred road." The' :main reason identified by 22,2% of resi-
dents f~r pz:eferring :to 11ve alotlqsid,e the road i,s;}nobiIity ad'";
vantages. 'Reasons of lesser importance identified by re.:sidents
are pusineSsadvantaqes (1,9%) and health advantag-es (1%). 69,2%

" of gravel rdael residents preferred to 'live further away fl.·olllthe
r) '\ - ..

....road~ The ,.:two major :reasons for· the choice were' resident.s were
unable to See the advantages of moving (30,5%) and, the advantages

- ,-

of moving could not coropensatli; for·· the p:r:~plti\lnS of moving. .

(30p5%). Only 4,1% identified.}?rl?blems of roadside living as the
l-easort, 7~~r~'livil1g else~tlhere: (ke~~ondents were asked if the¥, 'had
perceive~~ an influx of p~OPle... il1.'lt.'o. the ar.ea, the Chan.ges .WhiCh
had occu~~red and the effect on td~eir famil£es. The results lare

'.ill.U.S1:l:.a.t:e.d i.'~. r.,.l..' g.,U" re.···6'."'.44'. ..2.....•.2:·'.l..i%.· .•.. 0., 'f..'..r.•..e.•s.).'.dO. n..t.s.: I.i.•V..i.ng ..(~.)l.o•...ng ·.-:~'...••..h•...•e"::tarred road said that people had '.~ove~, J.nto the .axaa , 14, 9% S~~!ld~,

that no chal')ges had occurred .~.b; a resl,ll t· of this movementt.
chaq~j$ noted by responden~s Jere social benefits (5%) and
popUlation congestion (2,5%) .. Figt:l.r~\P.45 illustrates the eff:~d)t

Ii '\bf the changes on the family. r. .\
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FIGURID 6~44 : THE :eFFECT OF THE LIBODE ROAD ON POPU!sAT!Ol'{,J-10VE'"
MEN'!' r GRAVEL ROAD RESIOENTS J ( ALR31/32 .1/32:..2 I

PEO?Lt: HAVE NOT MOVED
!NTO THE ARrfA (77~5%)

PEOPLE HAVE MOVED INTO
., TH[ AREA (.22.4%)

! ~%B EFFECT OF POPULATION MOVEl>tENT ON "THE FAMILY ....

LIBODE ROAD [G~V~L .ROAD RESl:PENTS'\,1JAxilR31/33/34]
PEOPLE HAVE ~.pT MOVED '~?;l.--c::J
INTO THE AREA (77.6%) /1 0

".puIothm ._.,,,~ (2.52)

110,101 ""'''lit tS~)

[\

PE:OPLE•.I;:l£iE,!A.oVE:D INTO
THE AR!:A (22.4%)

Evident, f;t'omthis f,igure .is that al thOllgh 7; 5% 0,£ respondents
perceived dhanges )l9id occ~~req only 0,7% perceived a change af ...
i;ecting the family i!~~ a pc~:i.tive way. Respondents Were aS~d if
the people who liV'~i~alongside the road are different to those
whq live a distance. away from,the road and, the zeaacns for the
difference. Fi<,;l,ul:e 6.46 illustrates the results. 65,3% of
gravel road respondents said that communities living alongside.
the road 1,o,'Tare dif.fart'ent. The reasons for the diffE>.rence wers'
. ... Ii . . . .
tgey have mobility al~vantages (46,2%) 1 travel ti:me savings (2,1%)
and business advantages (2,1%). ."

ChO"$" fut, •• p•• »W. ~1f•• 1 "" IN tar"IIT (0.7%) ... ,

-1 CM-~~ ,"",. fl •• U...I c•.• ;)

\-

;' i
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FIGURE 6.46 : THE PIFFERENCE BETWEEN RESIDENTS LOCATED ~~ONGSIDE
• . i_."

THE ROAD AND THOSE LIVING A SIATANCE AWAY - LIBODE
,ROAP ( GRAVEL ROAD RESIOENTS J r AL..,,",::~7/3S J

\)

P~OPLE OIFFtRE:NT (65,3~)

ii i .:DIscussion
It is evident fr.om the findings above thc;;'t;'the tarred road is an
attractive location for both newc6:ners moving into the area and
for establ ished residents. The. 'V;.astmaj ori ty of tarred road
\residents prefer to live alongside the tarred road. Ap-
1)roximately one third ;:Lnd.possibly more ( if p:toblems of moving

\ ,/
c~"uld be overcome J (jf gravel road respondents, would prefer to
live alongside the tarrea. road. The major rea.sons for such
choi,pe were related to mobility advantages. Reasons of lesser

t ••'

impdij:tance included heal.th I business and empl~~ymer~tadvantages.
Road.l~ide liv:Ln<;ldoL~ ho'.weverhave disadvantage~r. Tliis was noted
as aiireason for choice of abode elsewhere,) pa~~ticularlY amongst
intejnn~diate road residents. This could be !attributed to the

<I '. ,. . I!

locai~iot~al CharactE"J~istil:::sof intermodiate resi~~ents 'tvhere a more
obj ec:tivl:.\ deoisi9n is made. It is evident from the a})(~vefind-
ings t~f1t rf~\sid~nts felt people had moved into the ar~'6\, par-

"

tioularly into the area along the ta~red road. The actua,l move-
ment into the area. is somewhat smaller. The perceived movement
!;'nto the area has caused relatively few changes that affect res.i ...
II

"dents in an adverse way.. only 9,6% of residents located along
the tar road were affected in an adverse way - the larges,t con-
tr;Lbutor to this was a breakdown of law and order. The changes
due to population movement and the effects thereof illustrate
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that. :the tarred road is the most attl:'activ6"~J.ace fOl: relocating
re~j.dent.s.
c~ sterkspruit Road

" .
Residents were asked how long '[.Iheyhad been lir'ing in the a,rea.
This was to ,det~~mine if the tarred road was an attX'a~tive loca-~ .

tion for cc,~tsiders. Furthermore the internal movement; of estab'"
lished re~ident's :,was¢le'termined by subtracting the percentage of

newcomers into the area from the total percentage of resid~nts
who moved as. a result of the road improveme'.~t. 0 t st of" in ...
habi tantf~ resident along the rQad are newcomers in the area. [
Table 6.40]. O,S% [ 1/5% - 0,8% J of established residents. :..~;'

moved t(.) the ro~d side as a result of the road improvement I
{l , ','" :.

Table 6.41 J. Table.6. 41 also indicates tha.t the changes of
locat:'ion were all related' to the advantages of thG r~lad.

\ ;1

!i
TABLE 15.4 0 ~ LENG'rR OF ABODE IN THE STERKSPRUIT R.EG:L~\N ( .ASRl. ]

(1 No. jl %
, If~::~o~~:~t~,,~i;!~~~:theareafor , 2 !I

\1

256 it. 99,2
Respondents 1iv~~g in the area for
mol'ethan 2 re~.;\:'s "

o No respons;,
1..1,/TOTAL 275 100

" \\
TABLE 6.A1 ! ~EASONS FOR RELOCAtION OF RESIDENTS - S1'$Rr~SPRbIT

:ROAD [ ASR30 J

No.1. %
-ft))

Moved as a :rresultof
the ro>ad

Pid not move
v, ~

..TOTAL 275 100
.!i*A11 respondents moved b~cause of transport advantages.

, ,il·~:,
16t;
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Respondents were asked where ithey prefel\\red to:: live in order to
determine if the tarred road :.was an attractive location an\l the.
reasons thereof. Table ASR35 \\throt.lflhto Table ASR3c9. 2 illustrate
the results of preference of ~\iving in tenns of the four popuLa...
tion ~roups. Ana;Lysis of the 'i findings show that inconsistencies
occur between age, groups. The ,results are 'therefore p;resented in
two age groupsc and ar~! illustrcl\ted" in Figurl~s is. 47 and 6.48.

~ :.-,,:l .
FIGURE 6. 47 : PREFERRED PLACE' ,OF ABODE - STlCRKS1"'RUIT ROAD

\

[ YOUNGER RESIDE1~>.i'S,] [ ASR35/:::\6.1/36.Z J

'fi~u 'OI"'~l' u.•• chp,,~t .... 'rou t~.l~)

T"'OIttI·tl"'rl-"O~~';t~.,,:;)
1..1 .. o't ,hj t.ail tJ( i"t!t ,;auriC! (:. t~J

c."...,..;"PlU l:!. '!:oJ
:k~ o",.Ol1log. I" """"1iI ('''... :;1

~ ...t·.Il:)

\'

PREF2R TO UVE ALONGSIDE
THE ROAD (85.3%)

PREFER TO LIVE FURiHEI
fR9M THE':.ROAD (14.7%:

-:

FIGURE 6.48

L
WiJI>Hb7 .".0,",' • .1'" ,;S• .l~) (\

PREFtR TO LIVE ALONGSIDE
THE ROAD (63.57.)

'''''c"<

~Ih'. bl"'if11'''"~e.,-fu't,.''' fr.om ,h. '901i 1(;1.7 .. ;
':.:: -\:"

$•• ric a~,.ti,nQOtli CI' '"0",1,,;. ('tt.z.~)
.'.'

PREFER TO ..LJV£ FURTHER
FROI,,! THE ROAD (36.5'':)

Figure 6.47 illustrates the preferenc$ of t.he young population.
85,3% pf young I?\eople prefer to live along-side the tarred rq~d.

\' ' ~, "

The main reason f~r\such c~oice [ identified bt 57,1% ], is_
mobility advantages. Rea$ons' of lesser imporf;.ance included

'\-- . '-'. :r

reduced travel t:tmei (:3 t 9%), use of the roa'd through the year
(:J,9%'), health a~vantages (12,4%') and conve~)ience (1;5%). 10,9%

~
"7'

'_" _J"-,...:.::::;



" :1."... .' .r..'·!it I.;
i \'il! /

preferred to live'o aIemgside the road because ~hey saw no,i.l;advan...//d
tages in moving elsewhere or."chose to live ~1;lere they w~I,\~·eb,(;iii
cause they had been:. l~iving there fur some pt~ricld o~ timr,l.. :':pf thEil'

, j I

14,7% who pro-ferred '1:.'0live .fur.ther away fronl the roa,!:l 2,5;
wanted to de" so' bacause of probl{lnS, assloc.~ated wit,~ .~lt.ivin{,13
alongside the road. 4 (1}1I say,' no advantagt;1IS :Ln moving an,i;~8, 21~
would ~xper.i.ence problem$~with moving. , :::/

I I"~

Evident from Figure 6.48 is tlhat fewer older: people prefer i'i:Livi~g
, ,': J

alc'lgside tli~·road. Of the 63,5% who preferl~ed t~ live alqrlg t~e
tarred road 39,3%'did so heca1f:seof :mobility ,adV~?t,ages. T\~:~SIs
:Eoiilo~ed in importance by '1.1,7% who prefe,rr<;:fa to live aiOl~!~sii~e
thE.~\tarred road bec\~use of health advantages t n R~asons ·of U~$slbr

!:=:b~;.:::g:.n:t:~!&~:::l(:.~;:),s::~n.::l;:;~t~.,...~.~ve:~:e:.r.6..e....tH.~.\..;..,••,.,.,•.r~~.'.:
(2,1%))\See no advantage in .moVing "(1,4%) ,and;'.conVeniE!~9~ .....~OI.\lr;71r:

. .'. I( \ -. ii'
i ...'.. 'F , 'i'., f

~;~6~~.•..: ::~~l.(;~~...•,;:Sii.~.erin.~ifW.f.':~~.:z~q:~i&~~\~~;:i,j:~.:..~~.;1;;"
the rea~on. for oho~ce ,of" abck'l.e ;;,,~lS$\l1fferen i,J.2t:~% ~ac1 pl:,oll\I.\.~lms

.}vi th mot-ing and ;~;:.o,3% saw no" adva.,~\t..t a,,~:1,\ iJnPvi\,q. ' \ II
)J II ,II

II '. < ,"

Respondents ",w.,~reas}{~d if tl1ey ba(ff pe:t'ceived an influx:C.)f .pe\pi~le
into the area and the ch9pges whicIl had 'occurred and the lef*~~'6t

on their' fa.rnilies.. .Th.eo',..i}e..su~ts' ar.e ....~.l~.ustr. a..ted "in.)F~9.n.r.•;'.:.~..\.:\I.;,.l:49
and Figure, 6.50. 49,6% of res~dents l~v~ng alonq" the tarred r,!!ad
said that people had moved into the area. :38I. 6% .~aid t.hat lino,
changes had occurred as a :l;'esUlt of this movement. 13 I 9% s~ id
changes,ha.d o~curred since people had moved into th~ area. 1he
~ost. i~porta~'lt 'Ch,al'lgeiden."tified by 5., 6%. ~. a. s.,.,.,.a.n ...Lncz'e as e \~.•~
populat~on congest~on followed by 3 I 8% ~dent~fYJ ,Og a break-dd,~n

.11 ..' . "Ln law and order.r Other changes of : :sser importan.r..13 we.re bu~\i-
ness benefits (115%), s9cia:f;,ben~i'.i.ts (1,1,%),' mPbili~Y advantaJr~
(1,1%) and social disadva;ntacjes (0,7»%)" '\\ "



FIGURE 5.49 : THE EF,FECT OF THE STERKSPRUIT ROAD ON POPULATION
MOVEMENT'r ASR31/32.1/32 ..2 J

_'r.aiIk~" .';,10'" _ ~.,. (l;IX}
1M"' Iff. (1#1

100'01 ,""(1.11')U_t,PiI"""''''II.'_,
Sor.IOI 1Ii:."l;IyOtlttQ'. (0.1%)

PE.OPLE HAVE. NOT MOVE.D
INTO THlt AREA (50.4%)

PEOPLE HAVE MOVED INTO NOCHAN~C(35,7)

THE AREA (49.6%)

FIGURE 5. 5U : THE EFFECT OF POFtJLATION MOVEMENT ON THE FAMI!.t\' -

STERKSPR.UIT ROAD [ ~SR31/33/34 ]
, I

PEOPLE. HAV!!: NOT MOVED
INTO THE AREA (50.4%)

e... ,,~., ho....... ,Ih •• tI... ",~ '."'Ii, '~.3lC)
> Chon~.i hOq 0 " •• oUv. ,tI.~tm fllHnllt (:1%)

PEOPLE. HAVE' MOVED INTO . ,NO CHANe): (35.7)

1'HE AREA (49.S%)
Figure 6.50 illustates the effect of the changes on the family.
Evident from this figure is that although 13,9% of responden~s
perceived change9" had ncpurred, 8 f 6% said the changes haa no e1;-'_, - -' .".

feet on them. The remainder of resl)dents peroeivil'l9' change said
))

they were affeoted - 2,3% affected in a positive way and 3.~ in a
negative way , Respondent.s were aSked if the people who liVe
alongside the road;.,:,are differerlt. to those who ,live ci:> distance
away from the 1'7oq,d. and the reasons for the difference. Figure
6.51 illustrates ,the results. 69,5% of respondent!'> sa;td that
communities livi~g alongside the road ,.;ere different. '" The dif ....
ference relates to trasport advantages. :35,1% of respondents

',1

said the people were different because they ,had transport advan-
tages. Reasons of lessor importanoe included travel time saving!3
(6,3%), greater access to hea.lth facilities (6,3%), direct access
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from the tarred road viithout having to use locti! roads (4- ,'%) ,
greater ease of transporting goods (2,6%)" and greater aocess to
shops (2;2%).

FIGURE 6.51 : THE DIFFERENCE BETWEEN RES!~EN1IS LOCATED ALONGSIDE

THE ROAD AND THOSE LIVING A DIS1'ANCE AWAY - S'l'ERK ....

SPRT.1!TROAD [ ASR37/3S"]

),I.~'II,.'"'"'.11"' (35. It)

P~OPLE:DH:n:RtNi ($9.5%)
<5

1.....' II... '-PI 16~1l)
(;;.."., "H~U flJ tw.Hh '"»In•• (~)

d, Discussion >7".'

Although little population movement cccuz'ed in the sterkspruit
region it is evident from the findings in the Libode regio~ that
the tarri~d road. is an a.ttractive location for establishe4 resi'"
dent~: and new comers moving into the at'ea. Generally the road
side was identified as an attractive location largely due to the
tansport advantages assooiated with roa~side living py respon~r
dents. The attractiveness of roadside living as identified by
respondents varies aocording to age. The younger population
finds :t'oadside living mo:x;-eattractive than older population.

Although relatively few people moved into the area a large por--
portion of re.spondents perceived an influx of people :iJpto t,ne7u
area. The. increase of popul.atiol1 had few adverse ef":>,ec;:t?J;;ion 'ex'"
istil'l9 communities.

6.4.6 The extent of the reliahility Of :roads
a. Literature review
No known literature
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b. Lihode :Road
i. Lihoda tarred road
Fig\.u:e 6. 52 gr~phicallY illustrates the reasons for inconvenience
of J:'_oadclosure over a period" of one day increasing to a period

'''-.... _ _...-'

of one season of the year. The use of th~ road throughout the
year was identified by 1£,2% of respondents c,~s t;pe ,Wost important
effect of the road improvement [,Figure 6.22 J.

FIGURE ~. 52 : INCONVENIENCE OF ROAD C~O~URE ... LIe',ODE ROAD

r TARRED ROAD RE DENTS][ ALR22.2 (NEW ROAD) ]

1$11' 1~~9"".nltn.. ,·,·
c:;J sj~.,plnp ..' 40

'liml D~ll..... o.. ",~,..

."t::! tmploym~nt
.~ lIoollh
II1II t'~~II1I.n

ac

60

N(ft. r On}t .l\••~ ;fIf' f~.pond",n'. trov.1
"g~l.tly '''''u~hI. ~. In•• tp<>r.'.~''''''
'hi •• h.rI.

o
DAY weeK MONTH~.,~c ..~,. stA$O~

{i

-:.:;::'

95, S% .'of :residents iare inc'Onv~niel'lced if the road is, closed for
any particular time period. 5912% of 't"esident~ said tl;.~~ would
be Lnconvenf.enoed if the road, was closed for one day. The :main
reasons for the in90nveni.ence were related to h~al'\1h (20%),
employment (7,l%),:i shopping (5,1%) and decq.ine of ,business
(4,1%). A fUl:"tner.23,5% would pe inconvenienced if dthe road was,

u

closed for a period of one weE!!;kp,e the year and a total of 94,9%
.would be inconvenienced if ,.the road was closed for a period of
one :month of the yElar. Overall reasons for inconveniel1ce were
for health (33,8%) I shopping (11/~%), uecline in business 'Pr2l1i) I'"

employment (7,1%) tand education' (1,,5%) • A furthfr 3,1,6% could
not provide a suitable res,ponse for the stat.ed Period. of in~o~1'"

\"', ',' ;, ';

\liienience.

1<1l.



ii. Libode' 'intermediate road

FIGURE 6.5'3 : INCONVENIENCE OF :R.OAOCLO$URE ~ LIBOOB ROAD

[ INTERMEDIATE ROAD RESIDENTS j [ALR22 •2 (IN~ER (,RO) J
LlaODE ROAD - RESIDENT SURVEY - INTER ,,'

h\conY"nl.n~. ot Road Cia_ufo iOn
thl tnlllrn.d;jll~ noad. .

60

mID Ott",·

&11 In~'JiN.~h,""~_;.-:::;::::::-----~CJ $"'p~I.~«>
mm 1",II, •• i.Oic,.o ••

c:::J £"'1'10'("".'
~ H••lln 20

~.,. , Only~.,'/:'1il "'I"'n<l'''l. ,,,,,,.1
",oularl)' .hOugh tQ "_ Incot'~r,¢lt.d '"to 0 ~~~
.M.. IIh~i1,

Figure 6.53 graphioally illustrates the reasons for inconvenience
of road closure over a period" of one di?-Y\increasinq to a periacl

!- ' ~,-"

of one season of the year. 58,3% of residents are inconvenienced
I.'

if the rr"'d is closed for any particular time p.eriod" 8,3% of
. ,'_ _ ~ _ tl

residents s~id they would pe l.'nconvenie;nced if the road was
closed for o~e day. The main rea.sons for th~ inconvenience were

.:- - _ !', _ - _ _ - - ,,_', - ,\Ii, --".related to employment (4,2%) and decll.ne of busl.ness (4,2%). A
, '

further 8,3% would pe inconvenienced if the road was closed for a
period of one week of the year and a total of 54,11: woUld pe in ....

..... .' .' . , , t;.f, ." '. ,.,,' ',' , . , .. .'\ ,;.
converid enced' l.f the road was closed for a period of ope month of
the y~r. overall reasons for inoonvenience were \/'he decline of
business (20,84$), health (16,7%), shopping {S,3%)r ana empl.oyment

o

(4,2%,. "A further 4,2% could not provide a "suitable response for
the stated period of inconvenience.
iii. LibG)degravel roacd
Fig1.ire 6.54 g,;-aphically illustrates thee reasons for inconvenience;.

'0 .' ,. -- , ~l,\'~"'C" , , .,...

of rG'ladclosure 6'11e1:' a period of 1::t>l"1e day increasing to a period
of
if

\.;.

one season of the year. 62,3% of residents are Lnconvenf.ericad
the rOc\d is closed for any partioular time "period •

.\ '.
, ~-;.
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FIGURE 6.54 : lNCONVENIENCE OF ROAO CLOSURE - L!BODE R.OAP
[ GR.'A..VELRO.uP RESIDENTS ] [ ALR22. 2 (OLD ROAD) ]

mm !)thor

lIIIII I........fllo ...
CJ Shopping
mm aU.In-1II 0'81:1'\'101.'-
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~ H•• lth
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N,~il: On". 12.3'; ., '.'I).~."h trovel
,.,,,,h:,ly ~nou9h to ~ lnc:orp.e'~tcwf IntCii
1J,lr chart.

24,5% of residents said they would be inconvenienced if the road

(3 f 8%)I educat:):-pn (2,8%)

The main r\~asons for the inconvenience
(5]'7%) f s;hoPPing (5, l~!), employment
and the decline of business (1,9%). A

,was closed for one day ..
were :t;'-'7!latedto <11:~alth

\)

further 1,9% would be inconvenienced. if the road was closed' for a
period oCfone week of thi£ year and a .,t.otal of' 54,7% would be in-

o
convenienced if the road was closed for a period of one month of
the year. Overall reasonS for inconvenience were for shopping
(17;9%:1', health (11,7%), employment (7,6%) education (218%) and
the decline of business (1,9%).
iii. Disc~1ssion

!\\ -. • -, ,The above "'fl.ndl.ngs suggest that tarred road respondents are more
regular tr':lvell:ers [ see also Section 6.4,.5 J and morecdepenJ~el~t
on a reliable road than their counterparts living- alongside the
.gravel road. Furthermore the inconvenience to respondents of ill ....
termediate and gravel roads for a perIod .of a morrch s'Q,;tgests a
monthly travel pattern and. further indicates that residents in
these al.'ea are to a great extent. independent"'of the money aooneray

(l

[ Section 6.4.2 ). The willingness of intermediate J)Cl:Pd 9ravel
road. respondents to, accept; a less reliable rdad and the evidence
of less frequent travel [ section 6.4.4 ] sU9'9'es'ts that a well '\j

maintained gravel road [ superior ti"J the un.Mtisfactory ccmdition
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residents located alongside it.
at present I section 6.11 )] would sat'isfy the travel needs of \,

Ii ':,

c. St.erkspruit road
The tour grcmps are presented and discussad separately as theY
yield different results. Figure 6.55 graI?hi~ally illustrates the
reasons for inconvenience of road closure over a tJeriod of one
day increasing to a period of 011e season of the year for young
mal(.s.

l?IGURE 6 ~5$ : INCONVENIENCE O.F ROAD CLOSURE - Sr.t'ERKSPRU!'I' ROAD
[ YOUNG ~,.LES ] [ ASR22 • .2 (yOUNG MALES) J

mID Olhil'

2(1

60

_" 'tntorf;tnlenc.
t::l SlIOpplnR ",0
fiffil au,IM" O.cr.Qit
I!lIiI U,blKty O... r.••••

c:I [rnpl"1"".'
liii.iSl. HMIIK

1\

Hat, 1 (In.ty :.2.$,~of r•• pond~n\tt,lrO'fl.1
,..qIJ10'J~.nough., to bt 'I\ClOtpt1l:at.d ,.,to
,1M. ehQi1.

92,5% of residents are inconvenienced if the road is closed for
any particular ti:me period. 55% of residents said they would be
inconven,_:ienced if the road was closed for one day. 'i~hemain
reasons for the inconvenience were, related to employment (20%) I

shopping (8,8%) f"~lhetalth (6,3%),' Inobility decline (2,5%) and
":".', ': "

decline of business" (4,1%) • A further 15% would. be incon-
venienced if tl}e rqad" was closed for a period. of one 'week of the
year and I:i, total of 92,5% WOUldbe inconvenienced if th~ road. was
closed ~~ora period of one month of the year. Ov~rall reasons
for inctmvenienc§': were for health' (23, a%) I shopping- (11;3 %) ,

decline in business (7,2%), employment (7,1%) and education
(1,5%) • A further' '''31/6% could not provide a suitable r~sponse
for the st.ated period of i:'lconvenience.
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Figure 6.56 graphica.lly illustrates tile reasons for LncouvenLence
of :road closure over a period of one day increasing to a period
of one season or 'the year roi"young females. 93,~% or resident;:;
are inconvenienced if ..the road is closed for any particular ti1ne
p~riod. 55,2% of residents said they would be inconvenienced if
the road was closed for one day. The main reasons for the incon,;
venf.ence Were related to health (8,4%<", education (7,8%), ent!>loy-

i!

ment (7.5%), shopping (7 I 3%)I mo~~;iJ;~ decl i:rte, (3,4 %) and decl ina
of business (1,1%). A further 19,5% would be inconvenienced if
the road was closed for a period of one week of the year and a
total of 93,1%would be inconvenienced if the road was closed fer

'..' ..~)

a period of one month of the yea~. Overall reasons for in con-
venienoe were for shopping (16,4%), 'health (J.5,9%), employment
(8,€%), mobility deorease (7,9%), edUcation (7,8%)and decline in
buS""iness p, 3%) • A fUrther 22,4% could not provide a sllitable
response for the stated period of inconvenience.

Figure 6.57 graphically illustrates the reasons for inconvenience
of road closure over a Period of one day increa~?;:ingto a period

,}

of one season of the year for old males" 74% I::>fresidents are
inconvenienced, if the road is closed for any :r;>artioular time
period. 36% of residents saj.cF>they would be inconvenienced if
the road was closed for one ,~ay. The main reasons for the incon-

I!
venience were related to \,J .health (12,7%) and employment (8%).
Reasons of lessor importance inoluded ed1,lcation (2,7%), ,mobility
decline (2%), decline of business (2%) .and shopping (l,7}t;). A
further 10%would be inoonvenienced, if'the road was closed for a
period of one week of the year and a total' ·of 70~5would be incon-
venienced if the road was closed for a period of one month of :the
yeaz, Overall reasons for Lnconven Lence we;re fo:r health (27,7.%)I
shopping (J.3,?%) I emp'Ioyment; (10%)", decline i'n business (3%),

mobility decrease (2%) and education (2,7%). A further 12%could
not provide a sud t.able response for the. st.ated period of incon-
venience.
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Figure 6..58 graphically illustrates the reasons for inconvenience
of road closure OVer a period of one day illcreasing to a period
of one s~ason of the year for oJ,.dfemales. a6% of residents are
inconvenienced if the rpad is closed for any particular time
period. 45,2% of residents said they/ would be inconvenienced if
the road was closed for one day. Thefmain rea$ons for the Lncon-
vl?nience ",ere related to \ health (10 ,9%) r , mobility decline
(6,5%), employment (4,5%) f §lhopping (4,5%) r decline of business
(3,2%) and education (1,6%). A fUrther' 23,7% would be Lncon-
~\enienced if the a:::,oa~:lwas closed for a period of one week c.f the \J

y-ear and a (>!-;\otal6{t .~5% would be Lncenvenzenced if the road was·
closed for ~(period of one. month of the year. Overall reasons
for inbonvenience were for health (30 f 8%), Shopping (14,2%) I

\\ . ... . .. '-
mc;>bility decrease (1.1,7%) r emp'Loymerrt, ~"4/5%), decline in business
(3,2%) and education (1, b%,). A fut"ther 14,5% could not provide a
suitable re.:.tiponsefor the stated period" of Lnccnvenfence ,

- \\
\~

'<; ".I'i

It is evident from the findings<above that the younger population
is ±nor.edependent on a reliable road than the older population.
{\ll groups ~;J::j~~~~gelydependent on a reliable road every day anq

r.,_ .... /c"\ ..!..., - ......_-..~,~':>.

j llmost all depend~t on the rpa.d not being closed for a month of
the year. The dependance on a reliable road is largely" for

• (~I Uheal th and shopp~ng purpcaes , :1
J • /I

~..
\~

along a tarred road show iE;imila~\dependance
on a relia.ble road. 'Various groups within the poPttlation do

d. Discussion
Respondents resident

however ShOWdifferences in dependance and reasons! for such de-
pendance. It is s~ggested thi3.t by increasing tIle reliability of
a road, residents and travellers became dependent on the road
resulting in a contiil'llal need for a peliable road.
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6.4:.7' The ai'fect of the road on travel cosbs., travel time and ac-
cidents

~a. Li terature review.
Improvements to rural road ,infrastructure i!:"educe.vehiQ.;le ope:r.at-

Ir
in,.~ costs in ~rerms of vehiole maintenance and 'fuel osavinqs.
Vehicle operat.i:l'lg cost savings d~ however benefit a relatively

)
small numb~r qfl peop1e I Sectl.on 4:.1 ]. Rural road i'YJ\provements

"--~- '::'_.:<" -. .

reduce travel tImes [ section 4:. 2,1and accident~s [ section 4:.:1 J
. but the seve,ri ty of acc.~Ae11ts may increase due to the higher
levels of speed that are a~·ta.inable.
b. Libode road ))

IIi. Libode ta)~red road
Table 6.42 and 'Taole 6.43 respectively show the effect of the
road ilaprovement on .,'}:ravel costs and travel time.,

-v.

TABLE 6.42 : THE tFFECT OF THE L!BODE :ROAD ON TAANSPORT COSTS

\r,ALR45 l
\\ .',

\,,,,',

~~0 change in tra.nsport costs
Decrease in tr~nsport costs
No response

New Road Ola Road
No. ~; se , r.
74 78, 7 70 90,S
20 21 ..3 7 9,1

,A, J-
98 100 78 100'rOTAL

TABLE 6.43
o

!j

THE EFFECT OF THE LIBbDE ROAD ON TRAVEL TIME [ALR4:6]

Old Road
No. %~,

1\ New Road/\
i) No. %

II

87 89,7
10 10,3
_1.

88 1(\0

50
27
_1.

78

Decre'ase Ln travel time
'\ No change in t.:ravl~l time

No response .,'

TOTAL
t ' =-": • ' ("'21,3% of resJ.dents expe:tJ.enced a decrease in travel costs. 89,7%

of residents experienced a deCl~~a$ein travel time. ,.F~gure 6. '5~
illustrates the ··effect of ilTlprov~o,roads on qccidents.
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$"IGVRE is. 59 : '.FHE EFFE~ OF THE .1.,I~ODE ."ROAP ON ACCIDEN,TS
[ J.'A1-.:REP~ROAP"RESIOEMTS 1 [ ,ALR47/4S .1/48.2 J

"1'-,

i.i (j:1
\)

co :.: ....•,..~..•-"
50

4(1

-s ~O-

D.croo~.d A=tldtnls No Chon!;_ ','J
accidents while17,3% of residents said there was no change ino ',., c'

65,3% said. there was an increase in accidents arid 17 I 3% said'
!J .

th~xe ,,,,as a decrease in accidents.. . An increase in anilnal acci-
dents (3:3 17'%.' fq~1oweCi.by an inc.re.~e in human accidel}'F!7 (14 I 3%)

. . .. . " 'o_~.'

are the largest contributors to accidents.
ii. Libode gravel road
Table 6.42 and Table 6.43 respectively show the effect of the
l:"oad.imp/lovement on travel coatis and trCi.vEo/J.time. .-8 t 1%of ,.;t:'esi'"
dents experienced a decrease in~~l:'avel cos(~s.. 64 t 9%\!of residents
e~.~erienced a decrease i:\ travel t,ime. \\

\./ \\
FIGURE 6 .•60' '1'11E EFFECTS ,OF THE LI130PE'ROAD\ON ACCIDENTS

( GRAVEL ROAD RESIDENTS H ALR47/4a.l/48.~ J\;
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Eigul'.(}fi-~~:hllustrates the, af.fe~t "'of ..';,int.i\ro.ved.·roa,ds ca1'" acci'"
dents. 32%~~esident.s saild there was n~ change an accidents
while 53,3% said'~~re was an il1crea.se in acc.idents and 14,7%
Saf,d there was a 'ge~'ase i1:1 \i..a<:?cident~: An incr~ase in '.'ani:ma'r
acfcidents (24%) fOllowe~ by an'Y~f6rease in human and Vehicle ac-
cidents (14,7% each) are the largest contributors to accidents.
iii. Discussion -, .
. It is evident from Secti~~Z-3\j13. 4 that the roa<i (~esul ts in cost
savings for vehicle operators. Evide~ce fr<?~.:;.thefindings above
indicates that saving$ are pe):ceivecl as not being passed on tp
the consumer [ residents 'j. The results abov$ clearly indicate
that zoad improvements result in travel time savings partic\'llal."ly
for tarred road residents who have direct, access t.o th~'i tarred

.:

road. Furthermore evidence suggest that accidents have increased
along the tarred. road ,particularly am6ngst li/:ifestock.

: "{l.-. . . . .

.c'. sterkspruit r03
':[Iable 6.44 and Table 6.45 respectJ(.irely show the effect of t~.e
road improvement on travel ccsts and travel time.. 0,8% of resi-
dents experienced a decrease in travel costs.. 93,5% Of rersideri-ts

(J D
experienc<ed, ci' decrease in travel "ti:ine.

~-"~"'T~LE 6.44 : THE EFFECT OF THE STERt<:S~RUI'fl ROAD ON TRANSEORT

.~ COSTS" [ ASR45 )

No. %

No change. in· transport costs
Oecrea:se';:_:_intransport costs
No response

233
17

.za
275

93,.2
6,8

tOTAL lQO
TABLE 6.45

~:o

THE EFFECT OF THE STERl\SPRUIT ROAD ON TRAVEL TIME
[ ·ASR46 ]

No.
"--rr~crease in -edavel time
'fro change in tr ave L time
No response

TOTAL

246 /' sa,5
17)' Sj 5

_U'

2~7S 100
180
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Figure 6. 6~ illustrates the effect ,.of improved roads on acci-
dents. 26,6% of residents said there was no change in accidents
while 39,9% said there was an increase in accidents and 33,5%

saiQ there was a decrease in accidents. Vehicle acclLdents and',
to a lesser extent, animal accidents cl)mprise most of the accJ-
r;::ents.

FIGURE6.61 THE: E:FF.ECT OP THESTERKSPRtr2)TROADONACCIDENTS

[ ASR47/48 ~1/4,8.2 1
o

60
() t

50

d. Discussion
It is evident from the findrf1~gsabove that improved road concfi-

o I~

tions do not rt:afitult in travel cost savings for road users apazt;
/ ' ,

from vehicle '(:~~)..;.;;,rators [ section 6.:3.3.4 J. Improved roads do
how~ver result in travel time savings. residents" are undecided
whether improved road conditions result in increa.sed accidents or
decreased accidents O;C have no effect on accident~s. Findings of

t r

the trlaVel, purpose survfri;Yreveal similar results. e;Furth7r inv:e.s-
tigation into the effect of road improvements on a;cc,l,dents' is
therefore necessary_

6.4.8 The effects of the. road on employment
a. Literature reviev>1

Itnprove'C;\ents to rial road infrastruct:ure create short-term
employment opportun!ties" directl:r through construction itself and
related acthdties and, to a limited extent, medium and long tel:'m
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employment. [$ection 4:. 11 i
l:_-'_'

b. Libode Road
i. Libode tn.rred road

.) -.

JI
,'I

Respondents were as,},ed if they or 'their familie.s were involved in
some type of' emplo~;nent in the G,~nsj:ruction of the road. The
results are illustr~fted in Table (5;.46. 25, a% of respondents said
they or ~a member of'their family Were involved in road construc-

"<\

tion. 'l'able ,6.47 sho:::ys that the~e is potentially a large labour
force, will;ng to get involved in continuous upgrade and main...J _

tenance j;>rog.rammes. 72! 2% of tarx;ed road inhabitants stc.l'ted that
they or a mernper 0,£ th~ir family were willing to be'invo,l.ved in

'\\

the above mentioped prog;cam:mes.
II

\\
TABLE 6'.46 : RES!DENTS !NV9LVED IN 'rHE CONSTRUCTION OF THE LIBODE

ROAPt >AL~15J <s •

Emp10yed on the roadNot employe<t: on ,the road
No response

New Road 'Jld RoadNo. % No. %

25 25,8 11 14,1
7f'< ' 74t2 67 [J 85 ,91-",
1..,........

98 100 78 100TOrAt;,
','

" TABLE 6.47
c,

RESIDENTS WILLING TO BE INVOLVED IN MAINTENANCE OF

THE LISODE ROAD [ ALR16 J

New Road
No. %

Old Road
No. %

W~nt to be em~loyed on the raad 70 72)2 41
.f;

Do hot "lant to be ~m-ployed on
the road ,

Nor e's p on se
27
1........

37 47,4

TOTAL 100 78 100

o



FIGUR~ 6.62 ; THE EFFECTS OF 'THE LIBODE ROAP ON EMPLOY'~ENT OPPOR ....
TUNITIES [ TARRED ,ROAD RESIDENTS· J [ ALR41/42 )

NO EMPLOYMENT OPPORTUNITIES (54.7%)

GREATER EMPLOYMENr
OPPORTUNITIES (45.3%)

45,3% of" respol'ldents said the road construction had improved
employment opportunities [ Figure 6.62 ]. The types of emplo'1t...
ment, opportunities perceived to have increased can be divided
into long term and\short term employment. 1S,6% said short terIli
£ costruction jobs J employment had increased' and 22,1.% sa'id p~r-
manent; emploi"'Inenthad increased aJ;ld a further 4 ,7% stated that
access to japs had increased.
ii. Libode 9'ravel.roac1.
Respondents were asked if they or their families were involved in
some type of employment i.n the constt'Uct~.dn of the rhad. The

~)

results are illustrated in Taple 6.46. only 14,1% of respondents
" i!

said they or a member of their family ~ere involved in rQ2'.dcon...
st.::i:uctibn. Table 6.47 showe that ·there i~ Botenti~lLl'Y a large
labour forCe willing .to get involved in continuous upgrade and
maintenance programmes. 52,6% of gravel road inhabitants stoted
that,; they or a member of their family were willing to be,. involved
in the above nlentionec:1progr.ammes. 40,8% of respondents said the
road conatruction had improved employment opportunities [ Figure
(5.63 ]. The types of employment opport;lwA.tlr~ pel1ceived,?to have

..~-,-~~' ,- - - - '_ -{-'

increased (..an be divided into long term and' short"'t"erin :mploy-!!
ment. 31 ,~% said short tel:1n.[ construction jobs J ~mfloYment tied
Lncr eased and 8,1% said. pazrsanent; employment "had in~~e.ased and a
further 1,3% stated that access to jobs had 'increased.
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FIGURE 6.63 : ~HE EfFECTS OF THE L!BODE ROAD ON EMPLOYMENT OPPOR~
TUN!T1.ES [ GR~VELROAD RESIDENTS ][ ALR41j42 J

NO EMPLOYMENT OPPORTUNITIES (59.2.~)

GREATER EMPl..OYMENT
OPPORTUNITIES (40.8~~)

S~orl Itr';:; ,rr.ploym,nt (M.3~)
t;,~strucllol'i toll;!S::)

iii. (:l.iscussion
The findings above are consistent ~ith the lite't'ature which sug-
ge.sts that road construction is ai1 important contributor td
short-term employment and that longer\~~erm employment is created

» . . ... u
to a limited extent oniy. Residertt1s along the tarred road
benefit. from construction entpl,oyment to a 9,"reater extent than
gravel .road resid.ents. The fewer involved in cOTlstruction '<and

• \ - ~-' ··0<;-

the. fewer willing t.o get involved could be f;\ reflection of the
•

dependence on subsistence a~:p7iculture and non invol.vement in the
formal economy [ section 6.4.2 1. FUrthermore ,a greater number
of tarred road res,idents perceived employmel'lt opportunities had
increased. Of greater significance, is tht,t a, ,greater number of
tarred road residents perceived long term 'perma!l~mt ~\aployment
had increased. Therefore tal::':r:~droad residents beneii ted n'ot
only from short-term employment but also longer term permanent
employment.
c. Sterkspruit Road
Respondents Were asked if they or their families were i~volved in
some type of employment in the construction of the z'oad, The
~esults are illustrated in Table 6.48. 12% of, respondents said
they or a member of their family ~t1ereinvolved in road construc-
tion. Table 6.49 shows that thex,'e is potentia '11v a large labour
force willing to qet involved in contd.nucus upgrade and main....
tenance programmes. 51,6% o:f()respondents stated that they or a
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member of their family were willing to be involved in the above
ll1entione~ progratr.mes.

)}

TABLE 6.48 : RESIDENTS !NVOr;vED IN THE CONSTRUCTION OF THE S'l'ERK-
SPRU!T ROAD [ ASR15 1

No. %

Employed on the ~oad
Not emplOYed on the road

33
2!12.

TOTAL 275
TABLE 6. 4.9 RESIDENTS WILIJING TO BE INVOLVED IN MAINTENANCE OF

I,)

THE STERKSPRUI~ ROAD [ ASR16 ]
No. x

"Want to be employed on the road
Do not want to b~)'employed on the road

TOTAL

142
aaa
275

51,6
.18.4

100
FIGURE 6,.64 : THE EFFECTS OF THE STERKSPRtriT ROAD ON EMPLOYMENT

OPPORTUNITIES [ ASR41/4 2 J ))
Ii
IINO EI,,1PLOYMENT OPPORTUNITIE~. (79.2~)

GREATER Et.APL.OYMENT
OPPORTUNITIES (20.8%)
P.rman.nt"ilmploymenl (11.9::)

f .. m employment (8.9:;)
Cotutnn:ttofl tf,••:l,l

20,8% of respondents said the road construction had improved
employment opportunities [ Figure 6.64 ]. 'l'he types of employ-
ment opportunitie:§,. perceived to have im::reaSj_g:4:,l~~anlie divided
into long term and short term employment. 8,9% said short term [
construction, jobs J employment bad incrsased and. 9,7% sa,id per-
manent employment had increased. Included in this category are.
4,1% who saw the road as part of the development package of the

n
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s~cerkspruit region which ,has created jobs.
that access to jobs had increased.
d. Discussion
The number of respondents involvrad in road c.onstruction was

_.\

small. Greater benefit could be achieved if lab6u:t' intensive
construction. methods could be employed. This method would also
further "the extent of permanent employment through the acquisi-
tion of 'skills and the subsequent employabilitY' of construction
workers~

Although business has benefited from the road improvement in the
Sterksnrui t area t section 6.5.4 J, it is' evident from')the find-
ings that the road has "had little effect on employment within the
regit,;lll. Fu;rtherlnore, the region acts as a self",i~ufficie;t1t
economic region for residents .[ Section 6.5."1]. Pew employment
opportunities are available and money is therefore being sent
into the region from outside. This is also suggested in section
5.1.2. other developmental schemes are therefore .needed to
change the structure of the town of Sterkspruit from ma.i.nly
retail ( Table ASBiii ) to sectors which emoloy greater num:"""rs."" - - \

Greater employment opportunities were. howev~r perceived in the
!Jibode region. This oould be attl."'ibuted to the concept that, the
road imprOVementhas resulted in the growth of the catchment area
of the Umteta region to includ~: the Libode region and that
greater access to per:rnane.lt employment opportunities iii tthe s;.

qreater U:mtata region has resulted in the perception that there
are more employment opportunities.

'15 • 4.9 The effect of the .it'Qadon government servioes
a. Literature review
Improvements to rural road infrastructure result in further
qovernment i.nvestment [ ~ection 4: .12 j ,

b. LibC'ldeRoad
i. Libode tarted road
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Table 6.50 ·indlcates that 41,7% of residents perceive govet-nment
services and investment to have inc.reased since the road has been
tarred. The greatest imp'.:ovemel1tin governme.nt-:services folloW'"
ing the road improvement was the quarterl,Y settlelnent ..of pensions
(34,2%) followed by improvements .to agri'cultural 'e~t:;nsion of-
ficer relations (23,2%), health and clinics (15;3%), public
transport (13,i%), water reticulation (9,2) and education (2,1%)

(, -, .:) ',~

[ Tab1:e ALR40 1.

TABLE 6.50 : THE EF.FECT or THE LIBODE ROAD ON GOVERNMENT SERVICES

( AtR39 ]

New Road
No" %

Old RoadNo. %
Gove~nmenb ser~ic8s haveimprovr'-\

-, r'

No chadge;/in government
services

40 41,7 38,6

(,

56

_a

98

46

No response
TOTAL 100

.a
78 100

iL Libode gl1avel road
Table 6•.50 indicates that 38,6% of resi.dents perceive government
services and investment to have increased sinC'''athe road has been
tarred. The greatest improvement in Cj'overnmentservices fol1ow-

'".\

ing the road improvement was the agricultural extension officer
relations (46,4%), followed by increases in education (17(9%),

water :r.eticu.:tation (8/~%}i health and clinics (5,4%),the payment
of pensions (3,6%) and pUblic transport (3,6%) [ Tahle ALR40J •
.iii. Discussion
The findings above are consistent with the literatu.re which sug-
gests that further government assistance typically follows road
improvements. It also suggests that gravel road l:'esidents have
gain~d increased access from the tar road. ?'~e type of assis-

I ,
tance is very "area specific" and related to the problems, oppor-

IS7



tunit~es and constr::ints of the particular area. .1'his is par-
ticularly evident on the gravel road where the major.i.ty of resi'"
dents ar~ involved in agriculture [ $.ection 6.4,2.1 J and where
the main function of government assirrtance per,~.:d.vedis Lmpz-ove -
ments to agricultural methods.
c. Sterkspru±t Road
Table 6.51 indicates that 33,6% of resident:s perceive government
services and investment to have increased since the road has been
tarred. The great.est improvemept in government services follow...
ing the road improvement are water reticulati8n (43,2%), health
and clinics (17,6%), education (9,8%), pUbl~p transport (8,2%),

agricultural extension officer relat.iol1s (6,5%), and\~the adO:;;:
~ministration of the government (6, 3%) • ~f

TABLE 6.51 : THE EFFECT OF THE STERKSl?RUIT ROAD ON GOVERNMENT
SERVICES. [ ASR39 J

No. %
1/

J.ove:rnment se:rvices have improved
~o change in government servicesNo :response

i\

33~666,4

TOTAL
,1. Discussion
The findings above are consi~~ent with. the literature which sug-

..) ,It

gt;sts that further government ass~stanoe typically follows road
improvements. The type of assistance is very "area specific*' and
related to the problems, o1'>portunities and constraints of th'e
'particula~ area.

92
162
........l.

275 100

6.4.10 Participation of residents prior to and during construc-
tion of the road
a. Literature review
Not appropriate
b. Libode Road

188



i. Libode tarred road
Respondents were asked if the community was involved in some form
of public participation during the plamling and const.ruction
stages of the road improvement.

-,

TABLE 6*52 : PARTICIPATION' OF RESl:DEN,:!:,SPRIOR TO AND DUR~NG THE
CONSTRUCTION OF THE LIBODE ROAD [ ALR43.~ J

,,_._\

"-New Roa.d
No. ~

"Residents involved in someform of participatioh

Residents not involved in
public partioipation
No response

40,8

55 59,1

TOTAL , 98 100

Old Road
No. %

29 37,2

49

78 100
TABLE 6.53 : TYPES OF PUBLIC,PARTICIPbTION - LIBODE ROAD

[ cALR43. 2 ]

New ReadNo. %
Hea.dman
Meeting
Public broadoast
Informal
No response

12
9
2

12
.a

34,3
25,7
5~7

34,3

TOTAL 38 100

Old RoadHo. %
1615
1
1,5
2
.a.;

29

56,9
" 315
5,2
6s9

_27.$

100
Table 6~52 illustrates that 40,9% of tarred road residents were
involved in some form of pl.lblic participation. Table 6.53 il-
lustrates the forms of public participation. Of the 40,9% who
sai.d they were involved in some form of !7IUblic participation
34 i 3% s~id they were informed by the headman, A further 34,3%

said tlic.it th~y were involved only cP an informal basis. 25,7%

attended a lneeting about the road and the remaining 5,7% heard of
the road construction over radio.

,)
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'ii. Libode gravel road
Respondents were asked if the communitywas' involved in some form
of public participation during the plan~iniJ and construction
stages of the road improV're:rrlent.. Table 6. ~2 "illustra,tes ~hat
37,2% of gravel road residents were ,,involved cin some form of'
public participation. Table 6.53 illustrates the forms of public
p~:rticipation. Of the 37,2% who said they were involved in some
fori, r of pUblic pa.rticipation 56,9% said: they were informed by the
head±nan. A further 6,9% said that they were involved only on an
informal basis.. 3,5% att,ended a meetinq about the road and 5,2%

heard of t.he road construction over radio. Tfie .remal.nder could
not provide a sui table response to the question on the form of
participation in which they we£'e ~volved. i) c,

\

iii. Discussion
It is evic1.ent from the finding;? above that respondents were in ...
formed to'l~a limited extent rather than being invQlved in any

\~ . :

publ.i.c participation e(~,ercise. Decisions have therefore been
made in i~.~;tation from the views and opinions .of :locaf :r;~sic1.ents.
Through effective pUblic partic.ipatiDn prob;Lems identified in
this dissert.ation as a result): Of the road i:mproveritentmay have
been ()V'er'COmeand scme of the opportunities and advant,ages
strengthened. Further research needs to be done on met.hq,dso~

(I

involving deVeloping eonmunaties into the decision making
process.
c. sterkspruit Road

.,
Respondents were asked if the communitywas involved in "Siomeform
of public palrt,icipat.ion during the planning and con$tfuction
stages of th~ road improvement. Table 6.54 illustrates that
75,~% of residents were lnvolved in some form of puhl,i,p par-
ticipation. Table 6.55 illustrates the forlus of pU1:)lic' par-
ticipation. Of the 75J 2% who said. they were invol ved in some
form of public participation 88,7% said they were informed by the
headman. 27,8% were informed by the headman and a further 60,8%
were informec1.by the headman to pay a sum of money towards 'the
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cost of the road. A. furt.her 27,8% were informed by the heaq;nan.
2,1% said that they were involved only on an infor:m.al basis.
5,7% attJende=d a meeting (about the road and the rema,ning .3,6%
were informed ..about the construction of the road by government
o~£icials.Ii .)
it ';

TA~~;'~~~5..54 : PARTICIPATI't)N OF RESIDENTS PRIOR TO AND PORING THE
CONSTRUCTION OF THE $?'~ERl<SPRUIT ROAD [ ASR43.1 ]

No. %
Residents involved in some
form \of participation
Residents not involved in
public participation
~o.., response

203

67 24/8

T0TA!.

___.s.

275 100'

TAJ3LE 6.55 : TYPES OF PUBtIC PARTICIPATION - STE£<KSPRUIT F.OAD
[ ASR43.2 J

Meeting

No.

172
r-.

11 1\
~J

7

4

_8.

2Q3

88,7Headman*

5,7

Government officials
Informal 2,1
Ho response
'rOTAL 100

d. Discussion
It is evident from the findings that residents Were II informed"
rather than being involved in any pUblic participation exercise ...
Residents along the Sterkspruit road were informed to a great 1:

extent than Libode road residents. This can probably be at-
tributed to the need of head.mento raise funds for the construc-
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tion of the roa.d. As we have already(~een in this dissertai;ion,
large groups of people, particulaly in the Libode region have
been adversely affected by the road' Lmpzrovemerrt; • Effective par-
ticipation involving- local residents and businesses in the deci-
sion making procens, 'could overcome some problems and strengthen
opportunities and advantages created and give greater credibility
to the planning process.

6.4.11 The effect of the road on maintenance, 'Of other routes
within the region
a. Liverature review
No known literature
b. Libode Road
i. Libade tarred road
J:\espondentswere asked if the old gravel route within the region
was being adequately maintained. The results are il~,ustrated in

"\Table 6.56.

TABLE 6.56 : ;?ERCEPT!ON ON THE MAINTENANCE,OF THE OLD GRAVEL
k9AO [ ALR51 J

Ne'¥i Road
No. %

Old Road
No. %

Read adequately maintained 24
Route not adequately maintained 72
No response ..-.2.

25
75

27
51

34,6
65,4

TOTAL S8 100 78 100
25% said that the road was being adequately :maintaj,ned. Reasons
for the route being adequately maintained were the road was still
usable (8,3%) and the road was of less importance (41,7%) [ ALR52
). The underlying aasump+Lon was that the road did not need to
be maintained to its previous standard.
ii. Libode gravel road
Respondents werr asked if the old gravel route within the region

L

was being adequately maintained. The results are illus\.{ratedin
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Table 6.56. 34 t 6% said that the road"was being adequately main-
tained,: the reason was the road was s~kll usable (72%) [ A~52 ]. 0

iii. Pi"'".lussion
The majority Of respondents located along the 9ravel road per-
ceive the gravel road to be in an unsatisfactory' condition. 66%
of gravel road residents expected the grave:L road to be tarred [
Figure 6~4.12]. Findings on the importance of a reliable road [
section 6.4.'6 ] do however suggest that the willingness of gravel
road respondents to accept a less reliable road and the evidence
of less frequent travel I Section 6.4.4.. ] suggests that a well
:m.~intained gravel road [superior to the 'Unsatisfactory condi-
tion at pres,ent ] would satisfy the travel needs of gravel road
communities.
6. 4 •12 Summary" .t : ~l

i"

- improved roadi£)(~~ncouragelocal inhabitants is:il~~'ffl,from tradi ...
tional sUbsis'tenoe "economyand towards greate5~ , .'~"9i*ement"in the
formal economy. This results in the reipon:?:lerits located
al.ongside the t:arJ:."edroad to gear t·o a greater excent , in terms

\.\

of agriculture and lnon~y""makingactivities, towards' cOlnlnerC'i~l
type activities
....the minimal effects of the roa.d improv.ement on agricul1;ure (

" .
paJ:."ticularly in the sterkspruit region J can be attril:mted to the
unimportance of agriculture as a day...to-day activity. Further-
more few benefits were experienced hy those inVolved in money
making activities.
- relativ,ely few agricultural benefits resu.lted from the road Lm-

1/

I zovemerrt; but of thosl' benefits the majority were expez'Lenced by .."
respondents locate4 al;'i:mg the tarred road."" Similarly,' few
benefits to ihforma1. moneym~~ing acti v,iti,es 'Vi'ere exper~en~~T,dby
respondents, but of)jthe b~pet,J.ts the 1naJor~ty were exper~ended by
residents located along tL..e,"tarred J:."c·ad.

"'- respondents located along the gravel road were adversely af'"
fected by the tarring of the Libode Road. This has been at-
tributed to the lack of continuous vehi.cular traffic. Further-
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more a:i decrease in mobili'ty was identified as -:the single most im-
portant effect of the tarring of the road. On t.h~·>'O'!=her.qand
residenl::s located alongside the tarred road qleari~<tbe.nef;i.ted
'from the road improvem~.nt. Th~.s.suggest.s that advantages gained
by :residents located along the tarrred roa~\w(~re to the disadvan-
tage of residents lecated aloh~f<;l;:hegravel \~oad,..
- the greatest bene.fit identifi~p by respendents resulting frem
the road imp:r,ovement was all inprease in the avai1.abili ty of
transt-(,rt for travel. Direct l'Jenefi1;s of the read improvement
[eg increase) in access, decr.ease in trave,:t' times r f~ ·)e··use' .pJ: the

,read t.hroughout the year, etc ] are percei ~ed as th:~ ne:t{:tfgrc;up
'Of important e~ifects. other secendary effects of the r'Oadoim-
provements are perceiv~d te a limited extent 'Only.
.... expectflti'Ons 'Of tarred zoad residents 'W.f~re1argely fulfilled
while the expectatiens of grAvel road residents were r..ot met.
This cauld have significant social and political ramifications
and thei.itranspertatio'n plan:n~r should b~-.censcious ''Of decisions

• )i i

made and the resultant aci':l;orl"that may occur.
- L'espendents travel mainly fer the purp~se 'Of ahoppLnq followed
by trips for health and wokk purposes.

respondents located along the t.arred road travel lUore
"

frequently in terms of Pl..!;,?se and place than gravel road respon-
dents. Furtherm'Ore findings of the stuo.y indicate that impreved
rClads en¥ourage increased frequency of travel.

f. ~
- the younger populatien group tend~ to have in-creased the
frequency Of its tr.avel te ~.. greater ext.ant that the older
population graup as a result Of the read improvement.

,.

- maLe s, travel mor-e frequently than femal\es. Within this
categorisation the younger population group travels more
frequently than the older population group. ],

C)

- the majQ~ity of trips made by males are fer the purpose. of
'.\

werk. This is follewed by trips for shepping purpeses. I<'emales
travel for shopping purposes folJ,owed by trips made for wo:r:kpur'"'
poaes , The elder. populatien group travels Illo:t';:.efrequent.ly for
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heal th purposes v!hile the younger populati('Jl~ group t~avel"s lnor¢
frequently for soc~al purpos~s.
- in terms cif frequency of travel to various centres in ~he
Libode region, respondents travel twice as :I~reguently to LibOd~
than to Umtata, the only towns in the region attracting a sub-
stantial amount of respondents.

.:
- in the Libode region the road improvement has increased access
to other centres, [ particularly umtata] o.utsid~ the region

'~i .,

resulting in frequent travel to suchcentrest:, allowing community
revenue to leak from the region even though facilities are avail'"
able locally.
- few trips originating from the Sterkspruit r$gion are d~~tined
to centres outside the region. The bulk of trips made radiate
towards the town of sterkspruit, resulting in little resident
revenue leaking from the region.
- "the tarred road is an attractive place 6f abode for both est~~~
lished reSl.t.1ents and newcom~::sinto the region. The transpor~\
ad~antages associated with roadside living are a major con-
tributor to this attraction. \\
- the. advantages of roadside i~i,ving outweigh the few disa(Wan-
tagef~ that may be exper Lenced,
- respondents perceivjru an increase of population into areas sur-
rounding the tarred y' ••~d~ The increase of population had few ad+,
verse effects on existing communities .
... younger people [ who are more frequent tra'\}'ellers J prefe:.: to
live along~:ide the road. The reason for the choice of preference
is due to the availability of transport for travel~.
_c· the extent of dependence on a reliable road tends to re.flect
che frequency of travel of respondents., -JIlhUS the younger popul.a-
tion group is more dependent on a reliable ro~!d than the older
population grot\p lZi!),d residents liVing alongside the tarred road
are more dependsl'!t on a reliable road tha.l\l\.gravel road respon""
dents. A 'o/~ll :ma:L..,!tainedgrave). road could sat.isfy the travel
needs of the grave). road communities. Evidence suggests that the
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"increased reliability ofi/ tarred roads changes daily activities
resul t.ing in the continua'i need for a .rel iahle :t.'oad.
- .manyrespondents are dependant on a reft~le road every day and
almost all ill:e dependent on a reliabl.e road that is not olosed
f~l::'longer than one month of the year.

'::.- ~
- the 1'oa\1results in travel time Siaving-sl..
- the effeqtt to the road on accic1ents is unolear.
... reSPol'l.de~t\Sperceive few cpst savings resulting from the roacr~ :'
- the road or~ated only limited short-term e:m~ploymentoppor-
tuni ties through \t:he construotion of the road and minimal l~~~iUll1

1'-"

and long term emp~(oyment.
- further. 9'overn1'l1ent.alassistanoe typically fqllows road improve...
men+s, The type of assistance is very "area speoificlf and re-
lated to the problems , opportunities and constraints \,Of a par-
tioular alt~a.

\~;

....in terms of publ Lc partioipation respohdents were in~":'hned to a
limited extent rather than being involved in any form of public
part:icipatiotl.

,,~I:~~I ;... the 'old gravel road is not being maintair,.led to;, a SUl. table
standard as peroejved py respondents.

6.5 BUSINESSIMPACTSURVEY
6.5.~stratification

J CiTables ALBii, ~.LBiii, ASBii and ASBii respectJ.<vely show the
stratifioation of the Libode and Sterkspruit. Roads' business, im-
pact questionnaire in terms of the type of bUsiness and the
relationship of the responden1~ t6' the business. Table ALBi'.and
AS:r'Hidentify the number "of surveys administered in{~\J~ch zone

iI. •.As the maJor~t:ylocation along the 'toi,hodeand :St.erksprui t roads.
/,

of businesses 'are located .in the main towns of Libode and
sterkspruit the sample is hee~vily weight,ed ill favour of I'these

\\

locations. Map 1 and Map 2 identify the zone looat.ions and the
respective number of business questionnaires admirtist~~ed within
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eaeh zcne location along the Liboo.eand Sterkspruit r.oads.

6.5.2 The effect of the road on p\lsiness +ocaticm
a • Lit~rature r,eview
Imp;rovements ,to rural road infrastructure resul t in an inte.n-
sificatic;m of the utilisation of land clos~ to the road in terms
o~ agric'Ulturai/ :t'esid~ntial a.nd commercial ac{dvi1:y. [Section
,,4 .10 "1

I~ . Ij '>b. Lipode road 1\ "

ieo :tribodetarred road
Table 6.57 inaicate's tha.t 23,5% of. businesses located along the

Ii .. "
tarred road had been attracted to' thta area since the construction
~'f the r.oad had' besn completed"_ Of the 23,5% of busirl:~S$esthat

,. _- -_ - \,

lpcated, 1S% did so because df reasons QtCler than tJjose\r~lating
"to, tr.an~port adyafitages. A furtb,ej: ~,~9% of busih~sses changed

')'locatio .•,rl' within the region ana lo¢atl~d alongside the road because
. (i

of tran~pr£rtgidvantages [ Table 6.58:].

TABLE 6~ij7
j,!

LENG,TB OF BUSiNESS Ol?EP~1'{');!ON iN THE I.,I:aODE :REGION
[ AI.lBl J

Ne'w Ro.ad
No. *' 01d RoadNo. %

a U 5 ine S S Q per at; W'g ill'h the a ~"eIt
f crr 1e S s than 2 y ea r s

Bus; ness operati n·g .1,'n t,Q.J,e area
fpr. more than ,2 Years, '.'

,~,~: - ,_- \"i

4 2 50,"
11

13 7.,5,5 2
o

50
",. 0

II0 'r E~sp oln s e /_'.

1 \1- ,",",,","--
TOT At.

-: II 18 100
::::-;~ 4 100



TABLE 6. 5:S : THE EFFECT OF THE LIBODE ROAD ON THE RELOCATION OF
BUSINESS [ ALB3j4/,5 J

New RoadNo. %
c. 01 d Road

No. %

Businesses whiph have movedsince the~bu1rdin9 pf the roa~
Businesset which have not movedsince the'building of the road

!\
1* 5,9

No r e s po ns e

4 100

TOT At ! 18 100' 4 10'0

ii. tibodEl:gravel road , )J"., -:(I
Ji s. ':'Ta;ble (5.51 indicates that 50.% of bUlSl.llt1 '.ad ii}longthe old

r~ad had been attracted to the area si.~, ~"l.~~~:\_ '<Jtruction of the
; I ' !,Cjl;~

new, ro~r 11adbeen completed. Th~ ~·~1\...;!;~~t$ for, \...<ic&tiorl in,: ',this
area are :related to.· profits alld n~eds identified in the area.
Table 6. 5H l.ndicate~~t," 'l..lat.no bIlSinebSE.V';est(iblished w~.thin the
area movedto locati6~s along the gravel roaJ.,)

\'-.

iii'. Disc\l,s$ion
Although it is evident from the fi'ndir'igs above that the gravel
road seams to be an attractive l;Dcation for business # evidence
from tlt,e rest of the findings of the questionnaire suggest:s
otherwise. It can however bepconcluded that since the construe ....
tion of the road the Libods reg-il.mhas become an attractiv,e loca-
tion point for business. It therefore starids to reason that im-
proved road conditions ar~\ a contributing factor in attracting
:business to loca,te in the reg:i.on.
c. Stel.·k~pruit road.
Table $.59 indicates that 21,6% of all businesses in the area
have been attracted to the al';:easince the sUl:'fa.cingof the road
has bel:ancompleted~ All 9f the businesses, that moved into the
area d~Ldso :fl'ot"rea.sons othel: than those related to the advan...
tag'es C;lfthe road. The reasor-Is for location in t:.h5.sarea are re-
lated 1:0 profits (50%) and needs identified in the area (50%).
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Only 2% of businesses relocated froIn Ivithin the region [ Table
6.60 J. The reason fo:t;"..this relocation was because of transport
advantages.

TABLE6.59 LENGTHOF BUSINESS OPERATION IN THE STERKSPRUIT~
REGION [ ASBl J

NO.
Bus i ne s s 0per a tin 9 i ~I. the are a forless than 2 years
Business oparating in the area tor
more than 2 years

11 21,6

TOTAL
40

51
78,4

100
TABLE6.60 THE EFFECT OF THESTERKSPRUITROADON THEREL~~:ION

OF BUSINESS [ ASB3/4/5 J \\-~,o<"'<~",

No.
8u sin e sse s whie h have m 0 Ve q;~c".
since the tarring of the ro'ad
BuSinesses which have not move~since the tarring of the road

1*'-,"'c, 2

l~o response.

48
2

51

98

T :TAL 100
d. Discussion
It is .evident from the findings above that improved road condi-
tions have made the area att:ractive for the location of business.
It must however be,noi:7ed the reasons for locat:ung were mainlY re-
lated to the prime interest of b'qsiness .... fulfilling a certain
need in a community arld,):r;nak:i::nga profit. Improved ro(~d condi-

()

tions contribute to a profitabl,e climate r section 6.5.4 ] and
are a contributory factor in the choice of bus.i,.ne~s location.

1/

The. effects of road imvrovements on business are discussed at
";' ..~.-./'" .. .. .. - ...
len9t~ in the following sect:lon.
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6.5. 3~)Theexpected effects and the greatest effects of the road
on business

a. Literature review
Improvements or additions to rural road infrastructure not only"
have a wide range of effects but also immediate and long term ef-
fects as well as both positive and negative effects. .Although
the literature does accept that not all groups benefit, it
generally accepts:;"tJ;lat the benefits of road improvements outweigh
the costs. ;( Chapter 4 J
b' Libode Road
i. Libode tarred road
Figure 6.65 graphically repres,ents the greatest effects of the
road on.businesses located along the tarred road and reflects the
relatJve importance of the effects of the road improvement on
these "ibusinesses.

FIGURE 6.65 THE GREATEST EFFECTS OF cr:t-1'PROVING THE LIBODE ROAD
o

[ TARRED ROAD BUSINESSES ) [ ALB7/9 (NEW) J

29,1% of busiihesses identified an increase in business ac.tivity
as the greate,st effect of the l;'oad improvement. [ This is dis.-
cussed in greater detail in section 6i,. 5.4 ]. This is follovled in
importance by an incr~~se in mob:tlity icentified by 16,8% and an
increase in "through" traffic identified by 13,5% of business
respOndel'lts. A range of other effects was also identified.
TablE~ALB28ranks a selected number' of impacts as identified by
the literature in terms of the most important effects and It'?ast
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important effeots and confirms the find-l,'519sportrayed in Figure
6.65. The most important effect ranked by 40% of l;>usiness
respondents is an increase in business activity~ An increase in
business activity is fOllowed in importance by the use of the
road throughout the year (20%). The importance of the
reliability of roads to business is cl.iscussed in SectioI1 6.5.10.
The least importan~t effect ranked by 33,.3% of business respon-
dents is ct. decrease in accidents and an incre~se in employment
opportunities (16,7%).

Businesses located along the tarred road clearly benefited from
the road improvements. 81,3% of all business respondents said
that the road improvement had a beneficial effect. Only 12 r 8%

noted a negative effect: [the main reason being increas~d shop'"
ping at centres outside the region J and 6., 1% no effect. '\,

FIGURE 6.66 THE EXPECTED EFFECTS OF IMPROVINg THE LIBOOE ROAD
[ TARRED ROADBUSINESSES J[ ALBS (NEW) J

InertiQn In !\.lobllll)'(".1J:)

Incr .... '" ThrOugh TraU't-t:

Figure 6.66 indicatp-s the expected ei~fects following the rqad im-
provement. 3313% of businesses exp~k:ted an increase in business
activity followed by 11,1% each expeibting an increase in mobility
and an increase in "throughll traffiip. A further 11 r 1% expected
access roads to be improved. Althoj~9h this concept was not in-

;1
vestigated in any detail, suggest~ions were made that mobility
COUld be substantialJ.y increased blV increas:img the quality of
access roads.
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Ii. Libocie gravel road
Figure 6.67 graphically represents the greatest effects of the,
road on businesses lOGated along the gravel road and reflects the
relative importance of the effects of the road improvement on

.:

these businesses.

FIGURE 6.67 THE GREATEST EFFECTS OF IMPROV!NG THE L!B()t>E ROAD

[ GRAVEL ROAD BUSINESSES ]( ALB7/9 (OLD) :I

'llhe two most important effects of t~he road in,p:rovemcent, each
identified by 37 t 5% of business :respdmdents, Wet's a decrease 'tin
busine"$s activity and no effect. Th~:s is follo't'led in il1~portance
by the use of the road all year ro~nd {12,5%), ~ decrease in
mobi~-:{-ty(6,3%) and a decrease in ac(~ess, (6,3%). Little can Joe
drawn from Tahle ALBa8 about the rel~ltive importanc.~e of the ef-
fects on business.

Businesses located along the gravel ~ioad clea.rly did not, benefit
from the road improvements'~ 50,1% erf a~l businesses said. that
the road impro-ilement had an advezae effect. Furthex'lnqre. 37,5%
experienced no effect and only 12,5% noted a .beneficial effect.

Figure 6.68 indicates the expected effects following the road im-
provem~ntsb 50%of. respondents expected the road alongside which
they were located to be upgraded to the standard of the l~ewly
tarre.d road. A further 25% expected an increase in business ·.)~c-
tivity.
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FIGURE 6.68 THE EXPECTED EFFECTS OF IMPROVING THE tISODE ROAD
[ GRAVEL ROAD BUSINESSES ] [ALBa (OLD) ]

Old bOd to bll 1C1ff.d ($0:.)

iii. Discussion
I,t can be stated that bus.inesses located on the tarred road have
benefited positively from the .road improvements with an increase
in business activity as the most important effect. The advan-
tages gained by businesses located along the new ,road \-lere per-
haps to the disadvantage of the businesses located along the
gravel road where a decrease in business activity was identified
as the greatest effect together with the not.Lon that the road im'"

"provement had little or no effe9t. The lack of cor,ltinuous traf-
<c:; ,\

fic, [ Section 6.2 J is the main reason for the dec:tdkaasein busi-
ness activity and other adverse effects. FUrthermore an impor-
tant compaz-Ls cn must be made between the expectat.ion o f the
businesses of botp the gravel and tarred roads. Wh~~nthe effects

I'

and expected ef:Eects of the tarred road arE? comp4red the three
.I

most important expeotiati.Lona and effects a.re the s'ime and the im-
portance thereof similar. Whenthe effects and the expectations
of the gravel road are compared there' are no Similarities between
the perceived expectatio11s and the perceived effects. It can
therefore be concluded that not only vlere the businesses located
along the gravel road disadvantaged but their expectations were
not fulfilled. The above eff~cts could have signifj.cant social
and politioal ramifications and the transportation planner should
be consci.ous of' decisions made and the resultant actions which
may oocur.
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c. Sterks}'!;l 'lit Road, ,".',' \

Figure 6•69 graphically represents the greatest effects of the
l;:oad on busin~ss and reflects the relative importance of the ef-
fects of the road improvement.011 businesses.

FIGURE 6.69 : THE GI1$ATES.T EFFECTS OF IMPROVING THE S'ltERKSPRUIT
ROAD [ ASB7/S: ]

40 t 8% of businesses identified an increase in mobility as che
greatest effect of the road improvement. This is followed in im-
po;rtancff by an increase in business actiVity identified by 17,5%
[ this is discussed in greater detail in Section 6/"":·.4J and a
decrease in travel time by,lO,6% of business respondents. A
range of other effects was also identified inClUding a decrease
ill vehicle maintenance (8,1%) an increafle in lIthrough" traffic
(7,2%), an increase in shopping (6,8%) and greate):' access to
centres (6,6%). Table ALB28 ranks a selected number of impacts
as identified by the literature in terms of the most importa.n+:.
effects and least important effects and confirms the findings
portrayed in Figure 6.69. The :most important effect ranked by
53, :3 % o.f business respondents is the increase in business ac...
tivity. Ali ilf,crease in business activity is followed in impor....
tance by the use of the road throughout the year which was ranked
by 15,6% of business respondents. This is discussed in greater
detail in section 6.5.10. The least important effect ranked by
business respnndent.s i.s a reduction in travel time (25%), a
decrease it' accidents (11,4%), and increased agricultural ac-
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tivlty (22,7%).

Susinesses located along the tarred road clearly benefited front
the road improvements. 96,1% of all "'":usiness respondents said
that the ~oad improvement had a beneficial effect. only 3,9%

noted a negative effect.

FIGURE 6.70 : THEEXPECTED EFFECTSOF IMPROVING,THESTERKSPRUIT
ROAD[ ASBSJ

011,., ~,*.,~~
\1 .

Figure 6.•70 indicates the expected effects :l:ollowing the road im-
provement. 2.3,4% of businesses expected an increase in business
activity follo·wed by 18,1% expecting art increase in mobility and
10,6% expecting further government investment. other expected
~tfects included an incr~h'.:"-~~in shopping I a decrease in travel
t;t~e I an increase in taxi and bus movement and an increase in

, \

IlthroutJh" traffic.
d. Discussion
It is evident from the findings apove that road improvements
result in two major benefits to bus'itl\e~s .·,;;'",."n'C-fincreasein busi-

.' . .'.. . >':" .. ',:. \ \
ness activity and an increase in lllPbili'\.\'0, "Ft9cesu, the latter

c~m~lementing t~e.f~r~er to t~e ~~te~t 0: ~~~~~~$ing business ao-
t~vlty an.d profl tab~l~ ty. ThlS a.s dlSCUSS~i:?...'~'C~pgreater detail in
section 6.5.4. . \\

. '
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6.5.4 The effec:i; of the road on business
a. Literature rev'~ew
Improvements to rural road infrastructure have noticeable posi-
tive td<;~nomic impacts on b1.1Siness.'[ Section 4.5.5 ]
a. Lib9de Road
i. Libode tarred road
ImproVec1,business activity was the most important effect iden-
tified by business respondents due to the improved road r see Pig
ure 6.65 ]. Figure 6.71 graphically represents the effect of
the road on business profit and the perceived reasons for such a
change.

FIGURE 6.71 THE EFFECT OF THE !_,IBODE ROAD ON BUSINESS PROFIT
1/TARRED ROADBUSINESS;e:s ] [ ALB1a .1/18.2/18.3 ]

NO CHANGE (2.2..2%)
he Ri.J'tIlf'Jlle tl1.,~)

BLISINESS HAS PROF'lTEQ(77.8%)
77(8% of bUsiness respondents ;tJelt that road improvements had
benefited their business. The size of the. benefit to bl.,lsiness is
indicated by the increase in the size to the turnover. Table ALR
iii indicates the type of business in which respondents ,.;rere in-
volved. All businesses located along the tarred r09-d i ',,1 gravel

~' \

road are, in terms of man-power and floor area r similar; .atl~1the
average turnover was determined by adding individUal responses
and dividing by the total number ot responses. The turnover of
businesss't,located along the tarred road increased. over the past
t~o yea.rs,ii/by 15,32%_[ Table ALB1S.1 ]. Reasons for this increase
included an increase in shopping (3 SI !~, %), an increase in
deliveries (26,9%) r a decrease in v~ficle maintenance (9%), and

\J •• oJ tto. Jltood. All '!•• l\ound (3ti)
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the use of the'road all year Found (3%).

22,2% of pusine:sse~. felt the road had not benefited their pusic;
ness. 5.6% said that shopping had r~mained the same and a further
5,6% said that shopping had decreased.

i. Libode gravel road
]A decrease in business acti vi ty, Gtogether with a response of 11110

('

effect" was identified as the greatest effect of the improved
road on pusiness [ FigUre 6.67 J. Figure 6.72 graphically repre-
sents the effect of the road. on (.business profit and the per-
ceived reasons for such a change.

oFIGURE 6.72 ::THE EF~ECT OF THE LISODE ROAD ON'BUSINESS PROFIT
~ . , ~

[ GRAV';t:;L ROAD BUS~;NESS, HJ'ALB18.1/18.2/18.3] ~,

NO CH;!l.NGE(50%)

1"0 Ao.po" •• (2~)

U

( .

eUSII't£S~ HAS PROFITED(50%)
'.'

Onl~ "::5% of business respondents felt that road improve,lnents,.had
be"'lefited. ,:heir businesses, the TP..ason.for the improv~it\ent:"'w&s

\ I \1
th~ Use of the road throughout the year. The size of the adVerse
effect on business is indicated by the decrease in the :::·~.zeto,·
the turnover. 75%of businesses felt the road had not benefited-', q

their business. The average business turnov~r decreased c)'vEZr the"
past two years :by 8,7 5%_[ 'Tabl~ ALB18.1 ]. 50~<said that shop-
ping had remained the same and t,ne remainqe:t: could not provide a
. suitable answer.
iii Discussion
It is evi.dent from the findings above t~~t bu~ine.sses located

,J
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alon~side the tarred road benefited positivelyo from the road im'"
prqvement. On the othEi'.rhand businesses located along the gravel
rDad were adversely affected. Businesses benefited in two ways -
an increase in business profit and a decrease in business op~ra-
tic:m costs. The findings above suggest that it is easier to get
to shops alongside the tarred roads and the subsequent patronage
is at~sthe expense of ~ocal shops.
Co sterkspruit road
Irnproved business acti"'"ltiYwas the se.cond most important effect
identified by business rllspondents of "the improved road. Figure
6.73 graphically rep:resent~ the effect ,,:'t the road on busi.neaa
profit and tlle perceived reasons f~f such a change.

'--I
, \

\

FIGURE6.730: THE EFFECT OF THE ST~RKSl?RUI'!'ROAD ON BUSINESS
PROFIT ( ASB18.1/18.2/18.3 J

c.., ..........bliY '"',klt tho '1>$1•• (2.1)1;)

'1>01'1'1"0 ~ .. lIo"""". 1....... (4.l1I)

NO CHANGE (8 •.2%)

91,8% of
benefited

BUSINESS HAS P'ROF'ITEO (9' .8%)

business c respondents felt t.hat road improvements }bad
their business. The size of ·the benefit to business is

'""PI. 1,." .. turfhM" ••-:.$(. Aavont.O' .t IN.I .. , (21 •• )

indicated by the inc::-ease in the size of the turnover. Business
turnover increased over the past two years by 25,41%_[ Table,
ASB)'8.1 J. Reasons for this increase inclUded an incl:,'ease in
"', i.1 .... ........

shot-ping (27,7%), c:..:ninc:ttease in travel distance to 'businiss
centres (21,4%) and ~?~increase in "through" traffic (10,6%).
<)'l::.herreasons of note included inoreased access to the business
~lentre (6,4%) an ,increase. of m61r\ility (o,4%) and the .attractions
and other spin-off effects o·f agglomeration ~C/Sterksp:t:ui t
(4,3%) •
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8,2% of bltsinesses felt t.hat the road had not benefited their
business. The reasons for' no change :t1l business profit were. that
shopping had remained the same (4,1%) and customers were bUY:,;ing
from outside the region (2,1%).

d. DiseuslSion
It ~s evident from the Libode survey that businesses located
alongside the tarred road profitted while businesses located
alongside the gravel road were adversely affected. FUrthermore
businesses located in.' the sterkspruit region have benefited
profitably from tbe road improvements. Road improvements result
in increased accessibility [ accessibility from surrounding
re~rions and accessil.:;lility to "through" traffi'~ ) and increa~ped
mobility ( ..ability i,·f people t,9 get to the t.'01rlnS of Sterk~l?ru~t
and Libode I travel l~lnger distances and more fr,eqUetltly 0 both 6f
which res\l"lt in incrlsased business actf·:ity. '11heeX'tent of the

"'-'-,

benefit to business ,';;lependson local ciriPumstances. section 6.5.6
discttsses in greatE~r detail how [)§tell·!kspruit acts as a self ...

11i;

SUfficient economic :t;"egion:t'esulting in I~ittle leakage of revenue.
from the region wherl~as in the Libode region, the road improve-
ment, resul ts in a le~rge amount of .1eakl!1ge. Local circumstances
in the sterkspruit :r;.'egion.promot.e business growth, hence t,p.e

(i

large increases in pr~.)fitabili ty While local. circumstances in the
c'Libode region tend to retard business growth, hence the smaller
.increase in profitabil.ity. It can thet.afore be concluded that
the surfacing of the ~~terkspru.it and Lihode: x'oads has benefited
busi:uess within the ar ea ~nct is one of the reasons for rapid
business growth within '':.hetwo regions.

6.5.5 The effect of the road on deliveries
a. LiterC!.ture review
Surfac&d . road conditions ~ttraot an increasing numbez of pas-
senger and goods vehicles. [ Seotion 4.1 J
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b~ Libode. Road
i. Libode tarred road
An important" facet of business operation iEf) the cont~nual re-
placem@t of pure:hased soeds. Goods a're replaced either by

~' ," ' ,,'
fetching goods or ttJ.rough delivery to the storeoo;:C;'<',Figure 6.74 and
• - ' II

r'igure 6.75' gtapnically illustrat'e the effect, of the, road im-
provemants on the frequency of delivery service and the quality
of delivery service.

FIGi,tRE ~,74 : THE EFFECT OP TaE LI:aoOE ROADONTHE FREQUENCY OF
DE'LIVERY SERVICE ( TAR-REP ROAD BOSINESSES J
[ ALB15.1/15.2/15.3 J
F'Rt:QUEN.CYINCRr.ASEl) (94)'~)

o
NO CHANGE (5.9'1:),;

FIGURE 6.75 : THE EFFECT OF THE LIBGmE ROAD ON THE QUALITY OF" . .• .::!

DELIVERY SERVICE r TAb,~ED ROAD SYSINESSES J
[ ALB16.1/16.2/16.3 J

QUALITY INCREAS£D, (93.3~)
..-;'

'nlil-" :l:;.,U::I'•• ,;II· ... l'rUh I'ritt·uC1.,(13~3:)
(~
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94,1% of businesses cons i.der-ed the frequency of delivery ;/service
.,

to have improved Figure 6.74] Reasons for frequ(~ncy im-
'II u "I

provement were the 'tarring of the road (70 t 6%) t the USI~ of the
road throughout the year (11,8%) and travel time reductions
(8,9%) • In contrast ,5, 9% o~ businesses have not experienced a
change in the frequency of delivery service. 93 f 3% of J;msinesses
felt '\"~he quality of deliveryr:,service bad improved I Figure 6.75
] • The, reasons given for an increase in the guality <pi delivery
service are deliveries in better: condition (26, 7%), .converdence
for deliveries (26,7%) and travel time reductiont,\ t'·esulting in
fresher produce (13,3 %) .•

ii. Libode gravel road
Figure 6.76 ana Figure 6.77 graphicall~r illustrqte ;lChe"effect of
the road imprOVements on the frequenoy of \.~Enl.iv:ar~fservice. and
the quality of delivery se1'11ice..

F!GURE(;.76 THE EFFECTOil' T:aJ:1"LIBODE Ft;lAD ON 'l:HE FIU~Q'dENCY OF
DELIVERY" SERVICE [ GRAVE:.:" ROAD BUS:.tff]SST!.:S ]

.\

( ALB15.~/15.2/15.3 J

NO CHANGt (100%)

No businesl~ consi.gereo. the frequency "o·fa.eli'1'ery servic.~ to ha\li,e
improved [ Figl4re 6.76 J. ,T}le .rea.son fo.,j:' 1'10 chan~rc~~~;t.bn"the
f:requen~y 911' clel'iJ~ries was ~"~ecau.se tbe o([(;fl,"un''1!l:r;ed ~oad

,', "I" '0

hampers del ivery • (rurthermore no bus il'leSS flel t the quality of..
(I

delivery se~rvice had improved [ Figure 6.77 J. Again the reason
'!for no change itt· the quality of dslivel:'Y s~~rvic9' was because the)
01d, untarr~~d road hampers deliveries.;!
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FIGURE 6.77 THE .E:FFECT OF THE LIBODE ROA::!>ON THE QUALITY' OF

DELIVERY SERYICE [ GRAVEL ROAD BUSI1{·BSSES J
[ ALB16.1/16.2/16.3 }

NO CHANGE: (100%)"

iii. Da.scl,lssion ',>

It is evident fro:rn\tn~ findings that improved road conditions in-
crease both the frequency and quality of delivery services. FUr-
thermore j.t" is also evident from the findings 't.hat businesses are,
reluctant to d~liver on gravel roads, thereby forcing btlS;nesses

\i

located on gravel rsads to fetch goods.
c. sterkspruit road
F:i.9ure 6.78 and Figure 6.79 graphically illustrate the effect of
the zoad .i.mprovementson' the frequency of delivery .service and
the gualit~t of delivery service.

FIGURE 6.78 THE EFFECT OF THE STERKSl?RUIT ROAD ON THE FREQUENCY
OF DELIVER'!l SERVICE r ASS15 .1/15. Z/lS. 3 J~

II
If
1

FREQUENCY INCRtAStt> (&3.7%)
u,. iI( \,,; ~I '111M -"'IU"" tl ••~'

iee..,......".. (DII)

(,+

OI"'r(1M~)

"N. R.. pIH\" (4.1")

NO CHANGE (~5.3%)
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FIGORE 6.79 : THE EFFECT OF' THE STERl<SPRUIT ROAD ON THE QUALlf,VY

'I~ OF DELIVERY SERVICE [ AS:S16 .1/16.2/16.3 )
QUALm' INCREASED (76.6%)

,~ /1

"

V.o,I." WolntM.., ... l)icr •• ul'J (,.1%)" 'J

NO CHANGE (23.4%)
H. toIolnlM\GM. en OihH flout .. (c.J~)

ll./olily ~""""n.d tta U... (2.1~)

83,7% of businesses, considered the frequency of delivery service
to have improved ( Figure 6.78]. Reasons for frequency improve-
ment wer~ travel time reductions c:n ,9%) t an inerEIase in number

. 'I.

,::5>f,cdeliveries (13.,6%) I convenience for delivery (9%.)", the use of
the road throu,ghout the year (6,8%) and ease of fetching own
goods (6,8%). In contrast 1.6,3% of bUSinesses, have nett ex-
perienced a change in the frequency of delivery service.. 4,1% of
pusinesses fetched their own goo~s' and 6, l% Were located along
"gravel ro~tes that are nO't maintained and on Which firms are
reluctant' to deliver. This s!lPstantiates the finding that croad

.. . ;. j- ._.

improvements lead to an"incl?ease in delivery. 76,6% of pusin.,esses
'felt the qualit~ of delivery s§rvice" had imptoved I l:'igure 6.79
] . The reason,s given for an improvement in the quality of
delivery se:z;:vice are deliveries a:rr in better conditien (51,1%)
and, th.e ~se o,f the road througt19ut:-' the Y()l' (7 r 6%) • Rclasolls of
lesser i~portance included travel ,time ,;$ductions ,.resul ting in
fresher prothice (~,;l%) ~nd ~t'lje 6:f tetching ovrh"goods (5,1%').
d D~"scusa ;-'0' n () (.\"• _J.~-~ -__ -"¢ "",",- y? 0

!t is evident from the findings ~b,at
th .. t ,". hcrease e ,)ablllty 0 delJ::ve,r as

quality thereof.

improved" road" cOl"tditions in-
well as the frequency and

/1
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6.5.6 The effect of the road on the development of the region
a Literature. review
Improvements to rural road infrastl!uct.ure have noticeable
economic and non-economic impacts on the surrounding comlQunities.
It .is accepted that there is a cLo se relationsbip between
transport and development and that transport is one component of
an integral package needed for economic development. [Section
2.4.7 J
b. .Libode Road
i. Libode tarred road
Figure 6. a 0 gr.aphically represents the per,cei ved effect of the
road improvement on ,the region.

FIGURE 6.80 THE ECONOll1:IC :EFFECT OF THE LIBOOE ROAD ON THE

REGION [ TARRED ROAl) BUSINESSES J[ ALB10/11 ]
£:CONOM[C EFFECT (61,1%)

[I

NO. HFECl (38,9%)
Ie

61,1% <'of business respondents said that the road has a positivei
,t· I,

economj,(; effect em theD region. Rbad improvements benefit the
re9io~ in t.wo major ways ....an in\~rease in business,.actlvity
(16 I 7%); and an increase in', c('ivant.~~gesdirectly related to the
road < 19, 5%) • The former contains illcreased shoppin.g (16; 7%) and
the latter contains ~dvantages su~\h as a decrease in vehiCle

')

maintenance (8,3%), the use o~·the ~oad throughout the year
(5,6%) and an increase in through t;~~iC (5,6%). ;i

:li. Libode gravel road
Fi~ure 6.81 graphically represents the perceived effect of the
road improvement on the region •

.-;;:
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FiGURE 6.81 THE ECONOMIC EFFECT OF THE J...IEODE ROAD ON THE

REGION [ GRAVEL ROAD BUSINESSES ]( AtBIO/ll ]
ECONOMIC EFFECT (50%)

O1h.r (:w.:,

NO EFF'tCT (50%)

50% of business responden'cs said that the road has .a positive
economic effect on the region. The most important economic ef-
fect identifi!ad by 25% of busd.neas respondents was the use of the
road throu.ghout the year. The reliability of roads to business
is discussed in Section 6.5.10.
iii. Discussion
It can be c,::mC;1.udadfrom the findings above. that app!"oxil'l1ately
half of busil'leSS respondents on 't.he gravel road and on the tarreg
road percei~~$d the road to have a positive economic effect en the
reg ion. Improvements to the' road affected the region economi>
cally' in two major ways ....an increase in business activity and an
increase i:n;)advantages t.o road users. The reader must bear in
mind that '\:,his question was direhtec1 towards the effects of the
road on the region and not simply the specific area of business
location. The actual effects of the road on business has been
discussed in sections 6. 5.4.,
c. Sterkspruit Road
Figure 6.82 g,¥,aphically represents,\ the percei,ved t.=ffect of the
road hlprt,yement' on th,e region. 81,3% of business respondents
said th.at ~tle road has a positive eccncmi.c effect on the rsction.

,;; .. '"
ROad i\mprovements ber',o.fit the region in two major ways - an in:""
crease in l:>USih",,_,S activity (36,5%) ~hdan increase in advfJ,ntages _

I, ,_, .' .'--._ 1,1

directly related to tpe road (31,2%). The former .ccrrea i.ns im...
,>'

proved businesS (17,7%) agglome.ration of sterkspl.~uit (11,5%), and
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increased shopping (7,3%). The latter contains advantages such
as decreased vehicle -maintenance (20,8%) I increase in mobility
(5,2%) and increase in "through" traffic (5,2.%.).

FIGURE 6.82 : THE ECONOMIC EF'FECT OF.THE STI~:R'K:SPRUITROAD ON THE
REGION [ ASB10/l1 J
ECONOMIC.EFFECT(81.3%)

In(O: -'0'. In ~ugh TruWe: (5.21)
(lIh.r tI3.~:;)

NO EFFtCT (18.8%)

d. Discussion
It is evident from .the findingso above that road improvements are
perceived t~~)benefit the tv,o :r~gions in an economic way. The
sterkspruit region tend$ to benefit to a greater e~tent as op-:
po.sed t,o t:qe Libode region. The reasons,. for the greater economic
effect are dieoussad ,~n the following section. Furthermore it is
evident from the findipgs/ithat 1:;);.I.eregions penefit f~om the road
improvernent\:C:n\~womajor ways - a benefit due to the increase in

-i..

business activity ana . benefit due to the adVantages to road
(,

users ( vehicle. maintenance savings, ·t~me savings, cost; savf.nqs,
through traffic "~ccess and mobility ], the latter influencing
the extent of the<'s'former in two ways. Firstly busi.neas operating
costs are reduced and secondly mc,bility and access influenoe the
movement of spo:'pers.

6.5.7 The effect of the road.on the ability to compete with busi--
ness Dutside the C~gic.1n~\\

"''\1
a. Li t~rature revi,rw
No known literature
b. Libode Road
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Ii i Libode tarred road
Figu'.'re 6. 83 I"fraphicaliY:~:,\:re~"'rE!sents the" ability of business to.

':I , l:' ~t;\
compete outside the region. ;)

FIGURE 6.83 THE EFFECT OF THE LIBODE ROAD ON THE AB!LITY OF
BUSINESS TO"REMAIN COMPETITIVE [ TAMED ROAD"
BUSINESSES ][ ALB24.1/24.2/24.3 ]

LESS DIFF'lCUlTY (5'>%) H.h.. ~.... (lU!t)

Cu.f6""t'M "'" OIilJld •

....l......l~7K)

GREATER
OlFF'ICULTY (47%)

(

Of the 53% of hus Ines s responden.ts Whofound it less difficu! t to
compete with business from outside the Jt:'egion, 17,7% said it was
because they ,:were the only type of bu~~iness in the area . 1'h~~
other 35,4% cc.p.11d;~'J0t identify reasons for this, perception. On
the other hand the 47%who found it ntore difficult to compete

I~', , " ,U ~j

w:tth :business ,outside the region sa'id so becau~e they :felt that
customers were buying outside the region. Respondents were
asked the effect of the road improvement on the dis~~nce o£

\\ "I'I
travel of shoppers. Table 6.61 illustrates the. results. \\

TABLE S.61 : THE EFFECT 01"THE LIBODE ROAD ,PN DIS'l'ANCEOF TRAVEL
( ALB6 ]

New RoadNo. % 01 d Ri~dNo.

1 25

3 75
11--- ~

4 100

Peopl e tr,avel further totake advantage of business
People do no~ travel furtherj;o take advantage of business
TOTAL

13 72,2

5 _27t~

18 100
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(,\ \\
72,2% of businesses said people travel further to take adva:t;1tage
of tb.eir G~torec.." 'rhU~! improved''ro~d''(:5enditians have expanded the

~, J ..__ ..~,

cEitch:mentare~ 5f business located rllong the tarred road. In th'e
same way centres located outsi~e the region have exte~fed their
catchment areas. ,iRespondentswere specit;l;..,ally" asked !where the
rna:)ority o·f people do, their shopping. The results are i1--\
lustrated in Table 6~62.

il

TABLE 6.62 : PLACES WHERE THE r~)aLK OF COMMUNITYSHOPPING IS DONE

- LIBOOE ROAD [ ALB20 Jo N.aH Road
. ~~b•..' "'%

Old Road
No. %

LocallyLibodeUmtata
No re s p 0 n: Fiex

()

s
3,57,5
2~

25
37$537f5

TO'TAL 18 100 4 100
,""

46, 9%ipentifi~<;l U~tata as the centre where the maj,ority of shop-
ping is dcrie, ['his confirms the above findings that il 47%., ,.ot
pusin~sses find it more difficult to c::ompet~due to custom~rs
buying at other centrtls outside the region. More importantly
however is whet'e businesses' operating within th,e region spend
conSUlllermoney_For this reason respondents were also as~ed from
Which towns was the majority of stock bcuqht;; The r~$t'l::"csi are
illustrated in Table 6.63. 94,4% of businesses bought stock frorn
Umtata.

TABLE 6.63 PLACES WHERE THE BULK OF BUSINESS SHOPPING IS DONE
- LIBODE ROAD [ ALB14.J

c New Road
No. %

01 d' Road
No. L' %

UmtataKokstad \!

TOTAL
~I



i1 Libode gravel road "
Figure 6.84 graphically reprasents the abili i:fr of businesses to

o ')

compe,te outside the region.

FIGURE 6.84. : THE EFFECT OF THE LIBODE ROAD ON THE ABILITY OP'

BUSINESS TO REMAIN COMPET'ITIVE [ GRAVEL ROAD
BUSINESSES ][ AL1324.1/24.2/24.3 ]

t.p.IOtMf'. tftjy <Mil".
1l,.,ft'!Ii.n (lI"'lI)

, GRr::AT~R,
DIFFICULTY (66.7%)

.: II
Busines~.es generally found it ,cInoreg,ifficult to compete.o 33%of
business, respondents £ound it less diffioult to compete with

Ii

business from outside the region, the reasons l:}.~3.-ngthey are the
// -

only type tif business in the I)area. On the }ther hand the 66%

found it ~ore difficult. to compete with l;?usiness outside the
'J!f

region btfcause they felt that customers were buying outside t,he
reC]ion. "ReSpdildel'lts were asked the effect of the load impr.ove-e
rnent on thet distance of travel of shoppers. Table 6.61 i1-

,;:.c·k~$tratesthe results. Only 2:$% of businesses said people travel
/1 ), /1

. 7:jrther to take advantage 07f their store. Respondenjz·s were
:'f~c;pecifigally asked where the /~ajori ty of people do the~,~(<phop-
pinC]•. The rasul ts are illust;~ted in Table 6.62. 75% of,?~l:!oPls

//

buy from outside 'the local ;~rea 'and 37,5% identified c):mtata as
the centre where the majority of shopping is done. 'Xhis rein-
forces the above :f:'."ndingsthat 66,7% of busine,sses find it more
difficul t to compete due to customers buying at othe-r centres
outside the region. More importantly however is where businesses
operating within. the region spend ccnaumez money. :For this
reason respon!ients ,Were al so asked from \vhich to.wns ',Jas. the

o
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majority of stocle bouqht. 'rhe results a:l:.'e~llu~trated in /Fable
6..63~ 100%of businesses bought stock from u'mtata.
iii. DiGcussion
'It is eVli~{~ntfrom the fi,ndings above that the rca'd imp;r./eV'ement

I.

~f\S oreat~!d grL:atar access to ot-Iter centres, l;)articul,1t(rily Um-
, '. " i /

tata. More"than> half of bUsinesses find H~ difficult to competre
-t:

with busine~ses in the surrounding regions, the businesses: 10-
aated along the g'ravel ro.ad being the most severely affected.
The reason attributed to greater difficulty in competing is that
custo~ers puy at, other cerrtres , This suggests that improved road
conai tions encourage gre,ater d~.,stance travel and :n\1~re frequent
travel [ sections 6. 3 •2 and 6. 4 •4 j~\ 'l'ha Libode towrt.has expanded

\..\ /,

its catchment are#ii to the detriment 'l'f but1iriess iocated along the\'\ . . ' .

gravel road. In theti~ame way umtata has expanded i~s cauchment;
I u ~

area to the detriment of the Libodrf region. This s\lggest::; that
t:Q;a Lihode region is a sub-region within the larger umtata
region.. The Libode region is subservie:nt to the larger region
and there is a large ancunt; of revenue leaking from the region in
terms of both;,'bulk good revenue and consumer good revenue. The
mul'tiplier effect within the region 'is therefore very small and
the long term development of the region looks bleak. Thus the
road improvement in the Libode region has increased the catchment
area of the 'Umtata region at the (~conomic expense of the Libode
sub-region.
c. Sterkspruit Road
Figure' 6. as grappAcally repr~sents the abi;~ity of business t.o

i'

compete outsid~ \th€:'l,region. 64,7% of business respondents found
it less difficult to;_)compete with business from outside the
region. The reasol1s given all relate to the advantages ot the
town of Sterksprui t. 22 I 4% of businesses said so because they
are the only type of business in the a: ,.sa. other, .reasons in-
cluded i.ncreased shoppf:ng (12,4%), the ability of residents to
travel tUrther to reaph shops (10%) greater var1ety of shops ana

,< 0
the agglomerati-';)n p(")iI,efits of tl1e town of sterkspruit (12/4%).
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Onl~r 35..,3~ found ,at more dif:fipult to compete with business out-
< \'.)

sid~~ the region the main reason being that cus'ccmexa w~re buying
outedde the region.

FIG~1Rll 6. 8S ~ 'rHE EFFEifT OF THF. (lTERKSPRUIT ROAD ON THF.bABILITY

OF BUSI~/~SS TO REMP.tN" COMPETITIVE [ Ai1;)B24.1/

24.2/24[.:3 J GREATER
Dltf"ICULTY (.35 ..3%)

Tt.vlltf '"",h.,. i. RNCIh
.",In ••• (10lt)

"Ot!."" .. II.. Iof $I'""""':Yr($I':)
II

Or....... 'JCtf1.fy ('1.11?

$~'II~"O In....... (12.411)

LESS .DIFFICULTY (64.7%)

/'!'A\Bll~ 6.64 : THE EFFECT OF THE' STERKSPRUIT ROAD ON!)IDISTANCE: OF
/~,.;

.< TRAVEL [ ASB6 ]
No.

Peeple travel furthe~ to take advantage
<of bu s ine s s 40 78,4
People do not travel further to take
adva.nt~g.e of< business «

...
""~

11--- ...
'>TOTA L \'\ 51 100
R,€'...l?pOl,'deh~s were a$ke,Q"the effeot of the road ~.mprovement on the
distance of travel of shoppers~ Table 6.64 illustrates the
results. 78,4% ef businesses said peeple travel fUrther to take
advantage of their store located in Sterksp:r.uit. Respondents
'WeJ,:.·especifically asked where the majority of people dO' their
shopping. tr'hl?l,results aL; illustrated in Table 6.65. 82,6% said
that the rnaj o)'-:-ity e:l:\ishopping was dc-ne at S,fe.rkspruit. Only
17 t 4%('~f1id shopping was a'one ;:butside,. the region - 8,7% at Aliwal
North\ ,j,3% at Itady Gr,~Yand 5,4% at l.>'t"hex'centres. More j,.mpor-
tantly llowever is Where businesses eperating within the region
sp~nd ccnaumez; mcney , Fer this reason respondel~ts 'tV"erealso

21,0

I)
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asked from wh.ich towns was the 'h\goJ or! ty 'of stock bought. The
resul~s are illustrated in Table is.66. 30,3% of respondents said
they bough.t~their stock from businesses within the Sterksprui t
'agglomerat.iol'l. The majority (69,7%) of busil?esses bought the,
majority of their stocks fr0tll towns ot'tside the sterkspruit
region - tliie largest contributors were the Orange Free state
(3l.,3%) and. the Capt;:' Province (24,1%).

TABLE 6.,65 : PLACESWEERE THE BULK OF" COMMUNITY SHOPPING IS DONE
(:)

.... STERKSPRUIT ROA,D t ASB20 ]
No.

St er k sp r uitAl{wal North
"Lady Grey(}\ther
No response
TOTAL

38'-'
4
1 ~'5:',
2,5
5

82;168,7
3,3
5,4

51
TABLE IS. 66 :. PLACES WHERE THE BULl< OF BUSINESS SHOPPING IS DONE ,"

... STERKSPRU:tTROAD[ AS1314J

Orange Free ~tate
Transkei - SterkspruitCapeTransvaa1Other (R.S.A.)
No. response

No'.

15,3
14 t8 '
11,-,8
~,53,5
2

51

3L330,3
2-4,17,1
''7 ,1

TOTAL
-d , DiScussion

100 ~c·~

If

..EvidenGG above sugge.sts that tt j Sterkspru:i.t region acts as a
sel.cf sufficient: economic region for local residents where travel
conoentrratias on the town of Sterksprui t I Section g. 4. 4 ] wit.h

t-.

relatively little ~ocal residentsi revenue escaping to the SUr-
rounding re9ic:ms. Moreover, app.rC'lximately one third of
businesses bought their stock from businesses ".,.ithin the
sterkspruit agglomeration ~ The sterksprui t region therefor~~,
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(1

acts as a self-sufficieli(t economic region for local business to a
limited extent with a considerable amount of business revenue

1\
leaking' :fromthe regiYon. Themultiplier effect within the region
has the potential to sustain long term econemd.cdevelopment~. In
summa~, the improvement of r~hesterkspruit road resulted in the
exPansion of tn.e catchment area of business located in th.e town
of Sterksprui.t increasi:ng profitability. The agglomeration and
expansion of the town. of sterkspruJ. t enhances, the attraction of
$terkspruit as a regional centre.

In the tibode region the opposite seems to have occurred. The
Liboae reaion tends, to ..loe a sub...iregionwithin the larger umta~:~,:. .. ." . .. .~
region and plays a subservient role to the larger region.

(,!
Frequent travel f' particularly to tJnitataf is made to towns outside
the region [ S~9tion 5.4.4}. This results in a large amount of
resident ,and bU,siness .revenue leakit1g from the region. the im-
provement of the road in ,this ):-egion has expanded the canehmenti

I~/

area of the. Umt,ata regibn at (,Itheeconomic expense of the Livode'. II
1:'egion. The relatively smalller economic effect of the road im..... . ;;::,provement on the region compared to the SterkspruJ.t region was
iqentified by Lcca L business respondents. owing t.O the 'large
amount "of leak~ge the resultant multipJ.ier effect is small
resulting in slow economic development.

\\ 0
It can therefol:'e be concluded that the extent of efff)cts of road

: .' " !) -

improvem~nts on the economic developm~nt of a regidh depends on
local ciro'l.unstances in terms' of the social, demographic, economic
and ge~gratihic setup. Road improvementscan open up a region and
fu:;-ther ~conpmlc expansion or allClWaccaas to"'~"'r~'gionso that it
:becomeseconomically sub-servient to a larger ~'egion. Improved
road conditions do however have an important roledh the fUrther-
ing of., eco:nomicdevelopment but local ci~'cumstanc+,1;sand other

'-:.::, .,

faotors haye an important. rOle~to play t:! sus,\:aining ,economic
development. J ",
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6.5,,8 ThEieffect of the'road 'Oncost
a. Literature :review
Improvements to rural road infl."astructur~ reduces vehicle operat-
ing costs. [Section 4.1 .l
b. Lihode Road
i. Libode.tarred road

i';
lJ:'able 6.~7 deals with two aspect.s of cost - cost savings end the

"willingness to pay for the cost i1savings.
'\

i\
{! '

T.ABLE 6.67 : 'rHE EFFECT OF THE:i;r..tiBOOE ROAD oN TRANSPORT COSTS AND

THE (~REPAP,pENESS (~'F \f3USINESS TO PAY TOWARDS CON....

STRUCTION COSTS('tJF Ti\E ROAD ( ALB21/22" i
Road resul ts dn Cos,t'\\sav; ngs I Road has ,no cost "~say;ngs, ' , -

01 '1' R~\ad I New RoadNo. % INn. S
o I

I 2

1 2
-r 'I,,> '

, ~ I 4,

New Road
No. %

01 d RoadNo. %

?l~epared to pay'>'
Not prepared to
pay

10 55,5 75
4 1 25

TOTAL 14 77 ,8 " 0 22,2 4 100
78,8% of business respondents :Eei ~\ "that the, imprqv~p. road
resul ted :Ln qost savings. Hore iIriport~~ntlYare, the 66,6% who are
Pl(~P"a.re,d to pay towards the coat; of the\\\,roadimprovement)~.
ii\~Libode grave.l road r: \

Table 6. 67 illustra.,t~s ,fo.st savings and the willingness to pay
fot' the cost saving$;;. NJ businesses felt that the improved road
l."esulted in cOS"t savings to them. '15%:, were prepared 1;0 pay'
towards the cost q,f the road improvements. ;

;; , . t :._\

iii Disoussion I,
I,'

(,:

Businesses located alongside the,/9l."avel roac.\ obviously could not
(J

gain any cost savings from the tarred road. The i(__~vahtagesand
benefits of the tarred road are so great that\,\businesses without

G "

it are p:r.epl~:~dto, pay for the advantages asso~\~ated with it.
c. sterkSpr~'B:i'";Road \, ".' -;" - "-,_,,,,~>
Table6.5S de'\~rwith two aspects of cost.



TA§LE 6.68 : THE EFFECT OF THE STER~SPRU!T ROAD ON T~SPORT
COSTS AND THE PRBPARDENESS OF BOSINESS TO PAY
TOWARDS CONSTRUCTION COSTS:;OF THE ROAD C AS~21/22 )

Road Results in Road hai noCost Savings Cost Savings
No. % N.o. %

Prepared.to payNot prepared to pay
3212 64

24

-,
1

/I
2

s /Jl0v:'f&T~k;::IC1 44 88 6 Jj 12

88%of business respondents felt that the0=;~~~;oad resulted
in cost savings. More importantly howevtr, are the 66% who are
prepared to pay towards t~e cost of the road i~provements.
d. Disct.lssion
It i.s evident from the findings above that road improvements
resultin. 00$1:. st:l.vings for pus'inesses" Moreover businesses are
prepared to pay towards the cost of road construction. BUsiness
could thea:;efore make an importa.nt contribution to the fina.ncil'lg
of roads'~

6•.5. 9 The effect. of the road on government services
a. Liter~t.ure review Ii \

I \

Improvements to rural road infr.9~'C.ructure result in :E'urthb:...
government inYes,tlnent. [Section 4.12 )
b. Libode Road
i. LiboQe tarred road
wrable 6.69 indicates that 56,3% of business respondents p'ercl;live
government servioes and' investrn,ent have increased sH~i?et.he road
has been tarred. "The greatest imprc\vementin gove'rnment"services

.1

following the road imP"1:avernentwas in cl Lni cs al~d health
facilities (33, 3%) ~p~ etle'~t]:icitY (33) 3%) followed by defe,~se.

--/'/

and police. (16, 7%f;~ water reticulation (11,1%) and agrioultural
extension offioers (5 I 6%} • (Table ALB,13 J



TABLE6..6~, ; THEEFFECTOF THE LIBODEROAOGONGOVERN'MEN'r SERVICES
[( r ALB12 ]' G ()

New Road
No. %

Old Road
No. %

Government services have improved 9
No change in gover:nment services 7
No response, 2

TOTAL 18

4 100

100 4 100
ii. Libt':>dagra.vsl road
Table 6.69 indicates that'business respondents located along the
gravel road. did not perceiVe any further govermn.ent assistance, •
.iii. Pi,:Ioussion

. . ,
The finding~ above are oonsistent with the literature whioh sug...
gests that further governmeritJ)assistance typically follows road

J . ,
improvements. Furthermore no'further governmental a~sistance was
given to the oommunities in the gravel r..:>u.cl'zon~. of influence.

ir

Thus not only did these commun;i.tiessuffer from the!! adverse ef ...
feots associated with the r.erouting but they received little com-

_-:'_-i

pensation in the form of governmental' assistance. "
c. ~'tarkspru,it road

,
Business r~spondents expected governrrient services to inlprove fol-
lowing the road improvement r Figure (5.70 J but ib was not seen
as a significan,t effeot of the road improvement [ Figure 6.69 ).

TABLE 6.70 THEEFFEC'l'OFTHESTERKSPRUIT ROAPON GOVERNM;E.NT
):. .,

SERVICES [ ASB12] .',

Government seryt~es have improved

No change trr:Cgovernment services

No •...,..._
\

29

22---
5619

43,1

TOTAL 51 100
Table 6.70 indioates 'chat 56,3% of business respondents ilbeJ.ieve
government services' and investment have increased since (line road
has been tarred. The greatest improvement in 9Pve:rhment s~:lf'vioes
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[ 3,danti£ied by 34,,6% of respondents J was 'the aornipistratiorl of
the government. other i:rnprovell1Emtsidentified included qJ.inics
and health (21,2%), water (lS, 4%) , agricultural exten$i.z'!~,'!1~'l.,rv-
ices (10.,4%) c:tnd~\'jelo!1ctl:icity (8,8%). [ Table ASB13 J. '. '.
d. Oiscussion .'1

The findings above suggest that further g-overnment. assistance
typically follows road improvements. The type of assistance is
very "area speoifio" and relat~" to the problems, opportunities
and constraints of t.he p~rticulal.· area .

6.5.10 The extent of the reI:.:.
-:\

.t.lity of roads'
ali Literature review
No knownliterature
o. Libode Road
i. Libode~tarred road

"Figure 6.86 grapbically illustrates the reasons for inconvenience
Of road closure over ~, per
a'eason of the year.

of one day to ~ periOd of one

FIGURE G.SG
\-',

INCONVENIENC:eOF ROAP CLOSURE - LIBOPE ROAD
r TARRED ROAD BUS!NESSES J[ ALB17 (NEW) ],I

11)0

110

W 1O;J_lntn t>QcUn,
rmn S"~l>p.tC.ee!!n,
.• ~'Ij" ..ty ~;.clln.

c::J .\:t'leul~ to 1.it::1\ GI,)OI;l

&0

zo

(/

04Y weEK MCUTH $[.\$CII

~.... " It ",'ttl. el.~W'

B2,4%~of businesses would be inconvenianc~d if the road was
~ 0

closed far one day .., The reasons for' inconve:t1ience relate' to .the
Glecl:lne in business (:,:\Ph2.%}'.. the inal:dlity to receive deliveries
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(20,6%) and the inability to fetch goods (17,6%). All businesses
would be inconvenienoed for the same reasons if the road in ques-
tion was c::losed for a' period of one month of the year~ overall
reasons for inconvenience were for~usiness d~clin; (44tl%)~
delivery decline (:23,5%), and the inability to fetch goods
(26,4%). u

ii. Libode gravel road
Figure 6.87 graphically illustrates the reasons for inconvenience
of road closure over a period of one day to a period of one
season of the year.

FIGURE 6.87 : INCONVENIENCE OF ROAD. CLOSURE - LIBODE ROAD

[ GRAVEL ROAD BUSINESSES J ( ALB1? (OLD) ]

80

c)

Cl IIV.l ..... Oee lIn.
Elm $MPptr p,."n.
1IIIIIIII o.)I"rr 00411••
a .lJn.~'. I. rot.h G~.d
~ '~.rlOn~jlN~v.m.nt ""'0

.. ol"'r
20

60

o

50% of businesses would be incor).v0hienced if the road was closed
for one day. The reason for inconvenience relates to the in-
ability t.o fetch gOOds (25%). 75~(;;:bfbusinesses ·tIlouldbe iheon.,
veni'nded for·the same reasons if the road in question was closed
for a period of one month of the year. The 'overall reasons for
Iriccnvenfence was the inability to fetch goods (75%).
iii. Discussion
Reliabl~(roads are necessary for both business operation and for

,<•

..'shoppers to get to stores. Businesses on the tarred r9ad'·require
a reliable rQad fQr both delivery and fetching Of\:';JoodS. As,.
businesses are'! reluctant to deliver on gravel roads, businesses
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located on the gravel road require a reliable road for the pur-
,

pose of fetching goods. Moreover businesses located on the
gravel road are depe.ndent on J.ocal trade and are therefor not so
dependent on continual.:.vehicle accesis ~
c. Sterkspruit Road
.Figure 6.88 graphically illustratas the reasons for Lnconvend.ence
of road closure cve r a period of one day to a period of one
season of the year.

FIGURE 6.88 : INCONVBNIENCB, OF ROAD CLOSURE - STERKS,PRU<IT~OAD
[ ASB17 )

100
\~~\

,11IftH!.a: tJf"~ (.)
o

C1 bull..... P"1~n.
t!!S Sh.ppor b •• llno

." ili!I 0.11•• '1' O.. lIn.

r::::a U.o~l. t. t.t.h C•• d
C\ ,~. ".'.IlOnal Mcv.mtnt

.. Oln.,

I)

51,3% of businesses would be inconvenienced if the road w~as
closed for one day.. The reasons for inconvenienoe relate to the
de,cline in business (20,4%), the inability to r,~ceive deliveries
(12,6%), the restriction on personal movement (6,1%), the decline
in shoppers (8,2%) and the .inability to feteh 900ds (4,1%).
75/5% of businesses would be inconvenienced for similar reasons
if." the road in question was closed for a periOd of one week' of
the year and all businesses would be inconvenienced if the road
was closed for a period of., one month of the year. Overall
reasons for inconvenience Were fer pusiness decline (38,8%),
delivery decline (18,3%), shopping decline (16,4%), the inability

.c,tc fetch goods (8,2%) and toe restr,*~tion of perS01'lal movement..
(6,.1%) •
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d. Discussion
It is evident from the. findings above that re+iable ,roads are
both necessary f.(j}rbusiness operation and t.he '~bil:i.tY of cus-
tomers to gain access to stores. This sugcz~sts th3.t;. a reliable
road .,performs an impo:t:'tant role in the development of the bus.i-

;)
ness sector and is one of thf! ;reasons for rapid business growth

, "I

within the two regions. "

6.5.11 Summary
- improved :toad conditions
choice of business Locatdon,

;

has limiteCl effects on the

are :a contributory factor in the
The advantages of roadside Locatid.on
attraction of established business. ~~

within the area.
I,-'j

- brisinesses located along the gravel road were adversely af-
fected by ,tlle tarring of the Libode ..oad , BUsinesses locat.ed
along the otarred road benefi~ed to a large extent from the road
improvement. These effect~/h.ave been attributad to the attrac ...
tion of traffic to the tal:" road and the resultant lack of con-
tinuous vehicular traffic on the gravel road. The pulmination ot
adverse effects has resulted,;;in a dec.rease in busLneas activity
for businesses located .a~)ng the gravel road. On the other hand
road improvements result in t'toltomajor beneti ts to business ... an
increase in, business activity influenced ,by an increase in
mobility and access [ accessibility from surrounding regiC~ls and (,
accessibility to "through" traffic and the al:>5.lityI through the
availability of, transport, of local residents to reach activity
centres; travel longer distances and more frequently], the lat-
ter complementing the former to the extent of inct'easing busLness
activity and profitability and secondly in d~qreasing business
operating casts [ in terms of transportation of gooCls] .
... the extent 'of loenefit to business depe11ds on local cir ....
cumstances in terms of social, demographic; eoonomdc and
ge,oqraphJ.c set ...up and road improvements can open up a region and
further economic expansion or al l.owaccess" to a region so 'that it
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becomes economically subservient to a larger regiotI.
- irnprov6d road conditions have an important role in f'o.rthering

~l

econond.c development but local oircumstances and other factors
( _': _ __ ___'. .,-:-~'~ (_i,

have an 'important role to play in sustaining econoli~!c'development '.
- "in the sterk~p:ruit ngion the road inlprovement has expanded .the

'. 0

catchment area (j~ the town Of sterkspruit resulting in increasing
:profitability and p0'o/fntial to sustain long term economio
development ip the reg~bn, '
- in the l'.Iibode region the road improvement has expanded the
catchment area of the Ulntata region and the region becomes a sub...
r~qion within the larger Umtata region. This has resulted at the
economic expanse of the Libode regi.on,. and heilce emaller in;:-

,:'

creases .in. busine~s activity experienced by business respondents
in the area.
- road improvements increase path the fregueney and quality of
delivery services. ,
- fur~her government ass.isl;'t.anoetypically fOll'owe \\road improve-
ments.
- r'~l fable roads are very i1npo~ta1·itto bus Lnes s operation in~ .

\ter.ms of delivery and fetching";.J)t goods and for the ability of 0

~ustcmers to ~:a~~access to store".



-, \._-;,

CONCLUSIONS AND RECOMMENDA~;:tONS

II
('-",- ,- ---

The"'study concentrated on determinitig the most important effects
of additions and improvements to rural roa.d,lnfrastructut,J'~. An
attempt to rev:iew q. wide rcinge of circumstances was the.refore

--.\
\.\ - . ! ,I

made. I},'hestudy analysed two arei:t~with di.ffel"ElnCSSin respe.ct
. \

to re~~onal loc~'\tion, physiographic characteristics and road "
tra.iits [ the effect of route realignment in thp one area and im-
proved condit.ions in the other]. Furthermore three groups
within the rural community lifere. identified ( tr~v,e}'lers I

,\ _ -< _ _ _ _ -~, Ii

businesses and local inhabitants ) and differences within this
oategorisation analysed.

,~/-'

In the p~eceeding Chapters it has been showntbat a wiele range of
effects is perceived by local inhabitants and busine~sesj and
these effects have been attributed to road infrastructure im'"
provements in the region. An analysis of literature on the ef-
fects of additions and improVementsto ~ural road infra~:t~'uct~1re

o li
suggests a finite number of resultant effects. . The results of

"the findings showthat local communities perceive a wid~ range of
eff$'cts, more than the literatute initially indicated. Further-
more the empha$is on particular 'effects has largely lieel"!shown 1;p

be differEmt.

Travellers, reai4ents s::hdbusinesses located alo;; .tside the X'oad
clearly benefitea from the improvea road oonditions. Manyof the
benefits have been attributed to thd. primary effects of the roa.d
and the constant supplS~of vehicular traffic attract~d to the
road. Important effects as, identified by the traveller, resid~nt
and business are discussed below. In the Libode reg'l.?n/ route
realignment has .caused many' adverse effects for "res·idents and
]:)usinesses located along "the old .rouce, The advers~r,;~ffects have
\\ " \.:'
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"Ii
/1

hE'f.'~attributed to the la.6k pf vehicular traffic and benefit~'S as-
Suciated with such traffic.}' The eefects of road infrastx'uctur¢
therefore have $ignifid~ant social, economic and political
ramifications and the transportation planner should be conscious
of decisions made and the resultant actions ,which may occur.

TABLE 6.7:1': SUMMARY OF THE MOST IMPORTANT EFFECt.tI$i.OF IMPROVING

THE LIBODE ,AND STElU<SPRUIT ROADS· AS l?l~:H.CEIVED BY

rtij;u;:VELLERS1 RESIDENTS AND BUSINESSES

iJ}
~
Q)
r-!
r-I

Ul Q)
)..I ~ til
(J) ,j.J
r-I ~ I:::
'IJ'-! 8 Q)

"'Q)
+l

'tf
~,

.C-!
.r-! til

)..I :::l Q)

&I )..I tri'Pc
OJ til',! Q)
'0 ~ 'ei
0 a
.Q Q) ..Q
'r-! +l '0-1
..:I . til ...:I

Enhanced Mobility
Travel Time savings

{I

Vehicle Maintenan1eSaving~<.
Decre~\sed~ccide.rtts

~~.'.:::c-._,-,_;_c-··

Incl':eased Business Activity
Greater Access
Dependency on a Reliable Road
No Effect
Enhanced E~ivironment
Decreased Costs

C1 .. Dr----li.__~-+-~ __~,~__~II [:_1-;~~4
" • "."! 'C

·-0---1----+--"--- --~O~•.---1---.=-1-------1
L__~~C3='~,~.~~_~~ ~~

KEY :
• Most 'important effeot
• second most important effect
~ Third most important ~ffecto Fourth most important effect
tJ Fifth most import~nt effect

7,33 I



'!'abJ.e 6.71 is p-. summaryof the five most important effects as
perceived by the three targeted groups. The overwhelming Elffect.
identified by all the respond.ants .i9 enhanced mQbility ie. the
ability to travel. Enhanced mobility is followed in importance
by travel time savings, vehicle maintsnanoe savings, decreased
accidents and increased bnsinel;:Js acti vi ty. There are however
sign!t ..±tant differences in the peroeptions of the three groups.
The effects perceived by each particular yroup is discussed
below.

The greatest effects .identified by the travellers are those af ....·
fects taken into account by techniques currently used in ex-ante
evaluation of road proj ects by transportation planners in south
Africa. The effects identified were t;t'avel time savings, vehicle
l'1aintenl1nce S&V1.119'$,.accident savinqs Ui.ndan increase in travtall
aetivitie~ •.

The rtreatest effect identified by l:'$sidents is mobi.li ty ( the., ~\ '::}'

aV€\~llability of transport for tl:,'avel ]. Direct benefits of thlf)
.,If

:t'oa¢\ impraventant I eg increase in access, decrease in travel
times, i,~heuse of tIle road throughout the year 1 are perceived ael

"
the next git:'oupof impol"tant effects. othe;- secolldary effeots of
the rOa\l i~nprovementare perceived ttl a limited extent only.

I'

'llhe greatest effect,s identified by businesses can be di'<fided into
two main groups. Firstly the road has an effeot of decreasirig
business operating costs in terms of the trans1-~ortation of good~
and involves the s",meeffeots zt:sthose idelltif:iod by the t~avel ...
ler and taken into account by current eValuatic)n techniqu'es. The
second group of benefits identifed by businesses are effect,
whi.oh increase business activity. Access r acces~ihility from
surrouding regiolls and the accessibility to through traf:fic ) and
mobilitY' ( th~ ability, through the availability of transport,
:ror local residents to reach activity gentres, travel longer d.is-
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tances and mcze frequently J, the latter complementing the rcrrltle1.~

to the extE1nt~of increasing business activity and profitablit.y.

RECOMMElNDATIO!Ul

'lihestudy should not be seen as a once-off study but rather as a
pilot study which will provide valuable information into the
direction of further long~term and ongoing research in the
evaluation of improvements and additions to rural road in-
fra,st-ructureand also provide base line data
tiona of the Libode and Sterkspruit Roads.
recommended that ongoing research to determine

for future evalua-
It is therefore

the effects of ad...·
/,,'ditions and :i.mprovementsto rural road infrastructure over time

be carried out and that future research be concentrated on ef-
fects concluded to be impoJ;4tantin this dissertation.

It is r-ecommended that future ex-ante evaluation not only in...
cludes easily quantifiable diraet effects of roaQ improvements [
vehicle maintenance savim.:rs,time savings, operating savings and
aocident savings J but also the effeots associated with tbe
availability of t~ansport for travel as well as the e~:fectof the
additional road or improvement on the aocessibility of the
region. The findings indicate that there are a wide range of ltd-
ditional effeots. 'liheseeffec:tsshOUld however be excluded. from
ex-ante evaluation due to their small effect and the complexity
of incorporating suoh effects into a practical and workable
evaluation teohnique.
,
It is recommended that further research into evaluation tec:h'"
niques cZl.pableof incorpol:ating the abQve effects be undertaken
so that similar projects in the future c~n be more effectively
evaluated prior to project ilnplementa:tionresulting in a better
decision.. Consequently there is a need for futher investigation
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into the measurement; of the accesS and mobility and qua.ntifying
. ". 0

the effects thereof so that they can be meaningfUlly and succeser-
fully ;i.nco:r'poratedi':l'ltothe evaluation technique.

''__:::::::'
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TRAVEL PURPOSE SURVEY
" .., ". " N 2:, ItiJ~·_"
INTERVIEWERS NAM~ ••••ti"'L) •...."'•• ~•••••• 9....."'.'f •••••••
ZONE LOCATJ.ON••••••••••••t. ~.."E~/~Y1990

" .' .. . i
A RESEARCH 8TUl)Y DONIi; BY THE UNIVERSITY OF THE WITYATf.iR8RAN!' !
IN CONJUNOTION WITH THE DEVE1.0PMENT SANK OF SOUTHERN ;\FfUCA_j
_.- ' ...: ',..,', ' ,",,"--_'" -._...,~.-",.......__-...,-.....--~(r.7.-....-.-. ,~.. , -_. .',c -:'ij

-------------------~---------
1. VEHICLE TVPE :-
, . I1_···_"_.
I I
,!~:t_r, ,,/ :
I t
I_"':"__ ,.
I .,
' 1
I I
I_I

Car
Bakkie
Ta x i l/If ; 11 ; bus ,\
BusTruck
Othet' (Specify) .......

2. NATURE OF PERSON BEING IN·
TERVIEWED
'-v' Driver .1_' .. , ;\
:_._._ ... 1 Paying passenger
l_1 Passenger

3. ORIGIN\PESTINATlaN :-
Where Are yct~ ,~oml.n9 from ?
• _. II If; • • f::{~AJ • • -;.;.,:;! " 'II .. ':"{~'~!'i'l"'! ~. • • ., ,. • II • ..

Where are you going? ••••••••
('If c i'". /.' ,~H''f'K PrAJ4ll S; .. IJiLPrv'iklli1

.- • - '. • • .. • •• 'iii Ii e"-:_., 'M • • • • ••. '" ._ •• ill ,. •

4. MAIN TRIP PURPOSE ;-
Why are y cu tray!'!11 ; n9. ?

I I
I_I

,I ,
1 '
I ,'_I
I I
I___:.... 1
I ,1 1

I t
1_· __ '
1 1
I__,..)
, v' I1 1

Work
Social & leisure
Shopping
Church'
Health
Edu~ation
Governtnerit
9t~er, [ .sped.'ly J
~). t ~'-~',\~~~"'.Z: '.' :~l'{'.':..-.'';•. .,

5. How often ts -today's trip"
made on this road?

:0 r ..11 ••

'0 r •••
or

.- ..... times a day
times a. week
t;m~!s a month
t~rn~ls a year.----~--~-----.

6. Db you make more trips on
thi s road iNW than you did two
years ·ago ?

,____,..,NO1,_'

7. IF ~ES ASK : ~hy do yoJ make
more t r jp s ? ,,["4: "~'" j ~;tt/9"~"" .'}'.1.

<."'fA<(,!i.: ~f·.", ;D. r<~\}(' =", 'c" ,c.<'h:c''''.
" .. ~ cfj, •• it It- " .. __ '.'" ••. ., ,II _'~ II 41- i1 *_ • -r~·~ • 10"',"

• ~~ -e-....,~ .• - •.• - •.• -.• _. 11- •• ' •• , •• ,. " ill.
• ~ " • It ... ., fJ • _ ..... t., -, r) .~ ., •• ft a- ...... _• .,. ... -II' -. ,_

8~ What do you think the
greatest effects of the tarring
of th's road ~ave been?
.' 'f'" •• _.... Ii" ....... ' '. '. C"(, ,.," ':" ',_ 1- ... , G ... ~- ....

,. I.. a ~ I. l.t., c,' (I::' t."",i(,t,!:..{ t.( >~...
• ' .. • Iii .. " • .Jo~ •. "' .• ' if .. PIf , • " • ,~ ". 'r II III ~," ,,',. T

,,::k,' r"'-l...lt'dl.1~'1/ '1,.(". ft., J(I.
.' " ... ,,' '" OJ ..... -. 4 .• iii.' '," .\.\' '" ... ~ .~.~••• II .: • -;, ''''f H;,.,.t~~' ~• .. _'. • .. *"'; •• ,,""r II ":""F.., \)., ' ., ..... ., • _...
0' • .. -.' .... ". 9: •• _ • " " .),', .. II e " ••• , .... ,

9. 'Ii S 1nC) t h ; s r oa d has bee n
tarred have,you experienced any

;,co.st sa v in9$ ?

I---;::::'" I V E S' 1

.,

10. Would you be prepared to
pay towards the road irnproye~ment ?
......s..- ...__ \\'YES _~_:, .NO

11. IF YES ASK: How much would
you be prepared to pay? •••••
.. .. • !II • • • ., l~· .'? . '"Ii • • • ., .. , -.- • • ill tI .. .' tI:

•• '••• 'It '.,,' !1; .

12~ Since this road has been
tarre;~J, hd!' ave you exp e ri enced
() _ 4 ( "

any t lIme \Ia v in9 s ?

1---1 NO' __ IYES



C\

J",

13 • Sin ce, the .r 0 ad has bee n
tarred do you think there has
been al1;!increase or decrease in
accidents?

uINCREASE
DECREASE
NO CHANGE:

I I'_I
I I1 __ ..... 1

I ".-"I
I_I

14. IF
ASK

"dents?
INCREASE OR DE0REASEIn what types of acci-

1111 • • iI ".41 ., • " • '. ,. _'. .. • • • • .. .. ~ " .,

• " til, • ~ 41 •• ~ ••• ,. ••. , •• .:... ~" •• " • III .......

l', ' _. , .

.. • .' a • • • • .. ,~ ,. , • JI • i'." .'.'. .: • • Co • " .. • " • • •

• .,.: _,.. « .. • • • .. .. , tI « • • '. :. .. '.' • • • • II .. • " • .,

15•. It is expecled that roads
r~duce travel time, costs and·
accidents. What da you think
the most 1lnportant aspec.~ is '?

I

l--=r-:-.....,...--,
1 ,

COSTS
TRAVEL TI ME
ACr.rOENTS

l,6. What
th(~ s r-oa d

~s important about
improvement to you ?

17. If this road was
ONE DAY a y ea'f"w.ould

;ven 1ence you ?

closed for
it [nccn-

I -::-::;- 1 ,y E' S,
I -.:....::::..:-,

'_'_'_'I ,f1_' Nq

_______ w_--------- ~- _
If this road was closed for ONEWE~K a year would' it ineon~
ve,nience yqu ?
I--.:::=- lYE SI_I : l NO

efF YES ASK ~;pw wouJ d thi s ; n-
eon V en; en ce y ou ? .• '•.• '•••••• ' •
" '.- 1':''' $" .. -. _ II _.- ~ --•._-.- .. .- .. III ,;' f· ..· .. • • ._t' .' ."" I!I' .- _.• - ..

4;, J.::....., ,.Ur.,,,,,,, ,~,~ ...,.<c. '~,':I «t.,L;;..d' •
.• e- ., •• !It. <1/ •• ~ .... III ,. it • _II ._ •••• ,_' •••.•• - ....

to • It, • ~ .. ,. ••••• '* _ ...... ' " " • "";..,, ...... _ • ill--------"-~--------~----------If this road
MONTH a year
venience you?

was closed ONE
woul,d it; ncon-

I~I Y,ES',---,-I
I I
I_I N"O

If YES ASK: How #ould this in-
convenienc~ you 1 .•....•.••••
If ",r,' .• '.,- .- ! -~.,.--••_."~• e' i at?'.2 .: ~_,",--•• _•••• - _.,t- ( J+:. ffA,( >(l, ~,n_.s
• ;;" III.•• ~~ -i ,. ft .. " .. III' •• , II IJI 6l "

~;;,ttl'''' ,
• ,. .. :_ •. it -4 • ~ til ,. "1 ., .: "0 • " • III -.~----~------~-----------------If th; s road was c lo.sed for the
rainy season of the year woul~'t inconv.~tence you?

l~' YES'_I
.,:'

Kow would this in-IF YES .ASK
" .' , " ",' "c cnve n 1ence y(iU (, .,lO •• ,' •• '~ •••••

" • '1!: ,.'iI iJ if ~~_J.J I .:,•• ' itI • :I!_",J' '.f~~," II Ii ,~ '., ., 1lI {~,' • • Ii t,,~,:,'~-~)
l..'I'f ~ ~"'0l.'-1'1...'": r.::r.,.~.t:' y ..

• ' ',I •• " •• ,' i • JA' .",._, e'_""'.• " ••• ,'10 II •• 1,' e , -J'; c •• , ••
• Q.-., '1 7/\.1 -.;: , ,\" ....

" •. " ."iIl ._ •••• ' It". '•••• #I'" .':Jj"" iii Ii., ....

18. IF DRIVER/OWNER ONLY ASK
Since the r oad .' has been
uP9r~ded do you think it saves
yaw vehi~le maintenance costs?

"""', .......---~------------...."...-

.,:.
I



RESIDENT IMPACT STUDY.,
12'3 LIBODE - MGWENYANA :- TOMBO RQAD

·~J:~~~~·~~~t:-:.Di.T~7o:.i19~O,
A RE$EARCH STUDY DONE BY THE QNIVERSITY OF THE WITw\TER8RAND i
IN CONJUNOTION WITH THE DEVl:iLOPMENT BANK OF SOUTHERN AFRICA .

Hello. My I~ame isC:h.1.fi.!.5"'~L~~~eare c criduc t inc a study of fhe
effects of road i~provement~ and I would l1ke to ask you a f~w
questions. Are you ~il1ing to participate?

-----..;..---~-
(.)

OBSERVED OBSERVED OBSERVED OBSERVED OBSERVED OBSERVED OBSERVED

Age : 6:;... :: Sex : M :
---",,,.., .,...-- .... -- .....

Family status or status
OBSERVED OBSERVED OBSERVED OBS~RVED OBSERVED OBS'ERV~\D OBSERVED

_'~--. -~- ......;...~.- .. -~;- -~"--. -.------.----..- ...-.......,...._-----~--~.-- .,;;..?_--

1· H"l . h b 1" - h ? It::fJR5"' II• ow ong ave you (;:en 1 V 1 ng ere • ••• I••.....•rr••••••••••••
---.......,_--~.---,

2. What 'day to d ay activities take up most, of your time?
[ IF NOT FARMtNG O~ ANY MONEY MAKING ACTIVITY GO TO QueSTION 15 ]
• '. .. • " ••. _'~ .iI -) Ii.' '. ~ II '. p. -:_(I: ••• \ .... _ ill ..... ";'.• '. Ii Ii " ... A " -, .. ,Ii " ft ,. '.• ,)II • " , _" :' •. 'Ii It ...

" " .. -~ ._ •• ;III- 11 ~-~. if.:.. .. .. Oil .. 11'1 ' " " _f! •••. ~; " " ., ~ •.• -,- n _ •

3. IF FARMING ASK : Do you se11 your pl"oduce? : YES l

............. '--,_,_- .......--.,.......,,- .........-......~--.---...-~----', .....-'.....-......--.--'----- ..~ ...-..............~---..,.,.,...._.~ ........ '"'""" ..
4. IF. '(ES : W.her.e do you sell your prOd..u ce 7.....'•••.t ..i •••••ASK : Why do you sell your product at this pl,ce ? •..
o •••• • • •• • ••• ,. •• ' ••• • • • ••• • • ••••• • • • '.~ •• • ,' •• e ' •••• ;b)/}
•• ~ ' , .• a,' " till. C • iii," _ .. III • " ea' ~ " ~' • '. ~ a ' "0 •• " It " • • \.,

5. IF -;'~A$K .: Why cd:n 't[oyoUCe11 your prOd~ct ? l'1[ ~
:~W!::·:'#if:f':W;~~~
6. What effect has the bu'lding of this road had on your
agrieultura1 production 1 \

: - 0 ~ C; ~.~; ~ ~ ~i~---i-i~~;~-i"--..i..~;..C~ ~ ~.~ E - I --- :
-..-----~-------------- ..--------------------------.~ '.

-- ...-. ....'-......-.'t')---- ..~-- ..-......-......--..-......,.-...-..-.;...""'""..-------~..,"_'--.,.;....~,._·_....f. ....... h.·...._ ..·...·~..~......_, __ ""_. __ .•"......



S." Has the building o f tltis road Ie d to greater pa r t-f c ipa-
t~an with"aifricu1tural extension officers?

YE.~ : NO- ..... --- __ ._-,...

9 •...... I.F.'. SO.ME • T'YPE ..O~ ..A.C~I.'V.IT..Y/C~T rAS.GH~;·..IN.D..·.'•.st ..·.y ..M.ON.EY. M.AK.'.INGACTIVITY ASK. What lS ptoduced .. ~ .. " ••••••••••. .. /-.'

., •• (¥'.- ._-._" ., .. *,;-,>* .... '• .- '. III ... til fI!_" ...... ~ ... :'" 1f'1I'" ~ • '" -.... !Ii: ... ~ • ",," •. J! •• f ... ". ...... -J! J.

..............--- ..........- __ ~_....,...,..........._ ..........u..-- ..... ..._;;,........__ .;;.__.,..-"....;,..---.- ..---.--.~~.~ ...".--...~~- ... -- ....(·H_"-

10. Is the product· sold ?
I "'--U;r-;~-!
I NO I' ·II'.~--~---_'~~::"'-1'

(
,'_, . ': .~,:,\--"·.......,....._··-~----·"___,·\\r···-·.------.-~----~-- ...----.-.~.-.-

-" ')1 "

11. 1F VtS : Wher e . i s the p r 0 due t $ 0 1? ? •••.•.•• f. . . . . . ~.I~.
ASK : Why do you sell your product at thi~ place? ••

• • • • • • • ~"••••.••••• ~••• "•••••••••••••••••••••• v·, •••• "••• l ••• ~....• !~/IJ
• • .. I) 8." .. • • , -..:' • ., "'. • .. • .. ill • • , .. • • • • fA • • ... • " 1II • • .. iii: • .. • • ,. • .. it ," ., III , • •.• .u _ • _. .. ..

-- - -- --,--,~"(~
YES ~ i. I

I--------~"7

_ .... __ ...._._ ....,.""..... _ .................._., ... _.,~ ....._ .._ ..;,._ ...... . ..,..~......u ...,.__ __..... -... .. ........... __ _-...-_

l~/l ..F N.~ ASK. : .•.~ d.on. 't' Yt.Ol· sell YOU".,. pprr£.du.c.t" :.•~. :n ia.
'4trF:~~ ..•.•.. 'f ~J/..IM-;,;1:. v-.-&1 •."00 •• ~:7t..y.YT.t.,«, ~'..;..••••.'.•• ~' .•./~ y ~(2 ••• "'~J' o •••• ~ , •••••••

_ #~ ,_.~ " .., ..,.~~~.- , •• ": -"" - -.~~,-.-.--.- ,.- :....;..---- - - , - - .._~ _ .. _.,. •.. ,•• ", '.~~\ -------

13. Has tha building of the road
produ6tion of this product?

had any effect on the
------~,...--- ......... -"""DECREASED :

.... -------_-- ..... ...--_ .._
!itO CHANGE :- ...... _ ........... --,...- .... _ ... _-- -- Oiooo:' __ '........ _ .. _·w -~... -' ....---- ...... --~.,-"""'"

.~~- ~.-1:f.. __~ ._.._ .._,,:_. ~•.L~ . .. . •__ ._~_-::::.~cc,<,
.: .~ /I

C

-

14. I~ INCREASE OR DECREASE ASK: Why has the bu'ld'ng oi .
this road had an effe6t on your product. production ?~
• Fi?":,.:.&.·_~.·_· -. .• ','.,.' '~":l·' "....s......'.' •• '.:1,..;_:~2:- II*. II": 'v:«: :: I~.~.: •...•~A 1t ~."'.~' •. / I JfJ__.....•
• ~o'f •• f!);:). •• fi~ •••• 11~f'-'V, rj. • •• • •••. ..::t .• r!""X~~
.-._ Ii ....... _. « •••.• I.~..!I • -, .... '_' to ~- II • ., I/) • ,.·It 'iI. 'f , .•• -•• --. .. ., • ~ _.... iii ., :- " " • )I , • t -. .'



.----.--~---
15. Were you or your family inYclved~in some type of
in the construct10n of this road?
.:..--------- ----~::...>
YES I NO I 1

.-------......,.~-----,.......---.-----.. -----"--'-----.,~:.\

-~-----....----
\~.the opportun'~y arose would you or any member of your

1.ke to be involved ~n the maintenance and u~keep of th's
16. If
tam il If
road ?
:"YES-:-V7:

NO
S.. "f _.. .~ .-.~~ ~p , y 9 1 V , n9 rea son s ••Q ",1va :..;;; .y .....
'~~ ..' .••• " •. ' •...{;-.M..•• ~~'.::~"'. q •• ~ .••• ~r
.~. • .. ~r....~•••.:'.~"." •• IZ.~' •... ':1,~ ••• ~ ••••
.~, ..~ .... ,................... ..

__ ' ..__ __ .._ · __ *.,....._* •._I_ __ ~ ··___.· · ' _,._ "'...".._ _.., _ _.,,'__ ~,-- _.._ A · _

17. Do you th'nk there is more traffic this year than"two
ago ?

years

NO
-----_. --..-----,-.~--- --..,..--- _ _ _ _ ~ ~--.,---- _ , -,--,.,;_'.,_.-.__ ---..-
18. WhY. d« yOu.l-.:h~n~dthere .1s V..his'c.hange.? •• M-..'~. '~'" . .._.,.....j)·..n· .J'L1.f •• ,~ •••• • /.'~ •• -.-t..~ . , ~.~ .. ...-~Ja~1('--f(.Pf
• • It- .Q ,.".',.,..'.. " ', ;. II ,. ., , fl. I: AI ' • " • " •• " • , • " .. , .. ",'" 11 •

"-.-"---.,-,,---.. -.-~~......~~ ..-.....-.....-'-.. -,....-.....--- ...~--.,....--..-.-."..--..........-~-..-..---..-~-..""~..-......--- ..-,
19. Do you make ~or~ trips now than two years 8g0 ?

.,~I YES J NO

20. IF YES ASK
---------...,------------.--. -.... ____",..._._._--_ .......-...----_-.--.._--. ~~--......................

Why do you make more trips? ••••••••••••..•.••
..... ,_ •••• fr; •• III*IfI~:.

• • .. • .. • • • ., • • " • '. .. It. • • .. • ., .. .. • • • ljI .. .. • , • .. .. .. • .. .. .. • • .. #I • • , it .. • ii • • • '. • .. -;,. .. 6 .. .. • • "

.. • .• • • .. '.' • • • • it •• ., iii .• 'Ii 110 ~ Ii ., ~ " .. • ".t, t

21. How oftsn per month do ~ou make the fof1owing trips?
--_" ....._ ...--. -,--.-.-.-,. ......~---------......--.--- ....--....-----.......-..-

TRIP PURPOSE'
Work
Social & leisure

J Shopp; ng
Church
Education

JHea1 th
Government
Other CSPECrFYJ
• !Il.".l1 •• ' •• ~e ... ,..

NUMBER OF TRIPS PfR MONTH
•••••••••••• ,"'.' ••• , •• 41; ..

'I,~t:.:~. · '.· A'/;.:·_ ':-..... '. ". • .'.•.• • •• ~::t:-LIk"W. • •••.fV/r.~t' •••• ~ •• ~
,. II • III ,. , ' JI •

•.. lIt ",h",'." .·dl · t..••••

~ (I"V~ av....e..:;
' ...... It *' "(>:41 " •• _ !I. t • ,...... fi· , ..

•••.•• , •.••.••• ,•• ,..f',.~ •••.•••

........ Ii\ •••• iI,ttil' •• ., •• ., ••••



,~ ....-~""--.. ~,""~'-' -'-~-----, -, .....---.......~-"-,...._.... -~-- ...,/_)

r-

. 22.;, If t.h is road was cl o s e.d fo r, llN~ DAY a yea r, wc~l d it
v!,!nienoe you?

incan ...

If this road
v en i enc e. you ?

was closed for ONE WeEK a year would it incon-

NQ
!FYE~ A.SK :..'. HOW. would' th.·.ls ,i. nco IJVElnj.e n.'ce.'~. au "1.' ......•... '··-$~-Tr~···~··~~·····, " .' ."
II' • " ,. It ... ··.. • • .• .. .. ., • (I. .. .. ~ , .' .. fI' .. • • .. • .. • .. #I _. " ., .. ,~' • fS ... .. '.., •• ... .Ii .~ . .

"- ............ -----_._ ............... ' ... II •• '•• '.' ~ ..... ".JI' g ... iI ., • " ........
,.,.. ..... __ / .... ..... __ .. __ ""'" --. _ .... ".-. - ~'"'!'_-'_I'o ._.,.,. -_ ........ ~ _ "" ... 1 -_ ..... _-

If this road was olosed for ONE MONTH
venience you?

a year wou1d it incon-
-,..,.- .......... _ . .-_._-
YE~' I.F .V.ES '.fI....SK. : rH.,'OW.... w. OU.' d. tl.'; S , i..nc o.!).v_en}~~.c._e/. YJ.. o....u~.•' ...• '//.' .' .~.'..'j

• -~~~,~, • ~c,~. -~~ -t,./ / /1tP?::J /
.: 1#. ~ " ~.. ;;. .' Il, •• ~: etj.I.,11'f..~~:. '. ~ ~ ... ,. II •• , if! " t- ". . . ,i". II ~ .. , ... ~..• ' , """.~ ., '• ". ill. -. :- ~

b. •. *.•••. , .. ,.. ",' •. IIJ" • ~ • :" ~ .. ~ •• a: .. ill, II • ., .. It' •• '~ '. tt .. " .. 11 •. 111' • ',"c, • !II .' • _.

...... """'---,---~-
NO_'-_--------------~------------------------~-------------------------------!f this' ~oad wa$'~fip$;I:r,"{"for the rainy seasgn of, the year w.ou1d it

1~:~~~:~~:~ce YOU((.? ( )
Y~ ff:" y'ES ASK: How would t.h fs inconvenience you,? '

NO
.. • • ill

"~~:::~~4.:'~.-~~,t, 'III • j .'- to • '. _ ill ill .'., ill' ,', , • .- • .- .

1:'\

---'"e'------
-,'~--.----.--

'-. -.,.._._._.__..__... ..-..~- ...~-~----- ------~.~."!'--." ~~,~.__..-..,-.__....,...
23. How often per fuonth do you travel to the followtn9 centres?

TOWN NAME NUMBER Of TRIPS pek MONTH
1. UMTATA
2. LIBODE
3. PORi ST JOHNS
4. UJSIKISIKI
5.'· NGQELENI
6. TSOMO

&.t.!7'-#.t~ .-~~~.~ .
Iii .... ill •.. )1 _. ., .. __ •••.•• iii" •• ' ., ·41 .

......._..
~~ ... ~ .... " 4 .... III ..... ,. ....

.... '.y'~ •. , .....•••.•..
.. « ill ~"tf ," u: iii • '. II • Ii ._ ..... iII.·,'- • -. '••

24. Wh~:, t he no s t ...i. ttlttlppgorrl.a)nt pur~ose ....··...for t r av e l I i...".9 t.o Umtat"a~()
. · · · . · :J .", · · .. ,,~, .. ·;I?:~.~J. · (/t.'!? ' .. /~~
'" .. , " ., " ' • :- ., * " •• '.. II. -? .: -. lit Iii iii " _ -.

NO .'I
"1

Libode '(

1/-6~/->~!;JJ ! )
',,'

" .. * .. .. e • iii • • ... .. " ~. .. '-' .. , • • .. .. .. .. .. .. • '. • .. tI .. .. • .. • " iii ~ • • I' .. • 1-. ., II: .. .. • • .. ,II, • ,. .' .. ,. " .. 8; " .. "

"~--""~-7-'------_""--' '_'- ......-----.......---..-'.-.
25. 1$ this faci',ty avai1abla in~--.-'..,.,----

26. IF YES ASK: W.hY..,Ij}q .YOUrZ.,_.bave l.•....~.0 .. Umtat.:;J i~~tea& -.'.';;0.'.1:,."': us;n'9 lo-
cal fac;l-'it;es? •• ?../t'ta ........-7'~¥A ..... 01-- .•.• ~ r.r-:-; •••••••••

::4~: :::.:;:::;::···::::~t~ :::&?::.1;.«~~: ::: c, h'. "'''~''-.'" . ,,,.1,. ,..4'.,.., " ,..''''.~,."".,.,~,", ~~->l. •• __ •__ •••• _._,_ ..__

o



27. Has
effect

,(/

the newly ~u nt road bet~ieen Li bode and Mg",~~nY'$Ina had
on yo·u and t.he comlnuriity? [SPECIfY IN DETt\IL J

::.'

any
• * ~ '. II;:;~'''. II It •. " ""~;~!l' It , ,.11 '•.•. :10:': ••• " . .," __ ._, !I;~ "_"'. If" " ..
.• " .,_. Q " .., -'} .. ~ .••• - .. _-II ., ~ 'J.: .'t7~-.__-~-. - II .. if ' • - ;. (JII - -" ;;-/~ - ., .. II ' " It .. ~, II '_e. • ~_

CI • tiI- .. ~'. 'Ii Ii • ir Ii .. '" II I', ~ tI II '" ~.•• _•. 0 • '•.•. ~ ' I _.. .- •.••••• - II _ - •• _ • -It ._ •

.._"' .....-.....- .._._- .....--~'---~------...~"'..... ~-,,;,-__....---_.-..-..---~-------'--~---.------.

28.
,pen
\;

I'
I MPOR rANT "\"IUEST I ON X MPORT ANY) QUEST ION

\\

ito iii -...... '" .... M-_ .... .- .. to II ... ~_-. II :. -1' c_f' .. -s ,. It ••. '" .... , -.... "" • ,. 9 " .. -1;1" -to II .... . - :.

IH.PoRTANJ .ilUESTION IMPORTANl QUESTIQN IMP.ORTANT QUESTION

IMPORTANT QUESTION IMPORTANT QUESTION IMPORTANt QUESTIUN
29.
have

What
been

do Y9U think ..the
?

greatest effects of

.... • ' it (I •• ....
.. . .. .. , " . •• , , • I, " • . " .... ." ...'.. .-: .... ..., r·

II..... -... ., ...
'\

Sr.. ~-.... , -. .. . .. "_............... " .., ..... ". ". _. fII • If ... ~ • " • '" , ~- • • • .. • .. • .. -,.. .• .• ., j, .- ., • , • , • -. .. •

IMPORTANT QUESTION IMPORTANT QUEstION IMPORTANT QOeSTIDN
......,"' _ •., __ '.,.~ H •• "····_".. ,__ ._. __ , .. ..:.- __ _,. .•__ .__ ~__ ~ _ ~ __ • .....

30.
VESV

31-
been

Si nce ~ is... roo ad has been bu il.t; do you th; nk that
an 'nc~ease of people intq thiJ area?

there has
-------,;::;...-
VE~ :

-,_.;. .... _._----
NO

........_--- ..... -._-
-----.--______......----'___......_-- ..-.,._--_ _.. ---.- ~..- _-,--------_ - _ .._ .._._- ,,~---.....-.,__

32.
havtl

IF Yf:S
moved to

ASK What changes have
your area?

occurred since these people

.....
' ..• J.-.1 ..~. •.~ ~..'~ ;l...r- .

« • .,,,,~~~ •••

iii: .. t- _F -.. '" It II • ~ ., '. '. .. • • • iii'

Ii . ., ._ .. " ,. .... 'of .... _.·,,)- .. " .... ....
33. IF YES ASK Does this affect you or your family in any way?~------_.- ;,;.,;~- ..... -,----

NO- ....---~.--... ~-,....~--....... -
(I...,..-------~-,-----.-.-...-...-.~......-..........~~- ...------.~---.'~-...... ~, .....-.-__._.~--

IF YES ASK: In Nhat way does it jffect your fam'ly i .- .... '" -.- -.
• • • • '('f .t.'_! ' •• 'I' f_~ .•..• •• ~ ...' .: ~•.• '. '.' •••••••••••••••• '.' • e e. '&' •. /II· ...{.~ ·..-' · .. ·0--' .. -.. · . ·· · · ··

.--. ... - ...... ._ ..
--:"'----'--- ...._..-----_....,.____..--_ ...-..~-'..........-."'-..- ........~...-~-""-"""--'-~'-----"''''---'.''''!''''-":"",;'._-'''_'''''_._-''''''''-''''''''-''''_

35. 11 you had a choice where w~~ld you prefer to live?--------------_--------------_----------------Al on~:l!'ide the new1 y bu i l t rand c-«:-.------------.-------------~~----------------Further away from the newly ffiuilt roid



37. Are th~ paople WhD live alon9s~d~ tha new rQad~diff~rent to
those who l1ve a distance away from the road?

-..:..--.;....-~--
1 NO

......--------

39. As a result of the building of this road'have govetnment
service~ improved in the area ?

: NO- .... --._.~--.-
- _',...........----.-.-,----~- ..--.-.-....--_:..---.~..-----~-....-: "---h~~:Itzr---~~---~---'..,.~,-~~---....,.r-----

40=~, ~F YES ASK: ,W,ha; services ),'1-V'IS f,mpr,ove,d"" as a resu,,1,tQf,th,,e '"
bU~I~ng of.the, ,rca\!, .• Ii t4-.l ~. '~,' ',~,'," ,.,' . <r:»>: ••• ." '
t?&~ ~~.AA . • . . . . . . . .•.• ~ ..•.. .-z;~ ~ •• ~
'~!J.tIt:?"., •... '.. ., ,1 ~f ~~~~ .. ~· ..4~,
.__.~:t(r:~~_ ....~~.~__'__'''__'' ._._._.,_.~.__ .. M_ ...._.... ..,~....: ...._, .. _ .._
41. Do you th1nk that the bu'1ding of the r6aJ has improved
em~loyment opportunities?

1 NO
.-..-......--_' ,,"",..._.. _ ....__ .....__ -.....;.....~ . - __ . '_. _-''!''O_'_'' ._.. _.. _-_~...__ __ .--.-~-.-. __ ._. __-- .• _

A2. W.h. Y d;~ Y OJ4. fr.""·.lo...• 1. t h i.s w a Y.?4.? )'/h.: ;#...•.'•.~..!'...:.,'..A·'.J ,,~ ''' ....••''../ ~.:.•••."'•••••·'(}PJJl'~~~~;" ~:? . ..,{.~ .•. 7 /~(. • •••• • •• ~....!.., ~-:. '

. ',:;:-''''O'flt'-'' ~c;·az···· ~~~~:J~'" tf.)p~~'~~~~--_. _.. L::J:::g;._~.__ "_l.......--_. __ .....~ ~ __

43. Was the community consulted during the planning and construc-
t~on of this road?:~~~~~:!IF YES ASK'How ?~ .... ~.~~:-~~--~----:~i·.~~~~ti±::::~~...".~,:~~..------ ..--__ ..__... .-.-.----._._..;._..__.. e_.._. _.. ~,...__.._...____._.~.__

"44. If the government had consulted you before building this
road. what wou1d you have suggested they invest in your area?
Road L-.
Cl t n t c I!../'
School ,_......
Pub 1 ;c t ran spa rt .
Other- [specify]

1 ,1 1

1 1
1 ..... _'
1 1
r._;~.
, 1
' __ I

1 Co I
1- _."--:'-' 1

45. In corpar-;son to other price inc~~ases do you th1nk transport
costs have been reducs d since the bu Tl d i ns of this road?

..... --- ......---.--- Ho~ has t h is affected. you? M () .
• NV-'-{!.- -~ ... , '.,' .... ~ , ..',. II ....... " " .". ;;•• :0 " "..

/' ." . . _,-':, _;');, '_ _. Ii

'" • "'I c_~ - •• - 11- -. W' '-""'~ •• ' " " , " ... _ lit .; , " ,. ..... II ., .• ' .•• ' • 'II. ..... 11 -... ,. Ie ••

: YES~



-...-'::~ -\\
46 • Do you t hi n k t r ave 1 t i 111 e has b e en red uc e d s 1nc e t'o erJ r o a d has
been built?--~\_----- ...... - ---- __ ._---.;.;.,.-
: vE(L.:/

,----------
47. \II hat e f f 2(; t has the bu i1d;' n9 (')f t h '1 s r 0 ad had on ac c iden t s ?:-~~~~~~~E~-~~C~~EJT.?J----.-I
~ DECREASED ACCIDENTS I

: NO CHANGE-----------~-----~--------~
~'-----------.'--.....,--- -------~.---........-_.....-,

---....._"'---....-_.... ----.-~.."'-.- ..... ~---~~-.---..-. -------- ..----
49. IF ANIMAL AtCIDENTS ASK : H~s this affected your agricultural
income?
: YES I I NO Jv/a
-~---.----------.----
50. D0 you fee 1 t hat t rf e old r 0 ute 'i s be; ngad e qua tel y 111a int a ined
? ~

\j

L NO-'---'--1. -._~_"",_\'-':'(1
_______ . ""- .... ... ._4 ..__ ~ ....... • -_......._.._"""r-_·_.

51. Why ida yo~. r~el thlJ S..,JJ aYh? .~~~ ••• ~ •••• .n.4:/(;_....~~ ...·r~.,.e-t. ~~ ..... 'J..••,I' f-A.f I. ·..ea:.. ''.~ ..... r.¥v./,' • '..~.... '.••
., ~, • _ • ~~~o ., #I .' ft •••• , " .... 'f • ., " ••••• " i- " .. " .. II Iii ~ ., .. II .... tI' ~. "-..,,

------.-------.-. _. --. ----~----------..--
52. Some people th1nk that wh9n a road is built there are a num-
ber of effects. From th~"fol1owin9 list what do you think the
m0 S tim p0 r tan t e f f e_s.J:ocd'~tlU ; 1din 9 a r 0 ad; s ? [M ]

From this 1 ist a~{,~n what do you think the 1east important effect
of building a ro ~ is ? [ L J

:--:' Irlcrease~ ag;;cu) .tural activity ~
: : Improved business activity t___
1 1 Reduced t.r sv e l time ,.__.
1__ 1 Decreased ..iacci dents
:_1 Reduced t r av e l costs
: I Use of the road all year round ~
: : Better employment opportunities +-
:...".- I Inc r a a s e of popul at ion into the area ~'
I I Greater ac c e s s to medical f ac i l t t.i e s ................
L : Greater ac c e s s to e duc a t t on f ac i l i ias '----
1 __ 1 Better government services t---
1 1 Other' [ Sp..ecify J •••••••••••••••••
..-.-.-(~---.---.--.-..---.-..--.. ----- --_ ....------ ..-..----.--.-- .....~--.

I'.!
THANK-YOU FOR ~OUR PARITICIPATION

'I
!I



I!

BUSINESS IMPACT STUDY
LIBODE - MGWENYANA ...TOMBO ROAD
INTERvaeWER'8 NAM~oM~.:S•.d.t:!;!;.ef!.~.».n
ZONE l,..OCATION•••••m••••t:t. DATEg,..m••/1990

It. A'E8EARCH STUDY DONF. BY THE UNIVER8iTY OF THE WITVtNEB8RAND '.
IN CONJUNCTION WITH THE DEVELOPMENT lANK OF 80UTHEAH'AFFUCA I

SPEAK T~8USINES5 OWNER iF POsSIBLE

)1. ')
).... ~<.:'

Hello. MY(CI'lZ:'i'a,,~ishr!".t7.?,,",f?rJ We are conducting a
effects of f,,Ij·';'1 ~mprovement$ and I would like to
qu e s t i on s . Are ~You ~Jll1in9 to participate?

-;

study of the
ask you a few

L· •.• ·• ,~.-~"..-------. --i,.--·~' ' , -· -"'---· -- ..~,., .,.-..- ~ --'- - .,.- ,. ~~~ - f" _-._ _.,_ .._. ..;__._, .._--

t\ •. f. • - e ,'_ ' • .,

Po s i t ion ; nMus iness
OWner : ,r :
Manager : l
Other: I
Spec1fy •••••••••••• ~

Njme _9f. bt,ls.i.nes~ :
7/{~~~,?~. ~~
... " $' ' ..

l' ..P. 'C.t..J4~rype i)of b us i ne ss .::,.,_,;.tii~-f<! ...• ~r; •. ", .:x .. t Ii '" ~.. , •

• .ft ~."_ , ,,

..-,-- _,..,..----'.-.~--------,-,--.. --..-~--,-.----- ._-'- -...,,;.;,,--- ..-- -.---- ---.-- -,- ,~ ..---.--.-
1'. How 1 ong ha~e YO!"I been ; n th i s type of bus iness ? 7~ ..... ,~

2. IF OWNER HAS BEEN IN BUSINESS LESS THAN 2 YEARS ASK = What was
your ~otivation for involvement in business ? ••~..••••.•~•.••••
• • • • • .. Ii ••• II ... ~ ... ~ ..... tr " ... fi. 11 _ • _.o. .. :$" ,. • ill .••••• " ........ " fl' ... :ao .... ' .... " " ......... 0;.

. . I(............................. : " ·········I\"
.................. ' '0 •• ".o. 110 & ~ ,. ••• ~ $ • if I! 01." 1 ¥. .\_---_. ---_ ..._ ....._ ......._., ....... -._.....,._-.- .. -._._ ......-._.----------_._-,----_ .. ......__ ...-.-_...... _
3. Have you moved your business l~eation since the build'ng of
this road?

...... _- ... -,'---- R_e~so~ ?r"!4.' ~'~'~""/"'~~'\.~~~)I.Y 1j'~ •• fZ~ t,~,;rl"r<~.,." •~.~
....... to: " .• ., .' .. w e 7. .,..e . ill •••• It 11 • *'

,
• + .......• '.1 •. _ * .... 1iI ........ _ .• II ...... lb ••• iii. iii ••• ':"" ....... 1i""" Ii

: YES :
I I. """,,- I
I P+-O. I

...-....--.-.---.. ....-, .._-... ,--.._-~--...... ..... ..-~--.-----~-.. ..~....~.----....-,...-
4. Where did you live 2 years ago ? ~ •••••••••••••• q ...

,.....-.....--.~-.............-.,....,,._-.. '---.. ' --~...- .,---...,.....---.-~.,-.......-.,,_--. ..---~,~-,----..--..---,-...-
5. \II her e d 0 you 1; v e now ? ~ 1$.c? .Q ~. • • . • • • • • • • • • • ~• • • • . • • • • • •

, .
... --~-"""- .........-~--. ...._,._ ... __ ._-_.--. ....... _ .._'-_.'..,._._~~,., -, •..,--,~.~-.-~ ... ~.---. _"'--'---"'''--.' - .. -- ....,-- •• - •.;"'-- -e. -,~.-- ......... -

6. S inee thi s road has been bun t
further ~o take advantage of your'--E:~---' :-~~------I_t;l-_~ .,t

/",

do you think that people travel
store/busin~s,s ?



7. Has t/he (lew tarred road between L; bode ('rld MgwenYc:Jna had. any

eif_:~ on ~\lQI,l ~~~~dthe com.~m.;.t).ni.:2t...•.••·...·.?.!-.A r Sl)E~.. tFF)..VI.J.] ..p. EIA.~L J"r." ..Q;\- ~~.;- i1i~~' • .~ • ~ ••a.~ -p.<?j~ )~·;-trl. ~~~
.-::c.p.(f. '1·~...t.1. ~?Jj)f,,~.e~ ••••••••••••• '. _ ••••.•• ~ ••• « - •• J~ .• '.' ••••••••• -
............. _.l ,1: " ., .. it ..........• ~/. .. " ;'-' ..:j. '"t-:;* .. JII Ii- •

f »--- ~t,__ . . _-..-.--...~_ ..--_--.. .--- ..-.--_......,.. __ ___.;_:..~--

~~p:~~n? tV~~~~~:;~~~~j~~ ~g~~:~_~~~.~d
••••• • •••• -._..................... •• *' .

,. ... .. .. ~ .... .. , e .. II,..... ... .. ... .. .... -. 10 .. ill .. ....... .'" .. . .. ~ ..~ ..' .- _l, •

9. What
have been

d 0 y~ t.y .t.h in~ t h e_/9 rea t e s t .;fJ e ~ 1;..&l of b \.1 i 1 din 9 t h.; s r_.9a d
? Q.ii ...~"). of", \ i~·. r?:v."'¢.. ••U.•~..a-e. .. ~ ~~... .. .. .... ~ ..... ,. .. , .. .. .. . .. -" - • II •

'Ill ....... '. e 1It • -.
.. - _ .. ..... ,... ...... II __ •.. _ ... .. ... " .•• " .. '" * .... ........ "' ..... , ••.• ,> • iii •• , Ii ,

......-- ....-- ..........-......~~,-.-,-----.-~ ...........---------.- .......... --, ~....,..-..~- ...-----.---. -~ ..-.....-------------~
10 _ Do
effect

you
1n the

think the b~ildin9
r~:~~~1-~7:-----

of this road has had any economic

YES

........... -. --._:~~~~.~----- .----.-~-.-._.__ ._--_ ..-.--
11. IF YES

\\
ASK In what w .':1 does ; t
• • to 't!I • II; " .... 'r/:o. t""',rt. I ••• " •

J J! "'.f
.. .. • .. • .. .. J, • f./4~J...... it • •

• .. • .. •. ..1.. " .. "" ... It •

have an economic effect?
.. " " .. .. ...... .. • • • • 'II ... .... eo •.•••••••••• ,: ••

.Ii •••.• ~.

;...._--....:.,.-- _....- -,--~-.-,-.------ - ..- ---,.--- --...---- -~·.-.-, --·I.,.,_ ----,~---.
12.
has

government
bu; 1t ?

-?s:----: I
I NO

Have
been

services improved in the area since this road

13 _ IF YES ASK What kind of government services have improved?
" ......... .. .. ..

.. " ....... ' , , " .. 4< .. .-. ~ .• " , " ... ~ w." ~ .. ,.... I", ......

. . _•...... R-.l...~ C .1. ~ to C .ir.'1' •.
. ..... , ·.

.. • Ct ...... .. .. ,. " ... " • II III ...
14.
your

From which
b usine s s ?

the majority of your stocks for
ill .. III. '• ., ••• « . • •• IIfII • • e • • •

.... · •.•••••••••••••• ~ ••• · ••••• ·•• ·ir ••• ~ ... -. !II .. .. .... .. .. " ... " " ...
----------------_ ..._._

15. Has the
p~~~~:.~::~:
I I" I
I I I

frequency of your delivery service tb your store

(I NO
ReaS.OO'!y.·r";~~ 1 ~ ~ '~.' D-"./
eA""'tA~··.{t2.t) ·';tl_;e: .-~ .., · .
..... tr. .• '1J , It • '!II it Ii •••

·.·.



s t-o r e im-16~ Has the quality of your delivery serv\ce to your
proved '1-.----.~.-...--
I lti~j" I I
I "I"'~~ .. I I

NO----~-----
17. If thi~ road was closed for ONE DAY a year would it inton-
v e n i e nc e" YJ)U ?
:.-~~-:

NO
IF YES2AS.J5 .• Ha:w woul d thi s.,L~nco...nven.ien~ you, ?

• • • ..•..•.'~. r~~!f. ~~.. ~.~..,·~~l
.,t': ,Y. ". 8';t .". ,.:I',t..,-,,;;p. . . . /~ ~.."",,,.~ · ''''<:r.~''''t,I. •· • •· · ·•· ... • .. · ...

.. ., .. .. .. .. .. .. .. .. e. ~ • _, ,. • , • • e • v.g . II' .. .. ., • • " • .. • .. ._ • • • '. ~, .. • ill .. •-------------------------------------------------~--------------If this road was closed for ONE
?

NO

WEEK would incon-a year

IF YE'S ASK How this incori~enience you 1
• Jj ••. *:.,.!1 ... ...~ .
.1II "',b., ••••••• I1" ••••

••• e " : •••

..... "; ' ' .to ..

",'
.tI •••• * •• · •••• · .. J~ .... it·

.......... _.. .... _.;;... \i;;.;.. __ .... _- .;... • . -_ ..__ '_,_.,w ..... _

was closed for ONE MONTH a year wDuld it incon-If this road
venience you?

~~~.~: r.~.~i7fi>~:. A~~.,.:<:'0. ".:,.1f... ~; ~ . :~1.~.: . ':~:~~~:~~;~~:. '. :.~u
NO. .•• •• •.,••tJN~r';""-A.....J) ~.. '.' . '..

----------- .11 •• a _., •• _ .... It •• u."J'f.o::t...t:'.~ ., . -J:.._ •••. ' e: , .I'.,to.l
.... ";'1_ ....._ ...... ~ . ...... .__ ._ .... _ ...... _..;.;. __ . ......~I>":_ __ ..... __ ......;,... __ ......_..;.. _ ..;.."·::::.:~;;;;;.'·i)'~·-;~

::;; , ..

If this road was closed for the rainy saason of the year ~ould'itCJ
incDnveni~nce you?
I -:.--~ .... .::-- 1

I ¥eS: I

NO
I~. 'I( S.AS.K. J-.!l;[.\>\>"'''' ..1'101..1.. ' d tl}lis inconve.n_iJnce y.ooy..y..}?.".
,.. ~~ •• ().~~~ • ~ '. 'o#",e~<i7_.~
•.' .~ ~ ~ .
(' a. A It"" •• ;, 1I ••• e . ••• ' ft_. Ii ••.•• ' Ii ,••

------.---.- ....----~---
I

18. Do you feel that your business h~s benefited from the build-
ing of this road?
: YES: :
i-W:--.--:
------- ....-- ! I • Ii ••• ., a- '• ., J ., " '•.• ,. 'e 8: ~ .•

----,---.-------~.--------~-------
19. Caul d you guess at a percent.Clg,e increase or decrease ; n ~,urn-
o ve , over the two past yean. ? •• "'Z' .
,,','" it III to " • ., ': ~.--:4.- '-0" .~.' II' ., . ._ II .' it e a Ilia .. III

.. • .. • • • .'". a • ,. .. • • a • • , • • • • • " • .'. • .. .. ,. • .. ". - > .. ~ ..... 'J • • • 8;'" -$ " f .: • ~ .. '. ,.It ,. •.• • ~ • •
~ ,f" . i .1, >

20.. S fnc e the road Dps' be~ j{ui 1t whete do you feel more peopl e
dot he; r s hop p; n9 ? .'.~ ..'_'," •• ~ it , • ~ it III • a If< fi .,OJ ~ e

............. ., ••••••••••••.•••• "' •••.• , $ , .

., ~ fI ., 1I " IJ it ' , •• $ .........• _j( •..... _ ..

21.
._------._-_._-_ •._ .._-_.._-_._----

savings /:forHas the building o! this road resulted
you? ,/
I-:;-"~-'I
I ~&"': I NO



22. Wt)uld you be prepared to pay anything towards the cost of tl:t~
road improvement ? ~~

:-~'--l: ·YES l

24. S~nce thi~ road has been ~uilt do you have more difficulty
c ompe t inq with qusiness outside t'hi s area?

\\

. - - . ..-._---....._-_. --_ .._,,----,--_.

----:. _--. ---- ........-- ..-- ...--.-__,..--- ..---.--.--- ..-...,...,.....-.......--.-.- ....... -.-~,--._,,",_--'--_._-_ _.;. ......--._--
I.:6. Can YOU name t h ree types 0 f bus iness as that hay:f'
grown/devBloped as a result of the bu11dlng of the road ~nd whef~
they are 1(leafed d?

BUSINESS UlCAT'r ON :
• Ii .' '. '. '•.••. _•• *' • '" ill to Ijo ,. ' ••• " F *' IJ.: : : : : :7...:~:il: .·.:::::

........ , .. Ij. •• 'J' ••... -- ..... , .... " ....
• ill .. 'iii .. '. ' •• :* ._. It ' 3; ., •• II! .. (I •• e, _. ,

r,

.. " ". ". ~ .. • .'.. ill .. If. .. -.. '. -e. It .' .. .'. '," • iii' • .. ,. -'.. • ill • • • .. .. .. - ~

--"{~;._-7i....-..·---~-~---- ..--~- .....·..-·-- ...."~-_......_.---
I(
i(

27. \ Can. you. na~e three types of ,bus';nesses<,.,.that
decreased/declined ~s a result of the bui1lding of the'; road
where th~y are located?

BUSINESS :
•••• • •• :A'" ./ •• "g' · ..
• • • • • • • -::1 " .'.' .. ~', '. .,.:::::~t !:of: :::

------,..__...___-----~-,
have
ar-d c

LOCATION
:?

.' " $o ., ••• ,' '•• ill' ' ..

.. .:~ ,. • • ., "'.. ., • • e .. • • ... • .. ., t '. .' • ,it; .. • • • • ., • .. • • .. ..

'\ ••.• f:. •. ,It • it. .(~' •. " 'P •• 'f:" • II' ,.It it. ,\
............................$:.,J; .. *" •••• ~ -~-........."~-------

28. Some people think that when a road.is built there are a tV'ljI-
ber of effects •. F~om the following list what d6 you, think\~he
"most important effect o f build::n9 a road is ? I M ]

Frorn this 1 r st Cl9ain what do you think the l'east importclnt effect
of bui1ding a road is "[ I L ) ,

I I1 1

I I1 1
( I
I_I
I I1 1

I I1 1

I . I
I_I
I 1
1_-·_1
I ,. .
I 1,: 1

1 IlV') I
1~1
I I, . I

1 I' I

C> .. :

Increased ~~~fcultural act'vity
Improved business activity
Reduced travel time
Decreased accidents
Reduced travel costs
Use of the roa~\al1 year round
Better employment opportunities
Increase of population into the area
Greater acciss to medical facilities
Greater access to .e duca t ion f ac il tt Le s
Better,government services
o the r ( Sp,ec ;f y ] ••••••••••••••••••

THANK-YDU FOR YOUR PARiIC1PATION



I/TABLE 'AL01)3•• 1.1 - LIBOD! :ROADCOUNT

Original dat~ of ol;',igin destination matri.x*

~~ub
B C 0 Z G Y J X N t Tc:,tal Tot''','!,...

!

B 227 18 26 1 8 1 2 1 ~1S4
"

c 269 12 78 6 44 17 20 4 9'1 ~i47 0

"18
"'--_

D 9 3 .SO
'~~'I I

Z 16' gD 4 11 '15 10 16 8 4:2 ">72pel, .;, ,

G i 1 3 ", 15 19
c •"""*-

y 7 63 2 98 1 14 16 ~ 25 ;,,30
, ,."

J 4- +1 9 15 7 1 :3 ;50
" r-r--"",~lQ~X 1 18 17 22 1 :6:3

--1---
N

(','< ""'<
1 6 5 :3 1 S .\, " 12 '134-

L
!'

1 105 29 15 2 23 13 ~~aac,

" I,

Sub
'Zotal 318 533 36 280 19 :1332 \;46 90 ~5 198 1737

~ff;,-'J
i

TOTAL 1~r37' 3474

*12D vehicles not aCJqb.~nted tor.
*Traffip count betwe~h!i 06hOO - 17hOq - 1.e. 11 hour'S only

I ,,\

/



~ " ~"!

'I
LI TRAFFICTABLE : ~~OD1. 1.2 - tIBODE 1\0 AD - ORIGIti DESTINA'l'ION

ffpGOUHT , c·
;~

j /,' ~

Original ~,rigin'- ,lSestinat'ion matrix a.djustE~dby,:the Furness
method* ~,

,
,

\:. ;:')uo
13 C D Z G y J X 1,)1, t Total Total

r:

13 235 19 27" ,1 ,$: 1 2 1 2~
21 rc 278 I( 12 81 6 4e, 18 4: roo 566

.

D., U 18 ~ 3
'i

, 31,}\\ ,

Z 17 93 -1. 11 7~: " 10 17 8 43 2610~.
i'

G 1 3 ~\ 20i! 16Ii ~'.'

\\ Ii ----v c: 7 85 20 lt13 1 ·,11 14 17 4 26 237..
J 4 11 9 l~' 7 1 3 ,5<1

ii -2~; (i

X 1 20 18 1 5 19" 87
(l " I

N 1 6 5 o~i 1 6 12 34
~

1 1 108 30 la' :2 24 13 19,3
Ii

"

Sub '/

,
;~

17;1(:Total 329 550 37 290' 19 18~ 47 94 35 204 (?
;1 '"

,

i "

TOTAL n D 1794 3588
i ;!.

"
"

*6 vehicles not accounted i,:

fd:t".
!
I



TABLE ALOD1. 2.1 - LIBODE ROAD - ORIGIN DESTINATION TRAFFIC
COUNT "

Origina.l da.ta. or outside CJrigin ciestiJl1;1tion matrix
(J

SUb
X Total Total

o
G J' N

G

J 2 , 3

N
t:

3
X

i_\,
1

f Sub') Total 2 °3 4

TDTAL

5

:1.

101
\1

10 2.0

))

TABLE ALQD1. 2.2 - L!BODE ROAD ~ ORIGIN DESTINATION TRAFl<'ICCOUNT

Ol"i&rinal ol:'l:gindestination lI1atl"ix.'adjust~dby the Furness
method

,

\) " I) Sub
Total Total'~

J " N
c;'

x
G 0.. .0

J 2 3
<:;'" \'\ 5" 1...';

'''~'' i,

N 3 1 " 4
"

;;

X 1 , :(":

Sub ';, ,(,

TotJ';ll, 2 :3 4 1 10
,>

TOTAL "
10, ZO



TABLB !, ,ALGD1. 2., 1 - L!.BODE ROAD ... ORIGIN DESTINATION TRAFF'I~
COUNT n

O:tiginal d,ata'of outside ori~in destinatibn matrix
-: ;'1

Sub
D Z Total Total

D <4 4

Z 3 3

Sub
Total 3 4 7

T0'(16,L 7 14
! .~

"=:'.

Sub
Total Total

Original origin
method

()
D Z

D 4

Z 3

Sub
L!otal 3
TOTAL ,~,

4

by the Furness

4

8 "

7 14



TABLE: A:40Dl.2.,1- LISOPE ROAD ... ORIGIN DESTINATION TRAFFIc
- COUNT

','

Orig;inal data o:!t outside origin destination matrix

Sub
B Z Total Total

(I ~,
B 67 67

Z 43 43
Sub
Total 43
TOTAL

110
220

"

67

,i
Ii

nALOD1.2.2 .. L:t!-BODEROAD - ORIGIN D:ESTINATION TRAFEl.CCOUNT
~. . .

Original origin destination lnatri~ adjust~~~ by the Furness
method

i
S~ib

"T9tal 44 69 118

T~'TAL "1'13' 226

z
:.1'

o Sub
Z Tot;~l Total.
69 69' ,!

44 44



il
"TAr?LE : ALOD2 ...L1BOmE ROAD - ORIGIN DESTINATION SURVEY
)!

Vehiol~, type

Ii
i

, '!

"

,I
'rot!~lStation ~~ Station 2 Station 3 Station 4

No. ix N " % No. % No. % No. %o.
Car 333 ip71 183 25.9 140 25~1 131 29,9 787 26~8~r~Bakkie 571 ~~6~4 332 47 256 45,8 184 44.1 1353 46,1
Taxi/Hinibu$ 176 ;L4,3 91 12,9 65 11~S 48 clO,S 380 13
Bus 21 Ii 1,7 18 ,-, 2.6 1i~ 2,9 8 i.e 63 2#2
Truck 123 :LO 65 9,2 70 12,5 58 1~,2 316 10,8
Tractor 'j Ito 2 :3 OA 1 0)2 6 0,2.... 'i 1Other 4 ,(;,3 14 2 11 2 1 OJ2 30 1
lQo resPonse --..a 'i.

J.Q i Ja~~- .............._ --TOTAL 1235 10)0 716 100 559 100 441 100 2951 100
/. \i

l!
':'!i

" nTABLE : ALOD3 ... L!BO~iE ROAD - ORIGIN DESTINATION SURVEY
,I

Nuttlber of vehicles at specified time intervals
)/Station :l Station 2 Station 3 Station 4 Tota.l

Time (:-;." N6>. x No. % No. % No. % No. Z'
\~

•

6:00 - 6:58 77 6,2 38 5,3 39 7 15 3,4 169 5,7
7:00 - 7:59 , 103 8,3 83 11/6 44 7,9 34 7/7 264 8/95:00 - 8:59 122 9,9 70 9,8 48 8,8 40 9,1 281 9,5
9:00 - 8:59 127 10,3 8S 12,3 61 10.8 50 11,3 326 1111

:1.0:00- 10:59 129 10,'5 84 11,'7 52 9>3 48 101'9 313 10)S
11:00 - 11:59 116 " 9,4 59 8,,2 60 10,7 43 8,8 :lJ78 9,4
12:00 .. 12:59 96 7~8 50 7 39 7 41 9,3 226 7,7
13:00 .. 13!59 97 7,9 40(( 6,3, 36 6,4 31 7 209 7~114:00 - 14:59 'iss 11.2 74 1013 61 10,9 41 9,3 314 10,8
15:00 - 15:59 111 9 71 919 61,' 10;8 52 /11,8 295 10
16:00 - 16:58 _us. ~ ,~ JJi .si ...,}tL,2 ...4.a '~ ....21.6.

.i~

TOTAL 1235 100 716 100 559 100 441 100 2951 100



o

1/

'TABLE ASO.Dl.2.... STERKSPIWIT ROAD - ORIGIN DESTINATION
TRAFFIC COUNT

Original origin ...destination m~trix adausted by the
Furness method*

c z F y G

B 9

B

23 44 :2 22

,5

" Sub
X J Total
20 2 122

I'

4 l. 50
','

!':J

11 j, 113
23 ~I 70

..81 l~~ 182
41 13- 79

l,O:L 296
67 126

c

z
25

43 11r.

3

16 3

10 1
23 B

a 2

13 1

5 37
,-;::"

26
9

4

6,F

y

G

x
J

Sub
Total 131 48 103 40 171 141 287 137

3

2

7

1

6 8

15 S6 76
,,2 8 17

1I

26

10S8
1038 2076

Total

TOTAL
*3 vehicles. not accounted for



TABLE ASODl.1 - STERKSPRUIT ROAD ...ORIGIN DESTINATION\ TRAFFIC COUNT

Original da.ta of origin - destination matrix*
\ ..... ,-_J

Sub
B C Z F Y G X J Total Total

, .;;

B 22 43 2 21 9 19 2 118
C 24 13 1 4 2 4 1 49

......
Z 42 11 5 36 ~._11 1 ' 111

':, I
F 3 3 2~JtlT 9 68

i \. i\)\ . 'II
Y 17 3 32 9 <I .).\.\ 70) 12 177\, U~l . 1\0.

G 10 1 2 6 8 40 11 78
X 22 8 7 15 64 74 ';,

"

99 289
J 9 2 1 ': 2 8 17 85 124

a014
Sub
'ro'tal127 47 101 40 166 ~38 260 135
TOTAL 1014 2028
*51'vehicles not accounted for
*Traffic count between 06haO and lahaQ - i.e. 7 ho~rs only



TABLE ! ASOD2 - STE.RKSPRUIT ROAD - ORIGIN DESTIHATION SURVEY

Vehiole type

Station 1
Ho. %

Station 2
No. %

°Stationa
No. %

Station 4 Total
No. % No. %

Car 64 19,3 81 18,2 160 30tl 6S 24.8 ':353 24
Ba.ltkie 128 38,7 113 $3,,7 221 41,6 127 46,4 589' 40Taxi/Minibus 52 15 ..7 77 23 60 11.3 27 co 9,8 216 14.7Bus 1'7 5,1 13 3,9 14 2,0 11 4 55 3,,7Truck 58 17,5 63 1818 63 11.9 35 12,$ 219 14,9
Tractor 10 :3 4: 1,2 7 1.3 21 1,4Other 2. 0,6 4- 1,2 6 1.1 6 2,2 18 1,2
Ho response --l. -l. ~ --l _a

TOTP.1 331 100 336 100 532 100 275 100 1474 190

TABLE : ASODs - STERKSPRUIT ROAD ...ORIGIN DESTINATION SURVEY

Number of vehicles at specified time inte~vals
r:

1\
\i
J)

Time
Station 1
No. x St1ation 2

No. %
Station 3
No. %

Station 4No. %
Total

No. x
6:30 "" 7:29 41 1214 65 19,5 131 24,6 21 7/3 256 17,,5
7:30 - 8:29 36 10,9 62 18,5 129 24,3 35 12,7 262 17,8
8:30 _. 9:29 53 16 51 15,2 71 13,4 43 15,,8 218 14,,8
9:30 - 10:29 46 13,8" 61 18,2 67 12,6 60 21,8 234 15,9

10:30 - 11:29 51 15>4 80 17,9 58 1019 29 10.8 198 13;4
11:30 - 12:29 4"1 14,2 11 3~3 39 7,3 43 1.5~6 140 9,5
12:30 - l.:3~29 .sa -U..2 .ze __1_;1 _31 ---l..- .M ....1L ....lei ....l.L.l

rorsr, 331 100 336 100 532 100 275 100 1474 100

II,.,



TABLE : AtTl - tIEO]:)E ROAD - TRAVEL l?~Rl?OS:e:SURV;SY

No. %

Caraakkie
Taxi/Mini bus
StileT,~;u~k
OtherNo response

15
11
33

!}15
4
2

...1.

81

o

18,S
13,8
41,3
18,a
5
2,5

100

TABLE ALT2 - LIBODE ROAD - TRAVEL PURPOSE SURVEY

Natur~ of person being interviewed
No. %

Driver
PassenlierPaying passenger

41
15
.2.5.

81
,- ,TOTAL

50J6
18,5

_ao_.__a

100

TABLE : ALT4 ~ LI130nE ROAD ...TRAVEL PURPOSE ':SURVEY

Why are yoU travelling?
Driver

No. %
Passenger

No. %

Work 29 70,7 4 26,6
Sooial i"\ 3 7,3
Shopping '- S 14'; 6 S 60
Religious 0Educuti.on 1 2,4 0
Hp'al"t~\'\ 1 6,7
Gov,..~nltient I ....2. A ·a _l. 6 .1. R

TOTAL 4;1. 100 15 100

:2 8
2 8

11 44
1 4
2 8
5 20

....2. __a

~S 100



TABLE ~,ALT5 - LIBODE ROAD - TRA-VEL PURPOSESURVEY

Ho~ often is "today"s trip" [ALT4] made on this :oad per
month? ..

Driver*
Paying

Passenger

5,6
20
:2
3,2

Work
Social
Shopping
Religious
Eduoation
HealthGovernment

1:2~6
4-

141,7

12,25

20
5

4
8

20
::L4
7

*Ta"i drivers are ext;luded from the ~ork trip as they biast!1e frequency of the work trip due to the large number ...~'f
trips made. The ave:r-agemonthly trips of taxi drive~ls i~
69 ..5 trips per month.

TABLE : ALTS - tISODE ROAD - TRAVEL PURPOSE SURVEY

Do YO'll· make mOre trips on this road now than you did t~o.(_""".-.;years ago?

no. %
Increase in travel
No change in travelHo·response

53
26
_2.

81

6711
32,9

TOTAL 100

TABLE : ALT7 .... tISOPE ROAD - TRAVEL PUR- 'SURVEY
v

mOl:'e trips?

Tarring of l:'oad
Availability of transPQrtPersonal reasons
Time savings
Decrease in accidp~ts
Other
No l:'espo.nse

24
7,5
7
s
2,5
:3

_a

53

48
15
14
125 ""I:

6

TOTAL 100



TABLE : ALT9 - tISODE ROAD .~ TRAVEL PURPOSE SURVEY

Since the road has been tarred have you experienced any
cost savings?

Driver
No. %

Road r,.esults in
post savings 3S 92,3
Road has no
t;ost savings 3

No response
TOTAL 41

Passen.gerNo. .. %

11 73,3

Paying
Passenger
No. x

11 44

7,7 4 26,7 14 56

-
25 10015 100

TABLE : AL'l'10/S - LISODE ROAD - T£UiVEL PURPOSE SURVEY

Since ,this roaey has been tarred haVe you experienced anY
cost savings ahd ilould you be prepared to'pay to';07arcisthe
ro~d improvements?

Prepared to pay
Not prepared to pbi'
..No response
TOTAL

Road Results
In CostSavings

No •. %

51 65,7
6 '1~7

....l.

58 73,4

Road Results
In No Cbst
Savings

No.
\'3
18

3,8
22,8

2 no response to question of ~od.d resulting in cost 'savings.
N::61

21 26,0

TABLE : ALT12 ...LISonE ROAD - TRAVEL PURPOSE SURVEY

Since t;his road has been tarred have you experienced any
time s~,:tnl$s?

\i

'<\Road results~in time savings
RtMld results in no time savings
No response
TOTAL

No.
77
1.a

81

. '

9817
1,3

100

\'~



TABLE : ALT13 - LIBODE ROAD - TRAVEL PURPOSE SURVEY

JI
Since the road has been tarred do,)"ou think there has been
an increase, or decrease in acoidents?

No. %
Increasa in accidents
Decrease in accidents
Ho ohange {j

35
19
21.

61TOTAL
{)

(:

43)2
:;}$,5

._~3. 3

100

TABLE : ALl' 14 ,1 - LIBODE ROA~. - TRAVEl, PURPOSE ST;fRVEY

Ii

IF INdREASB IN ACCIDENTS (AL113'] : Iif lihat type of
acch~eIl'ts? \,

Ho. %

Animal
Human
Vehicle
No response

22,711

3,7
6,1

...2.

35TOTAL 100

• ir
,I

\ 'fABLE : ."iLT14. 2 - LIBODE ROAD - TRAVEL PURPOSE SURVEY

IF DECRE,ASE IN ACCIDENTS t~\~Tl?J : In lihat tlrpe of
accid~nts?

No. %

Animal
H1J:rJ.an
V~hicleNo response

8~6
1..,3
7,8
~,J_

1~(,,,
, :j

TOTAL

t.?8,' 9
7,2

43,,$.



TABLE : AtTIS _" LISODE ROAD - TRAVEL PURl?OJE SllllVll,i
\, ;-". .-,-1

It is ,.expeoted that. :roads r educe travel time ~ oost~~ and
aocfdents. What do you think the most important ~u~peotis?

{,,~/jl
No. %

Reduoed travel time
Reduoed oosts
Reduoed ~ooidentsOther ,,c)

64
9
6

...2.
81 100

61
11.4
7.8

TOTAL

TABLE : ALT8/1.6 - LIBODE ..,OAD

What do you think t.he greatest
the road have been and! Rhat is
improvement to you?~

... TRAVEL PUR~OSE SURVEY
/:;// :

j(I . .ieffects o~.the tarr~ng of
important ~~~boutthi!S\:road

Inorease in mobility
Decrease in travel time
Decrease in vehiel!! ms.int~n.an.ee
Decreaae in Aocidents
Increase in environxoentaL cauali ty
Gr3ater aoceS$ to other centres
Other (positive effeot')
Other (neutral)
Inorease in travellers
r.no~ease in aooidents
Other (negative effeot)
TOTAL

No. %
\'.

25.,7
14/8
lO.J 6
(v~ 7
4/2
3,6
6,3
1,3
215
3~1

....L..a
61

31,7
18,,3
13,3
7
5,2
4 t,!l-

10, '.5
II (3
3'1 :L
3,8

~ 1...6.

100



\\
')ol

"TABLE ALT17.,..tISODE ROAD - ~RAVEL PUR1?OSEo~mRVEY
il

If' this toad 'Ras closed for Oij.EPAY/ONE WEEK/tiNE MONTHI
RAINY SEAS'ON~ould it inoonvenienoe you? \)How ~o,ulc:i it
inoonvenienC:I!~ you? I'!; o.

iI -

'Inconvenienced for
Day Week Month Season"

!fo. % Ii No. % No.' % No. "

Business" 10
Shopping 3
Employment 18
Mealth '7
Education Z
Inconvenience 15
Other

12,5 12 2,5
3.,6 2 2,5

22,5 s 0,3
8,8 3 3,8
~L5 0 0
18,1) 11c- 13,8 1 1,3

...,...__ ....l ~ ----{,
ss,e 24 30 1 1.3 0 0

80 (100%) resPondents are inconvenient~ed. No reS},')onse::: L
N=81. ~:;

TABLE ALTie ...tISODE ROAD ...TRAVEL PURPOSE SURVEY

. Since the road ha.s been up~r'aded do you think it saves yoUvehiole maintenanoe costs? [ASK DRIVERS ONLY)
No. ,%Road results in vehicle maintenancesavings 34 97,1

Road results in no vehiclemaintenance savings
No response

1

TOT~-\L

..Ji
40 100



TABL~ : Asrl .. STERKSPRUIT ROAD - TRAVEL PURPOSE SURV'EY

Vehicle type

Gar
Bak!de
TaxijMi ni busBus
Truck
Other
TOTAL

No. %
23
20
50
7
5
1

106

21,7
18t9
47~2
6.64,7

_O.,:..;.,~

100

TABLE : AST2 - STERKSPRUIT ROAD - TRAVEL PURPOSE SURVEY

Nature of person being interviewed

Drive'r
Passenger

. Paying passeng~r .
TOTAL

~lo•

59
16
31

106

55$7
15,.1
29,2

100

()

cTABLE t. AST4 - STERKSPRUIT ROAD - TRAVEL PURPOSE SURVEY

Why are you travell i09?

'Work
Soc ia1.

"Shopp;:n~
Re15 g; ous
Education
Health
Go'vernment

TOTAL

ori ve r
No. .%

"

40 57,SilO 10,2
6 10,2
1 1,7
6 10,2

59 roo

passenger
No. ~%

2 12,5
2 12,5

10" ~i2,5 "
1" ,6,3

1:~::;> 6,3'- ...... _. -
16 100

Paying
passenger

No. %

3 ';,. .,9.7
,5" 16,J,,;

({16 SlJ6

1 3·,Zr£
4 12,9

...! 0,0
3,1 100



TABLE : AST5 - ST£RKSPRUIT ROAD - TRAVEL PURPOSE SURVEY

How often is today's trip [AST4] made on this road permonth?

Driver* payi n9Passenger Passenger
Work
Social~hopping
ReligiousEducationHealthGovernment

17,6
1,8
5$3

14
It58,1
8

20

5,3 4

0,4
0,4
3,3
0.331,25
•.I.

*Taxi drivers are excluded from the work trip as they bf~S
the frequency of the work trip due to'the larSie number of
trips made. The average month1y trips of taxi\drlvers is
77,7 trips par month. 'i '

TABLE ~ AST6 .. STERKSPRUIT ROAD ...TRAVEL PURPOSE sv,nvty ,

Do you make more trl p s on' thi s raild" now than you di d two
years ago?

No •
.~

Increase in travelNo change in travel
66
40----

TOTAL
..

106 ~

62.,3
37» 7,

100

TABLE : AST7 - STERKSPRUIT ROAD - TRAVEL PURPOSE SURVEY

IF INCREASE IN TRAVEl" [AST61 : Why do you make more trips?

Tarring o:f road
A~lhilabj,iity of transpor:c
Personal repsons
Titnt;, savings ..Decfease in accidenii
Other

TOTAL

No •.....u.: ..o
30"
13,5
6,5
7
4

t 5
.66 " ~, 100


