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EXECUTIVE SUMMARY 

 
INTRODUCTION 

Background 

Richards Bay Minerals (RBM) is planning to upgrade the existing D1559 Nhlabane Road (here after 

referred to as the D1559) located to the east of RBM’s smelter. The D1559 is under the jurisdiction of 

the KwaZulu-Natal Department of Transport (KZNDOT); however, RBM is proposing to undertake the 

upgrade as part of the Social and Labour Plan II (i.e. KZNDOT remains the road authority while RBM 

provides the finance for the road upgrade. In this context, KZNDOT is the project proponent for the 

purposes of environmental authorisation and the acquisition of other relevant licences, e.g. a water use 

licence or general authorisation and protected plant permits. KZNDOT remain the owner of the 

improved road asset). The consulting engineer responsible for road design (according to KZNDOT 

criteria) is SNA Civil and Structural Engineers (SNA). 

 
The road upgrade will largely be in situ with only minor deviations and widening; however, in areas 

where widening and deviations are required, there is the possibility that sections of land and/or assets 

(trees, fences, etc.) may be respectively acquired or damaged. In addition, the widening of the road is 

likely to have several positive and potentially negative social impacts on surrounding communities. To 

ensure that potential damages are identified prior to the project commencing, that negative social 

impacts are mitigated as far as possible, and that positive social impacts are managed to ensure the 

greatest possible benefit, ACER (Africa) Environmental Consultants (ACER) was appointed to 

undertake a Social Impact Assessment (SIA) for the proposed road upgrade on behalf of SNA. 

 
This report describes the proposed road upgrade and provides details on the nature of the receiving 

social environment. These are superimposed on one another to identify impacts of the proposed road 

upgrade on the receiving environment and vice versa. This enabled the identification of potential 

impacts (positive and negative). This formed the basis of the impact assessment after which 

mitigation/management actions were identified to ameliorate negative effects and to enhance benefits. 

 
Scope of the specialist study 

The scope of work provided for the SIA included the following: 

 
 Evaluate the primary zone of influence resulting from the proposed upgrade of D1559. 

 Evaluate potential cumulative socio-economic impacts resulting from the proposed upgrade of 

D1559 (from the P515 turn off, proceeding along the D1559 and back to the P515, with a focus 

on land acquisition, encroachment, sources of livelihood, and assets (including physical 

structures) that may require relocation and/or compensation. 

 Identify and record preconstruction livelihood strategies, and condition of graves and physical 

assets. 

 Identify and evaluate the potential socio-economic issues raised by local communities and key 

informants. 

 Recommend mitigation and management measures. 

 The deliverable is a SIA report containing findings, mitigation measures and recommendations. 

 
Methodology 

To address the scope of work, both qualitative and quantitative research techniques and 

information/data were used. Secondary data in the form of aerial imagery, statistical publications from 

Statistics South Africa (StatsSA) and municipal documents, including Integrated Development Plans 

(IDPs) and Spatial Development Frameworks (SDFs), were used to develop an understanding of the 

social/socio-economic conditions of the study area. Primary data were generated during three days of 

field work during which a questionnaire survey was administered with representatives from homesteads 

immediately adjacent to the road. Semi-structured interviews were also conducted with representatives 

from the Nhlabane Clinic and Nhlabane Primary School. Further, discussions were held with the 
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iziNduna from the three isiGodi’ through which the road passes. Potential social change processes and 

associated impacts were identified by applying the social baseline conditions and findings from the 

primary data to an indicative list of social change processes described by van Schooten et al. (2003). 

In addition, experiences from past projects of a similar nature and within a similar socio-economic 

environment assisted in identifying possible social change processes and associated social impacts. 

The potential social impacts were assessed using standard assessment conventions. 

 
PROJECT DESCRIPTION 

Project location 

The project area, Nhlabane, is approximately 30 km north of Richards Bay, located within the uMfolozi 

Local Municipality, which is one of five local municipalities within the King Cetshwayo District 

Municipality (KCDM). The proposed project site falls within an area administered by the Ingonyama 

Trust and managed by the Mbonambi Tribal Authority. 

 
Project details 

The proposed project aims to improve the community’s basic access to public and social services 

through the establishment of a stable, safe and reliable road transport network. The project will be 

competed in two phases, each of which will take approximately six months to complete. Phase 1 entails 

the resurfacing of the D1559 gravel road to a tarred surface and the formalisation of surface drainage 

infrastructure. This section of road is approximately 6.5 km in length. Phase 2 entails minor realignments 

to meet KZNDOT’s road safety standards and the construction of a culvert crossing. The length of road 

to be upgraded during Phase 2 is approximately 2.5 km. With the exception of the minor realignment of 

the road in Phase 2, all work will be undertaken within the existing 20-meter road reserve. 

 
DESCRIPTION OF THE RECEIVING ENVIRONMENT 

The study area falls within the uMfolozi local municipality which, on average, can be considered as 

having a lower level of development than the district municipality within which it falls and a lower level 

of development than the province. Of particular concern for the local municipality is the high level of 

unemployment especially among the youth. This situation is made worse by the limited economic 

development opportunities and the poorly skilled populace within the uMfolozi local municipality. 

However, this is not unique to the study area as unemployment, few job opportunities and a largely 

unskilled labour force remain significant concerns throughout South Africa. Findings from the social 

survey undertaken with households immediately adjacent to the D1559 road where the proposed 

upgrade will take place suggest that the area exhibits, on average, lower levels of development than 

the local municipality. These findings, however, can be considered typical of rural communities within 

South Africa, viz. high level of unemployment, poor access to municipal services (water and sanitation) 

and a reliance on subsistence agriculture and government grants for sustaining livelihoods. 

 
SOCIAL IMPACTS 

In considering the manner in which the proposed road upgrade may impact on communities and 

individuals in the area, seven questions have been formulated: 

 
 What nuisance impacts are likely to be associated with the proposed project during construction 

and operation? 

 Increased noise 

 Increased dust 

 Visual impacts 

 Disruption to traffic and reduced access to public transport 

 
 What economic impacts is the project likely to have during construction and operation? 

 Temporary employment opportunities 

 Opportunities for local businesses and contractors 

 Opportunities for informal traders 
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 How will the project impact on the health and safety of the surrounding community during 

construction? 

 Reduced road safety during construction 

 Conflict and protest action 

 
 What will the impact be on adjacent properties, assets and graves during construction and 

operation? 

 Damage to boundary fences/infrastructure 

 Loss of timber plantations/woodlots 

 Permanent loss of land 

 Damages to graves 

 Injury or death of livestock 

 
 How will the upgraded road affect the living environment for the local community? 

 Reduced dust 

 Improved road safety 

 Improved access to public transport 

 Improved access to healthcare facilities 

 Increased traffic 

 
 How will the road upgrades affect the livelihood strategies of households residing adjacent to the 

road? 

 
 What are the cumulative impacts of further development and corporate social investment in the 

area? 

 
CONCLUSIONS AND RECOMMENDATIONS 

RBM, in collaboration with KZNDOT, is planning to upgrade the existing D1559 Nhlabane Road located 

to the east of the RBM processing plant. This is being undertaken within the ambit of RBM’s CSR 

programme. 

 
After consideration of the receiving environment as well as the nature of the proposed project, it can be 

concluded that from a social perspective, there are no fatal flaws that should prevent the project from 

being undertaken and/or authorised. 

 
While negative social impacts may arise from the proposed project, generally nuisance impacts, most 

of these are temporary in nature and will occur for a limited period. There is also potential for damages 

to portions of timber plantations/woodlots, boundary fences and graves. If managed correctly, it is 

unlikely that this will be of significant concern, albeit that compensation for damages will need to be 

provided. It should be noted that in order for the losses to be managed correctly, consultation will be 

required with the affected parties prior to any damages occurring. It is recommended that written 

agreements be put in place detailing the damages and agreed upon compensation amounts to ensure 

that all expectations are met and that there is no possibility of opportunistic claims at a later stage. 

 
Cognisance should be paid to ongoing tension and conflict within the broader study area and the 

potential for a project of this nature to aggravate the situation if expectations are not met. Therefore, it 

is recommended that there be ongoing communication between the project proponent and the 

traditional leadership in the area and that a community liaison officer be employed to ensure 

communication between the local leadership, community, contractor and the project proponent. It is 

also important that the potential employment opportunities created by the project not be overstated so 

as to not create unrealistic expectations. 
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From a social perspective, it is important to note that the proposed project will have a positive impact 

for the community in the area both during construction (temporary job opportunities, training and skills 

development, and local contractor opportunities) and, more importantly, following the completion of the 

upgrade (improved access to transport services, improved road safety and reduced dust). 
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1 INTRODUCTION 

1.1 Background 

 
Richards Bay Minerals (RBM) is planning to upgrade the existing D1559 Nhlabane Road (here 

after referred to as the D1559) located to the east of RBM’s smelter. The D1559 is under the 

jurisdiction of the KwaZulu-Natal Department of Transport (KZNDOT); however, RBM is 

proposing to undertake the upgrade as part of the Social and Labour Plan II (i.e. KZNDOT 

remains the road authority while RBM provides the finance for the road upgrade. In this context, 

KZNDOT is the project proponent for the purposes of environmental authorisation and the 

acquisition of other relevant licences, e.g. a water use licence or general authorisation and 

protected plant permits. KZNDOT remain the owner of the improved road asset). The consulting 

engineer responsible for road design (according to KZNDOT criteria) is SNA Civil and Structural 

Engineers (SNA). 

 
The road upgrade will largely be in situ with only minor deviations and widening; however, in 

areas where widening and deviations are required, there is the possibility that sections of land 

and/or assets (trees, fences, etc.) may be respectively acquired or damaged. In addition, the 

widening of the road is likely to have several positive and potentially negative social impacts on 

surrounding communities. To ensure that potential damages are identified prior to the project 

commencing, that negative social impacts are mitigated as far as possible, and that positive 

social impacts are managed to ensure the greatest possible benefit, ACER (Africa) 

Environmental Consultants (ACER) was appointed to undertake a Social Impact Assessment 

(SIA) for the proposed road upgrade on behalf of SNA. 

 
This report describes the proposed road upgrade and provides details on the nature of the 

receiving social environment. These are superimposed on one another to identify impacts of 

the proposed road upgrade on the receiving environment and vice versa. This enabled the 

identification of potential impacts (positive and negative). This formed the basis of the impact 

assessment after which mitigation/management actions were identified to ameliorate negative 

effects and to enhance benefits. 

 
1.2 Purpose and scope of the specialist study 

 
The proposed road upgrade was identified by local communities and RBM as a community 

need and was included in RBM’s CSR programme. By inference, the proposed road upgrade 

is intended to be beneficial to local communities; however, there are likely to be negative 

consequences. Therefore, it is necessary to understand benefits and negative effects to enable 

the formulation of management/mitigation measures to realise benefits and mitigate negative 

effects. This is the purpose of the SIA, the results of which are documented in this report. 

 
This study was undertaken, and the report compiled in line with the 2014 Enviromental Impact 

Assessment Regulations (as amended). The scope of work is detailed hereunder: 

 
 Evaluate the primary zone of influence resulting from the proposed upgrade of D1559. 

 Evaluate potential cumulative socio-economic impacts resulting from the proposed 

upgrade of D1559 (from the P515 turn off, proceeding along the D1559 and back to the 

P515, with a focus on land acquisition, encroachment, sources of livelihood, and assets 

(including physical structures) that may require relocation and/or compensation. 

 Identify and record preconstruction livelihood strategies, and condition of graves and 

physical assets. 

 Identify and evaluate the potential socio-economic issues raised by local communities and 

key informants. 
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 Recommend mitigation and management measures. 

 The   deliverable   is   a   SIA   report   containing   findings,   mitigation   measures   and 

recommendations. 

 
1.3 Methodology 

 
To address the scope of work, both qualitative and quantitative research techniques and 

information/data were used. 

 
Secondary data in the form of aerial imagery, statistical publications from Statistics South Africa 

(StatsSA) and municipal documents, including Integrated Development Plans (IDPs) and 

Spatial Development Frameworks (SDFs), were used to develop an understanding of the 

social/socio-economic conditions of the study area. By developing an understanding of the 

receiving social/socio-economic environment, insight is gained into potential social changes 

and resultant social impacts that may occur as a result of the proposed project. 

 
Primary data were generated during three days of field work during which a questionnaire 

survey1 was administered with representatives from homesteads2 immediately adjacent to the 

road. The questionnaire allowed for: 

 
 The establishment of a social/socio-economic baseline and an understanding of the socio- 

economic conditions prevailing in the potentially affected community. 

 The identification of entities such as forestry areas, structures, boundary fences and 

graves that could be affected by the proposed upgrade (widening and realignment). 

 The identification of potential concerns that people may have regarding the current road 

and the proposed upgrade. 

 
Semi-structured interviews were also conducted with representatives from the Nhlabane Clinic 

and Nhlabane Primary School. Further, discussions were held with the iziNduna from the three 

isiGodi’ through which the road passes. These discussions allowed for a better understanding 

of the social dynamics at play within the receiving environment and allowed for key concerns to 

be raised and discussed in greater detail. 

 
Potential social change processes and associated impacts were identified by applying the social 

baseline conditions and findings from the primary data to an indicative list of social change 

processes described by van Schooten et al. (2003). In addition, experiences from past projects 

of a similar nature and within a similar socio-economic environment assisted in identifying 

possible social change processes and associated social impacts. The potential social impacts 

were assessed using the conventions described in Table 1. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 

 

1 A copy of the questionnaire is provided in Appendix 1. 
2 A homestead typically comprises several households occupied by an extended family. 
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Table 1 Assessment conventions 

 
Criteria Rating Scales Notes 

 

 
Nature 

Positive This is an evaluation of the type of effect the 

construction, operation and management of the 

proposed development would have on the affected 

environment (social, biophysical and economic) 
Negative 

 
 
 

Extent 

Low Site-specific, affects only the development footprint. 

 
Medium 

Local (limited to the site and its immediate 

surroundings, including the surrounding towns and 

settlements within a 10-km radius). 
High Regional (beyond a 10-km radius) to national. 

 
 
 

 
Duration 

Very Low Temporary (less than 1 year). 

Low Short-term: 0-5 years (typically the duration of 

construction). 
Medium Medium-term: 6-10 years, reversible over time. 

High Long-term (impact will only cease after the operational 

life of the activity) to permanent. 
 
 
 

Intensity 

Low Negligible alteration of natural, cultural or social 

functions and processes. 

Medium Noticeable alteration of natural, cultural or social 

functions and processes. 

High Severe alteration of natural, cultural or social functions 

and processes. 
 
 
 
 
 
 

 
Consequence 

 
 

 
Low 

A combination of any of the following: 

 Intensity, duration and extent are all rated low. 

 Intensity is low and up to two of the other criteria are 

rated medium. 

 Intensity is medium and both the other criteria are 

rated low. 

Medium  Intensity is medium and at least one of the other 

criteria is rated high. 
 
 

High 

 Intensity is rated high, with any combination of 

extent and duration. 

 Intensity is rated high, with the other two criteria 

being rated medium or high. 
 
 
 

Probability 

 

Low 
Improbable. It is highly unlikely or less than 50% likely 

that an impact will occur. 
 

Medium 
Distinct Possibility. It is between 50 and 75% certain 

that the impact will occur. 
 

High 
Most Likely. It is more than 75% certain that the impact 

will occur, or it is definite that the impact will occur. 
 
 
 
 
 
 

 
Significance 

 

Low 
 Low consequence and low probability. 

 Low consequence and medium probability. 
Low to 

Medium 
 Low consequence and high probability. 

 Medium consequence and low probability. 

 
Medium 

 Medium consequence and medium probability. 

 Medium consequence and high probability. 

 High consequence and low probability. 
Medium to 

High 
 
 High consequence and medium probability. 

High 
 High consequence and high probability. 
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2 DETAILS OF THE SPECIALIST 

 
ACER was established in 1991 and operates throughout Southern Africa. This investigation 

was conducted by Mr Duncan Keal, who holds an MA in Development Studies and who has 

eight years’  experience in environmental management and assessment, particularly the 

assessment of social and socio-economic processes and issues involved in large, often 

complex projects. The investigation was conducted under the guidance and directorship of Dr 

Dieter Heinsohn. Over 28 years Dr Heinsohn has developed an impeccable reputation in 

environmental management. Of particular note is his experience in social impact assessments, 

the design and running of public involvement programmes, resettlement planning and 

implementation, and the management of large and/or complex Environmental Impact 

Assessment processes. 

 
CVs of Mr DN Keal and Dr R-D Heinsohn are provided in Appendix 2. 
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3 PROJECT DESCRIPTION 

3.1 Project location 

 
The project area, Nhlabane, is approximately 30 km north of Richards Bay, located within the 

uMfolozi Local Municipality, which is one of five local municipalities within the King Cetshwayo 

District Municipality (KCDM). 

 
The proposed project site falls within an area administered by the Ingonyama Trust and 

managed by the Mbonambi Tribal Authority. The project, which is linear in nature, traverses 

several properties along the existing gravel road (D1559) within the Nhlabane settlement, 

starting from the P515 turnoff/intersection in the south-west (28˚40’11.11’’ S, 32˚12’45.74’’ E), 

past the Nhlabane Clinic (28° 38’ 31.78’’S; 32° 14’ 17.65’’E) to where it re-joins the P515 in the 

north (28˚37’11.79’’ S, 32˚14’9.29’’ E) (Figure 1). 

 
3.2 Project details 

 
The proposed project aims to improve the community’s basic access to public and social 

services through the establishment of a stable, safe and reliable road transport network. The 

project will be competed in two phases (described below), each of which will take approximately 

six months to complete, i.e. the time required to complete the entire project will be 

approximately 12 months. 

 
Phase 1 entails the resurfacing of the D1559 gravel road to a tarred surface and the 

formalisation of surface drainage infrastructure. This section of road is approximately 6.5 km in 

length between 28˚40’11.11’’ S; 32˚12’45.74’’ E. (start point) and 28˚37’47.43’’ S; 

32˚15’19.61’’E (end point). Phase 2 entails minor realignments to meet KZNDOT’s road 

safety standards and the construction of a culvert crossing. The length of road to be upgraded 

during Phase 2 is approximately 2.5 km from the start point (28˚37’47.43’’ S and 

32˚15’19.61’’E) to the end point (28˚37’11.79’’ S and 32˚14’9.29’’ E). The culvert crossing 

is situated between 28°37’30.80’’ S; 32°14’53.79’’ E (start point) and 28°37’32.44’’ S; 

32°14’56.62’’ E (end point). 

 
Both phases of the project will entail the following: 

 
 The construction of a 7.5 m wide tarred road approximately 9 km in length (Phase 1 and 

2), which will follow the existing gravel road alignment with some minor realignments for 

safety purposes in Phase 2. 

 The construction of surface and subsurface drainage infrastructure such as cut-off drains 

and culvert pipes. 

 The construction of eight bus/taxi stops (four in both phases). 

 The construction of embankments adjacent to the road to allow for the road surface to be 

raised in certain areas. 

 The construction of traffic control infrastructure such as speed humps and the provision of 

traffic signs. 

 
With the exception of the minor realignment of the road in Phase 2, all work will be undertaken 

within the existing 20 meter road reserve. 
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4 ASSUMPTIONS, LIMITATIONS AND GAPS IN KNOWLEDGE 

4.1 Assumptions 

 
 The information, including maps, provided by the client and the engineering team, is 

accurate. 

 The information provided herein will be adequate for effective decision-making in the 

environmental authorisation process. 

 No physical resettlement will be required. 

 In areas where structures other than boundary fences might be affected (houses, 

storerooms, etc.), the design will be adjusted to avoid such structures. 

 With the exception of areas where the design is adjusted to avoid structures mentioned 

above, the entire 20 meter road reserve will be required for the upgrading of the road. 

 Infrastructure within the road reserve will include the upgraded road, drainage 

infrastructure, a pedestrian sidewalk, bus/taxi stops and road embankments. 

 No land will be required outside of the road reserve with the exception of the minor 

deviation in Phase 2 of the project. 

 
4.2 Limitations 

 
 A number of the timber plantations/woodlots adjacent to the road are owned by people 

residing outside the project area. In addition, frequently, there are no clearly defined 

boundaries between timber plantations/woodlots. Therefore, it was not possible to assign 

accurately ownership to the potentially affected timber plantations/woodlots. 

 The community in which the proposed road upgrades are taking place has a history of 

being unstable with incidences of violence, some of which has been directed at RBM 

employees. This can lead to suspicion towards outsiders and people associated with RBM, 

potentially limiting the study. 

 Some previous compensation events have not been well received by the community. In 

some cases, issues and complaints have remained unresolved for extended periods. This 

is likely to result in dissatisfaction and suspicion towards RBM and contractors employed 

by RBM, again potentially limiting the study. 

 
4.3 Gaps in knowledge 

 
 Details of the owners of the timer plantations/woodlots were not available. 

 It is unknown if the KZN Department of Transport has actively attempted to limit activities 

to within the existing road reserve. 
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5 DESCRIPTION OF THE RECEIVING ENVIRONMENT 

 
A social/socio-economic baseline of the broader study area was developed through the use of 

existing statistical data as well as available literature. This is presented in Sections 5.1 – 5.5. 

Findings from the social survey undertaken with homesteads adjacent to the road are presented 

in Section 5.6. This allows for a focussed assessment of the immediate receiving environment; 

however, findings from the social survey undertaken with homesteads adjacent to the road 

generally mirror the trends identified for the broader study area. 

 
5.1 Project area 

 
The proposed road upgrade is within the uMfolozi Local Municipality (LM) which is one of five 

local municipalities within the KCDM (KCDM IDP, 2019). The uMfolozi LM is located on the 

northern coastal plain of KwaZulu-Natal. More than 50% of the land within the uMfolozi LM is 

under the administration of the Ingonyama Trust Board (KCDM IDP, 2019). The traditional 

authorities (TAs) within the LM are the Mhlana TA, Sokhulu TA and the Mbonambi TA. 

 
The N2 national route traverses the uMfolozi LM and serves as an economic corridor linking 

the municipality to major centres, such as Richards Bay, Durban and neighbouring countries 

(Swaziland and Mozambique) (KCDM IDP, 2019). RBM has extensive mining operations along 

the coastal dunes to the east of the study area. In land of RBM’s operations, the study area is 

characterised by relatively densely populated rural settlements interspersed with large areas of 

woodlots used for commercial purposes. 

 
The D1559 road is located near the Nhlabane settlement, approximately 30 km north-east of 

Richards Bay. The project area is under the management of the Mbonambi TA and within 

Wards 3 and 4 of the uMfolozi LM (uMfolozi IDP, 2019). The road traverses three isiGodi within 

the TA, viz. the Enkunz’embomvu, Edlabeyilandula and Ezindabeni. 

 
5.2 Population 

 
KCDM is the third largest DM in terms of population within the province, with an estimated 

971,135 people residing in the area (KCDM IDP, 2019; StatsSA, 2018). The majority of the 

population within KCDM are classified as rural with 72% of households located in rural areas. 

This translates to 162,381 of the 225,797 reported households within the district (KCDM IDP, 

2019; StatsSA, 2018). The population with the DM is young, with people aged between 0-14 

years accounting for 39.9% of the population and those aged 15-34 years accounting for 35.6% 

of the population (StatsSA, 2018), i.e. 75.4% of the population is aged 34 years or younger. 

 
The uMfolozi LM covers an area of approximately 1,300 km2, with an estimated 122,889 

residents and 30,470 households, of which 95.5% are within TA areas (uMfolozi IDP, 2019). 

Although 95.5% of the municipal population is reported to reside in areas under the control of 

traditional authorities (i.e. rural areas), 72.6% reside in formal dwellings. This is a significant 

increase from 2011 when 53.6% of the population was reported to reside in formal dwellings 

(StatsSA, 2012; uMfolozi IDP, 2019). As with the DM, the LM is dominated by a high proportion 

of young people, with 74.6% of the population under the age of 34, (36.1% under the age of 15 

and 38.5% between the ages of 15 and 34 (StatsSA, 2012). 

 
This trend is also evident within the community living adjacent to the D1559 road, with 31% of 

the population aged between 0-14 years and 43% between 15-34 years (a total of 74%). Further 

details on the population living adjacent to the D1559 road are provided in Section 5.6. 
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Table 2 Population figures 

 

 Total 

population 
Population 0-14 

years (%) 
Population 15-34 

years (%) 

KwaZulu-Natal 10,267,300 31.9% 38.3% 

King Cetshwayo DM 971,135 39.9% 35.6% 

uMfolozi LM 122,889 36.1% 38.5% 

Source: StatsSA 2012; StatsSA, 2018 

 
5.3 Education 

 
Education levels within KCDM improved between 2001 and 2011, with the population over the 

age of 20 reporting no formal education decreasing from 31.6% to 16.1% (StatsSA, 2012a). 

Access to higher education also improved, with the percentage of the population over the age 

of 20 that have obtained a higher education certificate (degree, diploma, etc.) increasing from 

5.8% to 8.9% (StatsSA, 2012a). 

 
During the same period, the population in the uMfolozi LM also experienced an improvement 

in education levels, where the population over the age of 20 with no formal education declined 

from 29.2% to 12.6%, and the percentage of the population over the age of 20 with a national 

certificate or a tertiary education increased from 13.3% to 30.3% and from 2.3% to 2.9%, 

respectively (StatsSA, 2012; StatsSA, 2012a). Although there has been an improvement in 

education levels within the LM, the percentage of the population obtaining a tertiary qualification 

remains poor and below both the provincial and district averages. This is of concern as research 

suggests that there is a direct correlation between the ability of people to obtain employment 

and their level of education, i.e. poorly educated people are less likely to find employment than 

people with higher levels of education (Businesstech, 2019). Table 3 provides a comparison 

between education levels in the province, DM and LM. 

 
Table 3 Education levels 

 

 No schooling Grade12 Higher education 

KwaZulu-Natal 10.8% 31.2% 9.1% 

King Cetshwayo DM 16.1% 30.5% 8.9% 

uMfolozi LM 12.6% 30.3% 2.9% 

Source: StatsSA, 2012 

 
5.4 Economy 

5.4.1 Unemployment 

 
Unemployment within KCDM decreased from 50.4% in 2001 to 30.4% in 2011 (StatsSA, 

2012a). The situation is reported to have improved further, albeit not at the same rate as 

between 2001 and 2011, with unemployment in 2015 reported to be 26.5% (KCDM, 2019). 

While there has been an improvement in formal employment within the DM, unemployment 

remains high and has been attributed to a general lack of skills amongst the population, which 

forces industries to source labour outside the DM (KCDM IDP, 2019). 
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Unemployment in the uMfolozi LM is, on average, higher than unemployment in the DM and 

province, with 42% of the population of working age reported to be unemployed (StatsSA, 

2012). However, there has been a decline since 2001 when unemployment was reported at 

58.8% (StatsSA, 2012). Of particular concern is the lack of employment amongst the youth, 

with 50.4%  of the population within the LM between the ages 15 and 34 years being 

unemployed. The high levels of unemployment have been attributed to a lack of employment 

opportunities within the municipality as well as a general lack of skills and high levels of illiteracy 

among the working age group (uMfolozi IDP, 2019 and StatsSA, 2012). While more recent data 

are not available, based on trends experienced nationally and the lack of economic growth, it 

can be assumed that employment figures within the LM are unlikely to have improved since 

2011 (and probably deteriorated). Unemployment figures are provided in Table 4. 

 
Table 4 Unemployment levels 

 

 Unemployment 

2001 2011 

KwaZulu-Natal 49.0% 33.0% 

King Cetshwayo DM 50.4% 30.4% 

uMfolozi LM 58.8% 42.0% 

Source: StatsSA, 2012 

 
Findings from the questionnaires administered with homesteads adjacent to the D1559 indicate 

that these trends also occur within these communities, with only 29% of the population of 

working age reported to be employed. Further details on employment figures within the 

communities adjacent to the D1559 road are provided in Section 5.6. 

 
High levels of unemployment and a young population (Section 5.2) as per the current situation 

within the DM and LM imply that a large portion of the population is dependent on a small 

economic base. While this perpetuates the poverty cycle, of additional concern is the likelihood 

of increasing dissatisfaction with limited job opportunities, unemployment and a lack of income. 

This dissatisfaction in the status quo is especially the case amongst the youth and increases 

the likelihood of protest action occurring. 

 
5.4.2 Economic sectors 

 
Within KC DM, the largest contributor to Gross Domestic Product (GDP) is the tertiary sector 

(trade, transport, finance and community service industries), followed by the secondary sector 

(primarily manufacturing and electrical industries), with the primary sector (mining and 

agriculture) contributing the least (KCDM IDP, 2019). 

 
In terms of the LM, the dominant economic sectors include the manufacturing sector (made up 

primarily of operations linked to the timber industry), leading the GDP share contribution at 29%, 

followed by the transportation sector with an estimated 15% contribution, mining sector with a 

14% contribution and agricultural sector with a 5% contribution (uMfolozi IDP 2019). The 

reliance on the timber industry is of relevance considering the potential loss of timber 

plantations/woodlots as a result of the proposed road upgrades, albeit that they are relatively 

small in size. 
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5.4.3 Household income 

 
The average annual household income within KCDM in 2011 was reported to be R 80,054 

(StatsSA, 2012). However, 14% of the households are reported to receive no income and an 

estimated 41.3% of the households earn between R 9,601 – R 38,200 per annum, classifying 

them as low/middle income households (StatsSA, 2012; KCDM IDP, 2019). These figures 

indicate that while there has been an improvement in household income, income levels within 

the DM remain low. 

 
Within the uMfolozi LM, the average annual household income in 2011 was reportedly R 

46,130, with 14.7% of households reporting no income and almost half (46.6%) reported to earn 

between R 9,601 and R 38,200 per annum (StatsSA, 2012). This places household income 

within the uMfolozi LM below the DM and province (StatsSA, 2012). While more recent figures 

relating to household income in the area are not available from StatsSA, it can be assumed 

(based on unemployment trends and poor economic growth in the country) that while income 

levels may have increased, with inflation and the implementation of the National Minimum 

Wage, households within the DM and LM are likely to earn less than the provincial averages. 

The low levels of income, together with the high unemployment rate contribute to the high level 

of poverty within the LM, that has been identified as a significant concern within the LM (uMfolozi 

IDP, 2019). 

 
5.5 Access to basic services 

5.5.1 Water 

 
Access to water within KCDM improved between 2001 and 2011, where households with 

access to piped water inside their homes or within their yards increased from 38.1% to 65.2% 

and access to piped water at a communal standpipe increased from 17.0% to 18.8%. The 

percentage of households with no access to piped water decreased from 44.9% to 16.0% during 

this period (StatsSA, 2012a; KCDM IDP, 2019). 

 
While an estimated 83.2% of households within the LM have access to piped water; only 10.5% 

have access to piped water inside their dwelling, 45% have access to piped water inside their 

yard and 27.7% are reliant on piped water delivered to a communal standpipe (StatsSA, 2012). 

Although a clear improvement is observed between 2001 and 2011, 16.8% of households still 

report no access to piped water which is above the provincial and district averages. Table 5 

provides figures on access to water on a provincial, DM and LM level (StatsSA, 2012). 

 
Table 5 Access to water 

 

 Piped water inside 

dwelling/yard 
Piped water 

communal stand 
No access 

KwaZulu-Natal 63.6% 22.4% 14.0% 

King Cetshwayo DM 65.2% 18.8% 16.0% 

uMfolozi LM 55.5% 27.7% 16.8% 

Source: StatsSA, 2012 

 
Of the homesteads adjacent to the D1559 road that were engaged, none reported having 

access to piped water either within their dwelling or within their yard. Further details on access 

to water within the immediate study area are provided in Section 5.6. 
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5.5.2 Sanitation 

 
Access to flush/chemical toilets within the KCDM is below the provincial average, with 41.9% 

of the households having access to a flush or chemical sanitation facility, 39.9% using pit 

latrines and 11.5% reporting no access (StatsSA, 2012). This level of access is, however, better 

than access within the uMfolozi LM where only 21.8% of households reporting access to 

flush/chemical toilets, 59.7% access to a pit latrine and 12.8% of households reported not 

having access to any sanitation facilities (StatsSA, 2012). Table 6 provides figures on access 

to sanitation. 

 
Table 6 Access to sanitation 

 

 Flush/chemical 

toilet 
Pit latrine None Other 

KwaZulu-Natal 53.2% 35.1% 6.3% 5.4% 

King Cetshwayo DM 41.9% 39.9% 11.5% 6.7% 

uMfolozi LM 21.8% 59.7% 12.8% 5.7% 

Source: StatsSA 2012 

 
Access to sanitation at the homesteads adjacent to the D1559 road mirror LM trends, with the 

majority of households reported to make use of pit latrines and only a small percentage 

reporting access to water borne sanitation (supported by septic tank systems). Further details 

on access to sanitation within the immediate study area are provided in Section 5.6. 

 
5.5.3 Electricity 

 
A reported 75.8% of households within KCDM have access to electricity for lighting3, almost 

two thirds more than the reported percentage of 44.4% in 2001 (StatsSA, 2012a). Access to 

electricity within the LM is reportedly better than the DM, with 84.0% reported to have access 

(StatsSA, 2012). All of the homesteads adjacent to the D1559 road reported having access to 

electricity for lighting purposes. Details of access to electricity are provided in Table 7. 

 
Table 7 Access to electricity for lighting 

 

 2001 2011 

KwaZulu-Natal 60.9% 77.9% 

King Cetshwayo DM 44.4% 75.8% 

uMfolozi LM 37.7% 84.0% 

Source: StatsSA, 2012 

 
5.5.4 Refuse removal 

 
More than half of the households within KCDM (55.1%) use either a communal or their own 

refuse dump, 30.6% have their refuse removed by either a local authority of a private company 

and 14.3% are reported to have no refuse disposal (StatsSA, 2012). Although an overall 

increase/improvement is clear from the 2001 figures, it must be noted that the figures presented 

are lower than provincial figures, (StatsSA, 2012a). This can be attributed to the rural nature 

and terrain of many areas within KCDM, making the provision of refuse removal difficult (KCDM 

IDP, 2019). 

 
 

 

3 Access to electricity for lighting is considered the most basic form of access. 
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By comparison, refuse removal services within the LM are well below the provincial and DM 

averages, with a reported 82.7% of households using either communal or their own refuse 

dumps/facilities, 8.4% having no access to refuse removal services or disposal facilities and 

only 8.9% of households with access to refuse removal services provided by either the local 

authority or a private company (StatsSA, 2012). The low percentage of households serviced by 

the local authority or a private company can be attributed to the rural nature of much of the 

study area with planned, urban areas typically far better serviced. The lack of refuse removal is 

a concern for both the natural environmental and community health. Table 8 provides figures 

on access to refuse removal services. 

 
Table 8 Access to refuse removal services 

 

 Local authority/private 

company 
Communal/own 

refuse dump 
No refuse 

disposal 

service 

KwaZulu-Natal 53.1% 39.8% 7.1% 

King Cetshwayo DM 30.6% 55.1% 14.3% 

uMfolozi LM 8.9% 82.7% 8.4% 

Source: StatsSA, 2012 

 
5.6 Immediate study area 

 
Findings from the social survey undertaken with homesteads adjacent to the D1559 road are 

detailed in the sub-sections below. 

 
5.6.1 Population 

 
Typically, a number of households occupied by nucleated families reside at the same 

homestead. These nucleated families are generally related. On average, there were 9.3 people 

residing at each homestead adjacent to the D1559 road. 

 
The population within the study area is dominated by youth, with 31% of the population aged 

between 0-14 years and 43% between 15-34 years. The young nature of the population 

structure is similar to the trends within the district and local municipalities. Of particular concern 

is the high percentage of the population below the age of 15 as they are dependent on the 

working population, which is comparatively small and as indicated in Section 5.6.2 are largely 

unemployed. 

 
5.6.2 Employment and livelihood strategies 

 
Of the working age population (15-64) within the study area, 50% reported to be unemployed, 

21% students and 29% employed. Unemployment was higher amongst females than males, 

with 53% of females unemployed compared to 47% of males. A higher percentage of males 

(23%) were reported to be students compared to 21% of females. 

 
55% of households reported undertaking subsistence agriculture at their homestead, 49% 

reported keeping livestock (including cows, goats and chickens), 78% reported having access 

to commercial woodlots and 69% reported ‘other’ activities, particularly social grants and 

pensions as a means of income. The high proportion of households indicating they have access 

to woodlots highlights the importance of the timber industry to the local economy of the area. 

 
 

 
 



SOCIAL IMPACT ASSESSMENT 

14 

 

 

From these findings it can be determined that livelihood strategies within the local community 

include formal employment (albeit only 29% of people within the employable age category are 

reported to be employed), the undertaking of subsistence agriculture (growing of 

crops/vegetables as well as keeping livestock), state remittances (including social grants and 

pensions) as well as timber plantations/woodlots. In addition, based on trends throughout the 

municipality, it is likely that monies are also received from family members employed and living 

outside the study area. 

 
5.6.3 Access to services 

 
No households within the study area reported having access to municipally piped water within 

their dwelling or yard. 69% of homesteads reported getting water from boreholes (some of 

which were within the homestead) and 24% reported getting water from tankers provided by 

RBM or the municipality. The remaining households (6%) reported getting water from a nearby 

river/stream or dam. 

 
9% of homesteads reported having waterborne sanitation with a septic tank system, with the 

remaining 91% making use of pit latrines. All of the homesteads reported access to electricity 

for lighting. 

 
5.7 Summary 

 
The study area falls within the uMfolozi LM which, on average, can be considered as having a 

lower level of development than the DM within which it falls and a lower level of development 

than the province. Of particular concern for the LM is the high level of unemployment especially 

among the youth. This situation is made worse by the limited economic development 

opportunities and the poorly skilled populace within the uMfolozi LM. However, this is not unique 

to the study area as unemployment, few job opportunities and a largely unskilled labour force 

remain significant concerns throughout South Africa. 

 
Findings from the social survey undertaken with households immediately adjacent to the D1559 

road where the proposed upgrade will take place suggest that the area exhibits, on average, 

lower levels of development than the LM. These findings, however, can be considered typical 

of rural communities within South Africa, viz. high level of unemployment, poor access to 

municipal services (water and sanitation) and a reliance on subsistence agriculture and 

government grants for sustaining livelihoods. 
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6 FINDINGS FROM CONSULTATION AND OBSERVATIONS 

6.1 Concerns raised by questionnaire respondents and observations 

 
During the administration of questionnaires, respondents were asked to identify possible 

concerns and/or challenges with the existing road as well as to identify concerns regarding the 

proposed upgrade. The following points were raised: 

 
 Respondents complained that during periods of rain, the quality of the road deteriorates 

significantly becoming muddy and slippery. This was evident during site work (Plate 1). 

 During periods of heavy rain, public transport (busses and taxies) do not use the road. 

This affects residents reliant on public transport to travel to work. The lack of public 

transport also limits the ability of people to reach the clinic and learners to reach the school 

during wet periods. 

 During dry periods, traffic generates large amounts of dust that affects residents adjacent 

to the road. 

 The road is currently in a poor condition with a large number of potholes. The poor quality 

of the road reduces road safety, causes damages to vehicles and limits access to public 

transport. 

 Accidents on the road are relatively common with causes attributed to the presence of 

livestock (Plate 2), the poor condition of the road and speeding (driver negligence). 

 Young children are present adjacent to the road, which is a safety concern (Plate 3). 

 A large number of school children use the road to walk to and from school, which is a 

safety concern (Plate 4). 

 The vast majority of respondents noted that while the upgraded road was positive, if no 

traffic calming measures are included it would result in people speeding. It was felt by 

the majority of respondents that it is imperative for speed bumps to be installed along the 

road. 

 

   

 
Plate 1 State of road during wet weather Plate 2 Livestock on the road 
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Plate 3 Children playing next to the road Plate 4 School children on the road 
 

 
6.2 Concerns and challenges identified by school and clinic representatives 

 
Semi-structured interviews were held with representatives from the Nhlabane Primary School 

and Nhlabane Clinic, both of which are located adjacent to the D1559 and will be affected by 

the proposed upgrade. 

 
6.2.1 Nhlabane Primary School 

 
 Learners have trouble accessing the school when it is raining due to busses and taxies 

not making use of the road when it is wet. Alternatively, learners can become stranded 

at school if it starts raining during the school day. 

 School staff are reluctant to make use of their own vehicles due to the quality of the road. 

This results in time consuming commutes for staff. 

 Staff without access to vehicles struggle to access the school during periods of rain due 

to busses and taxies not making use of the road when it is wet. 

 Road safety is an ongoing concern for parents and teachers as the majority of learners 

walk to school and the current road does not have a pavement or sidewalk. 

 It is imperative that the upgraded road have a sidewalk/pavement for learners to walk on 

and that the road has the necessary road signs and speed bumps to ensure road users 

reduce speed. 

 The current major concerns in the local community include crime, unemployment, a lack 

of skills development and disease. 

 
6.2.2 Nhlabane Clinic 

 
 The clinic services four different sections of the Nhlabane area. 

 The majority of patients access the clinic via public transport; however, public transport 

is unreliable especially during wet periods when the quality of the road deteriorates 

significantly. 

 On average, the clinic has approximately 300 patients per month, the majority of whom 

visit the clinic to obtain chronic medication or vaccinations for children. 

 It is believed that the road upgrade will enable patients to access the clinic more easily 

and quickly. 
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7 SOCIAL IMPACTS 

 
The purpose of this section is to identify anticipated social impacts that may occur during the 

construction and operation of the project. Social impacts can be positive or negative and occur 

within the context of human behaviour, which is often unpredictable, varies according to 

cultures, traditions, political and religious beliefs, and which are influenced by perceptions (van 

Schooten et. al., 2003). In considering the manner in which the proposed road upgrade may 

impact on communities and individuals in the area, the following questions have been 

formulated: 

 
 What nuisance impacts are likely to be associated with the proposed project during 

construction and operation? 

 What economic impacts is the project likely to have during construction and operation? 

 How will the project impact on the health and safety of the surrounding community during 

construction and operation? 

 What will the impact be on adjacent properties, assets and graves during construction 

and operation? 

 How will the upgraded road affect the living environment for local residents? 

 How will the road upgrades affect the livelihood strategies of households residing 

adjacent to the road? 

 What are the cumulative impacts of further development and corporate social investment 

in the area? 

 
7.1 What nuisance impacts are likely to be associated with the proposed project during 

construction and operation? 

7.1.1 Increased noise 

 
The area where the proposed upgrade will take place is rural in nature and generally devoid of 

construction-type noise. During the upgrading of the road, there will be an increase in noise 

generated by construction machinery, construction vehicles (particularly reversing hooters) and 

the presence of construction workers. This impact will, however, be temporary in nature and 

largely confined to where construction activities are taking place. 

 
During operation, it is likely that there will be an increase in vehicle traffic as a result of the 

improved road conditions. This may include large vehicles such as busses, timber trucks, etc. 

preferring to make use of the road following the upgrade. The increase in traffic will result in 

increased noise levels, with the most sensitive receptors being those people residing adjacent 

to the road. 

 
7.1.2 Increased dust 

 
During the upgrading of the D1559 road, there will be an increase in the amount of dust as a 

result of an increased number of vehicles using the road (construction vehicles) as well as 

exposed soil stockpiles and spoil areas (if required). This is likely to become a nuisance impact 

for people residing adjacent to the road especially during periods of strong winds which are 

common in coastal areas. Considering that the prevailing winds are from the north-east and 

south-west, it is likely that parties on both sides of the road will be affected by an increase in 

dust levels. Existing levels of dust were identified as a concern during consultation with 

homesteads adjacent to the road and, thus, the cumulative impact of increased dust being 

generated is likely to be noticed by and become a nuisance for homesteads in close proximity 

to the D1559. However, again, the impact will be temporary in nature and will be limited to when 

and where construction is taking place. 
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During operation, there will be a reduction in dust levels as a result of the gravel road being 

upgraded to tarmac (Section 7.5). 

 
7.1.3 Visual impacts 

 
Currently, the area is characterised by rural homesteads (relatively densely settled, especially 

adjacent to roads), subsistence agricultural plots and timber plantations/woodlots. During 

construction, the presence of construction vehicles and equipment as well as other entities 

associated with construction sites (stockpiles, spoil sites, a site office, storage yards, laydown 

areas, etc.) will have a negative impact on the aesthetics of the area. The impact will, however, 

be temporary in nature and limited to road users and people living adjacent to the where 

upgrade is taking place, thereby reducing significance to virtually negligible. 

 
There are a number of existing tarmac roads in the vicinity of the project site and, therefore, the 

road is unlikely to change the visual nature of project area. Considering this, no visual impacts 

are anticipated following the completion of the upgrade. 

 
7.1.4 Disruption to traffic and reduced access to public transport 

 
During construction, traffic will be temporarily disrupted with ‘stop and go’ points likely to be 

required. It is possible that these disruptions may result in public transport services (busses and 

taxies) avoiding the road due to increased travel time and/or the nuisance of disruptions. It 

should, however, be noted that the road does not carry large volumes of traffic and, therefore, 

waiting times at ‘stop and go’ points are unlikely to be significant. 

 
During operation, there will be no disruption to traffic and an anticipated improved public 

transport service from busses and taxis. This will be aided by the construction of bus/taxi stops 

as part of the road upgrades. It is understood that four bus/taxi stops will be constructed during 

Phase 1 and four during Phase 2. The presence of these stops providing designated areas for 

public transport vehicles to stop and commuters to disembark and get onto the bus/taxi, is likely 

to aid traffic flow, reduce temporary disruptions and improve road user safety. 

 
7.2 What economic impacts is the project likely to have during construction and operation? 

7.2.1 Temporary employment opportunities 

 
A limited number of unskilled employment opportunities will be created during construction (it 

has been estimated that not more than 20 unskilled positions will be created). In terms of RBM’s 

social licence to operate, priority is given to the sourcing of labour from communities 

surrounding the mine area and smelter. While no specific targets will be set for the appointed 

contractor in terms of employing people from the local community, the contractor will be 

required to run a transparent process in line with the RBM Policy for Contractor Community 

Employment. The employment of members of the local community will take place through the 

RBM Community Recruitment Office, thus, ensuring the buy in of the local community leaders 

(Khumalo, T., Per. Comm., 2020). Considering this, the communities surrounding the project 

area stand to benefit from employment opportunities. This will extend beyond unskilled 

positions with all skilled positions first being sought within the local communities. Only if the 

required skills are not available locally will the positions be filled by people from outside of the 

local community. While the employment opportunities will be temporary, considering the high 

levels of unemployment in the area, any formal employment opportunities will have a positive 

impact. 
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While RBM does not have any formal requirements for contractors to undertake training of the 

employed community members, the contractors are encouraged to impart skills to those 

employed, particularly the youth (Khumalo, T., Per. Comm., 2020). Thus, while there will not be 

any employment opportunities after the completion of construction, those employed temporarily 

should benefit through skills development, albeit this will depend on the commitment of the 

contractors to develop skills. 

 
7.2.2 Opportunities for local businesses and contractors 

 
Several opportunities may arise for businesses and contractors based within or around the local 

community (transport, plant hire, toilet hire, etc.). Such opportunities will provide local 

contractors and employees with work while also providing local contractors with project 

experience. As with employment opportunities dealt with in Section 7.2.1, the RBM Policy for 

Contractor Community Employment will apply, thus, ensuring that any opportunities are offered 

to suitable contractors from the local community before sourcing contractors elsewhere. 

Secondary impacts associated with these opportunities include increased employment 

opportunities and greater spending power for local employees (these, in turn, will benefit other 

local businesses and the local economy). However, it should be noted that considering the 

relatively small size of the project, these opportunities are likely to be limited. 

 
These opportunities will be available only during construction, with no direct opportunities likely 

to emerge as a result of the upgraded road. 

 
7.2.3 Opportunities for informal traders 

 
The presence of construction workers will increase opportunities for informal traders selling 

food and other items (sweets, cigarettes, fruit, cooldrinks, airtime, etc.). The increased market 

will temporarily result in an increased income for the informal traders, which, in turn, will result 

in an increase in money within the local community. Following construction, the new bus/taxi 

stops are likely to attract informal traders. While the income generated by informal traders 

(during and after construction) is likely to be a relatively small amount of money, considering 

the high levels of unemployment and lack of income among many homesteads, any additional 

income is considered positive. 

 
While the possible opportunities for informal traders is positive, the presence of informal traders 

is often associated with an increase in litter, increased health and safety risks due to people 

loitering around construction sites, and petty theft. To reduce the negative impacts associated 

with informal traders, mitigation measures should be implemented as detailed in Sections 8.2 

and 8.4. 

 
7.3 How will the project impact on the health and safety of the surrounding community 

during construction? 

7.3.1 Reduced road safety during construction 

 
During the upgrading of the D1559 road there will be an increase in the volume of traffic in the 

area due to construction vehicles. The increase in traffic will result in the increased likelihood 

of road accidents and reduced road safety for road users, particularly pedestrians. Of special 

concern are the number of school children that use the road to access the local school as well 

as the high number of young children who play adjacent to the road. Importantly, current road 

safety is a concern raised by parties living adjacent to the road; therefore, it is imperative that 

the necessary measures are put in place to ensure that road safety is not further compromised 

during construction. Road safety during operation is discussed in Section 7.5. 
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7.3.2 Conflict and protest action 

 
Unrest, protest action and conflict within the communities surrounding RBM and the project site 

have been ongoing for a number of years. Towards the end of 2019, continued conflict in these 

communities led to the temporary closure of RBM. By inference, the possibility of conflict arising 

during the project needs to be considered. Such conflict could arise through unfulfilled 

expectation regarding employment opportunities, the employment of people and/or contractors 

from outside the immediate community or complaints from surrounding areas as to why the 

road upgrade is not occurring within their areas (haves vs. have nots). 

 
In the event of conflict and/or protest action occurring, there is a strong possibility that the 

project may be delayed or cancelled. In extreme cases, such events can result in injuries and 

deaths within the community, and amongst contractor and RBM staff. Cognisance needs to be 

taken of the potential of such events and measures taken to ensure that false information is not 

disseminated to the community, that expectation regarding employment opportunities are not 

inflated and that all community leaders and stakeholders are informed of the project and kept 

up to date with project developments and progress. 

 
7.4 What will the impact be on adjacent properties, assets and graves during construction 

and operation? 

7.4.1 Damage to boundary fences/infrastructure 

 
During field work, a total of 22 homesteads (43% of homesteads) were recorded as having 

boundary fences close to the road edge and within the existing road reserve (Plates 5 and 6). 

While it is understood that the upgrade of the road surface will generally take place within the 

existing road footprint, the construction of the road embankments, pedestrian sidewalks, 

bus/taxi stops and drainage infrastructure will, in some cases, require the removal of boundary 

fences that have encroached within the road reserve. In cases where this occurs, the affected 

party will need to be compensated for damages. Compensation should be calculated on a case 

by case basis and agreed with the affected household. 

 
While it is understood that these homesteads have encroached within the road reserve, it is 

believed that it is the Department of Transport’s responsibility to ensure that the road reserve 

remains free of third party intrusion. Thus, in cases where encroachment has occurred and 

affected households have not been requested to removed infrastructure from the road reserve, 

compensation is required. In addition, considering the potentially volatile nature of the 

surrounding communities, the removal of this infrastructure without compensation is likely to be 

met with strong opposition potentially resulting in conflict. 
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Plate 5 Example of a boundary fence adjacent to the 

road 

Plate 6 Example of a boundary fence adjacent to the 

road 

 
 

7.4.2 Loss of timber plantations/woodlots 

 
The Nhlabane area is characterised by large areas of timber plantations/woodlots. The D1559 

road passes through sections of these plantations with trees located close to the edge of the 

road in some areas (Plates 7 and 8). While these plantations are located on community land, 

they are owned and managed by families from the local communities. During consultations with 

families residing adjacent to the road, 78% of respondents noted having a woodlot, indicating 

the importance of these woodlots as a means of supporting livelihoods. It is assumed that the 

road upgrades (including drainage infrastructure, pedestrian walkways and road embankments) 

will require the entire 20 meter road reserve. In addition, during Phase 2 of the project, the 

proposed deviation will pass through sections of timber plantations/woodlots. The use of the 20 

meter road reserve and the proposed deviation will result in the permanent removal of sections 

of plantation/woodlots for which compensation will be required. 

 

   

 

Plate 7 Example of a timber plantation/woodlot 

adjacent to the road 

Plate 8 Example of a timber plantation/woodlot adjacent 

to the road 
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To determine the possible value of compensation, a ‘worst case scenario’ has been applied, 

viz. the entire 20 meter road reserve will be required (7 meters for the new road surface and 

6.5 meters either side of the road for drainage infrastructure, road embankments, pedestrian 

walkways and bus/taxi stops). 

 
Based on this, an area of approximately 7.4 hectares of timber will be lost on a permanent 

basis. The compensation required for this area has been estimated at R 695,600.00 at current 

prices. This has been calculated using the following information: 

 
Compensation = [Age of trees (years)4 x Mean Annual Increment (tons per annum)5 x size of 

affected area x value of timer (Rands per tons)] – [cost of harvesting + cost of extraction + cost 

of loading + cost of transport]6. 

 
Prior to any damages taking place, the affected parties should be engaged to inform them of 

damages, explain how compensation will be calculated and come to an agreement regarding 

the value of compensation. Following the payment of compensation, the affected parties should 

be allowed to harvest the areas within the existing road reserve (at their own cost which is offset 

by them selling the timber); however, this needs to take place prior to construction commencing 

or a date set by the project proponent. This needs to be clearly communicated to the affected 

party with written confirmation that they have been informed of the date by when harvesting 

needs to have taken place. In the event that the affected party has not harvested the areas 

within the existing road reserve prior to the agreed upon date, access to the timber will be lost 

with no further compensation due. 

 
7.4.3 Permanent loss of land 

 
While all road upgrades (including pedestrian walkways, road embankments, drainage 

infrastructure and bus/taxi stops) will take place within the existing 20 meter road reserve, it 

was evident during field work that a number of properties have encroached within the road 

reserve. As a result of the road upgrades, these areas will no longer be available to the parties 

currently making use of them either for timber plantations/woodlots or as part of their homestead 

and will result in a permanent loss of land. In the case of land being used for timber 

plantations/woodlots, the loss of land will ultimately result in an economic loss for the affected 

parties. 

 
As detailed in Section 7.4.1, considering the potentially volatile nature of the area and given 

that the boundaries of the road reserve have not been enforced, it is recommended that some 

form of compensation be provided. This is made difficult because land is under the control of 

the Ingonyama Trust Board and, as such, the affected parties do not have title deeds for 

properties. In addition, there is little alternative land within the immediate area that could be 

provided to the affected parties in lieu of financial compensation. Considering this, it is 

recommended that in conjunction with the community leaders, the Ingonyama Trust Board and 

the affected parties, an agreement is reached regarding a once off payment for the loss of land. 

The value of the compensation offered should be based on the market value of the land, which 

in the case of land currently under timber plantations/woodlots is estimated at R40,000.00 per 

hectare (Domleo, N., Per. Comm., 2020). 

 
 

4 The age of the trees is taken to be eight years as this is typically when they would be harvested (Domleo, 
N., Per. Comm., 2020). Compensation should be calculated for the age at which the trees would be 
harvested as this is the potential earnings for the affected party. 

5 The Mean Annual Increment (MAI) is a size index applied to a given area, i.e. the amount of timber grown 
in a given year. A MAI of 25 tons per hectare has been used which is the average for commercial plantations 
in the Nhlabane area (Domleo, N., Per. Comm., 2020). 

6 All data have been provided by representatives of the forestry sector operating in the area. 
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7.4.4 Damages to graves 

 
Two homesteads reported having graves, of which one homestead has graves located in 

proximity to the existing 20 meter road reserve (-28 37’ 26.3”; 32 14’ 43.9). Prior to construction, 

it needs to be determined if these graves need to be exhumed and reburied. As this is a 

sensitive matter, any unplanned disturbance is likely to result in complaints from the next-of- 

kin, conflict with the contractor and potential project delays. It is recommended that the next-of- 

kin are engaged well in advance of any work commencing in the area and that in the event of 

the graves requiring exhumation and reburial, an undertaker be appointed to deal 

comprehensively with all aspects of grave relocation, including all cultural and religious 

requirements of the next-of-kin. If it is determined that the graves do not need to be moved, 

they should be clearly and permanently demarcated and classified as a ‘no-go area’ for any 

project activities. Considering the sensitive nature of grave exhumation and reburial, it is 

preferred that graves are avoided (being treated as ‘no-go’ areas even if this requires slight 

adjustments to the road and/or other project infrastructure alignments). 

 
7.4.5 Injury or death of livestock 

 
Livestock in the project area graze on communal land including areas adjacent to the road. 

During the upgrading of the road, there will be an increase in vehicle traffic due to the presence 

of construction vehicles (Section 7.3.1). Any deaths or injuries to livestock as a direct result of 

construction activities need to be managed so as to ensure that there is no animosity towards 

the project and project staff. In the event of livestock being injured or killed as a direct result of 

the project, compensation will be required. Compensation should be at market related prices, 

however, agreement should be reached and signed off with the affected party and community 

leader regarding the value of compensation prior to payment being made. 

 
7.5 How will the upgraded road affect the living environment for the local community? 

7.5.1 Reduced dust 

 
One of the issues raised regarding the state of the current road related to the amount of dust 

generated by vehicles particularly during dry periods. While it is expected that there will be an 

increase in dust during construction (Section 7.1.2), once the upgrade is complete, no dust 

should be generated by vehicles making use of the road. This will be of significant benefit to 

community members in vicinity of the road (dust affects health, is a nuisance in homes, dirties 

washing hung out to dry, etc). 

 
7.5.2 Improved road safety 

 
During consultations with people residing adjacent to the road as well as stakeholders in the 

area, road safety was identified as a major concern especially considering the number of school 

children walking on the road and playing next to the road. The poor condition of the road, 

especially during wet periods, was identified as one of the main factors contributing towards 

accidents in the area, along with poor driving. Following the completion of the road upgrade, 

the road will be safer for both vehicles and pedestrians. The establishment of a pedestrian 

sidewalk will aid in reducing the number of pedestrians walking in the road. This is considered 

a key safety benefit arising from the road upgrade. 

 
It should be noted that one of the key recommendations during consultation with people residing 

next to the road was that traffic calming measures (speed bumps, rumble strips, zebra 

crossings, etc) be installed to ensure that road users abide by the speed limit. It was noted that 

if such measures are not put in place, people are likely to speed, ultimately leading to reduced 

road safety. 
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7.5.3 Improved access to public transport 

 
It was noted that access to public transport (busses and taxies) is poor in the area. This has 

been attributed to the poor state of the road with public transport operators being reluctant to 

make use of it. It was added that during periods of rain, it is almost impossible to get public 

transport as the poor road conditions result in operators refusing to use the road. It is anticipated 

that following the completion of the road upgrade, public transport operators will more readily 

make use of the road thereby improving the ability of people residing in the area to access 

public transport. 

 
7.5.4 Improved access to healthcare facilities 

 
The Nhlabane Clinic is located adjacent to the P1559 road. During consultation with a 

representative from the clinic it was noted that the majority of people access the clinic using 

public transport and that the poor standard of the current road often delays the arrival of patients 

due to the lack of transport (Section 6.2.2). It is believed that an improved road surface will 

make the healthcare facility more accessible and reduce the amount of time required for people 

to access the facility. 

 
7.5.5 Increased traffic 

 
As a result of the road upgrade, it is likely that there will be an increase in traffic. This will be 

inclusive of public transport (Section 7.5.3) and people preferring to make use of the upgraded 

road rather than roads previously used that may not be in as good a condition. An increase in 

traffic brings with it reduced road safety for road users and pedestrians. As noted previously, 

road safety was identified as a concern during consultations with people residing close to the 

D1559, with the need for traffic calming measures identified. Such measures may include speed 

bumps, rumble strips, zebra crossings, etc, all of which will contribute towards better road 

safety. 

 
7.6 How will the road upgrades affect the livelihood strategies of households residing 

adjacent to the road? 

 
As discussed in Section 5.6.2, households within the study area are reliant on income from 

formal employment (in cases where a member of a household is formally employed), 

subsistence agriculture, state remittances in the form of social grants and pensions and income 

from timber plantations/woodlots. Of these activities, the proposed upgrading of the D1559 will 

impact only on timer plantation/woodlots and not on any of the other livelihood strategies. 

However, the loss of timer plantations/woodlots per household is relatively small, on average, 

only 0.13 hectares. Considering this and assuming that the proposed financial compensation 

detailed in Sections 7.4.2 and 7.4.3 is provided, it is not believed that the livelihoods of the 

affected parties will be significantly adversely impacted. 

 
7.7 What are the cumulative impacts of further development and corporate social investment 

in the area? 

 
According to 2018 figures, RBM has spent an estimated R 132 million on community investment 

(Rio Tinto, 2018). This includes the construction of schools, clinics, upgrading or roads, etc. 

within the host community as well as skills development. During consultation with affected 

homesteads as well as the local school and clinic, it was noted that RBM often provides water 

tankers to the area, illustrating the importance of RBM in the social well-being of the local 

community. 
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The proposed upgrading of the D1559 is a further investment by RBM in the communities 

surrounding their operations. Cumulatively, the continued spend by RBM within communities 

surrounding their operations has been and continues to be of significant importance to the 

development of these areas. 
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8 IMPACT ASSESSMENT, MITIGATION AND MANAGEMENT MEASURES 

8.1 Impact assessment of social impacts during construction 

 
Description and 

Nature of Impact 
Mitigation Nature 

(Positive, 

Negative, 

Neutral) 

Spatial Extent 

(Low, Medium, 

High) 

Duration 

(Very low, 

Low, Medium, 

High) 

Intensity 

(Low, 

Medium, 

High) 

Consequence 

(Low, Medium, 

High) 

Probability 

(Low, Medium, 

High) 

Significance 

(Low, Medium, 

High) 

Increased noise Unmitigated Negative Medium Low Medium Medium Medium Medium 

Mitigated Negative Medium Low Low Low Low Low 

Increased dust Unmitigated Negative Medium Low Medium Medium Medium Medium 

Mitigated Negative Medium Low Low Low Low Low 

Visual impact Unmitigated Negative Low Low Low Low Medium Low 

Mitigated Negative Low Low Low Low Low Low 

Disruption to traffic Unmitigated Negative Medium Low Medium Medium Low Low-Medium 

Mitigated Negative Medium Low Low Low Low Low 

Temporary 

employment 

opportunities 

Unmanaged Positive Medium Low Low Low Low Low 

Managed Positive Medium Low Medium Medium Medium Medium 

Opportunities for 

local businesses 

and contractors 

Unmanaged Positive Medium Low Low Low Low Low 

Managed Positive Medium Low Medium Medium Medium Medium 

Opportunities for 

informal traders 
Unmanaged Positive Medium Low Low Low Medium Low 

Managed Positive Medium Low Low Low Medium Low 
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 Description and 

Nature of Impact 
Mitigation Nature 

(Positive, 

Negative, 

Neutral) 

Spatial Extent 

(Low, Medium, 

High) 

Duration 

(Very low, 

Low,  Medium, 

High) 

Intensity 

(Low, 

Medium, 

High) 

Consequence 

(Low, Medium, 

High) 

Probability 

(Low, Medium, 

High) 

Significance 

(Low, Medium, 

High) 

 

Reduced road 

safety 
Unmitigated Negative Medium Low Medium Medium Medium Medium 

Mitigated Negative Medium Low Medium Medium Low Low-Medium 

Conflict and 

protest action 
Unmitigated Negative Medium Medium High High Medium Medium-High 

Mitigated Negative Medium Low Medium Medium Low Low-Medium 

Damage to 

fences/infra- 

structure 

Unmitigated Negative Medium High High High High High 

Mitigated Negative Medium Low Medium Low Medium Low 

Loss of timber 

plantations/woodlo 

ts 

Unmitigated Negative Low High High High High High 

Mitigated Negative Low Low Medium Low High Low-Medium 

Damages to 

graves 
Unmitigated Negative Low High High High Medium Medium-High 

Mitigated Negative Low Low Medium Low Low Low 

Injury or death to 

livestock 
Unmitigated Negative Low Low High High Medium Medium-High 

Mitigated Negative Low Low Medium Low Low Low 

Impact on 

livelihoods 
Unmitigated Negative Low High Low Low Medium Low 

Mitigated Negative Low High Low Low Low Low 
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8.2 Mitigation and management of social impacts during construction 

 
This section identifies mitigation measures to reduce potential negative impacts and 

management measures to enhance potential benefits, which may arise from road construction. 

These measures are to be included in the Environmental Management Programme. 

 
8.2.1 Increased noise 

 
 No construction activities should be undertaken outside of standard business hours 

(07h00 – 18h00 Monday to Friday and 07h00 – 13h00 on Saturdays). There should be 

no construction activities on Sundays and public holidays. 

 Reversing hooters are unavoidable and are particularly important when working in public 

areas where people may not be aware of the dangers of a construction site. However, 

the contractor should be judicious about their use, e.g. ensure that hooters only engage 

when reversing. 

 Residents adjacent to the road should be informed a week prior to any construction 

activities taking place. 

 Monthly progress with construction should be provided to neighbouring residents. This 

can occur via the traditional authority structures. 

 
8.2.2 Increased dust 

 
 Stockpiles, spoil sites and exposed earth should be watered to reduce dust. Chemical 

soil binding agents may be used if there is a shortage of water. The chemical agents 

used must be approved by the Environmental Control Officer (ECO). 

 Construction vehicles must adhere to strict speed limits (40 km/h on gravel/sand roads) 

to reduce dust. 

 Temporary road signs must be erected to alert public road users of construction activities 

and speed limits. If necessary, install temporary traffic calming measures and/or inform 

the KwaZulu-Natal Road Traffic Inspectorate of non-compliances and request them to 

enforce traffic calming activities on site. 

 
8.2.3 Visual impacts 

 
 Ensure that ‘good housekeeping’ is practised on the construction site. This is particularly 

relevant to site camps and storage areas. 

 The contractor must provide waste receptables for each class of waste generated. Waste 

should be sorted and stored separately in these receptables until disposed at facilities 

licensed to receive particular wastes. The contractor must obtain disposal certificates for 

inclusion in the Environmental File to be housed on site at the contractor’s camp. 

 The ECO must pay particular attention to housekeeping matters when conducting site 

inspections. Non-compliances must not be tolerated. 

 
8.2.4 Disruption to traffic 

 
 Ensure that road signage is erected warning road users of construction activities, 

construction vehicles and speed limits. 

 As far as technically possible, ensure that only the sections of road where construction 

activities are taking place are closed at any given time. This should limit the number of 

stop-go points, which are a disruption to traffic, and which can frustrate road users. 

 The road upgrade is largely in situ. By implication, there can be no detours. If road users 

make their own temporary detours, these must be immediately closed and their further 

use prevented, e.g. by the erection of fencing. 
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8.2.5 Temporary employment opportunities 

 
 Ensure compliance with the RBM Policy for Contractor Community Employment. 

 Ensure that all employment matters are dealt with through the RBM Community 

Recruitment Office. 

 It is recommended that RBM be engaged as early as possible to determine expectations 

regarding the employment of members of the local communities and to ensure that the 

correct channels of communication and appointment are followed. 

 Implement labour intensive construction practices so as to increase employment 

opportunities. 

 Ensure that the process followed in employing members of the local communities is 

transparent and that community leaders are well informed of the process. 

 Ensure that expectations regarding employment opportunities are not inflated. This 

should be done through the dissemination of information by RBM community 

representatives and through community leaders 

 
8.2.6 Opportunities for local businesses and contractors 

 
 Ensure compliance with the RBM Policy for Contractor Community Employment. 

 Engage with the RBM Community Recruitment Office regarding opportunities for local 

contractors. 

 In conjunction with the RBM Community Recruitment Office identify locally based 

contractors offering the required services. 

 Advertise required services locally prior to advertising elsewhere. 

 
8.2.7 Opportunities for informal traders 

 
 Demarcate a designated area near the contractor’s site camp where informal traders 

may ply their trade. 

 Ensure that there are sufficient refuse bins to limit the amount of litter associated with 

informal traders. 

 The contractor is responsible for the tidiness and hygiene of the demarcated area (refuse 

bins must be serviced regularly, and the area kept litter free, clean and tidy). 

 Discourage informal trading in other areas along the route (inform construction staff 

accordingly). 

 
8.2.8 Reduced road safety 

 
 Ensure that there are road signage and traffic calming mechanisms in place 

(speedbumps, rumble strips, zebra crossings, etc). Road signs should include signs 

warning of pedestrian traffic, particularly school children, particularly in the vicinity of the 

school and the clinic. 

 Ensure all construction workers are clearly visible through the use of high visibility vests. 

 Implement strict speed limits for all road users during construction. 

 Secure the services of the KwaZulu-Natal Road Traffic Inspectorate to visit the schools 

to provide basic education in road safety from a pedestrian perspective. 

 
8.2.9 Conflict and protest action 

 
 Engage with the traditional leadership structures prior to the project commencing. 

 Appoint a community liaison officer to facilitate communication between the project team 

and the local leadership and community. 

 Ensure that expectations regarding employment opportunities are not inflated. 
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 Provide monthly progress updates to the local leaders and the community. 

 In the event of any protest action or violence erupting, immediately cease work and 

evacuate the site until such time as the South African Police Service and the traditional 

leadership structures confirm it is safe to return. 

 
8.2.10 Damage to infrastructure 

 
 Engage with affected residents prior to any construction  activities  and  associated 

damages occurring. 

 Reach an agreement with the affected party regarding suitable compensation for 

anticipated damages prior to any damages occurring. Ensure that all agreements are 

signed by the project proponent, contractor, affected party as well as the community 

leader. 

 Prior to any construction activity that may cause damage to private property, ensure that 

there is a photographic record of all areas and assets that may be damaged. 

 In the event that the affected party requests that the damaged infrastructure be replaced 

as opposed to receiving compensation, ensure that repairs are carried our immediately 

and that the affected party confirms in writing that he/she is satisfied with the repairs. 

 
8.2.11 Loss of timber plantations/woodlots 

 
 In conjunction with community leaders and affected parties, identify the owners of the 

affected timber plantations/woodlots, bearing in mind that some owners may not live in 

the immediate area. 

 Engage with the affected parties prior to any clearing activities taking place. 

 Obtain agreement from the affected parties on the proposed method for calculating 

compensation. 

 Obtain agreement from the affected parties on the quantity and quality of timber to be 

damaged and/or lost. 

 Ensure that all agreements are signed between RBM, the contractor, the community 

leader and the affected party. 

 Provide compensation as soon as practically possible but before any damages are 

incurred. 

 
8.2.12 Permanent loss of land 

 
 In conjunction with community leaders and affected parties, identify the owners/users of 

the affected properties, bearing in mind that some owners may not live in the immediate 

area. 

 Engage with RBM, the Ingonyama Trust Board and the community leaders regarding the 

proposed method of compensation, i.e. once off payment for the land at market value 

due to the lack available of replacement land. 

 Engage with the affected party and obtain agreement regarding the value of 

compensation offered. 

 Ensure that all agreements are signed by the Ingonyama Trust Board, RBM, the 

contractor, the community leader and the affected party. 

 Provide compensation as soon as practically possible, but before any damages are 

incurred. 
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8.2.13 Damage to graves 

 
 The avoidance of graves through minor road realignments should be investigated prior 

to a decision being taken to relocate graves. 

 With the consent of the next-of-kin, clearly demarcate all graves. 

 In the event of graves needing to be exhumed and reburied, engage the services of a 

professional undertaker to deal comprehensively with grave relocation. 

 The ECO is to confirm graves have been relocated prior to construction activities 

commencing in areas where graves are present and need to be moved. 

 
8.2.14 Injury or death to livestock 

 
 Road signage must reflect the presence of livestock. 

 Speed limits must be enforced on site (contractor’s staff and the public). 

 Prior to construction activities commencing, livestock owners should be requested not to 

allow cattle to graze adjacent to the road. This should be communicated through the 

project community liaison officer. 

 Remove any livestock from construction areas. 

 Ensure all employees operating construction machinery or driving construction vehicles 

are aware of the presence of livestock. 

 In the event of livestock being injured or killed as a result of project activities, the affected 

party should be compensated at a market related value. 

 
8.2.15 Impact on livelihoods 

 
 Ensure  that  compensation  is  provided  for  the  loss  of  timber  prior  to  

construction commencing. 

 Ensure compensation is provided for the permanent loss of land. 
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8.3 Impact assessment of social impacts during operation 

 
Description and 

Nature of Impact 
Mitigation Nature 

(Positive, 

Negative, 

Neutral) 

Spatial Extent 

(Low, Medium, 

High) 

Duration 

(Very low, 

Low, Medium, 

High) 

Intensity 

(Low, 

Medium, 

High) 

Consequence 

(Low, Medium, 

High) 

Probability 

(Low, Medium, 

High) 

Significance 

(Low, Medium, 

High) 

Reduced dust Unmanaged Positive Medium Medium Low Low High Low-Medium 

Managed Positive Medium High Low Low High Low-Medium 

Improved road 

safety 
Unmanaged Positive Medium Medium Low Low Medium Low 

Managed Positive Medium High Medium Medium High Medium-High* 

Improved access 

to public transport 
Unmanaged Positive Medium Medium Medium Medium Medium Medium 

Managed Positive Medium High Medium Medium High Medium-High* 

Improved access 

to healthcare 

facilities 

Unmanaged Positive Medium Medium Medium Medium Medium Medium 

Managed Positive Medium High Medium Medium High Medium-High* 

Increased traffic Unmitigated Negative Medium High Medium Medium High Medium 

Mitigated Negative Medium High Low Low High Low-Medium 

*To achieve a measure of consistency with the assessment of impact significance, impact assessment conventions are formulated and applied. However, professional 
judgement must also be applied within any given context (by implication, the impact assessment conventions are not judiciously applied and there may be variances 
in impact significance). 
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8.4 Mitigation and management of social impacts during operation 

8.4.1 Reduced dust 

 
 The upgraded road must be maintained to avoid surface deterioration. 

 Any potholes that do emerge must be promptly repaired to prevent base layers from 

being damaged. 

 
8.4.2 Improved road safety 

 
 The upgraded road must be maintained to avoid surface deterioration. 

 Ensure road signage and traffic calming measures are maintained. 

 Continue road traffic (including pedestrians) education at schools. Enlist the services of 

the KwaZulu-Natal Road Traffic Inspectorate (if possible). 

 
8.4.3 Improved access to public transport 

 
 Ensure that the road and road furniture (bus/taxi stops) are suitably maintained to avoid 

the surface deteriorating. 

 
8.4.4 Improved access to healthcare facilities 

 
 Ensure that the road and road furniture (bus/taxi stops) are suitably maintained to avoid 

the surface deteriorating. 

 
8.4.5 Increased traffic 

 
 Ensure that road signage and traffic calming methods are maintained. 

 Monitor incidents and if deemed necessary, implement further traffic calming measures, 

increase education sessions at schools, and, if necessary, engage the services of the 

KwaZulu-Natal Road Traffic Inspectorate to undertake law enforcement. 
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9 CONCLUSIONS AND RECOMMENDATIONS 

 
RBM, in collaboration with KZNDOT, is planning to upgrade the existing D1559 Nhlabane Road 

located to the east of the RBM processing plant. This is being undertaken within the ambit of 

RBM’s CSR programme. 

 
After consideration of the receiving environment as well as the nature of the proposed project, 

it can be concluded that from a social perspective, there are no fatal flaws that should prevent 

the project from being undertaken and/or authorised. 

 
While negative social impacts may arise from the proposed project, generally nuisance impacts, 

most of these are temporary in nature and will occur for a limited period. There is also potential 

for damages to portions of timber plantations/woodlots, boundary fences and graves. If 

managed correctly, it is unlikely that this will be of significant concern, albeit that compensation 

for damages will need to be provided. It should be noted that in order for the losses to be 

managed correctly, consultation will be required with the affected parties prior to any damages 

occurring. It is recommended that written agreements be put in place detailing the damages 

and agreed upon compensation amounts to ensure that all expectations are met and that there 

is no possibility of opportunistic claims at a later stage. 

 
Cognisance should be paid to ongoing tension and conflict within the broader study area and 

the potential for a project of this nature to aggravate the situation if expectations are not met. 

Therefore, it is recommended that there be ongoing communication between the project 

proponent and the traditional leadership in the area and that a community liaison officer be 

employed to ensure communication between the local leadership, community, contractor and 

the project proponent. It is also important that the potential employment opportunities created 

by the project not be overstated so as to not create unrealistic expectations. 

 
From a social perspective, it is important to note that the proposed project will have a positive 

impact for the community in the area both during construction (temporary job opportunities, 

training and skills development, and local contractor opportunities) and, more importantly, 

following the completion of the upgrade (improved access to transport services, improved road 

safety and reduced dust). 
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APPENDIX 1: QUESTIONNAIRE 
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APPENDIX 2: CVs 


