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	1.
	Opening & Welcome

Ms Muthialu of NMA welcomed everybody and asked everybody to introduce themselves. She then explained the purpose of the meeting which was to provide an opportunity for Mr Gallagher to present his alternative alignment and his reasons for putting it forward. Ms Muthialu stressed that the workshop was not a decision making forum and that it was merely an opportunity for all present to understand one another’s viewpoint.  


	2.
2.1
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2.4

2.5

2.6
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2.8
	Introductions and Opening Discussion
Mrs Payne said that Save the Wild Coast was a loose association of organisations who were concerned about the Wild Coast and who had three concerns regarding the toll road, firstly the issue of tolling, secondly the alignment through the greenfields section and thirdly, the socio-economic impacts of the road. She said that SWC was not anti-development but were concerned about the type of development and they also believed that the roads in the Wild Coast area needed to be improved but did not believe that the toll road SANRAL was proposing was what was needed by the people of the area.
Mr Gallagher said he first wanted to state that he was disappointed that SANRAL had not seen fit to pay the expenses of those people it invited to present their alternatives at the workshop in Pretoria and asked whether SANRAL was really serious in looking at these alternatives. 

Mr Harmse said that there were certain regulations that SANRAL had to abide by, one of which was the Public Finance Management Act. He said that SANRAL was not allowed to pay for any other organisation or individual to attend such a meeting and rather than compromise itself or that organisation / individual it would rather travel to Harding to have such a meeting even though it was more expensive.

Mr Gallagher said he got involved in the toll road when he was a councillor for Umuziwabantu and went to the library to study all the reports issued as part of the previous EIA. He said he was horrified at the proposed alignment through the greenfields area. He said he couldn’t understand why SANRAL so passionately defended an unsolicited bid from a private sector consortium that intended to profit from the scheme. 
Mr Harmse pointed out that there was as yet no bid, just a proposal that had been dealt with under SANRAL’s unsolicited proposal process that came into effect in May 1999. He said the proposal from the Wild Coast Consortium (WCC) had been awarded scheme development status and the scheme was developed to a stage where it could go out to tender. The scheme development included the previous EIA which received a positive ROD. That decision was subsequently overruled and so SANRAL was now applying for environmental authorisation and the WCC was no longer involved as it had already met all its obligations under the scheme development agreement. If the project was approved by DEAT then SANRAL would put it out to tender and the WCC, along with any other construction companies or consortia, would be able to submit a bid for the project. Until such time there would be no bids and the project remained as a proposal only. 
Mrs Payne asked why information from the previous EIA, which was rejected because of lack of independence, was still being used in the current EIA.

Mr Fredericks replied that only primary source information that was not influenced by Bohlweki, such as the specialist studies by independent specialists and the original comments submitted by I&APs, was being used.
Mrs Payne asked how the specialist reports could be reused when they had been given very limited terms of reference in the previous EIA. 

Mr Fredericks said that the current Scoping Study had looked at the terms of reference given to the specialists and expanded them to address gaps or omissions that were identified. 

Mr Abbott said that the botanical specialist study involved the re-sampling of the sampling that was done in the first EIA. 
Mr Fredericks said that additional sampling was undertaken for the screening of alternatives in the Scoping Study and to address seasonal variation for the botanical study but it was not proposed to redo all the sampling for the EIA.

Mr Gallagher said that he was involved in a public meeting in Harding in April with a different set of representatives and now at this meeting there were other people representing SANRAL and he said he wasn’t sure what strategy was being employed. He said at that meeting they were promised answers to their questions and copies of the minutes and to this date had received neither.
Ms Muthialu said that the procedure that was being followed was that the minutes would be included in the Final Scoping Report (FSR) as an appendix and all the questions raised at the meetings would be included in the comments and responses table where answers would be provided. The report would then be distributed to all the local libraries and made available on the internet.   

Mrs Payne asked if the alternatives would be considered seriously and whether this exercise was not just a smoke screen as it had already been decided to proceed with the preferred alignment.

Mr Fredericks said that the alternatives were indeed being looked at seriously and no decision to proceed with SANRAL’s preferred alignment had been made.

Mr Gallagher asked if the criteria and parameters against which the decision will be made had been set and did Mr Harmse have a copy of the reasons why specific alternatives were rejected.
Mr Harmse said that there were certain parameters against which the alternatives had to be measured and the Scoping Study looked at certain historical alignments as well as those considered in the previous EIA. He said that an alignment similar to Keith Cooper’s alignment, i.e. just inland of the Pondoland Centre of Endemism (PCE), was looked at using the Quantm programme, which excluded the PCE, and the route that it came up with was discussed in the DSR. He said the existing N2 was included as that would remain the base case against which everything else was measured, and the existing R61, which was not covered in the previous EIA because it is about 20km longer than the existing N2, was also included in the current Scoping Study.  He said that nothing like Mr Gallagher’s alignment had been considered before and that was why they were now looking at it to try and determine what impacts it would have and how feasible it would be.
He said that whatever was looked at had to be better than the do nothing alternative (the existing N2) otherwise there was no point in building it and it also had to have connectivity in terms of connecting key towns along the route and it had to connect a major origin and destination, which in this case were Durban and East London.
Mrs Payne said that she read an article in which the MEC for roads in KZN said he was not prepared to have any more toll roads in the province.
Mr Harmse said that unfortunately the provincial government and national government did not seem to be sitting around the same table on this project but SANRAL was responsible for national roads. He said this resistance was based on the perception that KZN had more toll roads than any other province but this was not true as Gauteng had many more and KZN was actually about third in the country. He said many people on the KZN south and north coasts were very happy they had the existing toll roads otherwise they would not be able to move around as easily.


	3.
	Presentation by Mark Gallagher

Mr Gallagher said he must apologise as he is not a roads engineer but he does have a very good knowledge of the topography of the area between Port Shepstone and Mthatha as he grew up in the Magusheni area. He said that the toll road was being promoted on the basis of the social benefits it would bring to the impoverished people of an otherwise undeveloped area.  He said he first applied the principle that the shortest route between two places is a straight line and therefore drew a line between Port Shepstone and Mthatha and tried to follow that as closely as was practicable, which is how he arrived at his alignment. He said that in the previous EIA it was stated that the biggest cost on the preferred route was the three bridges across the Mnyameni, Mtentu and Msikaba rivers. He said that other than the faster route between Durban and East London, the other main reason for the road was the social connectivity of the local people, and he therefore decided to have a closer look at the route, i.e. where the road was proposed and where it could go. He also took into consideration the need to create social benefits for the local people who mainly live along the R61, which is why the R61 was put where it is in the first place. 

He said it made sense to use the existing crossing of the Mzimkulu at Port Shepstone but then to try and follow a watershed line to try and reduce the cost of building huge, first world bridges in a third world country. It thus made sense to follow the existing N2 from Port Shepstone to iZingolweni and then take the existing road across the Mthamvuna at Phunzi Drift to join the R61 at Redoubt. He said that this was a reasonably good road with reasonable grades although it would need to be improved. He said from Redoubt the road would follow the R61 and pass through Bizana, with whatever improvements were required, and then through the Ludeka area, Magusheni, Ntanzi, Flagstaff and through to Bukazi. All these areas are densely populated and so the road would provide maximum social upliftment.  He said before the R61 reaches Zalu (many people know the area as the sugarloaf mountains or the twin mountains) it should turn to the right and follow the watershed between the Mzintlava and Msikaba rivers down to the Tendawazi area and then down to a little shop by the Umzimvubu River called Ludonga (he was not sure). He said this section of the route followed existing roads that he had driven recently, when he realised he would be asked questions about the route, and they were in a reasonable condition and did not require a 4x4 vehicle. He said the road would then cross the Umzimvubu River below the confluences with the Thina, Tsitsa and Mzintlava rivers and go up past the Lukoni shop and via Magcakeni west of Libode to join up with the R61 to Mthatha.

He said the advantages of this route were that the national road would now go through the densely populated areas and avoid the ecologically sensitive PCE area. He said there would also be only two major rivers to cross as opposed to seven with the preferred alignment, these being the Mthamvuna (the existing narrow bridge is not suitable for a freeway), the Mzamba, the Mnyameni, the Mtentu, the Msikaba and the Umzimvubu and the Umngazi (existing bridge also not suitable). 
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	DISCUSSION
Mr Gallagher said that SANRAL states that it wants to build the preferred alignment to provide road infrastructure where there is none at the moment and to remove the need to drive all the way up to the R61 and Flagstaff to cross either the Msikaba or Mtentu rivers.  He asked why that was such a big issue but the same wasn’t true for the crossings of the Mbashe or Mthatha rivers. He asked why the Pondoland area was so critically important when the toll road would follow the existing N2 south of Mthatha.

Mr Harmse said he agreed that one could ask why the alignment didn’t just continue south from Ndwalane to East London and create new crossings over the Mthatha, Mbashe and Kei rivers. He said that alignment had been investigated in the past and he had looked at the report assessing that section, which was done in about 1968. He said that at present the roads down to the resorts from the N2 south of Mthatha are much closer and much better than the access to the coast in Pondoland and there are reasonable crossings over the minor rivers in between the major rivers. He said the crossings of the Mtentu and Msikaba river gorges were located to provide the most benefit to the local people.

Mr Gallagher said he couldn’t understand why SANRAL was so fixated on crossing these gorges, which Mr Harmse described as similar to the Grand Canyon. He said he accepted that the resorts between Mthatha and East London were much closer to the N2 than the Pondoland coast but said his alignment was even closer to the Pondoland coast than the existing N2 south of Mthatha. He said the existing R61 was closer to the coast than the existing N2 south of Mthatha so why was SANRAL so set on crossing these enormous river gorges in such a sensitive area. He said that SANRAL claimed it wanted to provide access across the gorges for the local people but the road would be fenced off and tolled so how would that help the local people because they wouldn’t be able to afford to use it.

Mr Harmse said that there is a hierarchy of roads in South Africa, as in any country, and below the national roads there were provincial roads from class one down to class four, such as the district road to the Mtentu Mouth. He said these roads should be maintained by the province but often were not. In Pondoland it was often very difficult to even get down the roads to maintain them. He said the R61 was a class one provincial road that linked the towns in the area. He said SANRAL was trying to improve the overall national network by providing better access for more people and the rationale behind the preferred alignment was to create a link between Lusikisiki, which is a main town in the area, and the existing bridge over the Mthamvuna as that was the only good bridge crossing over this river and the route could then join the existing R61 and N2 to Durban. Therefore, between Lusikisiki and the Mthamvuna bridge, the alignment was designed to provide the maximum benefit to the maximum number of people and to try and avoid the sensitive areas by avoiding Mkambati Nature Reserve and trying to keep off the Msikaba Sandstone Formation as much as possible. He said the route went mainly through areas where there were communities and subsistence farming. He said where it did have to go through pristine areas it was designed to follow an alignment that caused the least potential impact to the environment. He said that in terms of the road hierarchy there should be national roads with a design speed of 120 km/hr and then between them class one roads serving the main towns and so on down to class four roads until there is a network that serves everybody.  He said in Pondoland this had never happened because of the rugged terrain and also the political history of the area when it formed part of the Transkei. He said the new road needed to be as far away from the existing N2 as possible and it needed to open up an area that has never had access before and is one of the most impoverished areas in the country. He said that following the alignment of the R61 would offer no improvement to the existing system and the same would be true for the existing N2. He agreed that the route south of Mthatha should also be improved and said that this could well happen in the future. He said the other important factor to consider was the need for an origin and destination that could generate the traffic to warrant the road. He said that in terms of transport economics and energy efficiency of the existing N2 was not very efficient because of the climb up to Kokstad and Brooks Nek.

Mr Gallagher said that he agreed his alignment through Bizana and Flagstaff was not as energy efficient in terms of gradients as the greenfields section, but from Bukazi through to Mthatha his alignment was neither better nor worse in terms of gradients than the preferred alignment from Lusikisiki to Mthatha via Ndwalane and Libode.  He said the gradients from iZingolweni down to Phunzi Drift and up to Redoubt were not steep.

Mr Harmse said he would explain how the Quantm programme analysed the alignments. He said it was a new programme developed by a university in Australia and was introduced to South Africa in 2005 when SANRAL decided to try it out to see what it could do. He said like any programme it was dependent on the quality of the input information was input but if care was taken in inputting the correct data it was actually quite a useful tool. He said, however, that the programme could not follow a specific line on a map such as a ridge or watershed but areas where it could not go could be input as no go areas or restricted areas that carried penalties if the route went through them. When all this information was input the programme would come up with 50 possible alignments and then SANRAL would look at the most technically and economically feasible routes from among these. He said when the programme was used to look at the greenfields section it showed SANRAL’s preferred alignment to be one of the best although it was not the cheapest as the routes closer to the coast were much cheaper. He said that SANRAL also looked at the SDI alignment that was proposed in about 1996, which was not a very good route because it went through Mkambati and the vulture colonies and also through the Magwa tea estates and over the escarpment near Magwa Falls through very broken countryside for about 30km to Port St Johns, so it was very expensive. 

Mr Harmse said that when SANRAL looked at the current proposal in 2000/01 some tough decisions around affordability had to be taken because if the alignment was too expensive then it would never be built. SANRAL had to look at the best alignment that could be built for the money available and if people wanted to fight with anyone over the alignment then it was SANRAL and not the private sector because it was not their design.   

Mrs Payne said that she could understand SANRAL wanting to get the optimal alignment in terms of the funds available and that SANRAL’s preferred alignment probably was the most economically and technically feasible route but she asked what price was being put on the PCE and the rare endemic plants from the area. She said that when one considered the fact that the road went through an internationally proclaimed bio-hotspot, it could be argued that the extra cost required to avoid this area would be worthwhile.

Mr Harmse said he agreed with this and said that this was what SANRAL had tried to achieve with the preferred alignment. He said the cheapest alignment was along the coast but SANRAL had realised that such an alignment would not provide the maximum benefits to the people from the area and it would also go through Mkambati so SANRAL had come up with the preferred, but more expensive alignment, which tried to maximise the benefits to the local people and minimise the impact on the environment. 

Mrs Payne said the majority of people from the area don’t live where the road is proposed but along the R61.

Mr Harmse said that those people already have a good road and that SANRAL did not want to upgrade a provincial road to a national road because the R61 was serving the function it was built for and would not provide a very good vertical or horizontal alignment for a national road. 

Mr Gallagher said that it had been stated that the road would be fenced off and tolled and asked how the locals would benefit from such a road if they couldn’t afford to use it. 

Mr Harmse said that there was only one toll plaza planned for the greenfields section and it was proposed for the northern side of the Mtentu river to capture the main traffic which would use the road from Durban / East London and beyond. He said the traffic volume was determined using a matrix model that was built for the whole country and includes nearly all the main towns in South Africa. He said the model was run for the current traffic that is being generated on the road network throughout the country and then run again with the new link in to see what traffic was generated on the link. He said the model came up with quite large volumes so SANRAL decided to take a more conservative approach and only use the matrix for a more localised area which gave traffic volumes that SANRAL thought were more achievable. He said that access to the road would be in line with the standards for national roads in South Africa so that there would not be any access points closer to each other than 700m and SANRAL would prefer access points between 3.5km and 10km apart. He said there would be access to the toll road from all the existing local roads so that wherever there were local roads at the moment then they would have intersections leading onto the national road. He said some of these intersections could have ramp plazas and some would not. He said the money to pay for the toll road was generated from the long distance through traffic and not the local traffic, and SANRAL would negotiate a vastly reduced toll tariff for the local people although they wouldn’t be able to use the road for free. 

Mrs Payne said there were no alternative routes so it would not really improve the situation of the local people.

Mr Harmse said that at the moment there is nothing so an access route would be a vast improvement.

Mr Gallagher said he would have to pay full toll fees to get his produce from Harding to his main market in Durban so that a taxi operator between Lusikisiki and Mkambati could have a subsidised fare and this hardly adhered to the user pays principle. 

Mr Harmse said that the toll negotiations would take place in the intent to toll process if the project received environmental approval. He said these negotiations would be conducted by SANRAL and as it had no vested profit interest and wanted to get as many people to use the road as possible SANRAL would be very accommodating in its negotiations.

Mr Gallagher said that was all well and good but he was sure that the people from Mooi River still felt aggrieved following their toll negotiations even though they received considerable discounts because their discounted fee was still more than the original full fee. He said that the toll fees continually escalated way beyond what was reasonable because he could remember paying something like 25c at Marianhill and now the toll was R5.50 and yet that road was long paid for and now Tolcon couldn’t count the money fast enough.

Mr Harmse said that money went straight to SANRAL and it then paid a small fee to Tolcon for operating the toll plaza. He said SANRAL still had an outstanding loan against that road of something like R800 million because as the government it could get a far better rate on bonds than anybody else and there was very little incentive in terms of the macroeconomics of the country to pay such loans off so SANRAL keeps extending them because it was cheap money and SANRAL just keeps paying the interest.   

Mr Gallagher said that Marianhill might present a particularly good argument for SANRAL but the problem came when SANRAL started putting tolls on existing roads because South Africa was already one of the most heavily taxed countries in the world and those tolls were another form of taxation. 
Mr Gallagher said that to get back to his original point, the local people, who in Mr Harmse’s own words were subsistence farmers, would not be able to afford the toll fees when the road was built and the fees would continually escalate out of their reach.  

Mr Harmse said that the toll plaza would be positioned so that the local people could use it for free and so that they could walk across the bridges if they didn’t have a car.

Ms Muthialu asked Mr Harmse to explain again the access points and ramp plazas and how the local people would be able to use the road as there still seemed to be uncertainty around this.

Mr Harmse said that a national road had to be fenced and normally the access points would be between 3.5km and 10km apart. He said at the start, when the traffic volumes were not so high, these would be at grade intersections but when the traffic volume on either the national road or the intersecting road reached a certain trigger volume then the intersection would be upgraded to a grade separated interchange. He said access would be restricted to the intersections provided, which would be at all the existing local road crossings.  He said the toll plaza would be positioned so as to try and maximise the use of the road by the local people but also to try and maximise the toll revenue from the long distance traffic who would be the main users of the road. He said that South Africa could not afford a closed toll system or turnpike system, like they have on some toll roads in America, where every on and off ramp has a toll plaza and people are charged for exactly the length of road they have used. He said South Africa followed the open system used in most of the world whereby there are a number of toll plazas placed as equitably along the route as possible and then mechanisms like local area discounts are used to try and make it more equitable for people who live near to the toll plazas.  

Mr Abbott said that the proposed section of road between Lusikisiki and the Mthamvuna was the core area of the PCE which stretches between Hibberdene and Port St Johns and he said the bridges over the gorges would spoil the whole sense of place of the area. He said he was not sure how much benefit it would be for the local people to be able to cross from one side of the gorges to the other but once the road was built it would attract people to live alongside it, as all major roads do, and these people would place even more stress on the already over stressed ecosystems of the PCE and the PCE simply would not survive. He said that as a parastatal SANRAL was bound by the Acts and conventions to which the government was a signatory and putting the road through the PCE would directly contravene the International Convention on Biodiversity.

Mr Harmse said the issue of ribbon development was raised in the previous EIA and had been raised again. SANRAL had indicated that uncontrolled development was something it did not want alongside the road and measures were being looked at, such as the establishment of a national park, which would help prevent this. 

Mr Abbott said that whatever SANRAL tried to do, if people wanted to move to be near the road then there was nothing that anyone could do to prevent it. He said that if this was what government wanted then nothing would stop them from going ahead with the road but South Africa was a signatory to these conventions and the government had indicated that such issues were important to it.

Mr Gallagher asked if Ms la Cock was going to present her alignment.

Ms la Cock said that she had been informed that her alignment had been discussed at the workshop in Pretoria and that it was not considered to offer any advantages. She said, however, that she would like a traffic assessment to be undertaken to determine how much traffic was using the Gun Drift and Phunzi Drift roads to get to Bizana because she believed that it was more than was using the R61 to go to Bizana. She said this traffic would continue using these routes and would not use the new road and this would provide a strong motivation for taking the route through Phunzi Drift or Gun Drift to serve those communities, which are far larger than those in the greenfields section.  She said she proposed the Gun Drift alternative simply because she knew how busy it was. She said there was a big community in and around Bizana and these people went to Harding via Gun Drift. She said the best hospital in the whole area was St Andrews in Harding and many people from the Bizana area went there.

Mr Harmse said that the people from the greenfields area couldn’t get to any hospital very easily because of the state of their roads and the poor access to the area. 

Mr Clarke said that the alignment through the greenfields section seemed to be very favourable to mining should the mining be approved.

Mr Harmse said that SANRAL had stated many times that the alignment had nothing to do with the proposed mining and the reasons for it being proposed where it is had been explained earlier. 

Mr Clarke said that the road on the preferred alignment would spell the end of the PCE because of the secondary impacts created by people migrating to the road.

Mrs Payne said she queried SANRAL’s assumption that the new road would attract traffic from the existing N2 because for any traffic coming from inland, i.e. Pietermaritzburg and Gauteng, the new road would still be longer than the existing N2 to travel to Mthatha. She said the Mount Currie Motel in Kokstad did a study about four years ago which showed that about 70% of the traffic using the N2 past Kokstad was local and inland traffic and as such would not use the new road.

Mr Harmse said that SANRAL was fairly confident in terms of the traffic predictions, especially as a very conservative approach had been taken. He said that the traffic predictions for toll roads had been fairly accurate to date in South Africa compared to other countries.  

Mr Gallagher said that the DSR had stated that the footprint of the road would be 1000m either side of the road, but if one drove between Brooks Nek and Tsolo one could se that the footprint was actually 10 km either side of the road because people were attracted by the road. 

Mr Gallagher said that he had spent the past three hours listening to Mr Harmse explain why the preferred alignment was the best route but everyone else disagreed and he had yet to be convinced that his route was not better.

Mr Harmse said that he had not been along the full length of the road from iZingolweni to Phunzi Drift but he said it did not look too bad and could be a feasible alignment. However, once Mr Gallagher’s route reached the R61any savings in distance would be negated by a loss in time as the vertical and horizontal alignments of the R61 were very poor and it was also very energy inefficient because of all the climbs (Magusheni is at about 1200m). He said the preferred alignment stayed at a constant altitude of about 350m before climbing up to Lusikisiki at a height of about 700m. He said Mr Gallagher’s route across the Mzimvubu would be very expensive because of the gorge, which would require a bridge between headlands that are about 700 / 800m high on either side.

Mr Gallagher said that he had driven down to the river at that point and it was possible to get right down to the river by following the contours and there was no need for a high bridge. He said in terms of climbs on this section, his route was no worse than going down to Ntafufu and Ndwalane and then up the R61 to Libode.     

Mr Clarke said that he had come away from the previous workshop feeling a little disappointed because both sides were using such different assumptions to try and find a solution but the following day he interviewed the SANRAL CEO Mr Alli and he came away with a far better appreciation of the parameters within which SANRAL has to work. He said there was so much at stake with the toll road and unfortunately the project was contaminated because of its history and the vested interests that led to the EIA having to be redone. He said this project wasn’t just about the road but about how to facilitate development opportunities so that the new South Africa could come into being. 

He said he and civil society wanted to help SANRAL against the consortium to try and produce a win-win solution that suits everybody. He said everybody should state their interests, while not necessarily agreeing with one another, be hard on the problem without getting personal, and try and come up with a solution that benefits everyone. He said this was possible with a bit of goodwill from all sides.

Mr Harmse said that originally there were two proposals, one from East London to Mthatha and another from Mthatha to Durban, and SANRAL actually wanted both. He said one of the original proponents went insolvent and there was then a reshuffle and some of the companies got together to form the Wild Coast Consortium and present a combined proposal. SANRAL asked them to make certain changes to meet with SANRAL’s requirements and the project was then given scheme development status. He said the first phase of scheme development included the previous Scoping Study, traffic studies and an engineering assessment.  This showed that there were no fatal flaws with the project so it was presented to SANRAL’s board for approval to commence with the second phase of scheme development because the project seemed feasible. However, before commencing the second phase SANRAL made the WCC share the risk by making a commitment to tender on the project if SANRAL eventually put it out to tender. This showed that they were committed to the project and believed that it could work. The second phase included the previous detailed EIA, detailed engineering, preliminary bridge design work, surveys and drilling. He said that work was now completed and the WCC no longer had any obligations to the project other than to tender should the project ultimately be approved and SANRAL puts it out to tender.

Mr Clarke said the concern was that SANRAL had to rely on the private sector to build toll roads because it did not get sufficient funds from the fuel levy to build roads itself. He said the private sector was out to minimise costs and maximise profits while SANRAL was there to optimise the benefits to the public. He said the construction and transport industries, which were driven by the profit motive, were behind the project. He said the government should ensure that those who were not driven by the pure profit motive were also heard and respected as having as legitimate a concern as everybody else around the table, rather than the current situation which was like being presented with a cooked meal and only offered a few crumbs.  

Mr Gallagher asked why the decision-making on the project had to end with SANRAL rather than the Department of Transport. He said a railway line between East London and Durban would be a far more efficient solution and it would not take air pollution and litter into an area that currently had neither. He said there was already a good road between Port Shepstone and Mthatha but there was no rail link and it would make far more sense to spend the money on a rail link rather than a new road. He said all the current study was focused on was whether a road could be built or not, but nobody was looking at whether a road was the best option compared to a shipping or rail option. 
Mr Harmse said that a possible rail link was being investigated by other consultants but the terrain was not rail friendly.

Mr Gallagher asked how the negative economic impact on existing towns along the N2 would be addressed.

Mr Fredericks said the potential negative economic impact on by-passed towns had been identified as one of the key issues requiring further investigation and would be investigated by the economic specialist in the EIA. 

Mrs Payne said it should not just measure the economic costs but also the environmental and social costs much more so than it has done so far.

Ms la Cock asked if the Department of Health had been brought on board regarding the spread of HIV / AIDS.

Ms Muthialu said that was included in the terms of reference for specialist studies.

Mrs Payne said she didn’t know whether it was just a case of bad public relations but there was a very real concern among many people that there were economic and political vested interests driving the project and it would just be bulldozed through regardless of the type of legitimate concerns being raised at this meeting.

Ms Muthialu said she was aware that many people felt this way but said that as far as NMA and CCA were aware this was not the case and they would look seriously at all concerns within the parameters set for the EIA. 
Ms Muthialu asked Mr Fredericks to wrap up the meeting by outlining the way forward in terms of assessing the alternatives that had been put forward in the Scoping Study.

Mr Fredericks said CCA would have to look at the alternatives in more detail and determine which might require further fieldwork and which could be addressed through logical arguments. He said the responses to all the submissions on the DSR and how they were addressed would be included in the Final Scoping Report, which would be distributed like the DSR so that people could look at it and see whether their alternatives and issues had indeed been properly addressed. He said it was anticipated that the FSR would probably be completed sometime by August or September.
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