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PREFACE
 

In accordance with the provisions of the contract with the Settlement and
 

Resource Systems Analysis Cooperation Agreement, the Social Scientist 
traveled
 

to Maseru, Lesotho, 
to join three other members of the Southern Perimeter Road
 

(SPR) Evaluation Team. 
The complete Team consisted of:
 

Aldemo Ruiz Consultant (Team Leader)
 

Philip Moeler Consultant (Transport Economics)
 

Jack Smith USAID/REDSO-Nairobi (Engineer)
 

Gene Wilken Consultant (Social Scientist)
 

The Engineer (Smith) had only two weeks allocated for his part of the
 

Project, which in his opinion was 
insufficient time to perform an 
evaluation.
 

Therefore, the Team recommended, and the USAID/Lesotho Mission agreed, that the
 

evaluation be conducted in phases.
two Initially, it was intended that Phases
 

I and II be of approximately equal extent. However, by the end of 
the first
 

phi-e the Transport Economist and the Social 
Scientist had concluded that their
 

work was essentiilly as complete as 
existing data permitted. Therefore, any
 

Phase II evaluation will likely concentrate on the unfinished engineering
 

portion.
 

Based upon a preliminary outline, it was decided that the Team Leader and
 

the Engineer would concentrate on engineering aspects of 
the evaluation, the
 

Transport Ecoiromist would deal with economie and training element., and the 

Social SclentLi t would conduit thu social and environmental analy, es. With the 

excepltlor of t ho eein who early, Team altio wc, rkec on theI' l 'r eft all me'mbirs 

general sectionii of the' outline. 

After pr'l|imn! ary Intorvflows with ('overnment of Lete. .ho (GOr.), USAID/ 

Lesotho, and enntra t or p'pr unin i in Hangvrit, the Elvni ntion 'Tni,. travoled to 
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the SPR construction camp at Mount Moorosi to inspect construction
 

operations. On returning to Maseru, the process of comparing project document
 

requirements with performance continued and ultimately resulted in 
a 100+ page
 

Evaluation Report with 20+ appendices (one of which is the Preliminary
 

Engineering Assessment). The complete report was 
submitted to USAID/Lesotho
 

with copies to USAID/Washington. 
 At such time as the Report is officially
 

released, copies may be requested 
from the appropriate USAID/Washington office.
 

In the interim, copies of the Social and Environmental Analyses 
are attached.
 

Please note that these have not 
been released by GOL or USAID and therefore are
 

not yet part of the public record.
 

The Social Analysis consisted of five (5) parts: (I) socioeconomic goals
 

of the SPR as revealed by project documents, (2) procedures for achieving
 

project goals, (3) provisions for measuring socioeconomic impacts of the SPR,
 

(4) identification of existing data that could be used for subsequent socio

economic analyses, and (5) related projects that 
should or could be coordinated
 

with the SPR.
 

Although social and economic goals were awarded pride-of-place in almost 

all project docutments , thereaftet they received little attention. Project 

goaln were nc'ver clearly Identified, nor were the conditions and procedures for 

realizing them. One of th, g rerates;t difcienclie, was fallure to establish 

baseline dara avaf nst whirh to measture future positive and niratlve changes.I 

Finnl ly, th SPR iq he i ng treattd a.i an Isolated cont;ruct.L(on project, rather 

Lhan an one component (iiwhat is artually the re g ional deve lopment of nolth-

I The An,;IvP . tr''ssevu that. theiise data In part may hi' re-rovemrd t'rom 
ex ne t.idl en, ant,ting ba lint' sich the HAS' i,tutdy, annd from other nources stuch 
as the anIal ^ r riiitrn IProdrt (on Survey conduct ed by the Hini oftry
Agriculture and lhirt,,ai of ",t;itI it f4c. 



eastern Lesotho. Existing or potential related projects have not been
 

identified.
 

The Environmental Analysis followed a similar format. 
Provisions for
 

environmental defense in project documents were compared with actual measures
 

taken. It appears that under the press of circumstances and budgetary con

straints, environmental protection measures 
have been reduced until at the
 

present time only a few specific provisions are in force.
 

The Social and Environmental Analyses of the Evaluation Report were 
aimed
 

specifically at provisions and performance of the SPR project. From a broader
 

perspective, the SPR is not merely a road construction project but a major 

component of a regional. development effort. The GOL earlier indicated that
 

"special efforts will be made 
to accelerate development activities in south

eastern and southern Lesotho." But in the atmosphere of urgency that accom

panied the border situation between Lesotho and Transkei, this regional per

spective was 
largely lost and the focus shifted almost entirely to construc

tion. 
 The SPR has been troubled by poor coniractoc performance, and additional
 

construction problems may lie in 
the future. But equally unfortunate are the
 

lack of provisions for realizing the benefits such 
an Improved road could bring
 

to this isolated region of Lesotho.
 

The recommendations In the Social Analysis essentially call for a 

refocusting on regional development which along with political cons iderattons 

was the original purpone of an improved SPR. SpecifIcall y, the Anailynsi 

strest,;e acquisition of data for meaisurlng and monitoring changes that may 

result from thle contstruction, and of Integrating othe.r pro lees and programR in 

order to necr,, the heneflrf4 that hotild retal from an Improv,(d rond. The 

organizntlon that might mlntints n1d coordinate thene nctivitlin are not 

Ident I flfed . 
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Ordinarily such recommendations easily could be ignored. Engineering
 

aspects usually dominate road projects and management problems on this particu

lar project have made USAID and GOL even more anxious to complete constructirn
 

with minimum additional delays and difficulties. But sooner or later south

eastern Lesotho will have 
an improved road, and even now construction funds
 

pouring into a few millages and small towns are impacting on the region. It is
 

felt that the recommendations in the Social Analysis are 
not only relevant, but
 

also timely.
 

The recommendations in the Social and Environmental Analysis were dis

cussed with various officers of GOL, USAID/Lesotho, and USAID/Washington.
 

Reactions ranged from guarded to enthusiastic. The combined U.S. and Lesotho
 

investment in the SPR now is more then US $40 million and there seemed general
 

agreement that 
to spend a little more to ensure results from this substantial
 

investment made sense. Thus, a final recommendation by the Social Scientist on
 

the SPR Evaluation Project is that these possibilities be vigorously
 

pursued.
 



CHAPT9R XIII
 

SOCIAL ANALYSIS
 

A. 	 Introduction
 

Unlike actual construction, expected social and economic benefits from
 

roads are not subject to contractual arrangements. That is, the ultimate
 

justification of roads, 
in the form of social and economic development and
 

integration, cannot be assured by contract but instead depend upon responses of
 

the general society and economy. Thus, social benefits, which are the primary
 

raison d'etre of road construction, cainot be 
subjected to rigorous examination
 

of performance in relation to contract. 
 Instead, evaluations must focus upon
 

original assumptions, provisions for goal realiz.tion, and procedures for
 

measuring changes that occur in response to 
new or improved roads.
 

Altho.,gh the SPRP was conceived and implemented in the atmosphere of
 

urgency that surrounded Lesotho's refusal to recognize the newly created "inde

pendent" nation of Transkei, the desirability of an improved national road
 

syt.-em, including the southern section, had long been recognized. The advan

tages of improved roads are 1
largely social and economic and include:
 

- enhanced movement of citizens within their country;
 

-
 reduced dependence upon foreign transportation and market facilities;
 

- lowered transportation costs for people and goods both into and 
out
 
of the affected region; 

improved delivery of administrative and social services;
 

- increased attractiveness for, and respofnivenesn to, investment in 
the region; 

- stimulus to further infraintructural growth and general improvement of 
the develop-went envfronm,-nt. 

The Berger Feannibility Stuidy dlscunnes pon!Hible social benefits in terms 
of education, health, and change in ;tandndrdn of living (pp. 111-98-106). 

I 
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Road projects benefit the region in which they are implemented in two
 

distinct phases:
 

During the construction when the road itself represents a substantial
 

direct source of 
new income in the form of wages paid to workers, and
 

purchase of goods and services from the region. Under the most
 

desirable of circumstances these responses continue after the 
con

struction phase in the form cf permanent market-oriented farming,
 

retail establishments, and so on (Appendix XXI).
 

After construction, when the long-range benefits of improved and less
 

expensive transportation accrue to the region.
 

Finally, it is not only inadvisable but also impossible to consider the
 

social benefits of the SPRP in isolation. Implicit in the goals is the concept
 

of extensive and intensive interaction with other program and prolects that
 

would benefit from an improved road, and that in turn will enhance its value.
 

Other activities in the region will be briefly reviewed 
to ascertain how and
 

under what circumstances they might relate to the SPIRP, and whether modifica

tions should be considerd to ohtlin maximum henefits from the improved road. 

B. 	 Objectives of Social Analysni 

The Prolect Agrement (pp. 4-5) notes thit evaluntion of socioeconomic 

impacts may not tike, place until wll into the lift, of the Project, and beyond 

the PACD. But. Amndient No. I (pp. 6-7) calls for a final va l ntIon that will 

focuri u1pon att.ainm,.nt of Pro jer goal and pu rpo,,,i, and nocifIcrlllv upoti the 

contribut iont; of the SPR to Lilt, verCnomIo ,and iocIcl i11teograton of the notutth

eastern r.,i on of Lonotho that. traditfonally hai had 1!,i prim:ry linkage s 

OutH Id.e the nati. vn~lin,1n projtrofi townrd i broad andonl hoondarle , l 	 fiuc'h 

http:att.ainm,.nt
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multi-faceted goal requires careful, early preparation, including estab

lishing a base against which immediate and long-tecm changes can be measured.
 

Unfortunately, the SPR was proposed and implemented in an atmosphere of
 

extreme urgency. Thus, while construction goals were supported by procedures
 

for their realization, social goals, which constitute the justification for the
 

project, were 
less precisely defined and the means for their achievement were
 

not specified. Therefore, it will be 
the objective of this evaluatini. to:
 

- Identify and clarify the social goals of the SPRP as 
expressed in the 
Project documents; 

- Examine procedures and mechanisms for achieving Project goals; 

- Evaluate provisions for measuring and monitoring economic and social 
impacts of the Project;
 

- Identify extsting data that might contrihute to analyses of the 
social effects of the Project; 

- Identifv other past, and ongolng pro jects and programs that should be 
related to, coordinat, with the SPRP. 

C. 	 Procedures
 

The social analysis will employ the following procedures for achieving its
 

objectives:
 

-	 Review of Projict Documntn:
 

Rterpr F,,anibll tv Sttdy

11.1 . D.
 
IP ill*I .I,dm,nt,4
 

Proj ,'ct Agrem.nt
 
Otl1,r lD,,t mviit,i
 

vidnt 	 fe.,tion (it 11f,11001 iJr,ilti and ,,(pected e(fettei an preninisid In 
vairloit prt 	,,-l do trint i (,iorlt.l ,ind economi goaln awl ,ilfoct will 
he eont,I,t ,.+llot h.* . andIli, l ta, . whol,,, for tho tepar.Ao tdesnign 
and v(1 ?Ctilett i p1it .... (V I Vt4 I I tI, and I I ) ,elo , wh,.' " 


appropri lt,.). 

- EV41t1Ittlfll of Mt 1,r.1ti1-ht*r f111,t proW"hiit+l e (or -chie11,1vii Pljo ect ga 4. 

-	 Ident It li oo o, 1 , i,,ir, f(or mon irlng proare i towird arh ievo
m llt 4,11', ,l l, . 

http:tepar.Ao
http:Agrem.nt
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Data 	for the social evaluation were obtained primarily from the various
 

Project documents and were augmented by interviews with Project participants.
 

Documentary data from other sources and interviews with other individuals
 

supplemented those directly related 
to the SPRP and will be included when
 

appropriate.
 

D. 	 Analysis
 

I. 	 Social Goals and Objectives for the Project 

a. 	 Berger Feasibility Study 

Specific social goals of the SPRP Initially were reviewed in the 

Techno-Economic Feasihilitv Study conducted by Louis Berger Inter

national Inc. (1973).2 "Fhese Co0IisLe~d of: 

- Incluision of the southeant region (districts of Moliale's Iloek, 
utit ing o'nd Qach,,'s Nek) as an internal part of the national 

economv. 

- Redcit ion of dependence upon roads and marketn in the Transkel 
region of the Republic of South Africa. 

- Unhinrtirt d movenmnt of people within the rountrv. 

- Factlitat.d Mov,,n1t. of ''.eo,, and deli very of administrative and 
mocial -i rvi,'-.#s it o) ,mni otlt i t the' re'gion. 

-	 Loworv'd c it , of r. n.port .l ion. 

- Aiet. Ira? .'dl devor. 1 t i~t . 

" ~Incr,,a i, toirl-im ,' ,apeof oaticr acinthilIty to the 
regi on. 

2 A 	moro fovit 0 e.ov7Pl til oeI ml# i (I - to-) of-u.do..flelro,vkl 	 fIt coil-1. ~ Ift Itttip l',im to P.I i n . r . h [~ i ll .l |H ~%! ll 

s'e|,I :,.,M1 i l, a e., iufI 't % II. l . t f n 1. Ott I.,, hOsi $ t ,I'll vil ,111 I ,!iotAI 
T I * r tuiidtsH,i i i tl .i rotn I bhtlv I st I'I 

5tie 'i-l m4 iIf k t i j'' I,f ~'fo tu t V iir t :4l uI t t' ~hI141> 

(1l IP'A W1,Ii IiI Ii i 10 tvl q flof 14*0______t!iIii 
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Althougn the Berger Feasibility Study discusses the possibility
 

for labor-intensive construction, it discards it 
as an option because
 

schedule requirements, lack of 
skilled manpower, and sophistication
 

of proposed road design. It does recommend maximum local paricipa

tion In general project work, and specifically that masonry work
 

associated with drainage 
structures be done on a labor-intensive
 

basis. Inherent in the concept of lahor-intensive construction are
 

the beneffts of direct, broadly distributed wage payments, and exper

ience in modern construction methods.
 

b. 	 Project Identification Document 

The Project Identification Document (PID) repeats most of the 

socioeconomic objectives of Berger Feasibility Study but in addition, 

identifies asi a primary goal the development of Institutional capac

ity for road construction and maint enance within the Ministry of 

Works (MOW). The PID also relteraten the decifion to equipmentuse 


intenn[ve rather thin labor-intentlwve ronnstructlon methodn because of 

techni cal re'q ilremi,nte , ucho-dtile n, and l:bor nhortagi's. I'llThe ) 

doer., how,.vr, al low for maxitnimu u, of labor whi.rver feIaible, 

4 pe rIf Ieall y In ei v,-rt f ahr . l and e ronn t ruct 1o1.c,.t I hr Idg 

Soc I 1 ,u.tI,' itt'Vl ,uI v tlent,' ifl,.d In rh . l rn',.r Feanfhililty 

5id 	 ;11ni rhoh I11 1 r, ,.eView,'dIn the 1' j l1. ,r (I'l). Thy arto 

tholi 	 ro-,|tlcr- 1ri h,o lli
.,1i .'s 	 I lienr ,,ml it (.4) Ial IIItallt o ,CdltiofMIC 

tlevllpm-ti- , n.,(I h) t limi. I ,iimnltttli I ilnegr.st nl,. The Project 

Al hvt rl 'i lt , Amu-nI ,.titl('AA) vi-''If'c lly t€t1I,se (fill.4,, 1i ) thati 

Pro l,'ct gol frthfln ani 1*fifriv Ill t11eI'll. 

http:ilnegr.st
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d. 	 Project Agreement
 

The Project Agreement (PROAG) does not discuss overall social
 

goals. However, these are implied by provisions in the PROAG and
 

Amendment No. 1 for evaluations that focus upon achievement of social
 

goals.
 

2. 	 Mechanisms for Achieving Project Goals
 

In most cases there is a considerable gap in project documents
 

between statements of goals and methods for achieving them. 
That 	is,
 

although the SPR is expected to produce an array of social, political and
 

economic benefits, the means by which these will be achieved are not
 

identified. Of course, 
a major difficulty is that goal achievement depend 

largely upon responses on the part of the general population, farmers, 

merchants, invesLors, and the government itself, and these are outside the 

sphere of this project. Still, 
there are many that could he identified 

and encouraged, or perhaps even Initiated, that would provide a measure of 

assurance that the road will produc, desired resul ts. 

a. 	 Berger FeasIbilIty Study 

The Berger Featlbility Study does not specifically discuns goal 

achievement, excospt to note that an all-weather road will facilitate 

movemont, of pe)), within couintry1 J the (p. V-8) and thuri will contri

btit, to natfloud I Int,.'grat fun. The as;,otmptlion,, (p. V-9) that the road 

will it-titIt in low,,r trantiport ation co'it; and will acee' lerats. dfeve l

opment are niot siupport eul. (Althotigh an imlproved roa(d shot ld retilt 

In lowor v'hIl 'e nperating ro tS, ther' are no anurancon that thee 

will he rofle d In tiihittant [ally low(r ro'o nt to pu rchnflors of 

trntipnrtnton srvicen.) 
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b. Project Identification Document
 

The PID restricts discussion of procedures for realizing Project
 

goals to two areas: reduction of vulnerability, especially with
 

respect to recognition of an "independent" Transkei; and development
 

of construction and maintenance capabilities within the MOW.
 

There can be little question that a serviceable road between the
 

eastern district headquarters of Qacha's Nek and Quthing, and Maseru
 

will substantially reinforce Lesotho's ability 
to deny recognition to
 

an "independent" Transkei even 
in the face of extreme pressure.
 

Development of a construction and maintenance capability within 

MOW will depend in large part upon institutional change and a compre

hensive training program, which is discussed elsewhere in this
 

report.
 

C. Project Paper
 

The PP is equally vague about the processes by which Project 

goals will be realized. The assumptions, again, seem to be that an
 

improved road will automatically produie desired rvtilts. The Logi 

cal Framework doe,; not ae(ltqlately desrb o solit:lion to the soclo

economic probl,m; addrvw;;vd by t he Proer t , nor dot' It identify 

veriflahle Indicator- of progreti or lbvieftclarloi. 

Ye I th, I' I I ,,l f rals i;nc'rt atn q ,,,it loni prer lIv about thin 

assumptIoil. For exampl,', the, Import ant point I,; m:cl,, (p. 106) that 

Lenot ho''; ttepc'ndernet' upol the' IRSA t;n a hati,:r ,,ronorntr di-pl'idonle thlit 

will not. b altorodd by the, SPHi. R'val doliltnd'nce Can only b rtluced 

by prodtirtIon Import thnt.1 titt Itln. 
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In addition, the response of population is questioned (pp. 153

154):
 

Normally an improved road pulls population towards its
 
immediate vicinity. However experience in Lesotho does 
not suggest this phenomenon will occur . . . . (For
example] it would not appear that construction of the 
Mountain Road caused any significant movement of popula
tion towards the road itself. The Southern Perimeter 
Road is iccated in similar terrain. The major con
straint to settlement appears to be the availability of 
cultivatable land which is not more available near 
the
 
road than elsewhere.
 

This 	passage reveals a foundation upon which several questions
 

can be 	 raised. There seems 	 no doubt that the SPR will result in 

altered soctil and economic activities on the part of the local
 

population. But the 
nature 	and magnitude of these responses in a
 

society still only partially monetized and in which land is not a 

market 	commodity are difficult to predict.
 

d. 	 Project Agrement 

The PROAC does not contribute significantly to an understanding
 

of how 	 an iL.iprovod SPR will affect the economy of the southeantern 

reg i on. 

3. 	 Monitoring Change. 

Unless. i(dqut, provwilonn are made for maqtirlng and monitoring 

change, It will ni-vor he po!w-ild e to aetirit-,ly a:nmeui the Impalet of the1 

SPR, or to ealtil,lite th ovorall V ltte of thkI piol,-er. lProlact dgo'itimonti 

addre tin the prohlom In tov'r,it wavl. 

a. 	 -rju .r Fa.ifl hlli tv Sit-dv 

1 "IdIII I .ti I e't I lid I nl tht. ,ronotl f.'ali IIilf t y l11 roaidi of 

in te'rmn tt (roni lilut I ei m, lti.i ii*'I.1l1t. oitd lpeti, Itl t , coql'f and pro, 

Iec td iit,, thol llorg., lFi.1t I h I Ily iidv p riliu,,* Ip thiero po.s 1 1v.v 
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effect of the road on the economic and social contest of the road's
 

course (p. III-107ff).
 

This involves the assembly of data by which the total
 
effect of the road's presence in the country, over a
 
period of time, can be estimated. Effects may be either
 
beneficial or detrimental - both must be recognized. It
 
is usually difficult to quantify these socio-economic
 
benefits and, because the resources external to road
 
construction costs that must be expended to achieve them
 
may also be difficult to quantify, reduction of these
 
benefit/cost relationships to a simple ratio has not yet
 
become an accepted practice.
 

Other quantifiable benefits that should be mentioned,
 
although not included in the stream utilized to calcu
late economic viability, are added employment and expen
ditures on wage and salaries for Basotho employees hired 
specifically to work on the road improvement. These
 
will vary, depending upon the approach for
 
construction.
 

In order to take into account all possible benefits from
 
an improved road, it was tempting to assign a percentage
 
of the benefits anticipated from increases in agricul
tural production directly to an improved road. It would
 
have been equally useful to assign potential increases
 
in tourism. However, quantification of these benefits
 
would have required a joint investment approach not
 
possible in the absence of discrete agricultural or
 
tourism programs within the zone of influence of the
 
road.
 

b. Project Identification Document
 

The PID proposes to use GOL document from Central Planning
 

Office and Ministry of Works to verify progress toward long-run rural 

development on tile affected region, and on development of construc

tion and maintenance capability within MOW. Since the exact nature
 

of thcse documents is not indicated, it is not possible to comment 

upon their adequacy for such a task, or even to determine whether 

sultable documents are being kept. 
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c. 	 Project Paper
 

The PP is more specific in its proposal for monitoring Project
 

goal achievement. Specifically, the 
PP (p. 050) calls upon OSARAC
 

to:
 

• • • request REDSO/EA or AFR research funding for a
 
detailed baseline socio-economic study of the zone of
 
influence. 
 In 1988, five years after completion of road
 
construction, a follow up study will attempt 
to measure
 
socio-economic change in the 
zone and assess to what
 
degree that change (positive or negative) can be attri
buted to 
the upgraded Southern Perimeter Road.
 

d. 	 Project Agreement
 

The PROAG (pp. 4-5) notes 
that the evaluation of socio-economic
 

impacts of the project may not 
take place until well after completion
 

of construction. Nevertheless, Amendment No. I stipulates that a
 

final external evaluation in 
1985 will focus on an attainment of
 

Project goals and purposes, and assessment of Force Account construc

tion methodology (p. 7). Specifically it will examine:
 

Whether an all-weather road will make a significant contribution
 

towards the economic and social integration of a region which
 

has traditionally traded in markets outside the national
 

boundaries.
 

Whether a low-speed, two-land, gravelled road will serve 
the
 

communications needs of 
a rural area, as well as a more expen

sive, highur speed 
road would in terms of carrying traffic and
 

minimizing malitenance.
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4. 	 Sources of Data
 

At the time of the evaluation, the baseline study called for in the
 

Project Paper (p. 050) had not been conducted. This is a serious defi

ciency since without adequate base data it will be difficult if not impos

sible to accurately determine what short- and long-torm effects the road
 

will have on the economy and society of the region. 
 However, there are
 

other sources of data that could be used to 
partially reconstruct the
 

economic situation prior to the road project, or to supplement a SPR study
 

should one be made.
 

a. 	 Senqu River Agricultural Extension Project (FAO-UN) 

The Senqu River Project produced a substantial number of reports 

in the late 19 70's that contain data on parts of Mohale's Hook and
 

Quthing Districts. Two general reports would be especially useful
 

for baseline data:
 

Tesfa 	 Guma and William Mafoso, Farm Management Economics Ter
minal 	Report on Socio-Economic Survey, June 1976.
 

John Ga',', Rural Sociology Technical Report (Part 1, Test; Part 

2, Appendice and Tables), April 1977. 

In addition, a number of special reports (e.g., Some Prodetton Costs 

and Returns from Drvland Croppintg in the Stnqu Project Ara, 1975) 

would contribute to a data base upon which to itvasure short- and 

long-term effects of the SPR Projert. 

b. 	 Basic A),ricultiral Se'rvice,, ProJje t (IIASP) 

BASP data are soine'what more rocent t han Sel qul figtres and would 

provide a valuable additlot to a data foundat ion for the regi on. But 

like 	 the. S4-nqu Pro 'ct , th' ,iout hornmos4t BASP' "lork" (VI) covers 

only 	part of the SIPR pro ect area In the Mohaless loe'k and Qtthing 
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Districts. Thus there remains a serious lack of data for Qacha's Nek
 

District, Two BASP reports would be especially useful:
 

W. Reichart and F.E. Winch, Phase I, Basic Agricultural Data for
 
Blocks V/VI, Baseline Survey Research Report No. 3, April 1981.
 

Fred E. Winch, The Agro-Economic Farm Situation in the Lowlands
 
and Foothills of Lesotho,MOA, October, 1981.
 

As with the Senqu Project, a considerable number of special reports
 

also should be examined for data appropriate to a baseline assessment
 

of the SPR region.
 

c. 	 Other Sources 

A thorough search for possible baseline data sources was outside
 

the scope of this evaluation. However, it is likely that coniderable
 

basic 1,nrormation could be retrieved from such sources as the Minis

try 	of Agriculture and the Ministry of Cooperatives and Rural Devel

opment. For example, the latter ministry currently is compiling and 

mapping a wide range of data on o'district basis.
 

5. 	 Related Projects 

The SPR should not be regarded as an isolated project but instead, as
 

one component of an infrastructure that hopefully will integrate a remote 

region and ifnk It more effectively to the national society and economy. 

Thus, the road should be conslderd not only in relation to existing 

social and economic Institut ions aiil activities, but alno to other 

projeets and prog ram,; that addre ; the same i nues. Almosit any develop

met progrAn wouIld qualif y utinder thi!s de init-lon and nhotuld he considered 

In relation to the SPI1 projct. More specifically, siecondary and tertlary 

road prograimi nhould1)4- care-fit!lv examSnod: 

The road wil 1 hen,,fit all social and public norvicen but, the
 
miximum Impact wil I not b f ,It tit ii a network of fe-oder
 
ronde han been to the, tt to
hijilt connect t ein red poputation 

the new arterial. It will nerve the fe,,de'r roadn which will
 



13 

allowi the bulk of the population to become integrated into 
the modern society of which social and public services form a 
part. The road will improve existing social and public
services by increasing their efficiency without additional 
expenditure, [and] by decreasing travel times and costs. 
4owever, the road will generate demands for additional ser
vices and it is not 
at all clear whether the road will induce
 
increased economic activity to 
raise sufficient revenue to
 
sustain these services. (Berger Feasibility Study V-81)
 

An analysis of other programs and projects does not constitute a part
 

of this evaluation. Nevertheless, it is apparent that close coordination
 

with other projects (e.g., the Food Management Unit - Ministry of Coopera

tives and Rural Development "Food for Work" program, and the Labor Manage

ment Unit (labor-intenive construction) is essential. 
 As with other
 

projects, there are considerable quantitien of data available on 
these
 

activities, e.g.:
 

Food Management Unit Circular No. I of 
1983 (see especially sections
 
on roads and soil conservation).
 

Socioeconomic Indicators of Progress on Programs and 
Projects - 1982,

Planning and Monitoring Section, Ministry of Cooperatives and Rural
 
Development, March 1983. (See especially sections on 
Rural Road
 
Construction Program.)
 

In addition to existing projects and programs, an improved Southen, 

Perimeter Road will create a favorabl environment for additional efforts 

aimed at capitalizing on thi: milor infratitructural investment. The GO[, 

has I ndicat ed an appreciation of thIin opportunity and announced that 

special "fforts will be made to acce!,orat, dIvelopmtent In tht region: 

The con-it rt'icon of .111al -weathe'r road in tliis area will not 
only vnhino, thi, iinhlihnut rd inovement of p'op,le within the 
cotnLtry bit al)io f:irtlitat, the movetnm nt of goodl and d tliv
ery of noria l !ii.rvl,-,,. The Governm,,nt of I.enotmo hat; 
ann llt'nC(1 that ,ipe.al effortt' will he mniu0 ' to acve'lor ate 
do'vo.lopmont act lviti,.s In fiout hea itern and noulthern Leriotho. 
The ransprrt of m.ivr1,!i for de'velopment lfrojlcts&will h' 
made vasi,.r and cheap,,r by .n Improvvdl, all weath,'r roa'd, nind 
the farmrm willIhe ahle to trnimtport thei r produce mor, 
eaily to Matst' mu iiItother centerf for marketlong. An uip
graded Sothe'ru lherii,er,oter 1i nine.'ai nonItnld a for efforts 
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to protect residents from the economic repercussions of
 
Transkei "independence" and to accelerate develonment activ
ities in the region. (PP, p. 010)
 

At the time of this evaluation, it was not clear Just what form or
 

direction such special efforts would take. It would seem that the time is
 

ripe for careful planning of a coordinated development effort in the
 

region, using the improved SPR as a focus.
 

E. 	 Summary
 

From the preceding review and analysis the following points have emerged:
 

1. Except for the construction itself, Project goals are vaguely
 

phrased.
 

2. Little or no attention was directed toward mechanisms for achieving
 

the social and economic goals of the Project.
 

3. The specific provision for a baseline study has not been carried
 

out*
 

4. There are no specific provisions for measuring or monitoring short

or long-term social and economic impacts of the Project.
 

5. Although future evaluations of Program achievements are scheduled, 

procedures for generating data to support such evaluations are not in place. 

6. A coordi iatI dvlolpment program for the southeastern region is 

suggested in Project documents. However, procedures for coordinating existing 

projects and progrars and for developing new activities have not been 

Rpeci fled. 

F. 	 Recommondationq 

The tim, or evaluating original project design and objectives is past: 

cuontruction Is well underway and at some point in the noar future an improved 

rond from Quthing to ?lphnki and beyond to Qncha's Nek will he a reaIty. But 

rondit are 
iiot end-; in themelveti, they are means to ends, and ultimately, the 
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SPR Project will be judged on whether it brings about desirable social and 

economic changes in southeastern Lesotho. In this regard, it is still timely 

to clarify just what is expected from this considerable investment, and how 

these result will be achieved and measured. It is from this positive perspec

tive that the following recommendations are made. 

I Restatement of Project Goals and Objectives 

Without a set of realistic, achievable goals, it is impossible to 

measure project success or failure or to evaluate its role in the develop

ment of the region and nation. Therefore, although perhaps seemingly a
 

questionable ex post facto procedure, it is recommended that a clear,
 

detailed statement of specific social and economic goals and objectives be
 

made. These should not exceed those contained in original project docu

ments, but should clarify and specify Just what is expected so that cor

responding monitoring systems, and verifiable indicators can be
 

developed.
 

2. Identify Conditions and Mechanisms for Achieving Project Goals
 

By itself, the improved SPR may or may not produce the types of
 

activity that will result in goal achievement. The particular nature of
 

the Lesotho society and economy does not assure that conventional market
 

and societal responses will occur. Therefore, in conjunction with re

statement of social and economic goals, it is recommended that the condi

tions and mechanlms needed to link an improved road with specific aspects 

of social and economic development be identified. This will also serve as 

a guide for evaluating, existing and fuiture projects and programs with 

respect to their potential for furthering Project goal achievement. 
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3. Conduct a Socio-Economic Baseline Study
 

The basic purposes of an improved SPR is to integrate and develop
 

southeastern Lesotho. Unless pre-existing conditions .,re identified in
 

some detail, there will be no way of measuring progress toward these
 

general goals, nor of assessing the utility of the road. Lack of such a
 

baseline study constitutes a serious deficiency that must be corrected as
 

soon as possible, using all available means including data from other
 

projects and programs, and field surveys to in essential missing
fill 


data.
 

By their nature, roads trigger responses that differ from other types
 

of development projects, if for no other reason than many responses are 

spontaneous and not subject to control planning.or Therefore, the base

line study must be constructed with considerable care if it is to Include 

those factors that can be used to measure the distinct effects of improved 

access. In addition, changed spatial relationships, both as Interreglonal 

integration and linkages with the national economy and with the RSA, can 

affect almost every facet of the local and national economy. Thus, IIn 

addition to coveringldistinct elements that directly flow from Improved 

road the ba selineaccess, sttdv |ht, complet e ,nowl,hm,;r noo that Ne-ondary, 

tertiary, and pirallel eftects are not ov,!rlooked. A wiggevtald haeline 

outline is at ach,'d a, Appendix XX. 

4. Establish a;iSyL.m orhnort.Sfr and lonTorm, Eflcts, of the 

[rojec t. 

Once c l,.ar and spec I f Ic goalt hwiv been et.tahl Iished And proper I lid I

cators Ident Ifl ed, It ,1, ptint lWo to tot IIp a moni tortng ttyrite.m that wilI 

provide data for perindllItvaluntIon of progronne It ti nec.l,nary here 
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only 	to caution against indicators that are difficult to obtain, and to
 

suggest use of data already being generated by GOL or by other projects.
 

5. 	 Propare for Future Evaluations
 

Achievement of social and economic goals not as easily
are documented 

as physical construction goals. it is recommended that periodic evalua

tions be conducted, at least to 1988, as stipulated by project documents 

(e.g., PP), p. 00) and perhaps beyond. The impacts of a project of this 

magnitude are likely to continue for many years. It would be worthwhile 

to document these bene fits (negatlve as well is positive) over a consider

able 	 length of time. 

6. 	 Deve lop _Procedures f or Coord___nat t __Other _Pro icc_ ts _nd__Programs, and 

Development Art lvi tl 

By improing access between maijor population centers within the 

region, and Minki.ng the regioA with the wetern lowland, and the capital, 

the SPR will have i power f l impact upon southe.istern Lesiotho. The effect 

will be reiforced, hy considetierri ng the SPI ,.i ,adevelopment project and 

coordiLrati n it with other projctn ani activities. HMt 	 obvio, are the 

program,. for huli 1ng '.eveuygid,, .md tr tlauv roaK. that' will link outlying 

vt l ,aI w :lI.wi.,t 	t h,, Blnt In adiit ion, all other eco nonmic and soci a 

ucti viti.h llIhe t'fecte d. Co()ilmintIon with otheir progr. ,and 

projectn will real I.ation maxi mum .,t, the,,,,,re, 	 of hetit fromwi road 

Invest rent.
 

Twot( 	fialt'm.nij on ten Io~ fsrom~ stA e'valuat ionitte oft 

pro)je t doce'u.ntn and ,artivi Ie and moe e tatlnno, nfrom 	a imont of the 

SPR 	In relat ion to overall .1.,,,lonm-nt of fort fn athoa. 

http:Minki.ng
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7. 	 Make Maximum Use of Labor-Intensive Methods
 

Although labor-intensive methods are 
briefly considered in the
 

Project documents, they 	are discarded because of construction schedules 

available labor, and sophistication of design. However, it appears that 

there may be fresh opportunities for incorporating systematic, extensive 

use of labor-Intenslve methods in ,iome of the Title Ill (Force Acount) 

portions of the road and vt.rtainly in the post-constrtict ion phase of SPR 

maintenance and feeder road construction. It Is recommended that l abor

intens ive methods, titilizing the now-subst antil ,expi.rtIse and experience 

of the Labor ,Managment Unit, linistiv ot Cooperative and Rural Develop

ment, Food-for-Work Program;, and MOW, b. utitlized as much as possible. 

8. 	 Use DlAitrlet-t.evol Ilanni E fotr Iev' _lopment 

The primary purp,);e of in Improv,-t SPR is to Integrat e and develop 

noutheasttern L'sot h., -sp. iccalily the, district,; of Qacha's Nek, Quthlng and 

Mobia iv 's ilo,,k. Th, improved road, offer i vi,'.r-roai-, all-we.other accemn 

for the firit tim-, can ;a't ai a powe-rftil force for ch.ani,,. It also 

offers ,in unmiatl1 opportmin ty to ti m ltnan.o I-y devlop the. v,,pacitv of 

the thrt.e dit -trlotn to ,i',a'l . In the. ' ft, ,of ditivl.t pl. nnfln an Imple

menaltito oI' d,.v sepm,.vt I re-t the conc,-pt d'tI vi *,., ith, In ,fil ei'.ntrall

atitt (WI k,.n, I'1I). Th,.riem r, It It, stronjv reormm: liathti 	t he 

coordin it e of pr,)r.imti, pro -..t . ,i ,tfat vlti v,.,ml ,lt-IIn r,11', t nn 

No. 6ibe dolog.tted In lir c,*piart ,oOw 4tll t i. 

http:sepm,.vt


CHAPTER XIV
 

ENVIRONMENTAL ASSESSMENT
 

A. Introduction and Present Status
 

Cost considerations have forced reduction or elimination of many aspects
 

of the SPR Project. Not surprisinglv, environmental considerations were one of
 

the early casualties. From an original, extensive review and aralysts in the
 

Berger Feasibility Study, environmental responsibilities have eroded to a few 

specific area and even these are imprecisely specified. 

Contractual agreements with respect to environmental protection cannot be 

changed by this evaluation. Nevertheless, in addition to reviewing specific 

enviroomentali dv,fensv men,,iires , a few en vi ronme ntal concerns will he expressed, 

and a few s"uggestlons will be made for measure that still could be 

Implement e. 

B. Review of lno",m,_nt a..ind,
Concepts 

The herger Feasibilitv Study (Wee especially Volume 1I, Environmental 

Assesment ) r.viewn the geography and ecology of andgen.ra the Project area 

Idtentifi, .,huth tvolda.le' and unavoidahle effc ts. The Project Ident fcation 

icoti ,ImiIar ly dvvntes aen .nt I re 'ction (Annex E) to a rev iew of potential 

envIrrnnm,.ntal Impa ts. Hnt by th,, time th,' Pro l'ct Papv'r (PP) was drafted,
 

nVi ro!1nt.el .Alrv.N had been In a natrrowe r focm,
, reduced upnn construction 

standardi (PPh p. i04'): 

The" Knvi 'n..tt. I A' '.,es,omnt (EA) aldre,,es I" d,etail th., 
,,nv I ru"ret,.it .1l .tn lpropnqo road Thefe "I th' . v'onmtructIon, 

I lle!V tem'met'. le i flvaq'rni Iol In',cre lhat lh ,'t v irtnmentlc 
fri orn andi valun 't'cf'gare af w d . 'lhe ntudY Oaten t hat 
the tprtp-"ned n a.t, will lln't n',lqat I V , *nvlrnns n onily reduce' 
montil Implcet h't will provide .a net pqldlIv.' b.nefit. Th-' 

o" nI an Ii rolrecommended eOitt"vi tn tee",Ird|I-gAt ,;,t Iv., 
vnv rrenmlnl .tl Imliact whilc arce Int egrat''d I" he 01es In ,are: 

http:ru"ret,.it
http:ro!1nt.el
http:tvolda.le
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aprons of concrete or rock to be placed on the
 
downstream of culverts;
 
the ditches with steep slopes will be lined with
 
rubble masonary or concrete;
 
where soil is exposed along cuts, hydro-seeding
 
will be used after adding top soil as necessary;

borrow areas will be selected carefully to minimize
 
erosion;
 
existing erosion gullies along the road will be
 
treated to protect the ecology and the roads;
 
various forms of stabilizing structures such as
 
slope walls retaining walls will be constructed
 
predominately from locally available 
rubble stones;
 
and
 
paving of the road in urban areas.
 

The Project Authorization Amendment (PAA) denies that reduced engineering
 

design standards will adversely effect environmental impact mitigation, and
 

even suggests that the lower cost alternatives would further reduce negative
 

impacts (PAA, p. 22):
 

The proposed revtsions to the project do not alter or materi
ally affect the benefits of the environmental protection
 
roeasures described in the Project Paper. 
 The substantial
 
reduction in engineering design specifications described in
 
this amendment in no way reduced the environmental impact

mitigation measures called for in the original PP. 
 In fact,
this new, lower cost alternative will further reduce negative
impacts by following the existing road alignment more closely

and avoiding disturbance of the ground.
 

But environmtental considerations continued 
to evolve from suggestions to
 

omissions. For example, by the time the 
Project Agreement was written, the
 

overall environmnntal provisions had essentially been reduced to a statement of 

GOL responhibIlities for protcttng archaeologica l and paleontolog ical sites: 

Section 5.3. Envlronmental Rsponsibliitjce. The Grantee 
covwna, ,t to provide tho -services of an archeologist and/or
other appropri[ato personnel, to work with the design contrac
tor to identify and preserve, to the maximum e:xtent poslihle,
Pa1loontologi anI and archeological site, along the route of 
the prolect road. Thlr, Grantee ai;oi covnant t hart to protect
.ipproxlmately nine noteworth v nLtes it will provide guiardiann
.ind mnaIntenance fonc!ng, atssume al11 otherof and responiibil
itei for preervntion of thee and other 8lt011 not borne by 
AI ). 
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Identification of archaeological and paleontological sites has proceeded
 

in a thorough manner. Contractors from Roma (Lesotho) and Paris (France) have
 

conducted surveys within a 100 meter strip of the SPR alignment and examined
 

special sites at even greater distance. Several reports provide detailed 

reviews of these reconnaissances and also contain recommendations for their 

protection and preservation:
 

L.G.A. Smits, Rock Art Survey Along the Southern Perimeter Road,
Preliminary Report. NUL, Roma: ARAL Project, March 1983. 

B. Battail, Report on Palaeontological Reconnaissance Along the 
Southern Perimeter Road, Mount Moorosi to Qacha's Nek. Institute de 
Paleontologie, Museum National d'Histoire Naturelle, Paris, December 
1982.
 

Lesotho: Rescue Archaeology 1982/83, Preliminary Report. UCT-SPR 
(n.d.). 

C. 	 Current Status of Environmental Protection 

General provisions for defense of the physical environment have been less 

than rigorous. The status of the specific construction standards proposed in
 

the Project Paper (p. 029) is a follows:
 

Proposed Measures 	 Current Actions 

aprons of concrete or rock to placement of gabions where needed 
be placed downstream of 
culverts 

ditches with !steep slopes to lined with loose rock
 
be lined with rubhlo,, imisonary
 
or concrete
 

replacvemeii: of topsol and no soil replacement or hydro-seeding 
hydro-seeding where soil Is 
expo,;ed along cut,; 
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borrow areas carefully not verified 3
 

selected to minimize
 
erosion
 

treatment of existing gullies 
 no treatment
 
(dongas) along road to con
trol erosion
 

paving road in urban areas uncertain 4
 

D. Summary
 

It was not possible to investigate all of the sensitive environmental
 

areas during this evaluation. From the documents and brief field inspection
 

only a few specific problem areas were identified:
 

1. 
 The original Prolect documents contain general and special provisions
 

for investigating and protecting the physical environment. 
 However, no system

atic survey of environmental conditions along the SPR alignment has been 
con

ducted during the actual construction phases.
 

2. Since cuts and embankments usually are steep and devoid of vegeta

tion, they are especially susceptible to erosion. In addition, exposed subsoil
 

lacks organic matter and is slow to revegetato by natural processes. 

3. The engineering report attached to this evaluation (Appendix 1, p. 

13) reports embankments cons;tructed with inadequate compatin. Thin 

represents an extreme hazard In the form of slope fallutre and ,,ros Ion. 

4. Borrow pits are highly visible, suncept li to eronion, and difficult 

to revpgetate,. They require, careful treatrm.ont f long-lastin g, unsightly nears 

On the land;icape' are to h., ayvndv.d. A y'temlttr p'Xaml 1at ion of horrow pl1l 

3 A horlOW p1t ItIs he''l opt. ned on t tie ;Iop," of '004blosete,,,I , one o title 
more Importa t histor ,icalnit,s inI . . t ho. Althbough It In ponq.. lbhl' that a
carefully managed and 
t reated, borrow pit will nut advt;,l'v affect th tilte', it
 
in a deci1 sion that ,hotIled hav. ro.', ve.d carv'Ioll revle'w belor,, the. ,itI'lowast
 
taken. 

none of i4 Sinr the Projet I o m'io,,t,+ IneM "tarhan *,r,,a," it In not eldr 
Junt how thil provlion will he -nfor led. 
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along the SPR alignment was not conducted during this evaluation. Nevertheles,
 

it appears that sites for bor-row pits could be more carefully selected, with
 

due attention to their general visibility and proximity to historical and
 

scenic areas. After excavation, they must be treated to avoid ponding and
 

continued erosion that would prevent recovery.
 

5. Archaeological surveys have identified a number of 
areas and specific
 

sites, mostly of rock art, that will be endangered by road construction or
 

subsequent increase in traffic through this 
area. The Bolahla Site is particu

larly important and has been singled out as 
the most endangered locality on the
 

SPR (Rescue Archaeology 1982/1983, pp. 1-3).
 

6. The internationally famous reptillian imprints at Moyeni (Quthing)
 

are in grave danger from road activities. In addition, the site is completely
 

unprotected from unsupervised visitors and is vulnerable 
to vandalism.
 

7. Paleontological deposits are 
found all along the SPR alignment,
 

mostly in the mudstones and sandstoncs of the Elliot Formation.
 

E. Recommendations
 

Cost considerations have resulted in general abandonment of environmental
 

defense as 
a major component of the SPR (except in the form of acceptable
 

engineering practices during construction). Thus, there now exist possibili

ties for malor landcape degradation, either as a result of construction opera

tions or subsequently, from erosion of disturbed slopes and unprotected sur

faces. In addition, expected increased traffic along the road will create 

additional opportunities for despoilation of archaeological, historical, and 

paleontological sites. Although costs constitute a severe constraint, some 

protective measures still are possible: 
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1. Conduct a survey (much was done for archaeological and paleontolog

ical sites) of actual road alignment and construction activities to determine
 

those areas 
that are especially vulnerable to erosion and degradation.
 

2. Stabilize exposed cuts and embankments with vegetation. Although no 

provision for such work presently exist in the construction contracts, there 

are opportunities for accomplishing this with "Food-for-Work" programs using 

Ministry of Works supervision under Title 111. 5 

3. Test and reconstruct if necessary the inadequately compacted embank

ments identified in the engineering report (Appendix I, p. 16).
 

4. 
 Select borrow pits carefully with due attention to general visibility
 

and proximity to historical and scenic areas, and follow excavation with appro

priate treatment to ensure recovery and revegetation. 

5. Protect the archaeological site at Bolahla during construction opera

tions. Subsequently it should be fenced and guarded for protection against 

vandalism.
 

6. Protect and preserve the internationally famous reptile print site at
 

Moyeni (Quthing). Extreme care during construction is essential to protect the
 

exposed site from heavy equipment, blasting, and other such hazards of heavy
 

road work. It has been recommended that the site be covered with a protective
 

layer of soil during construction. Subsequently, tile site should be pro

tected against vandalism by adeqiate fencing, guards, and pos;llbly shielding 

structure to ensure that this paleontologically and touristically valuable site 

is not degraded. 

5 Since tile SPR passes through areas wher: animals are uncontrolled, it 
would be a mistake to construct fragile terraces, or seed exposed cuts or
slopes with edible grasses which would only attract grazing animals. Instead,
hardy, inedible (but not deleterious) plants are recornlnded for slope 
stabilization.
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7. Protect other paleontological finds along the construction route as
 

outlined in Battail, Palaeontological Reconnaissance.
 

Roads are showcases: the road itself and its immediate environs are under
 

close scrutiny by all who pass by. In a country where erosion has often been
 

declared the number one problem it seems questionable policy to neglect the
 

many hazards of environmental degradation inherent in road construction and
 

subsequent increase in traffic. 
 The measures proposed here fall short of a
 

comprehensive protection program. But they would help avoid some of 
the more
 

common, and more obvious problems that could occur along the SPR. 
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APPENDIX XXI
 

INITIAL SOCIAL/ECONOMIC IMPACT, SPRP
 

The primary social impact of the 
SPR to date has been in the immediate
 

areas of construction activities. 
 More than 500 workers are currently employed
 

on the project (both Titles II and III). Although most are Basotho, perhaps
 

100 are non-nationals, primarily from Malawi and the Philippines, with exper

ience in equipment operation and maintenance. 
 At the time of this evaluation
 

the combined salaries ranging from Lesente 25/hour for guards to 
more than
 

Maloti 1.00/hour for equipment operators (Ml.O0 equals 
ca US $1.00) were on
 

the order of MIOO,000 per month.
 

A large part of the wages of non-nationals is remitted to families in
 

Malawi and the Philippines. But the balance, and most of the wages paid
 

Basotho laborers remains in country and much of this 
is spent in the towns and
 

villages near the construction operation.
 

The main construction camps for both Title II (Mount Moorosi-Mphaki cut

off) and Title III (Force Account upgrading, Quthing-Mount Moorosi) are 
located
 

near the town of MouHL Moorosi. The two general stores there report a brisk
 

business in consumables such as 
food, clothing, and housewares. Food sales are
 

especially high 
this season since harvests from local farms have been reduced
 

by severe drought. Project officials also report some local purchase of sup

plies and food for the project from merchants in nearby towns. In addition, 

one of the stores (Mitchell Brothers) is moving a considerable volume of 

building materials (e.g., corrugated steel roofing, cement, wheelbarrows) which
 

apparently is being used to build, expand private houses.or renovate Beer and
 

liquor sales also are high, especially after paydays. Although there is a 

branch bank in Mount Moorosi that offers the opportunity for savings in 
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interest-bearing accounts, the level of savings in this form was not deter

mined. Presumably, the level of expenditures, savings, and investment could be
 

determined from local sales and bank records, and 
from tax reports, should an
 

analysis of local project impact be undertaken.
 

As is true all over Lesotho, hard- and soft-goods and even most consum

ables, including fresh fruits and vegetable, are imported from the Thus,
RSA. 


although there is considerable impact from project wages and purchases in the
 

form of local sales, and salaries to store employees, most of the funds flow
 

quickly across the border into the RSA economy.
 

From casual conversations in the region the impression was gained that 

local attitudes toward the SPR project generally are positive. There were some 

early complaints that too many jobs were going to people from outside the 

region. But after negotiations with the contractor, local leaders expressed
 

satisfaction that due consideration was being given to local hire whenever
 

possible. There was also some concern that people from outside the region were 

coming into the region looking for work on the project and if unsuccessful, 

tended to remain as unemployed. Since no figures were available, it could not 

be ascertained whether this was a minor or major problem. 


