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Executive Summary 

This research report assesses the feasibility of developing a cableway* in the Drakensberg.  

In undertaking this research the study team reviewed all the relevant municipal and district 

planning literature, visited a short list of proposed sites, defined a market catchment for the   

proposed cableway and conducted market research into the demand and supply conditions 

for tourism attractions in the district. The team considered the weather conditions of the 

proposed sites and assessed the broad social, environmental and infrastructural 

characteristics for each alternative short-listed site. A preferred site was selected: This is in 

the Busingatha Valley just south of Royal Natal National Park. The site lies entirely within the 

province of KwaZulu-Natal on land owned by the Ingonyama Trust and is outside of the 

boundaries of the UKhahlamba-Drakensberg World Heritage Site.   

 

The base station for the cableway will occupy fully transformed land currently thickly infested 

with exotic Australian wattle trees.  An existing access road runs from the R74 provincial 

road (between Harrismith and Bergville) almost all the way to the proposed base station site 

through the Busingatha Valley and through extensively transformed farmland.  The Free 

State portion of the R74 is in an extremely poor condition and will need to be entirely rebuilt.  

The KwaZulu-Natal portion of the R74 is in an excellent condition as is the road through the 

Busingatha valley, which is being sealed at present.   The road through the Busingatha 

Valley will need to be extended by about 500m beyond where is presently ends in 

Busingatha Village to provide access to the cableway base station.  This extension of the 

road will be constructed though an abandoned and severely eroded quarry currently infested 

with exotic Australian wattle trees – a declared invasive alien species.    The entire base 

station site and a 100m corridor either side of the new 500m approach road together with a 

visual corridor around the base station will be permanently cleared of wattle and all other 

non-indigenous vegetation and will be planted with locally indigenous species. 

_________________________________________________________________________ 

*A cableway is the infrastructure required to elevate one or more cable cars from a base station to a top station at a higher 

altitude above sea level, as in this case (or from a base station to a terminal station in other cases).    A cable car is the vehicle 

that travels along a cableway carrying passengers and or freight. 
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The cableway will run from the base station up a mountain spur adjacent to the Busingatha 

Valley to near the summit of Mount Amery where a top station will be constructed.  One, or 

possibly two, intermediate pylons will need to be constructed at points along the mountain 

spur. The pylons will be constructed on untransformed land not vegetated with any rare or 

endangered species.   A development cost has been obtained from a cable car construction 

company.  Based on this together with the market demand research, a feasibility 

assessment has been developed.  

The project team found that the development of a cableway at the site would be feasible.  

Development of a cableway facility at the selected site would not be without potential 

challenges, which will have to be overcome if such a development was to attract capital 

funding and ultimately operate sustainably.  These challenges include the need to improve 

the condition of the roads providing access to the proposed site and the need to more 

thoroughly develop tourist attractions in the neighbourhood of the selected site in order for 

the cable way and other surrounding facilities to attract sustainable numbers of cultural, 

business and eco-tourists.   

Full details of these findings including linkages to Lesotho and the Free State are spelt out in 

the accompanying report. 

 

Introduction to the Project 

The KwaZulu-Natal Tourism Master Plan calls for the investigation of the feasibility of 

developing a cable car in the Drakensberg Mountains. The facility will constitute a carefully 

engineered balance between environmental sustainability & conservation constraints on the 

one hand and a world-class tourism attraction on the other.  

The facility will be designed in such a way as to accommodate increased tourist numbers 

whilst ensuring that only minimal and sustainable impacts on the ecology and environment 

will occur. The project will unlock the tourism potential of UKhahlamba-Drakensberg region 

by extending access to the escarpment to a broader range of tourists and enhance the 

competitiveness of the province with regard to adventure tourism. The project will serve as 

catalytic project to attract more domestic and international visitors to the Drakensberg region 

and provide a magnet to a host of other experiences and attractions in the area. The project 

will extend across the tourism value chain and the other economic sectors that supply 

services to the tourism industry to the economic benefit of the province. The project team will 

assess the potential of other practical opportunities in this regard.  



 
Feasibility study and business plan for the development of a Drakensberg Cable Car  
Feasibility Study Report – July 2013  Prepared by Graham Muller Associates 

 

Page 6 of 80 
 

Why a Cableway? 

The Drakensberg-uKhahlamba-Maloti (DUM) Mountains are home to the uKhahlamba-

Drakensberg World Heritage Site (WHS).  The mountains are a key tourist attraction and 

one that should be accessible to all who want to enjoy their beauty. This includes tourists 

with limited time, people with disabilities and those less adventurous tourists. Additionally 

increased visitor numbers are putting strain on the environmentally limited existing access 

routes to the escarpment. It is in the best interests of the WHS that many more visitors are 

able to enjoy the scenic beauty of the escarpment in an environmentally sustainable manner, 

rather than the limited numbers of hikers, horse riders and donkey trains presently capable 

of climbing its rugged escarpment passes and peaks and people who are able to afford a 

helicopter flip. 

 

Why not more Hiking Passes, Helicopters or Roads? 

 Cableways are outdoor elevators.  

 They are also the least expensive, least environmentally impactful and safest way 

to get large numbers of people of all ages, levels of fitness or disability and 

temperament up steep slopes and mountains.    

 Roads by contrast are highly disrupting to the environment and facilitate 

unmanaged intrusion into the areas they penetrate.     

 Helicopters are noisy, expensive and more visually intrusive than cableways.   

This severely constrains the capacity of this mode of elevation. 

 The cableway will provide a critical mass attraction for the Drakensberg, which 

will add to the tourism bed nights, sold in the province and attract new visitors to 

the DUM Mountains.  Currently the mountain passes, which are most easily 

accessible to tourists, are being heavily overused and alternatives for getting to 

the escarpment need to be assessed. The plan is for the cableway to be located 

in a part of the Berg that currently has minimal tourism infrastructure and 

accommodation. This will unleash the tourism potential of this area without 

impacting on existing nearby attractions such as the Royal Natal National Park 

and the Amphitheatre, Cathedral Peak or the Mnweni Hiking Cultural and Hiking 

Centre.  



 
Feasibility study and business plan for the development of a Drakensberg Cable Car  
Feasibility Study Report – July 2013  Prepared by Graham Muller Associates 

 

Page 7 of 80 
 

The Study Area 

For purposes of this study only the escarpment zone within South Africa above the Mnweni 

Valley between Royal Natal National Park and Cathedral Peak will be studied for potential 

cableway top station sites.   Sites outside of the boundaries of the WHS within the Mnweni 

and Busingatha Valleys (located in the northern Drakensberg, between Royal Natal National 

Park in the north and Cathedral Peak in the south) were assessed for suitability. 

The preferred site lies in the Busingatha Valley area of the uThukela District Municipality on 

the border with Lesotho.  Busingatha Valleys situated in the northern Drakensberg, just 

south of the Royal Natal National Park and north of Cathedral Peak.  

 

Map 1: The Study Area 

The study tests the feasibility of constructing a reversible cableway (two cable cars operating 

in a jig back manner) between a base station and a top station on the escarpment top of the 

DUM Mountains.   The study was confined to sites entirely within the boundaries of 

KwaZulu-Natal. 

Previously other studies have been undertaken into the feasibility of a cableway in the 

Drakensberg. These studies were comprehensively examined at the beginning of the 

project.  
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Currently the area has one developed tourist node, the Mnweni Cultural and Hiking Centre. 

The node offers horse riding, bird watching, cultural activities, rock art sites, mountaineering, 

mountain biking, hikes and swimming.  

One of the key issues that this project will need to address is access to the site, and there 

are several aspects to this, including community agreement, environmental impacts and 

constraints and cost. 

 

Assessment Criteria 

The project team established a list of criteria (or potential obstacles) to consider in finding 

the most feasible site for a cableway development. These are: 

1. Road access 

2. Location outside of the World Heritage Site 

3. Community support 

4. Environmental sustainability 

5. Suitable terrain 

6. Panoramic views  

7. Escarpment top in KwaZulu-Natal  

8. Extent of conflict with hikers and other site users 

 

Previous Studies 

These include: 

 Proposed Okhahlamba Drakensberg Cableway, July 1994 

 Proposed Mnweni Cableway Pre-Feasibility Study, October 2000 

 Sentinel Cableway, Witsieshoek, QwaQwa, 2005 

 Taking Tourism Investment to New Heights, an undated technical 

document on the Mnweni Cableway compiled for the uThukela Regional 

Council by Grant Thornton Kessel Feinstein 

 

The team gave consideration to the site suggested in the October 2000 study and to the 16 

sites suggested in the July 1994 study.  

In 2000 the Drakensberg User Group compiled a study – Pre-Feasibility study for the 

proposed Cableway Development in the Mnweni Valley (October 2000). The study 

concluded that at the tourism levels in 2000, a cable way would not be feasible. Tourism 
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KwaZulu-Natal paid for a peer review of the study by Ingerop Africa who found the following 

key issues: 

 Tourist numbers for the cableway were calculated as a function of existing visitors to 

the Drakensberg.  

 Spinoff from the development were not mentioned 

 The requirements of the stakeholders were not addressed (economic and social) 

 No allowance was made for seasonality 

 The study pre-empted the outcome of an Environmental Impact Assessment 

 It assumed that the World Heritage Committee would not support the cableway 

development 

 There was little clarity over who was consulted in the community around the 

proposed site. 

 No financial expert was included 

 No Cableway supplier/vendor has a significant input 

 Financial model was not in-depth 

 

The project team considered all sites identified in previous studies to assess suitability. 

Eleven of the sixteen suggested sites were eliminated due to non-compliance with the 

criteria listed above (criteria 1 to 8).   The remaining five sites were then assessed in more 

detail to determine which of the five best aligned with the above criteria using a basic scoring 

system of 0 (unsuitable) to 5 (very suitable). 

The October 2000 study suggested that the top of the North Peak of the Saddle would be a 

suitable site.    The project team has rejected this site as the top terrain is too steep for 

comfortable and safe walking and the area is a nesting site for the endangered Cape 

Vulture.  
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North Peak – the 2000 study suggested site. 

The remaining possibly feasible sites are: 

 Mount Amery  

 Ifidi Pass 

 Mnweni Pass 

 Ntonyelana Pass 

 

 

Map 2: Possible Feasible Sites 

The findings are summarized overleaf:   
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Cableway Site Short List Criteria Scoring 

SITE: Mount Amery Ifidi Pass Mnweni Pass Ntonyelana Pass 

1. Road Access 4 7km to top 2 12km to top 1 16km to top 2 12km to top 

2. Inside WHS? 5 No 5 No 5 No 0 Yes 

3. Community 

Support 

1 Uncertain 1 Uncertain 1 At this time 

community is 

not in support 

1 At this time 

community is 

not in support 

4. Environmental 3 Minimal road 

needed. Could 

use gondola for 

access from 

existing road. 

Base station on 

transformed 

land. 

1 High impact, 

lengthy new 

and 

upgraded 

access road 

required  

2 Lengthy new 

and 

upgraded 

access road 

required 

1 High impact, 

in world 

heritage site, 

concerns 

over 

proximity to 

Cape Vulture 

colony of 

nests 

5. Suitable 
Terrain 

3 Adequate 3 Adequate 5 Extensive 3 Adequate 

6. Panoramic 
Views 

5 Outstanding 3 Limited 4 Good 3 Limited 

7. Escarpment 
area in KZN 

5 Large area 2 Fairly small 

area 

5 Large area 2 Fairly small 

area 

8. Conflict with 
Hikers and other 
Site Users 

4 Only at the top 1 Considerable 1 Considerable 1 Considerable 

Total 28 13 17 13 

 

Table 1: Short List Criteria 

The Mount Amery site with the cableway base station in the Busingatha Valley emerges as 

the clearly preferred site with a score of 28 out of a possible maximum of 40. 
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Assessment of Listed Criteria 

1.  Road Access 

The fewer roads that need to be constructed the better. This is both from a cost and 

environmental perspective. Roads create rural sprawl and require huge capital investment. 

The more we can rely on existing infrastructure the more affordable the project. The 

preferred site base station is closest to a public road (500 metres). 

2. Location outside of World Heritage Site 

It is easier to develop outside the World Heritage Site due to the less stringent development 

restrictions outside of the WHS. It is also more advantageous to the traditional authority and 

local community if the development occurs on community land. 

3. Community Support 

The preferred site is at the end of a road providing access to many homesteads and is in a 

traditional authority area.  As such community support for the project is vital. No project 

developed on community land will be successful without full community support and without 

effective stakeholder engagement. The costs and benefits of the development need to be 

fully explained to the people impacted by the development. As such community members 

need to understand that: 

 There will be increased traffic on their access road (Up to a 1000 vehicles per day)  

 There will be slightly less grazing land available for harvesting and feeding livestock. 

Three hectares of land is expected to be required for the development. 
 

 There will be a visual impact for nearby homesteads. 

 Upgraded infrastructure such as electricity pylons and water pipes will need to be 

constructed through the Busingatha Valley.  
 

 There will be loss of some of some of the exotic wattle trees at the base station site. 

 There will be about 30 new direct jobs created. 

 Ancillary developments on the route to the cableway site will also be stimulated, 

greatly increasing the number of new jobs and small business opportunities 

generated in the Busingatha Valley but also changing the nature of community life in 

the valley. 
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4. Conflict with Hikers and Other Site Users 

The preferred cableway route has been placed on a route not widely utilised by hikers, horse 

riders and donkey trains so minimal conflict with existing site users below the escarpment is 

anticipated.   The Mount Amery site is the only site assessed where this is true. There will be 

some potential conflict with hikers and other site users at the escarpment top station. 

However facility will also be beneficial to hikers and other site users as a place to purchase 

supplies and find refuge in stormy weather.  

5. Environmental Sustainability 

See separate section on environmental issues. Issues such as impact on vulture breeding 

colonies and indigenous vegetation have been considered. 

6. Suitable Terrain 

The preferred site has sufficient land at the base to develop appropriate infrastructure and a 

suitable area on the escarpment top for development. 

7. Panoramic Views  

The Mount Amery top station site has outstanding panoramic views from Cathkin Peak in the 

south to the Sentinel in the north. The site will also allows for short hikes to view the Tugela 

Falls and the Mnweni Needles.   Photographs of these views are provided in Appendix A. 

8. Escarpment Top in KwaZulu-Natal  

As the border between KwaZulu-Natal and Lesotho is determined by the watershed the 

project team only considered potential sites on the KwaZulu-Natal side of the watershed. 

This was in order to avoid complicated cross border leases.    The preferred site is entirely 

within KwaZulu-Natal. 

A photograph of the Busingatha Valley with the preferred route of the cableway 

superimposed is provided on the next page. 
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       Preferred cableway route from the Busingatha Valley to the summit of Mount Amery 
 

 

               Abandoned quarry infested with invasive wattle trees at the proposed base station site 
       (The area outside of base station footprint will be rehabilitated and planted with locally indigenous vegetation) 

 

	

Preferred	Cableway	Route	
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Social and Economic Profile of oKhahlamba Local Municipality 

 

Okhahlamba Local Municipality is a remote municipality situated in the highlands of 

KwaZulu-Natal and is characterised by a predominantly rural settlement pattern, extensive 

subsistence farming and as well as some commercial farming and tourism developments.  

The total population is 151,441 persons. 

 

COMPARATIVE DEMAGRAPHICS 

 Okhahlamba Local Municipality KwaZulu-Natal 

Total population 151,441 10,449,301 

Total no. of households 28, 509 2,450,792 

 

Table 2: Demography of the Study Area 

 

The economy of an area characterised by low levels of development and economic activity 

on the margin of the modern economy. 40% of the potential workforce is not economically 

active.  

 

 

Figure 1: Employment Source: Okhahlamba LM IDP 2012/2013 

 

Figure 2 shows the degree to which the primary and secondary sectors are underdeveloped 

in the municipality as 31% of people are engaged in elementary activities and only 4% list 

themselves as professionals.  The primary sector (agriculture, forestry and mining) 

contributes 7% of employment 
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Figure 2: Type of Employment Source: Okhahlamba LM IDP 2012/2013 

 

At an individual and household level the low level of economic development in the 

municipality is also evident.  

 

In conclusion the Okhahlamba Local Municipality’s economy is largely undeveloped and 

characterised by a large public sector presence, a high rate of unemployment, low labour 

force participation and low levels of household income.  The implications of this for the 

development of a cable car in the municipality are as follows:    

 

 The development will create much needed jobs in the municipality 

 The cable car cannot expect to draw much tourism spending from within the 

municipality 

 The low skill level in the economy will necessitate comprehensive training of 

employees drawn from the local area 

 

Tourism Trends 

National Trends 

 

Travel and tourism is one of the world’s largest and fastest growing industries, which, unlike 

other retail industries brings the market to the product.  The Travel and tourism industry is a 
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high-growth industry within South Africa and is seen to play, on account of its labour 

intensity, a major role in addressing unemployment levels within the country.  The 

importance of travel and tourism to the South African economy has recently been 

acknowledged with the launch of South Africa’s first dedicated tourism satellite account, 

launched at the 2009 Tourism Indaba in Durban.   The account measures the direct and 

indirect impact of tourism on national gross domestic product (GDP).   While still at a very 

formative stage the satellite account confirms the high value of tourism in South Africa. 

 

Prior to the launch of the Tourism Satellite Account by StatsSA, South Africa relied on data 

from the World Travel and Tourism Council (WTTC), for key information regarding the value 

of tourism to the national economy.  The WTTC (2008) reports a total tourism contribution of 

R194.5 billion to national GDP for 2008.  This shows a growth rate of 19% and raises the 

tourism share of GDP from 8.1% to 8.5%.  Direct tourism employment, those working in the 

industry, in South Africa is estimated at 438,500 persons while indirect employment, those 

working in supporting industries, is estimated at 603,200 persons.  This amounts to total 

employment in tourism of 1,041,700 persons.  While the newly launched satellite account is 

currently drafted for 2005 only, it does reveal, some interesting findings.  

 

 

Figure 3:  Comparison of tourism and traditional industries 2005  
(Source: StatsSA, 2009) 
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Figure 3 compares the tourism industry with traditional industries. These comparisons show 

that tourism is a labour intensive industry, contributing more to national employment than it 

does to GDP.   Figure 3, however, measures only the direct contribution of tourism to the 

national economy.  

 

 

Figure 4: Distribution of value added and employment in the tourism industry 2005 

(Source: StatsSA, 2009) 

 

The total contribution is significantly larger.  Figure 4 gives an indication of the composition 

of tourism valued added and tourism employment.  Interestingly the most labour intensive 

tourism sector is the retail trade of tourism-connected goods.  Other labour intensive sectors 

of the tourism industry include cultural and recreational services and food and beverages.   

The largest value added impact of tourism is that which emanates from non-tourism specific 

industries. 

 

The value of tourism to the national economy is strongly aligned to the value of the foreign 

tourist market, which the South African Tourism Annual Report for 2008, estimates 

contributed R356 billion to the national economy between 2003 and 2008.   Foreign arrivals 

to South African grew from 9 million in 2007 to a record of 9.6 million in 2008.  This reflects a 

steady growth rate of 5.5% in foreign arrivals to South Africa in 2008, whereas worldwide 
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foreign arrivals grew by only 1.3% as the global economy began to slide into recession.  The 

growth in foreign arrivals to South Africa is depicted in Figure 5.   

 

Figure 5:  Foreign Tourist Arrivals (Source StatsSA, 2009) 

 

The main purpose of stay for foreign tourists is ‘leisure’, accounting for 57% of the foreign 

market.  Foreign tourists stay an average of 8.2 nights in the country and visit 1.2 provinces.  

While the average length of stay per province is longest for the Western Cape, followed by 

the Eastern Cape and KwaZulu-Natal, Gauteng has the largest share of foreign bed nights 

spent in the country.  Foreign bed nights refers to the total number of overnight stays by 

foreign tourists in a particular province (number of tourists × duration of stay).  Gauteng’s 

dominance of the foreign tourist market is depicted in figure 5. In 2008, 32.3% of total foreign 

bed nights in South Africa were spent in Gauteng.   This amounted to over 25 million bed 

nights.  The Western Cape is not too far behind Gauteng, with 21 million bed nights in the 

same, though KwaZulu-Natal has a significantly lower number of bed nights than either 

Gauteng or the Western Cape, with only 8 million in 2008.    
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Figure 6:  Foreign Bed nights spent in SA by province (Source: SA Tourism, 2009) 

 

Domestic tourism decreased slightly in 2008, dropping from 36 million trips in 2007 to 33 

million trips in 2008.  The number of people undertaking trips, however, increased although 

individuals took fewer trips in general.   As Figure 7 indicates, the bulk share of domestic 

tourism is for the purpose of visiting friends and relatives.  This characteristic of domestic 

tourism can be regarded as the main reason that domestic tourism is lower value than 

foreign tourism, as individuals visiting friends and relatives, and especially those who are 

hosted by friends and relatives, can be expected to spend significantly less on both food and 

accommodation than what leisure tourists typically spend.   
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                Figure 7:  Number of Domestic Trips by Trip Purpose: 2007-2008  

                (Source SA Tourism, 2009) 

 

Tourism Trends in KwaZulu-Natal  

KwaZulu-Natal is the third most popular foreign and the second most popular domestic 

tourist destination in South Africa.  1.2 million foreign tourists visited KwaZulu-Natal in 2008. 

(TKZN, 2009)   The value of the foreign tourist market in the province is R8.3 billion and 

average spend per visitor per trip is R6, 764. (TKZN, 2009)   The average length of stay for 

foreign tourists in the province is 6.8 nights.  Despite being significantly higher in volume, 

with 10.4 million trips undertaken in 2008, the domestic tourist market generates less tourism 

revenue, R6.6 billion, than the foreign tourist market in the province. (TKZN, 2009) 

 

Although a popular domestic and foreign tourist destination, KwaZulu-Natal’s tourism 

industry is relatively low value.  The reasons for the relatively low value of KwaZulu-Natal’s 

tourism market are outlined below: 

 

• The majority of tourists visiting KwaZulu-Natal are domestic tourists; with an average 

spend only about one-tenth of what foreign tourists spend per day. 

 

• Within domestic tourism, the majority of tourism in KwaZulu-Natal is intraprovincial.  

This trend seems to be increasing.  Also a large portion of domestic tourism is for 

visiting friends and relatives purposes.   Thus the domestic market is low value. 

 

• Only 41% of foreign tourism to the province is from the air departure market.  The 

rest is comprised of significantly lower value land markets.  61% of the air departure 

market visit KwaZulu-Natal for holiday purposes, while only 36% of the land 
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departure market visit the province for this reason.   ‘Holiday’ is the purpose of visit 

that has the biggest spend.  

 

• In recent years KwaZulu-Natal has lost some of its share of total foreign bed nights in 

the country as Free State and Limpopo have captured an increased share. 

 

Growing tourism in KwaZulu-Natal requires the development of holistic, well crafted and well 

marketed tourism products.  These products should look to incorporate a diverse array of 

attractions in a number of locations in KwaZulu-Natal.  In marketing these tourism products, 

KwaZulu-Natal should look to target the foreign air departure market segment as this 

segment contributes disproportionately to tourism revenue to the country.  It is thus 

important to know what tourist experiences the foreign air departure market expect when 

visiting KwaZulu-Natal.  At present Durban is the most visited destination in KwaZulu-Natal, 

with 70.3% of the foreign air departure market reporting that they visited Durban. (SAT, 

2012)  The overwhelming popularity of Durban is, in part due to the location of the airport 

within the city, but is also on account of the city’s reputation as Africa’s playground.  

  

 

Tourism Region Visited by Foreign Tourists 

Durban Metro 70.3% 

Elephant Coast 22.3% 

Zululand 14.5% 

Drakensberg 15.8% 

North Coast 13.6% 

Pietermaritzburg / Midlands 8.4% 

South Coast 8.1% 

Battlefields 3.3% 

 

Table 3: Most popular destinations in KZN for foreign tourists who departed South 

African by air     (Source, SAT 2012) 

 

Tourism KZN provides no visitor statistics for the Northern Drakensberg as a stand-alone 

tourism destination.  Rather it is categorised as part of the Drakensberg Region of KwaZulu-

Natal.  This region includes both Southern, Central and Northern Berg.  
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Figure 8:  Most popular domestic tourist destinations (Source: TKZN, 2009) 

 

Like KwaZulu-Natal in general, the Drakensberg tourism industry performs more strongly on 

the domestic as opposed to the international front. As such the area is vulnerable to the 

same problems that render KwaZulu-Natal’s tourism industry relatively low value. While 

domestic tourism (forms an essential base for tourism development in the area, foreign 

tourism, which has substantially higher value, has the greatest economic development 

benefits for local communities, and should therefore be most actively pursued.  Tourism 

development needs to take into cognisance the relative paucity of genuine international-

appeal attractions within the district by implementing product development strategies that 

look to attract greater numbers of foreign visitors to the region. 

 

Tourism Planning at a District and Municipal Level 

In order to understand the context in which a tourism development such as a cable car is 

situated, it is important to review the tourism planning frameworks at both a municipal and 

district level.  Tourism is identified as being one of the key priority growth sectors in 

KwaZulu-Natal.  The importance of tourism as a key growth sector in the district is 

highlighted by the recent development of the Tourism Master Plan for KwaZulu-Natal.  The 

2012 Tourism Master Plan notes the vast potential of tourism in the province but also points 

out the need for critical mass attractions.  
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The proposed cable car sits well within this vision for tourism development in the province.  

The cable car would exploit the region’s competitive advantage of having spectacular 

scenery and natural beauty, while it would also, if successful, create a new flow of tourists to 

the region, and contribute to economic development through the involvement of the 

community in the project.   The master plan explicitly identifies the development of a cable 

car as an iconic development for the Drakensberg and for tourism development as a whole 

in KwaZulu-Natal. 

 

At a municipal level, the importance of tourism is similarly acknowledged.  The oKhahlamba 

Municipality’s IDP as well as the Spatial Development Framework stresses the need to 

exploit the area’s tourism potential. The uThukela Tourism Sector Strategy lists the cable car 

as a key project. In this respect infrastructure improvements making tourist sites accessible, 

is regarded as critical to the development of tourism within the municipality. Tourist 

attractions of the Municipality are considered to include, eco-tourism sites and sites with 

historical significance.  

 

Recommended Road Upgrades for the Cableway 
 

 R74 from R712 to Bergville 

 Gravel Road through Busingatha (currently being hard topped) 

These upgrades deal directly with the requirements for accessing the proposed site from 

both Gauteng and the Free State or from KwaZulu-Natal.  

 

Market Analysis 

The Drakensberg - oKhahlamba - Maloti Mountains comprise a 300 kilometre long alpine 

and montane zone along the southern, eastern and northern borders of the landlocked 

mountain Kingdom of Lesotho and the Republic of South Africa. Most of the high altitude 

areas lie in Lesotho. The rest lie in the Free State, KwaZulu-Natal and Eastern Cape 

provinces of the Republic of South Africa.   The most scenic areas lie along the length of the 

Lesotho / KwaZulu-Natal border – commonly called the escarpment, a panoramic range of 

precipitous mountains dropping down to the “Little Berg” in KwaZulu-Natal. 

The Drakensberg - oKhahlamba - Maloti Mountains have globally significant plant and 

animal biodiversity, with unique habitats and high levels of endemism. However, these 

special resources are increasingly under threat from commercial uses, animal husbandry, 

timber plantations and cropping. On both sides of the international boundary there are local 
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populations dependent on the mountains for all or part of their livelihood.  Rangelands in 

areas of high conservation value have been degraded by a grazing regime based on 

communal access and ineffective regulatory capability, especially in Lesotho.  

The Drakensberg - oKhahlamba - Maloti Mountains are home to the greatest gallery of rock 

art in the world with hundreds of sites and many thousands of images painted by the San or 

Bushmen people who lived in the area up to the end of the 19th century / early 20th century. 

The region is the most important water catchment for Lesotho and South Africa. Two of the 

largest civil engineering projects in southern Africa, the Tugela-Vaal Scheme and the 

Lesotho Highlands Water Project, carry water from the Drakensberg -oKhahlamba - Maloti 

Mountains to the economic powerhouse of Africa, the South African province of Gauteng.  

Given the outstanding tourism potential of the area, a key challenge is the development of 

infrastructure and capacity to support the involvement of local communities in sustainable 

tourism activities associated both with existing protected areas and proposed community 

conservation areas. In both countries this activity can build on experience in KwaZulu-Natal 

where the charging of community tourism levies (paid by visitors to protected areas) is 

generating funds to enable local communities to invest equity in tourism developments in the 

uKhahlamba-Drakensberg Park. This provides both direct employment opportunities and 

enhances opportunities for the involvement of local communities in eco-tourism activities 

compatible with biodiversity conservation. 

Private sector developers are encouraged to partner communities and conservation 

agencies to build capacity for sustainable eco-tourism.  Entrepreneurs from the private 

sector are also encouraged to contribute to training programmes to develop tourism industry 

skills amongst persons living in local communities. 

A very high 60% of all foreign tourists to South Africa visit a game reserve or national park, 

revealing the very important role played by parks and game reserves in the attraction 

accommodation of foreign tourists to the country. The country has several very large park 

systems. The South African National Parks agency manages 16 parks covering 3.1 million 

hectares. In 1997/98 these sites catered to 1.5 million visitors, of which 31% were foreigners. 

There are an estimated 300 private game lodges in South Africa, with about 9,000 rooms 

and 18,000 beds. These private lodges cater to the upper level of the price and service 

levels. The parks cater to a more modest level of price and service. Many of the private 

game reserves are located adjacent to government-owned parks. The private reserves take 

advantage of the ecological benefit obtained from being near the parks, and provide 

significant levels of additional environmental protection by providing wildlife habitat 
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In terms of nature-based tourism, South Africa has excellent natural assets. It has a very 

good range of natural-environment types, from ocean shores to mountain heights. It has a 

solid set of national parks and other types of protected areas, run by both national and 

provincial agencies, that provide experiences, tourism infrastructure and site management at 

world class levels. The transportation infrastructure, international airports, regional and local 

roads are the best in Africa. But most importantly, South Africa has a sophisticated and 

modern tourism business system that enables the country to penetrate international markets 

to a significant degree. 

Within the study area in South Africa, the nature-based tourism industry is mature. The 

KwaZulu-Natal parks have decades of experience, with a corresponding tourism market 

profile. 

Golden Gate, managed by South African National Parks, is also important. There is a mature 

industry of hotels, farm stays, vehicle rentals, guiding companies, information providers and 

voluntary groups in the area. Within environmentally significant areas that are not parks, 

important tourism feasibility studies and discussions with local people are well advanced. 

The work underway in the Mnweni Valley near Bergville in KwaZulu-Natal is a good example 

of such work. 

KwaZulu-Natal 
 
Domestic and foreign visitor numbers to the KwaZulu-Natal Drakensberg area are in the 

order of 300,000 tourists per year (Maloti-Drakensberg Development Agency).  The 

KwaZulu-Natal nature conservation authority, Ezemvelo KwaZulu-Natal Wildlife, manages 

80 sites, covering almost 0.7 million hectares. In 1997/98 they serviced 1.1 million visitors, of 

which 13.2% were foreigners.  

According to the uThukela District Municipality Report entitled “A Resource Economic Study 

to Identify Incentive Option to Secure the Buffer Zone of the uKhahlamba Drakensberg 

Park World Heritage Site” (Golder, 2010) recreation and tourism services in the KwaZulu-

Natal section of the mountain area (comprising three local municipalities, Imbabazane, 

Umtshezi, and Okhahlamba) include: 

 Tourism settlement; 

 Marketing icons – such as the Amphitheatre, river angling; 

 Vehicle based recreation; 

 Hiking and walking; 

 Water sports – fly-fishing, boating; and 
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 Hunting. 

 

Not mentioned in the Golder report, but also significant are conferences, wedding 

receptions, bird watching, horse riding, pony-trekking, mountain biking, trail running, 

mountain climbing, abseiling, gliding and para-gliding, helicopter and aircraft flips, kayaking, 

golf, tennis, bowls, croquet and music festivals. 

 According to Golder the uKhahlamba Drakensberg Park World Heritage Site and 

Okhahlamba areas have a relatively high potential to supply recreation and tourism services, 

with Okhahlamba scoring the highest (128 points) due to the presence of large water bodies 

making water sports possible. The other two areas score just below 100 points, so are 

never-the-less still important suppliers of services. 

The demand for recreation and tourism services is high in the UDP WHS and adjacent three 

municipal areas, with approximately 8 million people benefitting indirectly due to the 

significant role of the Drakensberg in marketing KwaZulu-Natal as an international tourist 

destination. However, in terms of direct users, the WHS has some 2.5 million users, with 

both Okhahlamba and Umtshezi approximately servicing some 600 000 users each, and 

Imbabazane serving some 300 000 users per year. In summary, the Drakensberg plays an 

important national and provincial tourism marketing role, and an important local recreation 

role. 

Natural and cultural heritage services include: 

 Sacred sites; 

 Enhancing mental well being; 

 Natural heritage; 

 Cultural heritage; and 

 Sense of place – including views. 

 

Lesotho 
 
The Associates for Economic Development study “Economic Assessment and Development 

Planning” (AfED, 1999) found that “a nature based tourism industry can be developed in the 

Maloti-Drakensberg region that can provide significant economic upliftment and biodiversity 

protection.” 

However, the authors caution that eco-tourism alone will be insufficient to meet the vast 
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economic needs of the population in the area. Based on current infrastructural investment 

AfED estimate that eco-tourism can attract about 10,000-15,000 visitors to the project study 

area in Lesotho. In order to reach much higher impacts, and attract in the order of 200,000 

visitors per annum to the Maloti area, considerable investment in roads ($25 m) and 

supporting infrastructure ($3m) is needed. In addition, considerable private sector 

investment in bed capacity (around 600 beds for $14 m) would be needed. Product club 

development and effective marketing are other necessary ingredients. 

The project team takes note of these observations, but must shape its proposals within the 

mandate of the project terms of reference. Hence, only investment that sustains biodiversity 

conservation through the development of nature-based tourism that generates alternative 

livelihoods for local communities are included in the current project. Even a flow of 15,000 

visitors to the Maloti mountain areas would imply considerable local economic opportunities, 

in relation to what is currently available.  

The Ministry of Tourism has decided to elaborate a national tourism policy. This is seen as a 

necessary precursor to the passing of the Tourism Development and Incentives 2000 Bill. 

The Bill provides for the establishment of the Lesotho Development Corporation as a body 

corporate. All income to the Corporation is applied to the promotion of tourism, with no 

dividend paid to the shareholder (GoL). The Lesotho Tourist Board will be abolished once 

the Bill is passed. It also allows for the designation of specific areas for tourism 

development, where land can be sublet to entrepreneurs. The Bill provides the legal basis 

for incentives to the tourism sector. 

In 1994 a consultant report, commissioned by the European Union, outlining a 

comprehensive Tourism Development Plan for the Kingdom of Lesotho was submitted to the 

Ministry of Tourism, Sports and Culture. In the absence of a formal policy, this document is 

often referred to as providing guidance. The report proposed an ambitious program of 

activities to develop the tourism industry in Lesotho. Unfortunately, little of the plan has been 

implemented. The lack of plan implementation appears to flow from several factors. The 

national tourism bodies are small and poorly financed, and the tourism functions of central 

government are fragmented. The private business sector is particularly weak in tourism. 

In Lesotho there are some emergent small hiking and pony-trekking businesses with the 

potential for expansion to incorporate a “trans-frontier mountain hiking way” and which could 

involve many communities in the provision of overnight facilities and provision of food. These 

opportunities will be explored with the private sector operators and relevant communities. In 

the Golden Gate National Park, overnight hiking accommodation already generates 

revenues that match the use of similar land for grazing. 
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The Lesotho Tourism Board statistics on tourist arrivals from 1981 to 1998 show that visitor 

arrival increased over the period, peaked, and then declined. The highest arrival numbers 

occurred in 1992, with 416,882 arrivals. The numbers dropped down to an estimated 

225,000 in 1998. The majority of arrivals are traveling for visiting of friends and relatives, 

with South Africans constituting the vast majority of foreign travellers. Very small numbers of 

non-African international visitors arrive in Lesotho. In 1998 1,016 came from the Americas, 

4,266 from Europe and 1,053 from Asia and Oceania.  

The Maloti Drakensberg Transfrontier Project (MDTP), a World Bank funded project, is 

presently addressing conservation and community development opportunities in a core 

1,475,000 ha (585,000 ha in Lesotho and 890,000 ha in South Africa) of the Drakensberg - 

uKhahlamba - Maloti Mountain region.   Within this core region are significant protected 

areas under the close management of national or provincial conservation authorities.   The 

main conservation areas are: 

 UKhahlamba - Drakensberg Park: World Heritage Site proclaimed in 2000  

(242,813 ha) 

 Golden Gate Highlands National Park: South Africa (11,600 ha) 

 Sehlabathebe National Park: Lesotho (6,500 ha) 

 Ts'ehlanyane Nature Reserve: Lesotho (56,000 ha) 

 Bokong Nature Reserve: Lesotho (1,970 ha) 

 

The MDTP seeks to enhance the environmental and economic sustainability of the mountain 

region through improved range management and the establishment of community 

conservation areas additional to those already proclaimed. The goal is to protect the 

biodiversity and cultural heritage of the Maloti-Drakensberg Mountains through the 

development of nature-based tourism and the facilitation of sustainable natural resource 

based livelihoods. 

As discussed in more detail below, nature-based tourism is already a thriving business 

primarily lead by the private sector, the KwaZulu-Natal provincial conservation authority, 

Ezemvelo KwaZulu-Natal Wildlife and (in the Free State) South African National Parks.  In 

the Lesotho sections of the mountain region, the tourism industry is still weak and in the view 

of the MDTP is poorly supported by the legislative and policy environment. However, 

changes are imminent, as a new Tourism Policy will soon be prepared in Lesotho, and new 

legislation has already been drafted. The African Development Bank (AfDB) is preparing a 

sizable initiative in support of tourism development in Lesotho.  
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Free State 
 
More than half of the accommodation establishments serving tourists and within an 80km 

radius of the proposed cableway site are to be found in the Free State at Clarens, Golden 

Gate and in the Harrismith district.  41,056 persons visited Golden Gates National Park in 

the Free State for the year ending March 2012. (SANparks Annual Report 2012) 

The Free State is thus a key source of potential cableway customers and the R74 provincial 

link road, which is presently in an extremely poor condition, must be upgraded to facilitate 

this link. 

 

Possible Linkages to Lesotho and the Free State 

A number of possible linkages to Lesotho and the Free State have been identified for the 

cableway project: 

 Cableway can be extended from Mount Amery to Mont-aux-Sources on the Lesotho 

border (5.5kms). This will require passports and establishment of border controls and 

will cost an additional 60% of the initial capital outlay.  

 4x4 track exists from Lesotho border to the Afriski snow skiing resort (about 20kms 

away) and these can be upgraded to link the cable car with the A1 through Lesotho. 

 Potential for tourists from KwaZulu-Natal to access a day’s skiing in Lesotho and 

return via cableway back to base or overnight at Afriski in Lesotho and return the 

next day 

 Without heavy back-packs, tourists could easily ride the cableway, hike across the 

top of the Amphitheatre down the chain ladder at Eland Falls, overnight at 

Witsieshoek in the Free State and return the next day (about 15kms of hiking) 

 

 

The Supply of Natural and Cultural Heritage Services 

On average, the natural and cultural heritage services are the highest scoring services due 

to the high quality of the natural and cultural assets present. This is recognised by the Park 

being given the status of a world heritage site, precisely because of the globally outstanding 

quality of natural and cultural assets.   Importantly, not only is the protected area of high 

quality, but also the buffer in all three municipalities has high quality assets. 

The most obvious feature of the cultural landscape of the Drakensberg - oKhahlamba - 

Maloti Mountain region is the rock paintings of the San or Bushmen people.  There are 

approximately 45 000 images in 600 rock art sites within the boundaries of the UDP WHS 
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with approximately 160 000 images in the Drakensberg - oKhahlamba - Maloti Mountain 

region as a whole. These images constitute one of the finest outdoor art galleries in the 

world. The MDTFCA is also the last areas in the Africa south of the Zambezi River where 

San people still continued with this tradition up to the beginning of the 20th century.   In 

addition the area is the heartland of the so-called shamanistic interpretation of rock art, an 

interpretive framework that is now also used to understand the meaning of rock art in parts 

of northern America, Western Europe and Asia.  

 

San rock art painting of an Eland     Source: http://www.terminalia.org/tour/post/stage3postc.htm 

 

The Drakensberg San were hunter-gathers who lived in the Drakensberg - oKhahlamba - 

Maloti Mountain region for about 20 000 years. They were ultimately unable to resist the 

movement of other people into the area and from the beginning of the 1800s they were 

systematically persecuted until they were eventually considered extinct by the 1920s.   A 

succession of events from unleashing by the Zulu King Shaka kaSenzangakhona of a period 

of tribal turmoil known as the Mfecane, then encroachment by Dutch settlers trekking form 

the Cape, followed by British colonialism resulted in the demise of the Drakensberg San, 

although there are still some descendants who have been integrated into the communities 

living in the area today. 

http://www.terminalia.org/tour/post/stage3postc.htm
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Massospondylus carinatus – species that laid the oldest dinosaur eggs yet discovered by humankind         

Source: http://csotonyi.com 

In addition to the rock art, there are numerous other features including the history that is 

briefly alluded to above. The palaeontology of the area is captured in the sedimentary rock, 

which dominates the lower strata and reflects the prehistoric fauna and flora that occurred. 

There are numerous sites where dinosaur footprints and other markings can be seen, as 

well as fossil evidence of their presence. The most spectacular of these are the intact eggs 

of the Massospondylus carinatus, which have provided the oldest dinosaur embryos known 

to man. Iron and Stone Age sites increase the richness of the cultural landscape, as does 

the existence of many Living Heritage sites, i.e. sites of ritual or sacred significance. 

 

Massospondylus carinatus  - early Jurassic era fossils and eggs have been found in the study area 
Source: http://carnivoraforum.com/topic/9329331/1/ 

http://csotonyi.com/
http://carnivoraforum.com/topic/9329331/1/
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The Demand for Natural and Cultural Heritage Services 

The demand for the heritage services in Imbabazane and Okhahlamba is substantial relative 

to other services, with around 100 000 users benefiting at the local level in each municipality. 

The Umtshezi buffer area plays a provincial role with some 1.5 million people benefitting 

from heritage services – the greater numbers attributable to Weenen Nature Reserve, a 

provincially used asset. The UDP WHS on the other hand, benefits a huge number of 

people, over 3 billion global beneficiaries, given that much of the natural and cultural 

heritage is a globally irreplaceable asset. 

Cableway Demand 

In 2005 a comprehensive cable car market research study was conducted by Graham Muller 

Associates to analyse the demand for a Drakensberg Cableway.  This study will be used to 

inform market demand analysis. 750 tourists (300 foreign and 450 domestic) were 

interviewed about their views on a cable car development in the Drakensberg.  

 

Broadly the research objectives covered sourcing the business intelligence required to: 

 Confirm the viability of the development concept in terms of its ability to attract 

customers; 

 Inform the preparation of the marketing plan for the development covering product 

positioning, pricing, communication strategy and marketing budgets; 

 Inform the preparation of the business plan and project feasibility 

 

More specifically the research objectives covered: 

 Identification of the target markets demographically and psychographically 

 The dimensions of typical holiday travel 

 Reaction to the development proposal 

 Likes and dislikes 

 Overall likelihood of trial 

 Identify development concepts that present the best opportunities for successful 

enhancement. 

 How the concept may be refined by quantifying those features that would be most 

utilized 

 Whether and where cost savings may be achieved in the concept 
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The market research procedure took the form of a concept test.  Concept testing is the 

process of using quantitative methods to evaluate consumer response to a product idea prior 

to the introduction of a product to the market. The concept test offers the possibility to modify 

a product concept at the planning stage, thereby economizing costs and time. 

In this way the market acceptability of the development was tested by exposing respondents 

to verbal and pictorial images of the development and its environs that covered its 

characteristics, the functions it is designed to serve and its unique features compared to 

existing products. Respondents were asked to rate their opinions of the development. Below 

are the findings relevant to this study.  

 

All international tourists were interviewed in the international departure lounge prior to 

leaving South Africa. Only travellers who indicated that they would return to South Africa 

were included as respondents in this survey. The vast majority of international respondents 

were from Europe or North America (70%).  

Question 6 asked what is your overall impression of the proposed development?  

Based on what you have read and what you may already know of the area do you think that 

this proposed development is an excellent, good, fair or poor idea? 

Attitude Gauteng KZN OFS Total 

Domestic 

International  

 % % % % % 

Excellent idea 47 63 59 56 29 

A good idea 46 23 32 34 55 

A fair idea 4 7 6 6 11 

A poor idea 1 7 3 4 3 

Not sure/don’t know 1  1 1 2 

Total 100 100 100 100 100 

 

Table 4: Impression of Development (domestic and international tourists) 
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The reaction of the international tourist to the proposed development mirrored the reaction of 

the local market with 84% responding most positively to the concept. 

Question 7 asked how likely do you think you would be to visit this development. Would you 

say that you were very, fairly, not sure, unlikely or very unlikely to visit? 

Likelihood Gauteng KZN OFS Total 

 % % % % 

Very likely 53 54 47 51 

Fairly likely 39 31 40 36 

Not sure 4 7 10 7 

Unlikely 3 3 2 3 

Very unlikely 1 5 1 2 

Total 100 100 100 100 

 

Table 5: Visit Likelihood (domestic tourists) 

The response to this question was also overwhelmingly positive with just over half the 

sample claiming that they would be very likely to visit the development and a third claiming 

that they would be fairly likely to visit. 

 

Likelihood Europe UK US/Canada Australasia Other Total 

 % % % % % % 

Very likely 33 56 49 50 62 48 

Fairly likely 56 37 37 38 29 41 

Not sure 3 5 5 10 7 5 

Unlikely 5  5   2 

Very unlikely 3 2 5 2 2 3 

Total 100 100 100 100 100 100 

 

Table 6: Visit Likelihood (International) 

 

 



 
Feasibility study and business plan for the development of a Drakensberg Cable Car  
Feasibility Study Report – July 2013  Prepared by Graham Muller Associates 

 

Page 36 of 80 
 

 

International visitors were nearly as likely to visit the development with nearly 90% saying 

they were likely or fairly likely to use the cableway. In addition to the nearly 200 000 visitors 

who currently visit the area on an annual basis, this research suggests there is a large 

market of new tourists who will be attracted to the development.  

Current Tourism Statistics for the Study Area 

Statistics for camps and resorts near to the proposed cable car are presented in Table 7. 

Data is taken from Didima, Thendele and Mahai, all within 40km of the site. These give a 

good indication of the current size of the tourism market in the Northern Drakensberg, 

however they do no paint a complete picture. They only reflect day visitors and overnight 

visitors entering KZN Wildlife parks in the Northern Drakensberg. They exclude visitors to 

Alpine Heath, Cathedral Peak Hotel, Mnweni Cultural Centre and other nearby attractions 

who do not enter the parks. Additionally figures for central Drakensberg parks are not 

included.    

NUMBER OF VISITORS TO EKZNW FACILITIES April 2012 to March 2013 
 

  1st Qtr. 2nd Qtr. 3rd Qtr.  4th Qtr. Annual  

RESORT           

Didima 10,860 9,431 12,983 9,328 42,602 

Mahai 19,725 13,594 21,236 19,775 74,330 

Thendele 4,388 4,329 4,794 4,410 17,921 

TOTAL VISITORS 34,973 27,354 39,013 33,513 134,853 

 
Table 7: Visitors to EKZNW Northern Drakensberg Facilities  
Source: Ezemvelo KZN Wildlife 
 

In addition to the 134,853 persons visiting the Northern Drakensberg parks, 41,056 persons 

visited Golden Gates National Park in the Free State for the year ending March 2012. 

(SANparks Annual Report 2012) 

This gives and excellent indication of the size of the outdoor loving tourist market in the 

immediate vicinity of the proposed cable car site.  

EKZNW = Ezemvelo KwaZulu-Natal Wildlife 

SANparks = South African National Parks 
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Map 3: Tourism accommodation in the study area 

 

The map shows the tourism nodes near the proposed cable car development. The nearest 

node is the Northern Drakensberg node with it’s collection of 24 resorts and hotels such as 

Alpine Heath, Thendele and the Cathedral Peak Hotel. This node is within 40km of the site. 

There are two other major tourism nodes within the 80km ring, these are the Golden Gate / 

Clarens node in the Free State (154 establishments) and the Central Drakensberg / 

Champagne Valley node in KwaZulu-Natal (70 establishments).  

There are at least 32 resorts, hotels and other accommodation facilities within a 40km radius 

of the site and at least an additional 233 resorts, hotels and other accommodation facilities 

within an 80 km radius of the site.  This amounts to a total of 265 facilities hosting guests 

who are potential cableway users. This excludes southern Drakensberg and Midlands 

Meander accommodation establishments.  
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SWOT Analysis for the Proposed Cableway 

Strengths 
 

 Rich history of the local area 

 Proximity to World Heritage Site 

 Proximity to the N3 

 Scenic views  

 Proximity to other Tourist Sites 

 Largely undeveloped area. 

 Opportunity to link with Maloti Drakensberg route 

 

The rich history of the Drakensberg should be considered strength for the development of a 

cable car in the area.  The region’s history is diverse and, in addition to the Amazisi people, 

was home to the San people and Basotho.   

 

Perhaps the most distinctive feature of the proposed cable car is its proximity to Royal Natal 

National Park and the Amphitheatre that provide the iconic images of the Drakensberg.  

 

Weaknesses 
 

 Low tourist footfall at the base (but high footfall at nearby Royal Natal National Park 

 Slightly off the beaten tourist track 

 Poor road conditions 

 Relatively small area of proposed site combined with steep topography 

 Limited economic activity in the surrounding area 

 

Should tourism development and the necessary infrastructural development occur in the 

area surrounding the proposed site many of these weaknesses will fall away. That is why a 

critical mass project such as the cable car is necessary.  

 

 

Opportunities 
 

 Capitalising on the international spotlight on the area for being a world heritage site 

 Almost no easy access to the top of the Drakensberg currently 

 Possible base for trips to Lesotho and other escarpment hikes 

 Possibility of home visits at surrounding homesteads 
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 Unique attraction in KwaZulu-Natal and in South Africa 

 Highest Cable car in South Africa 

 

A number of constraints to developing a cable car on the proposed site exist.  This, however, 

does not mean that there are no opportunities for a tourist development at this location.  

There is also an opportunity for accommodation at the proposed site to organise authentic 

cultural experiences including visits to local homesteads, shebeens and traditional healers. 

 

List of ancillary benefits/opportunities:  

 

 Reopening of Royal Natal Hotel, Little Switzerland 

 New accommodation at Cableway Bottom station and at Woodstock Dam, Mnweni 

Valley 

 Fly-fishing and hunting; 

 Hiking and walking; 

 Water sports, boating, kayaking and tubing; 

 Vehicle based recreation; 

 Conferences and wedding receptions; 

 Bird watching; 

 Horse riding, pony-trekking and mountain biking; 

 Trail running, mountain climbing and abseiling;  

 Gliding, para-gliding, helicopter and aircraft flips;  

 Golf, tennis, bowls, and croquet; and  

 Music and cultural festivals. 

 

Threats 
 

 Not currently on a main tourism routes 

 Environmental sensitive area 

 Declining number of foreign tourists to KwaZulu-Natal 

 Weather conditions 

 Cross border conflict 

 Community adversity 

 Lack of perceived community benefits 
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As already identified in the weaknesses, the remoteness of the proposed site is a key threat 

to its successful existence. People point out that the success of the Cape Town Cable way is 

that it is located close to an enormous tourism market.  It is possible that initial interest in the 

development on account of its uniqueness may subside if the tourism potential of the 

surrounding areas is not properly developed.  

 

The poor state of the northern route R74 between Bergville and Sterkfontein dam could pose 

a threat to the proposed cable car as it cuts off the development from the lucrative Eastern 

Free State and Gauteng tourism market, or at the very least it adds and extra 100km to get 

to the site.   

 

Is There a Market for a Cableway? 

Name Description 

Table Mountain Aerial 

Cableway 

In a prime location in central Cape Town, and an iconic 

tourism attraction in South Africa. R205 for a return ticket.  

Euphoria Golf Estate 

Cableway 

A recent development at a private golf estate in Limpopo 

linking the estate with the golf course 

Hartebeespoort Cableway Recently refurbished and reopened near the 

Hartebeespoort Dam. On a popular tourism route it costs 

R140 return 

 

 Table 8:  Cableways in South Africa 

 

The cable car will be a unique development that attracts people to the area and will provide 

the easiest and only way for many people to access the escarpment. Currently there are 

only two ways to access the escarpment top – by foot or by 4x4 up Sani Pass. Neither of 

these options are available to most tourists. We believe the cable car will fill the gap and 

provide this access to the most scenic parts of the Drakensberg to a whole new market of 

people. These include: 

 School groups 

 Tour buses 

 Disabled people 

 Time sensitive tourists 

 People with limited finances 

 Elderly people 
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None of the existing cable cars in South Africa can compete with the proposed Drakensberg 

Cable car in terms of altitude achieved and length of ride. Additionally none are within 300km 

of the site so do not pose serious competition.  

Name Country Details 

Wings of Tatev Armenia 5.7km long, finished 2010 and cost $18m (R180m) 

Cairns Skyrail Australia 7.5km long, winner of multiple tourism and 

environmental sustainability awards 

Sandia Peak Tramway USA 4.35km long, used throughout the year for summer 

and winter activities.  

Merida Venezuela Venezuela 12.5km long with an altitude increase of over 3000m 

it peaks at 4765m above sea level.  It is being rebuilt 

after 50 years of use.  

Aiguille du Midi Cable 

Car 

France Rises from 1035m to 3842m with the second span 

being 2,867 metres long 

Kitzbuhel 3S Cable Car Austria In 2005 this 3,642 cableway cost 13.5m euros and 

has 19 cabins.  

Gulmarg Gondola India (Kashmir) Goes to a height of 3747m and carries 600 people 

per hour 

 

Table 9: Examples of successful cableways around the world
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Cable Car Engineering Options and Costing 

Project engineering costs were compiled by KUKA, a South African company that has since 

2003 focused on developing affordable and sustainable rope based transport infrastructure 

and systems in Africa for the transport of ore from mines in remote and mountainous areas 

and the transport of people in similar terrain. They have a technical partnership with Leitner, 

which provides KUKA’s clients with access to over 150 years of cableway system 

development expertise, and experience, combined with KUKA’s experience in adapting 

system configurations to uniquely African conditions and requirements. 

 

Aerial cableway based transporting of people up the Drakensberg can either be done by a 

cable car system, consisting of two large cable cars per drive system (similar to the 

installation at Table Mountain, Cape Town), or a gondola system consisting of a series of 

small gondolas. 

 

The following options and scenarios are available for a route from a base station to a top 

station at Mount Amery: 

 

 Scenario 1: 100 or 50 person cable car cable car on a route with three different drive 

sections, each with its entrance/exit points where people can get on and off at the 

two intermediate stations as well. 

 

 Scenario 2: 100 or 50 person cable car on a single drive straight-line route from a 

base station to a top station with no intermediate stop and exit points for persons. 

 

 Scenario 3: 10 person gondola cable car system on a route with three different 

sections, each with its entrance/exit points where people can get on and off at the 

two intermediate stations as well. 

 

The estimated capital costs to 60% accuracy are: 

 Scenario 1 with two cabins per section (100 persons / 8000kg) is R820 000 000; 

 Scenario 1 with one cabin per section (100 persons / 8000kg) is R730 000 000; 

 Scenario 1 with two cabins per section (50 persons / 4000kg) is R670 000 000; 

 Scenario 1 with one cabin per section (50 persons / 4000kg) is R590 000 000; 

 Scenario 2 (100 persons / 8000kg) is R500 000 000; 

 Scenario 2 (50 persons / 4000kg) is R420 000 000; 
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 Scenario 3 (10 person gondolas) is dependent on capacity configuration and 

between 60% and 90% the cost of a similar cable car solution. 

 

The costs exclude value added tax. 

 

To extend the ropeway from the top of Mount Amery to the top of Mont Aux Sources, similar 

technology will be used as the technology chosen for the first leg, i.e. either a 100 person 

cable car system, or a 50 cable car system or a gondola system. The cost for such a system 

will be approximately 75% that of the costs for the Scenario 2 options. 

 

Technical Specification 

Drive Station 
 

The drive station consists mainly of a concrete building, including the track ropes anchoring 

drums; the track ropes saddles supports, the embarkation quays, the machinery room, the 

control room and public access facilities. 

 

The station electro-mechanical equipment consists of: 

 Main winch (see the next paragraph) 

 Deflecting sheaves complete with fixed shaft, bearings and supporting frames 

deflecting sheaves for haul rope (one of these mounted on a counterweights sliding 

on vertical guides). 

 1 set of safety and control devices as per relevant norms and codes 

 2 steel carrying rope shoes with support structure; 

 4 set of clamps for truck ropes fixation on the drums; 

 4 automatic gates complete with all around handrails; 

 4 cabin guides; 

 2 buffers; 

 

For a cableway system the two groups (motor + gear speed reducer) together are able to 

operate the installation at maximum speed (12 m/s).  For a gondola system the maximum 

speed is around 6 m/s. 

 

The return station consists of a concrete made building, including the truck ropes anchoring 

drums, the truck ropes saddles supports, the embarkation quays and public access facilities. 

The station electromechanical equipment consists of: 



 
Feasibility study and business plan for the development of a Drakensberg Cable Car  
Feasibility Study Report – July 2013  Prepared by Graham Muller Associates 

 

Page 44 of 80 
 

 2 steel carrying rope shoes 

 4 set of clamps for track ropes fixation on the drums. 

 4 automatic gates complete with all around handrails. 

 4 cabin guides. 

 1 hand operated winch for rescue cabin handling. 

 2 buffers 

 

Line 

 The truck line is equipped with: 

 2 + 2 carrying steel ropes closed 

 1 haul rope (or 2 half haul ropes) 

 Suspended haul rope supports 

 Steel structure lattice type towers complete with carrying rope shoes, haul rope 

rollers, ladders and maintenance walkways. 

 

For a normal cable car system, one or two main vehicles are foreseen for each drive section, 

each one consisting of: 

 1 sixteen wheels carriage complete with safety truck rope brake, hanger articulation 

shaft, one haul rope-anchoring unit (drum or/and electronically controlled safety 

shoes). 

 1 steel hanger 

 1 x 100 (or 50) passengers cabin aluminium alloy made, complete with two automatic 

doors. 

 

For a gondola system, a series of vehicles are foreseen for each drive section, each one 

consisting of: 

 1 or 2 wheel carriage complete with safety truck rope brake, hanger articulation shaft, 

one haul rope anchoring unit (drum or/and electronically controlled safety shoes). 

 1 steel hanger 4 to 10 passenger cabins, aluminium alloy made, complete with one 

or two automatic doors. 

 

The proposed route provided to KUKA consists of three sections of distances of 2315m, 

2058m and 2693m, with two intermediate stations where people get off and on the vehicles 

– indicated by the white line on the maps below. As a reference KUKA also considered the 

straight route with a distance of 6620m – indicated by the orange line on the maps below. 

Both routes are feasible from a technical point of view. 
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Maps of Cableway routing options from Busingatha Valley to the top of Mount Amery: 
 

 

Map 4: Profile of White Route 

 

 

Map 5: Profile of Orange Route 
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Cable Car Options 

Option 1: Jig-back Cable Car x 3 

 

This option consists of three separate ropeway systems, each with one or two main cabins 

running up and down that specific section. The data for the different options for this system 

will be as follows: 

 Two 100 person cable cars per section 

 Total no. of main cabins: 6 

 Capacity per main cabin: 100 persons (8000kg) 

 Capacity: 800 persons per hour 

 Fastest time to get from bottom to top: 23.5 minutes (3 x 6.5 +4 minutes) 

 Main Power: 2 x 2 x 400kW and 1 x 2 x 1000kW 

 Total Capital Cost: ±R820 million (Including modern station buildings) 

 

 One 100 person cable car per section 

 Total no. of main cabins: 3 

 Capacity per main cabin: 100 persons (8000kg) 

 Capacity: 400 persons per hour 

 Fastest time to get from bottom to top: 23.5 minutes (3 x 6.5 + 4 minutes) 

 Main Power: 2 x 2 x 400kW and 1 x 2 x 1000kW 

 Total Capital Cost: ±R730 million (Including modern station buildings) 

 

 Two 50 person cable cars per section 

 Total no. of main cabins: 6 

 Capacity per main cabin: 50 persons (4000kg) 

 Capacity: 450 persons per hour 

 Fastest time to get from bottom to top: 22 minutes (3 x 6 + 4 minutes) 

 Main Power: 2 x 2 x 300kW and 1 x 2 x 800kW 

 Total Capital Cost: ±R670 million (Including modern station buildings) 

 

 One 50 person cable car per section 

 Total no. of main cabins: 3 

 Capacity per main cabin: 50 persons (4000kg) 

 Capacity: 225 persons per hour 

 Fastest time to get from bottom to top: 22 minutes (3 x 6 + 4 minutes) 
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 Main Power: 2 x 2 x 300kW and 1 x 2 x 800kW 

 Total Capital Cost: ±R590 million (Including modern station buildings) 

 

Option 2: Single Jig-back Cable Car 
 

This option consists of one ropeway system with two main cabins running from the bottom in 

a straight line to the top without any disembarking options in between. The data for the two 

options for this system will be as follows: 

 

 Two 100 person cable cars 

 Total no. of main cabins: 2 

 Capacity per main cabin: 100 persons (8000kg) 

 Capacity: 425 persons per hour 

 Time to get from bottom to top: 13.5 minutes 

 Main Power: 2 x 2000kW 

 Total Capital Cost: ±R500 million (Including modern station buildings) 

 

 Two 50 person cable cars per section 

 Total no. of main cabins: 2 

 Capacity per main cabin: 50 persons (4000kg) 

 Capacity: 230 persons per hour 

 Time to get from bottom to top: 12.8 minutes 

 Main Power: 2 x 1500kW 

 Total Capital Cost: ±R420 million (Including modern station buildings) 

 

Option 3: Gondola 

 

The gondola option is a very versatile solution in terms of capacity as the capacity can be 

increased or decreased by adding or removing gondolas. The size of the gondolas as well 

as the type and quality of gondolas can also be designed according to the client’s needs and 

budget. Gondolas can be used for both routes under discussion. For similar capacities as 

given previously the total capital for a gondola based solution can be anything from 60% to 

90% the cost of a similar cable car solution. 
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Operating Costs 
 

The operating costs consist mainly of the following items 

 Energy costs – a function of the drive size and the average number of hours that the 

 System runs per day 

 Operators – consisting of one system operator per embarking/disembarking side of 

each section, one operator managing the embarking/disembarking of the cabin at 

each station, ticket sales personnel at bottom station and one technician on duty 

during operation. 

 Management – One manager with office equipment. 

 Miscellaneous – Provision for miscellaneous items. 

 

Maintenance Costs 
 

 

 

The average annual maintenance cost for similar installations is in the order of 3% to 4% of 

initial capital outlay. R12-16m per annum for the R400m option. 

 

Land Requirement 
 

The size of land required for the top and bottom stations is a function of the extra facilities 

envisaged at the stations. The minimum size of enclosed station buildings is around 10m x 

20m to cover all the ropeway equipment and landing areas. The need for extra shops and 

restaurants increase this space requirement. The major function that requires space is 

parking, which again is a function of It is anticipated that 2 hectares of land will be required 

at the base station.  

 

Weather  

 

Cableways can be designed according to specific weather conditions, which include 

anticipated maximum wind speeds. Although the norm is to design the systems to be 

operational in wind speeds up to between 40km/hr and 60km/hr, systems have been 

designed in the world that can operate in much higher wind speed conditions, at extra cost. 

Notwithstanding the maximum wind speed at which the system is designed to operate, the 

system structures are designed to withstand winds up to 160km/hr.   The following graphs 

supply typical data regarding weather conditions in the Drakensberg area: 
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Figure 9: Temperature for the Study Area 

 

Rain Figures for Royal Natal National Park 
1994-2012 

 
Month Average mm  Std. Dev. 

No. Days of 
Rain 

 
       

  JAN 250.6 79.1 20.2 

FEB 203.8 87 17.7 

MAR 170.7 70.1 16.5 

APR 68.9 50.6 10.4 

MAY 29.2 30.1 5 

JUN 23.4 22.6 3.1 

JUL 10 13.8 3 

AUG 30 41.3 4.2 

SEP 43.5 36.3 7.4 

OCT 96.4 45.3 15 

NOV 132.9 68.8 15 

DEC 196.8 96.5 19.5 

Total 1256.3 
 

137 

 

Table 10: Rain Figures for the Study Area (Weather SA) 
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Figure 10 Average wind speed by month for the study area 

 

 

In the Drakensberg 75% of rainfall is between 12h00 and 24h00. This means that mornings 

are the best times for cableway trips. The mean rainfall per event is 76 mm at Royal Natal 

National Park. In a 2003-2005 study of rainfall in the Drakensberg, the summit at the 

Sentinel experienced less rain than the Royal Natal National Park site. Thunderstorms in the 

late afternoon and early evening cause the most rainfall with peak rain being between 19h00 

and 21h00. Storms tend to be short and shallow. Escarpment weather stations experience 

fewer high intensity events than lower stations. Whilst there are a 137 rain days in Royal 

Natal National Park per annum, most rain occurs in the afternoon and will not interfere with 

the cableway visitor numbers in a significant manner.  
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Figure 11 Annual Average wind speed for Royal Natal National Park 

 

The prevailing wind is an easterly in Royal Natal National Park. Most wind experienced is 

fairly low, however wind speeds do increase as altitude increases. 50.7% of days within the 

study area are considered as calm as measured by the SA Weather Station at Royal Natal 

National Park.   
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Environmental Assessment  

Cableways can have a positive impact on the environment, especially in very fragile 

environments where increased human footfall has a negative impact. The cable way will be 

built without placing any new roads beyond those existing in the so-called “little Berg” (the 

area of mountain spurs and valleys immediately adjacent to the higher altitude montane 

area) and during construction helicopters can be utilized to deliver construction materials.  

Tourists will be able to travel to the summit (escarpment top) and walk on controlled 

walkways without creating erosion and depositing litter along the existing mountain passes. 

One just has to look at the erosion on two of the most used Drakensberg pathways, the 

Chain Ladder and Ntonjelana Pass to know that hikers (together with the donkey trains used 

for the carrying of loads) are having a huge impact on the environment. Tourist numbers are 

only going to increase and visitors need to be afforded access to the scenic beauty of the 

Drakensberg without damaging the particularly fragile area between the escarpment edge 

and the little Berg.  

Revenues generated by the cable car and other fees earned will assist in protecting the 

existing WHS.  Visitors will also take back with them an increased appreciation of the WHS 

with attendant goodwill towards the Berg and its scenic beauty.  

In an environmentally sensitive part of Australia, the Cairns Skyrail constructed without roads 

over pristine rainforest enables 1000’s of visitors to enjoy the scenic beauty of the area 

without the heavy environmental impact of people traipsing through the forest.  

As part of this feasibility study, Guy Nicolson Consulting conducted an environmental 

assessment of the proposed development and the findings are listed below.   

 

Overview of the identified potential environmental impacts  

The purpose of this section is to provide an overview of the potential environmental impacts 

associated with the proposed Drakensberg cable car and related environmental 

management matters, and provide a preliminary assessment as to their implications, and 

related environmental feasibility for the implementation of the project.   

It is conventional to place potential environmental impacts into two broad categories, as 

being of a biophysical or socio-economic nature. However, as the socio-economic 

implications and impacts of the cable car are also dealt with in other sections of the overall 

feasibility report, the main focus in this section is on the potential biophysical impacts of the 
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cable car, with also the visual, aesthetic impact being dealt with an a manner appropriate to 

this preliminary study. 

It is also acknowledged that impacts are not always as neatly categorized into particular 

groups. For example, solid waste and littering, or soil erosion may have negative biophysical 

impacts, but it may also have socio-economic impacts as well, for example on aesthetics, 

sense of place or other human values placed on a particular area. For this reason, after the 

consideration of the potential biophysical impacts, there is a more integrated section, which 

considers the key environmental management issues during both the construction and 

operational phases of the development.  

During the relevant parts of these following sections the measures that could be applied to 

mitigate any negative impacts and enhance any positive impacts that could be associated 

with the cable car are also discussed.  

In the discussion of the potential environmental impacts a preliminary study area has been 

selected which encompasses the anticipated locations of the base station, the various 

intermediate pylon locations which are dependent on the final alignment selected, and the 

location of the top cable car station. This study area also extends into the adjacent area of 

Lesotho, to cater for the linkages with these areas, which the project terms of reference have 

been recently extended to encompass.  

It must be noted that, in the case of Lesotho, the precise nature and location of these 

linkages, and the alignment of any further cableways or other structures has not yet been 

clearly established. Therefore, in the case of Lesotho the level of detail in this report is 

presently limited.  

 

Potential Biophysical Environmental impacts  

The biophysical environmental is comprised of air, water, soil and rocks, biological 

communities and the ecological processes which link them together within a particular 

ecosystem. A brief discussion of these components and a preliminary assessment of the 

potential impacts of the cable car on them are provided below. 
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Potential Impacts on Air Quality 

There is presently a high air quality in the area, due to the remote and undeveloped nature 

of the environment, with no formal agriculture, industry or dense urban settlements in the 

immediate environs. The main source of potential air pollution at the moment is from any 

burning of veldt which may occur periodically, either though natural causes such as lighting, 

or by the local communities to improve pasturage. However, these impacts are transient and 

not of great significance.  

 

The clear, pure air of the Drakensberg can be considered to be one of its primary resources, 

for local inhabitants and tourists alike, and therefore this quality must be stringently 

protected. 

 

Air Impact Assessment 
 
The cable car motors are electrically operated and no direct air pollution is anticipated 

therefore from this source. The cable car has probably the least impact on air quality on 

various assisted forms of transport to gain access to the top of the Berg, for example from 

vehicles or helicopters. 

 

Any potential impacts on air quality are likely to be associated with the ancillary facilities 

associated with the cable car, such as at any stores, restaurants or accommodation units 

associated with the cable car bottom and top main stations, and any related worker 

accommodation facilities. In these areas there should be the use of either electricity, gas or 

modern smokeless stoves used for heating and cooking to mitigate against any potential 

impacts from this source.  

 

Another source of air pollution is from waste, either from human sewage or the waste 

generated from the ancillary facilities. However, this can also be controlled by the installation 

of the appropriate waste management facilities and their proper management and 

maintenance. In the case of the uppermost station of the cable car, it is envisaged that all 

waste will be removed to the base station rather than attempting to dispose of it in any way 

in this area. In the case of the removal of solid waste from the lower station, a system of 

solid waste storage and removal to the nearest accredited solid waste disposal site would 

need to be instituted, either by municipality or through the use of a suitable contractor.   

 

These air quality controls can be readily incorporated into an Environmental Management 

Plan (EMP) which would be required to be compiled for the construction and operation of the 
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cable car.  With these measures in place, impacts on air quality are not likely to be 

significant. 

 

Potential Impacts on Water Quality and Flow 

 

The cable car site falls within the catchment area of the Tugela River, with the Woodstock 

Dam lying downstream from it at the threshold of the Drakensberg foothills.  

 

Due to its high rainfall and generally undisturbed vegetation cover in the Drakensberg 

catchment area, the largest single, composite conservation area in KwaZulu-Natal, is of vital 

importance in national terms for water production. Primary environmental management 

objectives within this catchment are concerned with the permanent protection of water 

resources.  The beneficial influence of the high yield and quality water for the KwaZulu-Natal 

Rivers from the catchment is of particularly importance in the light of the high sediments 

loads and poorer water quality in general which typify the province’s rivers in their lower 

courses.   

 

In national terms, the importance of the maintaining high water yield and quality becomes 

obvious when the magnitude of the hydroelectric and water transfer Tugela Vaal transfer 

system is taken into account. This system is designed to produce electricity during times of 

peak demand, and to transfer water from the Tugela River catchment area to the Vaal 

catchment area, to serve the water poor Gauteng province, which is the main economic 

engine and population concentration for the whole country. 

 

At the local scale, the clear mountain streams of the Drakensberg are also a primary tourism 

and recreations resource. For the above reasons, the potential impacts on the high yield of 

water or its present high water quality are to be stringently avoided in any development 

proposals within the upper catchment area of the Drakensberg in general, and the Tugela 

River catchment in particular. 

 

 

Water Impact Assessment 

 

The cable car stations themselves would have a very small footprint, which would not 

significantly affect the amount of run off and water yield within the catchment. However, and 

in particular in the case the base station, where ancillary structures and other areas such as 
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for parking may create relatively substantial areas of hardened impermeable surfaces in the 

form of roofs and paved surfaces which would increase the amount of storm water run of.  

 

The potential local impacts of increased storm water run off are discussed in terms of the soil 

erosion threats in the following section dealing with potential impacts on soil resources 

during both the construction and operational phases. Appropriate mitigating measures in the 

form of a properly formulated and implemented storm water management plan are assessed 

as being able to acceptably mitigate any negative impacts associated with storm water run 

off.  

 

The potential impacts on water are more likely to related to affects on water quality, both 

from pollution and soil erosion leading to high sediment loads occurring in streams draining 

the area which were previously relatively pure.  

 

Potential sources of pollution are identified as being associated with inadequate or inefficient 

methods of wastewater disposal associated with the cable car stations and also the ancillary 

facilities that would occur around them, such as shops, restaurants and accommodation.   

 

In the case of the uppermost station, it would be best if these facilities were kept to the 

minimum. Special systems would have to be employed. These would either use containment 

tanks to store wastewater in them, with perhaps dry toilet systems to further reduce the 

amount of wastewater that will be required to be disposed of. 

 

At the main station at the bottom, where the additional facilities are likely to be clustered, the 

main challenge will be to manage wastewater generated from this station and its environs in 

such a manner as to prevent pollution of either ground water or the streams of the area. 

There are various solutions that can be applied with the appropriate engineering expertise 

which can mitigate against any potential sources of pollution related to the disposal of waste.  

If these are properly designed, constructed and operated, the potential negative impacts on 

water resources can be avoided. 

 

Potential Impact on Soil Resources 

Impacts on soil resources are considered in terms of the direct impacts the soil of a 

particular area, which is a natural resource, being transformed or covered by a development 

footprint, and the indirect impacts on soil resources related to soil erosion due to badly 
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managed storm water run off, and trampling of vegetation which creates bare soil vulnerable 

to erosion.  

 

Soil Impact Assessment 

 

The base station area is fortuitously proposed to be located in an old quarry area which it, 

and also the wider areas within which it is located is heavily infested with the invasive Black 

Wattle trees (Acacia mearnsii). Impacts on loss of soil resource as a result of the 

development footprint of the development are therefore not identified as significant. 

 

In the case of the indirect impacts, there will be the need to control run off from the 

developed area through a well designed and implemented storm water management plan for 

both the construction and operational phases.  This should be able to be effectively 

implemented. In fact there is would be the potential to rehabilitate the area of the base 

station not actually in the development footprint from its present condition to an area where 

present erosion and soil degradation could be rehabilitated.  

 

The development footprint areas of the pylons and the top cable car station are small in size, 

and the loss of the soil resources that would be covered by these developments are small.  

 

However, these areas occur in areas which are vulnerable to the soil erosion, in particular in 

the case of the pylon stations which would be placed on knolls of land between the base 

station and the summit.  

 

Particular care would need to be taken during the construction process to prevent soil 

erosion form the exposure of bare soil during the construction process, and also to ensure 

storm water run off was properly managed during the operational stage. 

 

Due to their locations, it would be highly desirable to move all construction materials to these 

pylon and top station locations by means helicopter. Any construction roads to these points 

may be impractical, and would also have the potential create far more significant impacts 

than the actual development footprint areas themselves, in terms of lack of habitat, potential 

for soil erosion, and aesthetic impacts as well.  
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With proper planning and implementation and, where necessary on-going monitoring and 

management, it is considered that soil erosion could be effectively mitigated to not be a 

significant impact. 

 

It is also to be noted that the present situation of trails that are used up and down the 

Drakensberg in these parts have caused severe erosion in places, with little or no efforts 

apparent to mitigate these impacts or rehabilitate eroded areas. In comparison to the trails 

system, the cableways potential impacts a minimal, and it is for these sorts of reason that 

cableways are often selected in various parts of the world.  

 

There is also the potential to enhance the present impacts on trail soil erosion through 

appropriate mitigation measures that could be linked an overall environmental management 

plan for the area within which the cable car is located. 

Potential Impacts on Biodiversity 

Impacts on biodiversity are related to particular species or communities of concern. In a 

consideration of these potential impacts there has been are review of the existent 

Geographic Information System (GIS) Data Bases for the area and the mapping and tabling 

of this data in a focussed study area containing within which the cable car route its 

surrounding environs.  

 

These GIS databases are comprised of the South African Biodiversity Institute’s 2011 

National Biodiversity Assessment and KwaZulu-Natal Ezemvelo Wildlife as the principal 

custodians of biodiversity resources within the province. Each of these is discussed 

separately below.  

 

SANBI 2011 Biodiversity Assessment 

This database identifies the vegetation types of area of the cable car and its environs, and 

includes the relevant areas of Lesotho as well. The cable car, in ascending altitude identifies 

in the SANBI assessment the following vegetation types as occurring with the study area: 

 Northern KwaZulu-Natal Moist Grassland – Within which the nearby existing 

settlement and perhaps the most eastern part of the base station and its ancillary 

structures could be located. 
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 Northern Drakensberg Highland Grassland - within which the lowermost intermediate 

pylon station would be located in the case of this alternative cable car route being 

chosen. 

 UKhahlamba Basalt Grassland - in which the higher intermediate pylon base station 

would be located, if this alternative route was chosen. 

 Drakensberg Afro-alpine Heathland – In which the top cable car station would be 

located. This vegetation type also extends westwards from the base station into the 

rest of the area of Lesotho, including the highest point of Mont Aux Sources at 3282 

metres is located.  

 

 

   Map 6: SANBI (2011) Vegetation Types 

 

The 2011 SANBI National Biodiversity Assessment also reviews the status of the existing 

vegetation communities in terms of the extent to which they still exist in their untransformed 

form.  Vegetation is placed into the following categories on the basis of the extent to which 

there should be a concern due to the amount of vegetation of a particular type which has 

been already lost. These categories are: 

 Critically Endangered: If more than 300m of this vegetation is to be transformed, 

this may only occur after an environmental authorization is granted after and 
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appropriate environmental impact assessment, as prescribed within EIA Regulation 

546 of 18 June 2010.  

 Endangered: If more than 300m of this vegetation is to be transformed, this may 

only occur after an environmental authorization is granted after and appropriate 

environmental impact assessment, as prescribed within EIA Regulation 546 of 18 

June 2010. 

 Vulnerable: No impact assessment would be required in terms of the SANBI 

categories as prescribed within EIA Regulation 546 of 18 June 2010, as a 

vulnerable classification is not included as a criterion. However, the fact that 

vegetation is vulnerable does need to be taken into account in planning 

development in an area, and care should be taken to reduce further impacts on a 

vegetation of this type, to prevent it from falling into the endangered or critically 

endangered categories.  

 

However, a review of the SANBI GIS database reveals that none of the vegetation types 

within which the cable car project is located falls into any of the Critically Endangered, 

Endangered or Vulnerable categories. 

 

The reason for this is that, taking the full extent and occurrence of these vegetation types 

into account, due to their nature and location; there have been to date very few 

developments of either formal agriculture or development in these areas. As a consequence, 

very little of the types of vegetation occurring in the study has been lost, and therefore, from 

this perspective of biodiversity conservation none of the vegetation occurring warrants being 

placed into the Critically Endangered, Endangered or Vulnerable Categories.  

 

Ezemvelo KwaZulu-Natal Wildlife’s Minset Data Base 

This database covers the province, but not the adjacent areas of Lesotho. The boundaries to 

these adjacent areas of national an provincial jurisdiction are determined by the watershed 

line along the high Drakensberg, where those areas of land which drain from the divide into 

the province are included in its boundaries. 
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  Map 7: EKZN Wildlife Minset Data Base Map 

 

Within the EKZN Wildlife Minset Data Base Map, the following aspects are of particular note: 

 

1. The Royal Natal National Park which, notwithstanding the name is a provincial 

reserve, lies to the north of the top cable car station and extends, with its western 

boundary aligned along the watershed divide and the eastern boundary extending 

down the Drakensberg into the province. 

 

2. There are two areas labelled on the plan, which fall outside of the boundaries of the 

Royal Natal National Park, but are indicated as being within EKZN Wildlife’s 

Protected Area Network.  One of these areas includes the watershed catchment area 

to the west of the main cable car station which extends up to the eastern edge of the 

peak of Mont Aux Sources, the highest point in Southern Africa. To the west of this 

point lies Lesotho. 

 

3. The second protected area network is the to the south east of the boundary of the 

Royal Natal National Park and includes the area at the top of the Drakensberg 
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escarpment where the top cable car station is located.  It is of note therefore that the 

top cableway site, although apparently not within the cadastral boundaries of the 

Royal Natal National Park, falls within an area defined as a “Protected Area Network” 

of EKZN Wildlife. 

 

4. The KZN Wildlife Minset Data Base also provides a more detailed set of information 

in regard to potential species of importance from a biodiversity perspective, which 

may occur in a particular area. This information is comprised of sets of area based 

polygons which cover the entire province, which is then linked to data as to the 

potential species of importance which occur in each of these polygons.  This data 

has been extracted from the study area. 

 

 

  Map 8: KZN Wildlife Minset Polygons 

 

5. As can be seen from the tables linked to the spatial polygons, there are a wider variety of 

species of importance identified in this data set, which apply to the study area. However, 

in considering these species of importance that may occur in the study are, it should be 

borne in mind that:  
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a. In the case of the base station, this is intended to occur in an old quarry area, which 

is also heavily infested within it and its environs by Black Wattle. Potential impact. 

However, more detailed studies of the base station area to ascertain whether there is 

any significant biodiversity concerns in this area will nevertheless need to be done. 

b. The pylons base stations (the precise number and nature of which will be dependent 

on the final route alignment selected) will have a very small development footprint. 

The process of construction these pylon bases will, however need to be surveyed as 

well in terms of potential biodiversity concerns. The actual potential impacts of the 

construction processes associated with these base stations would also need to be 

taken into account, with preferably no road created during the construction process. 

c. In the case of the top station, the impacts from the footprint of the station would also 

be small. However, this location can be falls within the protected area network of 

Ezemvelo KZN Wildlife, and any transformation of land in this area would be looked 

at particularly critically. Moreover, in the case of the top station, it is more likely to be 

the secondary and peripheral impact in these areas, which have the greatest 

potential to cause environmental impacts. For example, from the trampling of people 

if this is not controlled very carefully, and related impacts such as from soil erosion of 

poor waste management activities. 

 

6. In reviewing the species of importance as per the Ezemvelo KZN Wildlife data base 

there are two species of particular concern related to birds, these being the two forms of 

vultures that frequent and breed in the area, these being the: 

 

a. The Bearded Vulture or Lammergeier (Gypactus barbatus) 

 

b. The Cape Vulture (Gyps coprotheres)  

The potential for these threatened species to be negatively impacted on by the cable 

car through either their flying into the cables, or in the potential for their breeding to 

be impacted negatively upon requires to be thoroughly investigated. Liaison has 

occurred with Ezemvelo KZN Wildlife and one of their vulture specialists, with a 

request for background information, assistance and / or recommendations as to how 

this particular potential impact should best be investigated and assessed.   
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Biodiversity Impact Assessment 

 

The Drakensberg can be considered to be a generally sensitive habitat. However, in terms of 

the presence of endangered or critically endangered representative plant communities this 

not the case, as they are well represented in large areas of undisturbed vegetation. 

However, due to the fragility of the landscape, and susceptibility to such aspects as erosion, 

the area can be considered to be environmentally sensitive.  

 

In regard to individual species, the small footprint of the development, the fact that the base 

station can be located in a highly disturbed zone, the wide distribution of species of 

importance in the study area and elsewhere, and the effective planning, control and 

management of development at the top can mitigate against any significant negative 

environmental impacts on biodiversity. 

 

However, in the case of the two vultures endemic to the region, the Bearded Vulture or 

Lammergeier (Gypactus barbatus) and the Cape Vulture (Gyps coprotheres) the significance 

of potential impacts is at present undetermined. It is therefore a priority that this aspect is 

further investigated with the assistance of suitable avifaunal specialists, including those of 

Ezemvelo KwaZulu-Natal Wildlife. The findings of these investigations will have to be 

factored into the planning and, ultimately any environmental approvals that might be granted 

for the cable car project. 

 

Potential Visual Impacts 

Although there is some degree of overlap, visual impacts can be conveniently considered to 

be essentially comprised of two sorts, obstruction and intrusion.  

 

Obstruction impacts 

 This is where an object, such as a new building, obstructs an existing view of the viewer 

from a particular vantage point. If this were considered to be an attractive view, which is 

obstructed, then this would be assessed as a negative impact, the impact being roughly in 

proportion to the amount of obstruction, which occurred. However, in the case of the cable 

car, due to its nature and location, obstructive negative impacts are not identified as being 

significant. 
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Intrusive impacts  

 

Intrusive impacts are associated with more general views of the landscape. A negative 

intrusion is where a desirable or attractive landscape view is altered by the introduction of a 

new object within it, which is considered to be less desirable or attractive than the presently 

viewed landscape. This is likely to be brought about when the new object is markedly 

different from, or not in character or harmonious with, the present view of the landscape. 

 

Although the appreciation of intrusive impacts is essentially subjective in nature, it is likely 

that there would be many who would consider that the visibility of the cable car and its 

accessory facilities would be considered to be an intrusive negative impact. This would 

include those who considered the high Drakensberg as a “Wilderness Zone” with pristine 

and almost sacrosanct qualities associated with it. This consideration of these negative 

impacts would be associated with both the ascent of the cable car to the top and, perhaps 

even more strongly, with the presence of these structures on the high plateau of the 

Drakensberg, for example where the initial cable car may be linked by other cableways or 

transport structures to the crest of Mont Aux Sources, and other areas on the high 

Drakensberg plateau.  

 

The persons that would be directly affected by the cable car on an on-going, permanent 

basis would be those in the local community where the cable car will be located. Therefore, 

besides the views of the tourists and others to the area, the views of these directly affected 

parties are important to obtain and assess in terms of their potential impacts on the feasibility 

of the project.  

 

It is considered that it is highly unlikely that the views of those most opposed to the cable car 

on aesthetic, visual grounds would ever be changed. However, certain aspects of location 

and the measures that can be taken can at least mitigate these views, and also demonstrate 

that a sensitive approach to the potential negative impacts has been adopted it the project.  

The situation and related measures include: 

 The fact that the cable car is located in an area of the Drakensberg where there are 

presently no major tourism facilities of an ecotourism nature, which would be 

impacted on by the visual presence of the cable car.  

 Great care can be taken to ensure that all structures associated with the cable car 

were as harmonious and appropriate to the unique setting as possible. Creative 



 
Feasibility study and business plan for the development of a Drakensberg Cable Car  
Feasibility Study Report – July 2013  Prepared by Graham Muller Associates 

 

Page 66 of 80 
 

architecture and the use of appropriate finishes and material, for example, the use of 

local stone and colours in sympathy with those of the local landscape, can be used to 

mitigate the negative impacts on the one hand, and at the same time create 

structures that might be considered appropriate, interesting and appealing to others.  

 

Impacts Assessment 
  

Visual impacts are of a subjective nature, and some may consider the appearance of the 

cable car as unacceptable within the context of the Drakensberg.  In the case of the local 

community, their views will also need to be canvassed. In their case the strong positive 

socio-economic benefits associated with the cable car are assessed as being likely to 

outweigh any concerns that they may have in regard to its potential negative visual impacts.   

 

With the appropriate mitigating measures, the visual impacts of the cable car are assessed 

as being not so significant as to prevent it occurring by the relevant permitting authorities.  

 

Management of the potential Impacts associated with construction and infrastructure  

The preparation and planning of the cable car will precede the formal environmental 

permitting processes for this project. These permitting processes will include the EIA 

regulations, which apply in both Lesotho and South Africa.   

In the case South Africa the permitting process will be in terms of the procedures 

promulgated in Government Regulation 543 of 18 June 2010 under the National 

Environmental Management Act of 1998 (Act No. 107 of 1998). Due to the significant nature 

of the cable car proposal, and that another country is involved, the formal permitting process 

will follow the “full environmental impact assessment (EIA) process of both a scoping phase 

and an environmental impact report phase.  

Due to the above reasons as well, it is likely that the competent authority for this application 

will be the national Department of Environmental Affairs (DEA) at least for the South African 

components of the development. 

It must also be noted that it is probable that there would be the requirement to obtain a 

Waste Management License in terms of the National Environmental Management: Waste 

Act (Act 59 of 2008) for the storage, treatment and disposal of waste water generated by the 

development. This would follow its own, separate EIA permitting process.  
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Whatever the ultimate detailed nature of the permitting procedures involved, the more 

thoroughly and carefully the cable car is planned in terms of its environmental 

considerations, the greater the likelihood of the more prompt and positive environmental 

authorization for the project being granted.  

It is the purpose of this section to identify and elaborate on and recommend those measures 

which should incorporated into the phase of the project to prepare it later for any formal 

environmental permitting processes which will be applied to it before it may be commenced 

with.  

There should be the formulation and implementation of an Environmental Management 

Programme (EMP), which would include all the necessary mitigation measures to be 

incorporated into the detailed planning, design and construction of the cable car and all 

accessory structures.  

This EMP would be further amended and finalized as part the formal environmental 

permitting EIA processes. This EMP would include the considerations of the required input 

from a broadly based stakeholder participation process, where the various concerns of the 

various stakeholders were taken into account, the input and guidelines provided by various 

specialists, and the requirements of the relevant authorities.  

The components of the Environmental Management Programme would include, but would 

not be necessarily restricted to the following components: 

 Preconstruction activities such a detailed site surveys, mitigation measures to apply 

to avoid impacts on species of importance and other measures to be put in place 

before any actual construction processes are commenced with.  

 Construction management measures to ensure that all appropriate measures are 

implemented to mitigate environmental impacts during the construction process. 

 Post construction rehabilitation measures and also any other measures to enhance 

the environmental qualities of the wider environment within which the development is 

occurring, for example in regard to the removal of existing alien vegetation and 

erosion areas the presently occur in the area.  

 

Concerning the aspect of infrastructure provision to enable the construction and operation of 

the cable car, the commissioned specialist engineering services report would describe the 

provision of the necessary engineering services for the cable car and its ancillary structures, 

and would be required to take into account the prescribed environmental management 
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measures in the EMP. These engineering services and their related environmental 

considerations would include: 

a. Any required road upgrading to enable vehicular traffic to reach the base station. 

b. The provision of potable water at both the base station and the top station noting that, 

if necessary, the top station could be provided with water brought up from the base 

station by means of the cable car. 

c. The provision of sufficient electrical supply to run the cable car, at both the base and 

top station. Electricity for the ancillary developments at both ends of the cable car 

would also be required. 

d. The disposal of wastewater from both the base and top stations.  

e. The disposal of solid waste from both the base and top stations. 

 

 

Construction and Infrastructure Assessment 

The construction of the development is in some respects in a challenging environment, 

which is also presently limited in regard to the required engineering infrastructure. 

However, with proper planning and management, as guided by a well formulated 

environmental management program, there are not environmental impacts identified at this 

stage that are significantly negative to prevent the development proceeding in the manner 

proposed.   

  

Consideration of Potential Impacts in terms of on-going processes 

The longer-term potential impacts of the proposed cable car during its on-going operation 

have the potential, if not properly managed, of having significant negative impacts 

associated with them. These potential impacts are therefore required to be identified as fully 

as possible in advance, and taken into account in the formulation and implementation of an 

environmental management programme (EMP) for the operational phase of the 

development.  

This operational EMP would is required to include measures to address the potential 

environmental impacts associated with: 

 The presence of greater numbers of people at the top of the high Drakensberg. There 

will be the need to both protect them from hazards in this potentially dangerous 
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environment, and to also protect the environment from their presence as well. There 

will be the need to prevent trampling, littering, uncontrolled movements and to ensure 

that there is in all respects environmentally appropriate behaviour in this 

environment. The need to establish the limits of the carrying capacity of the 

environment at the top of the Drakensberg would need to also be established as a 

component of the on-going environmental management programme for the cable car.  

 At the base station it will be important that there is the proper implementation of all 

environmental management measures with the on-going EMPR. In addition, it is most 

important that there are measures and appropriate monitoring and enforcement to 

ensure that there is not the uncontrolled proliferation of inappropriate ancillary 

developments and activities at the base station, which would detract from the unique 

experience that the cable car is intended to, provide. 

 There will be the need to ensure that that there is the implementation of appropriate 

environmental management measures in regard to solid waste management and the 

prevention of littering, the prevention of soil erosion, impacts on any species of 

importance, and the required monitoring, reporting and policing of all aspects of 

environmental management. 

 The enlisting of the assistance and involvement of the relevant environmental 

management and conservation bodies in Lesotho, South Africa, KwaZulu-Natal, and 

also UNESCO (bearing in mind the proximity of the project) to their World Heritage 

Site) will the also have to occur. 

 The positive participation and contribution of the of the local affected communities 

within both South Africa and Lesotho will also be essential if the long term, 

sustainable and environmentally acceptable management of the cable car project.  

 

Longer Term Impact Assessment 

The formulation of an appropriate and effective on-going EMP for the cable car project that 

also includes all specialist and stakeholder considerations is a challenging task. However, it 

is felt that this can be achieved, and would enable the on-going operation of the cable car to 

occur in a manner that would be environmentally acceptable in the long term as well.  
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    Erosion and intrusive erosion prevention methods on  
the Sentinel Hiking Trail, 2013 

 

Land Legal Issues  

 

The Ingonyama Trust (‘the Trust’), governed by the Ingonyama Trust Board (‘ITB’) and 

established and regulated by the KwaZulu-Natal Ingonyama Trust Act No. 3 of)994 (as 

amended) (‘the Act’), is the legal landowner of approximately 2.8 million hectares of land in 

KwaZulu-Natal (South Africa) and is the owner of the site upon which the cable car is 

proposed.  

His majesty the King is the sole Trustee of the Trust, although the ITB is responsible for 

administering all land falling within its jurisdiction and control for the “material benefit and 

social well- being of the individual members of the communities and tribes living on 

Ingonyama land (‘the Land’)”. 

The Act states that “any land or real right therein of which the ownership immediately prior to 

the date of commencement of this Act vested in or had been acquired by the Government of 

KwaZulu shall hereby vest in and be transferred to and shall be held in trust by the 

Ingonyama as trustee of the Ingonyama Trust referred to in section 2(1) for and on behalf of 

the members of tribes and communities and the residents referred to in section 2(2).” 
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The ITB head office is located in Pietermaritzburg (KwaZulu-Natal).  

Key functions of the ITB 

Some of the key functions of the ITB include: 

 Providing assistance and advice to communities on land related issues and possible 

joint venture schemes in furtherance of BEE and mining Charter requirements, 

forestry privatization and tourism related projects.  

 Ensuring that rural communities achieve fair deals from entrepreneurs and 

developers.  

 Ensuring that land is made available for community care projects.  

 Ensuring that land is made available for rural housing development purposes.  

 Providing policy inputs in respect of rural housing, townships, commercial land and 

IDPs 

 Assessment, decision-making and management of the Land for development 

purposes, primarily through the granting of formal leases upon application.  

 

Real Estate (Tenure and Lease): 
 

The ITB regards ‘real estate’ management as its core function and encourages 

development on its land which will be of benefit to the various communities, not only from a 

rental income point of view, but also through the creation of employment and associated 

opportunities. 

However, the Trust cannot encumber, pledge, lease, alienate or otherwise dispose of land 

without the formal consent of the Traditional Authority or Community Authority 

concerned.  

The ITB does not readily entertain the sale of its land, however, in exceptional 

circumstances, it may consider doing so provided it has the full consent of the relevant 

Traditional Council. 

In most cases the ITB prefers to enter into leases for the use of the land. Ownership 

remains vested with the Trust for ultimate transfer in due course to its beneficiaries. 

It is standard policy, in the case of undeveloped sites, to issue a short-term lease for up to 

two years to enable would-be developers to obtain planning and environmental consents 

and to secure finance for the development. 
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Thereafter a lease for a term of up to forty years, with an option to renew for a further forty 

years, is normally granted once the requirements (terms and conditions) of the short term 

lease have been met. 

Shorter-term leases are, however, granted for agricultural uses and for short to medium 

term developments. Unless there are exceptional cases the ITB charges a market related 

rental, and lessees are responsible for all outgoings including assessment rates and other 

Municipal charges, and for obtaining any necessary environmental or development planning 

consents. 

In addition, the ITB has a considerable amount of public infrastructure on its land such as 

roads, transmission lines, pipelines, bulk services, and railway lines. It is standard policy for 

such infrastructure to be evidenced by a registered deed of servitude. 

In conclusion, therefore, it is important for any proposed developer of Ingonyama Trust land 

to first apply for and secure a short term lease (2 years) over the Land for proposed 

development purposes (to the exclusion of other potential competitors), and secure all 

prerequisite development authorisations and consents required for the specific development 

project during this interim period. Once all authorisations are secured, an application should 

be made for a long-term (40 year) lease of the Land.   

The success of any application to the ITB for both a short term and long term lease will 

depend on the strength of the developer’s application, and in particular the need to 

demonstrate a clear accruing of benefits (deriving from the proposed development project) to 

rural communities residing on the Land, consent and buy-in from traditional/tribal leadership 

structures and councils, the demonstration of a clear need and desirability for the Project, 

and proof of all environmental and associated statutory compliance.  

Once all of the above conditions have been suitably addressed to the satisfaction of the ITB, 

and the prerequisite lease secured, there is no reason why a proposed development project 

should not be able to proceed from the ITB’s point of view, especially considering that the 

ITB’s policy is to encourage sustainable development of the Land for the benefit of rural and 

previously disadvantaged communities.  
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Securing of Use Rights (tenure and lease) 

 

The awarding of tenure rights on the Land are processed upon formal and prescribed 

application procedures as regulated by the Act.  

The process requires the applicant to complete and return a Tenure Option Application 

Form (ITB 1). The ITB applies a diligent and comprehensive assessment procedure in 

considering any tenure rights applications, which process requires the provision of detailed 

information in support of any such application. For example, an appropriate survey and 

associated diagrammatic data pertaining to the Land under application is required to be 

provided (ITB 2).   

The lease granted in favour of a successful applicant contains a host of terms and 

conditions that require compliance and which are monitored by the ITB (real estate 

section). These include matters relating to inter alia: 

 The period of the lease 

 Rental amount and payment details 

 Proof of Traditional Council consent 

 Use of premises/land and improvements 

 Legal and statutory compliance with other laws 

 Standard lease conditions relating to services 

 Maintenance 

 Insurance 

 Cession, assignment and sub letting 

 Breach and conflict resolution 

 Termination 

 Registration of lease 

 

Conclusion 
 

In conclusion, therefore, it is important for any proposed developer of Ingonyama Trust land 

to first apply for and secure a short term lease (2 years) over the Land for proposed 

development purposes (to the exclusion of other potential competitors), and secure all 

prerequisite development authorisations and consents required for the specific development 

project during this interim period. Once all authorisations are secured, an application should 

be made for a long term (40 year) lease of the Land.   
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The success of any application to the ITB for both a short term and long term lease will 

depend on the strength of the developer’s application, and in particular the need to 

demonstrate a clear accruing of benefits (deriving from the proposed development project) to 

rural communities residing on the Land, consent and buy-in from traditional/tribal leadership 

structures and councils, the demonstration of a clear need and desirability for the Project, 

and proof of all environmental and associated statutory compliance.  

Once all of the above conditions have been suitably addressed to the satisfaction of the ITB, 

and the prerequisite lease secured, there is no reason why the proposed cableway 

development project should not be able to proceed from the ITB’s point of view, especially 

considering that the ITB’s policy is to encourage sustainable development of the Land for the 

benefit of rural and previously disadvantaged communities.  

Infrastructural Requirements 

Even assuming that the proposed development simply provides day access facilities, a 

minimal level of infrastructure is required for the development to be successful.   The most 

pressing infrastructural concern is the state of the roads surrounding the proposed site.  

While the main road leading to Bergville is planned for an upgrade, the short road (about 

7km long) leading directly to the site should also be hard topped. Fortunately this is currently 

being done as a service to the community and this will substantially lower the costs of 

development.   This will also ensure that tourists with low vehicles have no problems in 

accessing the site.  In addition to a simple upgrade of the road network, substantial signage 

that advertises and provides directions to the proposed site will need to be erected 

 

Poor State of Road from the Eastern Free State 
 

Substantial landscaping and civil engineering on the site itself will need to be undertaken in 

order for a parking area to be built.  With the emphasis on tour groups and day visitors, most 

visitors to the cable car would be expected to bring their own vehicles and as such will 

require safe In addition to parking for visitors, the parking area should also have space for 

parking for busses.  The size of the proposed site and its topography may make providing 

sufficient parking a major challenge.   The supply of electricity and water to the proposed site 

could also be a challenge in the context of difficult terrain in the Municipality but on account 

of the proximity to homesteads should just be a case of extending the electricity lines and 

water pipes from that area. 
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Basic summary of major infrastructural requirements 

 Upgrade of main road linking the Eastern Free State 

 Tarring of the small dirt road leading to the proposed site 

 Provision of signage and major intersections 

 Construction of parking space at the proposed site 

 Extension of water and electricity supply to the proposed site 

 

Community Impact Assessment 

The local Busingatha community will benefit in the form of land rental income, employment 

opportunities and new business opportunities.  Given the large capital costs of the 

development, immediate profit returns in terms of a dividend flow to investors in the 

cableway will not be large.  However, if one were to assume that the core development 

would be in the form of a cableway with a café, restaurant and bar at the top station only the 

potential for other ancillary and independent business opportunities at the bottom station is 

high. This could include craft shops, bars, restaurants, cafés, outlets for merchandise linked 

to the cable car, accommodation and other traditional Drakensberg activities such as rock art 

visits, birding, day hikes, tubing, mountain biking and adventure activities organised by 

persons from the local community.  

 

Conclusion and Recommendations 

The cable way is technically feasible. Whilst a cableway in the environment envisaged is an 

expensive development there is sufficient precedent in South Africa and around the world to 

suggest the venture would be financially feasible. The market demand assessment suggests 

that the cableway will attract significantly increased numbers of tourists to the area, building 

on the already significant tourism demand in the study area. There is no fatal flaw identified 

in the initial environmental assessment to suggest it should not proceed to a business 

planning and implementation phase with a full environmental impact assessment to be 

undertaken prior to development commencing.   Community engagement needs to be 

conducted in a sensitive manner, but there is no legal reason why a lease should not be 

granted for the land. The project team recommends that a business plan should be prepared 

to afford potential investors, the local community and other stakeholders a full understanding 

of the expected flow of benefits, funding options and forecast return on investment for 

construction and operation of an economically, financially and environmentally sustainable 

cableway from the Busingatha Valley to the top of Mount Amery.  
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Appendix A 

Photographs of Sites 

 

Panorama – Top of Ifidi Pass – Looking East 

 

 

Top of Mnweni Pass 
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Panorama – Mt. Amery (looking north)  

 

  Panorama – Mt. Amery (looking south) 

 

Panorama – Mt. Amery (looking east) 
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Appendix B  

Frequently Asked Questions and Comments 

1) The cable car proposal was already extensively evaluated in 2000 by the Federation of 

Drakensberg User Groups, and in detailed report released by them it was shown to be 

economically not feasible. What has changed? 

None of the previous studies found the cableway to be completely unfeasible and the 

2000 study was subject to a peer review by Ingerop which found the study to have 

many flaws. Currently three private investors operate cableways in South Africa and 

two more are in the feasibility phase. Clearly the operation of cableways is not 

always unfeasible.  

 

2) What about the weather, strong winds, rain and mist?  

Many cableways around the world only operate during challenging seasons (often 

the mid-winter snow skiing season) and weather conditions are a concern however 

users will have a variety of options to choose from on the summit which could 

influence their decision to ascend. On days when it is misty at the base station it is 

often clear on the escarpment making for a memorable trip.  On autumn winter and 

spring days when it is raining at the base it is often clear or snowy on the 

escarpment. On days when snow is prevalent on the escarpment many tourists will 

be attracted to the summit because of the extreme weather conditions.  

The cableway can present an opportunity to ascend to better weather or to a chance 

to enjoy the snow. The cableway will operate below the escarpment and can operate 

comfortably in winds of up to 100km/h and the superstructure will be designed to 

withstand prolonged winds of up to 160km/h.  

 

3) What about the safety and security of the passengers?  

There are many cableways all over the world that operate in poor weather. 

Adequate safety measures would need to be in place and this should not been seen 

as an inevitable obstacle to successful operation. Cableways operate in much colder 

climates and at much higher altitudes than the proposed Drakensberg cableway. The 

recently built cableway in Limpopo on a golf estate has been hit by lightning nine 

times, twice with people in the cable cars with no injuries resulting (cable cars are 

designed as Faraday cages and occupants will be completely safe in the event of an 

electric storm). 

The Mnweni area does have a drug trafficking issue. The study team has 

recommended a site that is not close to any of the existing drug trafficking paths. 

This issue is for SAPS and border security to address.  
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4) Is there community support?  

Traditional Authority leaders have been part of the project steering committee from 

the beginning of the study. They have not expressed a final view at this stage. 

Community engagement, participation and support is crucial to the success of this 

project, which will not proceed without the said community support.  

 

5) Does the project impact on the World Heritage Site and other plans for declaring the 

Mnweni Valley a wilderness area? 

All required EIA’s will be undertaken if the proposed cableway development 

progresses to implementation. Conservation areas have developments in them all 

over South Africa. The preferred site does not fall within the uKhahlamba-

Drakensberg World Heritage Site (WHS), although it is very close to the one of the 

boundaries of the WHS.  Table Mountain in Cape Town is a world heritage site and 

Kruger Park has roads running along many of its river systems. The isiMangaliso 

Wetland Park has roads, boats and bridges. The study team believe that a cableway 

is the least impactful means of facilitating access of large numbers of tourists to 

wilderness areas.  It can be argued that cableways are significantly less impactful 

than roads, bridle paths, hiking trails and helicopters. Conservationists realize the 

importance of enabling tourist access to these areas and support such access if it can 

be planned and undertaken in a sustainable manner that is not damaging to the 

environment.  

 

 

6) Will the bleak top of the escarpment be appealing to Visitors? 

Tourists are attracted to the Karoo and the Kalahari for its ‘bleak’ areas. Cableway 

users will enjoy lush views on the way up and down, plus get to enjoy an unfamiliar 

alpine landscape with wildlife and livestock on the escarpment top as well as 

beautiful panoramas and, during some autumn, winter and spring weeks, attractive 

snow swept vistas. 

 

 

 

END OF REPORT 


