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EXECUTIVE SUMMARY 

 

1. This report examines the potential viability and impact of an upgraded airport in 

Beaufort West (the Karoo Gateway Airport, or KGA).  For effective regional development, 

the Karoo requires an effective system of transport, using all modalities, such as air, road and 

rail.   

 

2. This paper is examines the hypothesis that, for Karoo tourism to reach its full 

potential, an integrated tourism transport system is required.  A key component of such a 

system would be a combined fly-drive-fly system, whereby scheduled flights can be provided 

to a central location in the Karoo.  Such a Karoo airport would have several advantages:  It 

would be a base for car rental agencies;  it would ease congestion on the Karoo highways; 

and it would market the Karoo as a destination instead of simply as an overnight stop.  A 

central Karoo airport, with an all-weather runway, night lights, and scheduled flights, would 

link with larger centres and airports, such as Cape Town, George, Port Elizabeth, 

Bloemfontein, Johannesburg, Pretoria and Windhoek.  Within the Karoo region, the Beaufort 

West airport would with other Karoo airports and airfields, in a “hub and spoke” system of 

centre-periphery air transport linkages.  Airports such as Graaff-Reinet, Carnarvon and De 

Aar would receive more air traffic. 

 

3. There is a prima facie argument that the “hub” airport of the Karoo should be located 

in Beaufort West, for three reasons:  (1) The logistics infrastructure in the town (N1 highway 

and main north-south rail link); (2)  Beaufort West is centrally located in the Karoo, 

equidistant between the Western Cape, Northern Cape and Eastern Cape; and (3) Beaufort 

West is one of the three strongest retail centres in the Karoo.  During an extensive 

consultation process, it became evident that Beaufort West is the best candidate for an airport 

with a tarred runway, scheduled flights, car rental and a tourism information hub.   

 

4. A pre-feasibility study showed that the Karoo Gateway Airport (KGA) in Beaufort 

West is, in principle, financially viable.  

 

5. The KGA is likely to have a major impact on the development of Beaufort West, as 

well as the Central Karoo region.  The impact of an expanded KGA will not only be on the 

tourism sector;  other sectors, such as retail, agriculture, personal services and government 
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services are likely to benefit greatly from faster and safer transport.  The expanded KGA is 

also likely to trigger industrial investment, based primarily (but not exclusively) on the 

transport sector.  Given the location of the KGA on a combination of road, rail and air 

linkages, it can boost freight transport, and gradually develop into a freight transport hub.  

There is sufficient land near the airport for such investments.   

 

6. Finally, the proposed expanded KGA includes activities such as a Flight Academy 

and a conference centre.  These activities are likely to have a major impact on the economy of 

Beaufort West.   

 

7. The KGA is privately owned. The entrepreneur is passionate about the development 

of the Karoo.  The expansion of the KGA is likely to be done in ways that are 

environmentally sensitive and promote economic diversification and multipliers in the local 

and regional economy.   

 

8. In 2010 and 1011, an extensive consultation and fieldwork process took place in the 

Karoo, on the desirability of an expanded Karoo airport, and its linkages with Karoo tourism.  

The responses were overwhelmingly positive. 

 

9. Key characteristics of the Karoo are as follows: 

• The collapse of many once‐prosperous mining settlements and the demise of 

railway settlements. 

• The decline in agricultural output in many areas or the shift to new agrarian 

activities such as game farming, which have significantly reduced reliance on 

local small centres as points of sale and service supply.  However, the Karoo 

Development Foundation (KDF) has registered the “Karoo Lamb” Geographic 

Indicator (GI) at CIPRO, which means that the Karoo lamb “brand” can be 

protected from encroachments.  

• Advances in transport technology and changes in retail patterns, which have 

facilitated access to the more distant regional centres and displaced the role of the 

small agricultural service centres. 

• There has been a growing inequality between “strong” Karoo towns and “weak” 

towns.  Strong towns experience in-migration of urban people, bringing new 

capital and skills, and launching new enterprises;  while “weak” towns are 
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becoming welfare towns.  A positive trend is the growth of tourism facilities and 

settlements in areas of natural beauty and architectural interest. 

• As a result of the amalgamation of smaller centres under a single authority, the 

loss of local government status has weakened many settlements. 

 

10. The Karoo is generally regarded as a poor area.  In fact, in the Western Cape 

Province, Beaufort West (arguably the strongest town in the Karoo) is defined as a “poverty 

node”.  The Central Karoo District Municipality is clearly the poorest in the Western Cape 

Province.  However, when compared to other Karoo-related provinces, the Karoo does not 

appear so poor.  In the Northern Cape and Eastern Cape Provinces, there are definitely areas 

that are poorer than the Karoo.  In fact, there is significant out-migration from parts of the 

Eastern Cape (such as the erstwhile Transkei and Ciskei areas) to the Karoo, precisely 

because the Karoo is seen as relatively affluent.   

 

11. Currently, provincial strategies only plan for parts of the Karoo, in an unintegrated 

way, and only considering their linkages to the metropoles located outside the Karoo.  While 

such linkages are important, they do not capture the linkages within the Karoo;  nor do they 

assess the assets of the Karoo collectively. 

 

12. All the Karoo districts have had a population growth rate of around 1.5%.  There is 

inadequate information about migration patterns, but it appears that there is in-migration from 

the Eastern Cape (Xhosa-speaking people), out-migration of coloured people (towards the 

Western Cape cities), and some in-migration of urban people into the Karoo. 

 

13. Educational levels have improved significantly in the last ten years, and around 7% of 

the population have tertiary education, which is fairly good for a rural areaOf the workforce 

in the Central Karoo District , 21% can be classified as “highly skilled;  39% of the 

workforce in the Central Karoo can be classified as “skilled;  and 27% can be classified as 

“low skilled”.   

 

14. Levels of poverty are high, but have declined somewhat since 2001, largely due to the 

roll-out of social grants. 
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15. Municipal services in the Karoo towns are at a fairly high level, with over 90% 

residents living in formal houses, and provided with waterborne sewerage, electricity and 

piped water.   

 

16. The Central Karoo has a diversifying economy.  Manufacturing has grown, as has 

construction and business services.  The transport sector, which currently reflects through-

traffic, has declined relative to other sectors, although it is still a very significant sector (and 

is growing, in absolute terms).  “The Central Karoo’s key agricultural sector is rapidly 

declining; whilst the retail & wholesale trade and transport, storage & communication sectors 

have under-performed. These factors dragged down the overall growth. On the other hand, 

the construction, small manufacturing and finance, insurance, real estate & business services 

sectors are the leading industries in the CKD and have grown at a lively pace over the 2000s, 

explaining the close to 4% annual real growth rate” (Western Cape Government 2012: 46-

47).  Government expenditure remains an important economic multiplier in the Karoo, as 

Beaufort West is an important local, district and provincial administrative centre.  The mining 

sector is currently very limited, but there is strong interest by several companies in uranium 

and shale gas mining.  These sectors will definitely stimulate demand for air transport. 

 

17. In both 2001 and 2011, the central Karoo districts had a better unemployment rate 

compared to that of South Africa.  At a provincial level, the Central Karoo has higher 

unemployment levels than the Western Cape Province, roughly the same level as Northern 

Cape, and a much better level of employment than the Eastern Cape. 

 

18. The Central Karoo District [is] the smallest of the district economies in the Western 

Cape outside the Cape Metro. The Central Karoo District accounts for 0.6% of the Western 

Cape GDPR and 2.3% of the non-Metro GDPR  (Western Cape Government 2012: 46).  

Within the Central Karoo District, Beaufort West is the largest municipality, accounting for 

72% of Central Karoo’s GDPR followed by Prince Albert Municipality at 12.7%, with 

Laingsburg the smallest economy at 5.4%” (Western Cape Government 2012:46). There has 

been significant economic growth in the Central Karoo:  “Central Karoo real GDP-growth is 

consistent with that of Cape Winelands District and the Cape Metro, and outperformed the 

West Coast by far” (Western Cape Government 2012: 47). 
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19. Even though both rail transport and agriculture are in decline in terms of economic 

opportunities, Beaufort West has managed to maintain a significant level of growth due to the 

high volume of passing road traffic.  Beaufort West is strategically situated approximately 

450 km northeast from Cape Town along the N1 route, which connects Cape Town with 

cities like Bloemfontein and Johannesburg.  The town is also situated on the stretch of the N1 

where the N12 converges with the route, adding to the town transport potentials, due to the 

link with Kimberley.  The prospect of uranium mining has significantly changed the 

economic prospects of Beaufort West. The prospect of shale gas mining exploration in the 

area is also turning international business interest towards the central Karoo (although there 

are widespread environmental concerns).  The Karoo Gateway Airport would be the obvious 

transport node for such companies. 

 

20. International and local precedents show the importance of regional airports, in terms 

of growing numbers of travellers.  In South Africa, several smaller airports are privately 

owned (e.g. the Kruger Mpumalanga Airport and Lanseria Airport).  Small airports have 

repeatedly proven that they can be viable and profitable.  Airports make travelling easier, 

faster, safer and cheaper.  The Punta Cana International Airport, for example, is probably the 

most successful privately owned and managed airport in the world, which went from 3000 

international tourists to 2 million in 20 years.  Airports are increasingly recognised as key 

assets for cities and regions as economic generators and catalysts of investment, in addition to 

being critical components of efficient city infrastructure. 

 

21. Direct impacts of airports include multiplier impacts, which include money spent at or 

for the airport that flows through the regional economy; Indirect impacts may be generated 

from expenditures by airport users or from regional expenditures at local businesses as a 

result of airport use or travel; Induced impacts take place when as an airport unlocks further 

investments in the region.  The total economic impact of airports is the combined total of the 

direct, indirect and induced impacts. 

 

22. Airports have adopted innovative revenue-generating strategies, including: (a) Fuel 

sales, (b) airport parking revenues, (c) Car rental, (d) Terminal retail facilities, (e) advertising 

programs; (f) commercial leases and warehousing; (g) the use of closed runways and other 

pavement for driver training and motorcycle safety courses; (h) use of facilities for filming 
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commercials; (i) industrial park land; (j) airports in rural areas rent out excess land for 

agricultural use. 

 

23. Other countries, notably the USA and Australia, have several programmes promoting 

the viability of rural and regional airports.  The question of smaller regional airports involves 

questions at several levels:  (a) National policy regarding aviation services and airports; (b) 

National and provincial policies regarding spatial planning, economic development and urban 

facilities; (c) Financing questions, for airports as well as airlines (capital costs, operational 

expenditures, and profitability); (d) Government policies on private airport facilities. 

 

24. The Department of Transport (DOT)’s strategy noted two important goals:  (1) 

Ensuring the sustainable growth of the South African civil aviation industry, with emphasis 

on introduction of new entrants to the market, and expansion of existing markets; and (2) 

Creating an enabling framework which allows both consumers and service providers 

reasonable flexibility and choice.  These goals suggest that an expanded airport at Beaufort 

West would be welcomed by the DOT, as it opens the way for a new destination, which 

would favour tourism as well as sectors such as retail, personal services and mining. 

 

25. The National Department of Tourism (NDT) has argued that the aviation industry has 

a vital role to play in attaining sustainable development across various sectors, including 

trade and tourism. Thus, the expansion of air services is a necessary condition for the 

development of a more diversified export base, trade enhancement and for the expansion of 

tourism. Easy access to tourist destinations in terms of international transport and facilities is 

a prerequisite for the development of tourism. This includes an extended domestic air 

network, frequent flight schedules and linkages through hubs. 

 

26. A small but strategically located town such as Beaufort West has some claim to being 

a potential “freight terminal”, which is the smallest type of multi-modal logistics hub.  

Beaufort West already combines a road highway and a major railway line.  With the 

development of the Karoo Gateway Airport, a third transport mode would be added.  A 

Freight Village is a site that concentrates logistics activities such as transport, goods 

distribution and warehousing (Pretorius 2013: 64). Freight villages are located inland to 

unload and repack containers coming from major seaports. 
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27. Five broad Relationships exist between tourist destinations and the airports that 

service them:  (a) Airports as destinations themselves, for example, as conference centres and 

aviation schools; (b) Airports as service centers, with facilities such as car rental and 

accommodation, (c) Airports as gateways to rural hinterlands, (d) Airports as economic 

generators by stimulating investment, and (e) Airports as direct promoters of tourism activity 

and diversification.  Airports can have a dramatic impact on local hotel occupancies, as 

destinations become cheaper and easier to access. 

 

28. If the demand is large enough, several factors can increase the number of flights:  The 

accessibility of the airport and tourism attractions; slot flexibility; qualitative handling agents 

as well as accommodation for crew near the airport. 

 

29. Tourism has become an increasingly niche-based activity, with new tourism markets 

selecting destinations and experiences that are different from the older mass market products.  

In this context, desert tourism has become an important niche area (United Nations 2006).  

The Australian Outback experience, as well as Namibian desert tourism, illustrate the huge 

attraction that deserts hold for travelers from developed countries. 

 

30. The Karoo is already developing tourist attractions on the following themes:  

Geological resources and landscapes, palaeontology, rock art, architecture (e.g. corbelled 

houses, brakdak, Victorian, railway stations), Anglo-Boer war (military cemeteries, block 

houses), literary heritage (e.g. Olive Schreiner, NP van Wyk Louw), San and Khwe struggle 

sites and indigenous rock art, Nature tourism (e.g. tortoises, riverine rabbits, succulents and 

game), agricultural heritage (merino, angora, dairy farming, cheese making), astronomy and 

star gazing, cuisine and wine, game farming, missionary and church history, adventure 

tourism, the people of the karoo, including karretjiemense and shepherds. 

 

31. There are five main tourism segments of relevance to the Karoo:  (a) Meetings, 

Incentives, Conferences and Events (MICE), particularly Karoo festivals;  (b) Independent 

Young Couples with Families; (c) well-off Homely Couples, (d) Golden Active Couples, (e) 

The Young and Upcoming segment.  This means that the Karoo market is typically smaller, 

older, more selective, more affluent, and spending relatively long time on trips. However, this 

may change, as the Karoo develops new niche markets (such as adventure tourism) which 

appeal to younger people. 
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32. In a survey of Karoo tourists, the most popular activity was eating out (29% of 

responses), which suggests that a focus on Karoo cuisine may well be an important aspect of 

future tourism product.  Similarly, shopping (14% of responses) is an important issue, which 

implies that a focus on Karoo craft production and marketing may be important.  Visits to 

heritage sites remains a very important activity (23% of mentions), which implies that the 

management and marketing of Karoo museums and heritage sites should be a top priority.  

Game parks and game farms together constitute 19% of responses, with obvious implications 

for the management and marketing of the Karoo natural resources 

 

33. The global trend is that overseas long-haul tourists are selecting destinations which 

have most of the attractions (things to see and do) that match their preferences, in close 

proximity to the airport at which they arrive when they enter a country. Any package that 

reduces the traveling costs and travelling time has greater appeal.  Tourists do not wish to 

undertake long, arduous and potentially unsafe roads with heavy traffic.  Domestic flights 

need to be efficient and affordable – a problem in South Africa, where domestic flights are 

amongst the most expensive in the world. 

 

34. Foreign tourism:  Between 2009 and 2011, around 2.5 million foreign arrivals visited 

the Karoo-related provinces (Western Cape, Eastern Cape, Northern Cape and Free State), 

which amounted to 25-26% of the total number of foreign arrivals to South Africa.  These 

tourists offer a potential market for the Karoo region – particularly if flights to a point in the 

middle of the Karoo are available.  Foreign tourists spent 21.5 million bed-nights in the 

Karoo-related provinces in 2009 which amounted to 39% of the total bed-nights spent in 

South Africa.  The absolute number of bed-nights increased to 24.3 million in 2011 (with a 

peak of 26.8 million in the FIFA 2010 year).  a rapid growth in foreign tourists’ spending in 

some of the Karoo provinces (notably Free State and Eastern Cape).  In fact, Free State grew 

the most rapidly, even outpacing Gauteng (albeit from a much lower base).  The Western 

Cape’s growth was fairly low, perhaps suggesting a relatively saturated market.  The Total 

Foreign Direct Spend in the four Karoo provinces added up to R22.9 billion in 2009, 

increasing to R29.2 billion in the 2010 FIFA year, and then declining to R26 billion.  This 

period shows a net increase from 2009 to 2011.   

 

35. Domestic tourists made 6.8 million annual trips to the Karoo-related provinces 

(annual trips are overnight stays in different types of accommodation including friends and 
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relatives).  The total value of these 6.8 million annual trips amounted to R5.3 billion.  

Domestic tourists made 49.2 million day trips in the Karoo-related provinces.  Total revenue 

amounting to R21.4 billion was generated from these 49.2 million day trips in the Karoo-

related provinces.  The function of destination marketing is to convert day trips into overnight 

stays and to encourage overnight guests to stay longer and spend more money.   

 

36. It is unfortunate that tourism data is not collected on the basis of tourism regions.  

Consequently, our understanding of tourist travel to the Karoo is limited.  In future, a 

longitudinal (time-series) research project should monitor tourism to key sites in the Karoo. 

 

37. Nationally, the guest-house and guest farm sectors have an occupancy rate of between 

40 and 50%.  This suggests a growing popularity of this accommodation type. Such 

occupancy rates would be a fairly significant income stream for small towns (although the 

rate probably varies greatly, for example, between different Karoo towns and sub-regions).   

 

38. More needs to be done to attract domestic tourists to affordable holidays in the Karoo.  

Creative combinations of in-town, on-farm and nature reserve accommodation need to be 

developed, to make Karoo trips attractive and accessible to a much wider range of tourists in 

the South African population.  Such trips are ideal for middle-class people with small 

children, for young people interested in “extreme tourism” (as marketed extensively in the 

Northern Cape), and for elderly tourists.   Once again a coherent tourism marketing and 

development strategy is required for the Karoo. 

 

39. The Karoo Gateway Airport (KGA) has several positive features:  (a) Private owner 

and municipality agreement on public use rights of airport;  (c) The Local Municipality gets 

an airport for central Karoo without having to incur operational costs; (c) Increasing demand 

for airport services from all new developments; (d) The Local Municipality is obliged to 

consider applications for private investment;  (e)  The airport is a critical investment for the 

development of infrastructure;  (f) It will improve the competitiveness of Beaufort West; (g) 

It can increase tourism and other types of visitor experiences, such as business tourism; (h) 

Flying schools may move here; (i) Beaufort West is in need of emergency medical transport. 
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40. According to the PACA (Provincial Analysis of Comparative Advantage process, 

which was driven by the Western Cape Government, KGA is a key development.  The 

proposal contains several positive dimensions: 

a) Private owner and municipality agreement on public use rights of airport. 

b) Municipality gets an airport for central Karoo without having to incur operational 

costs. 

c) Increasing demand for airport services from all new developments 

d) Municipality is obliged to support applications for private investment 

e) The airport is a critical investment for the development of infrastructure 

f) It will improve the competitiveness of Beaufort West 

g) It can increase tourism and other types of visitor experiences, such as business 

tourism  

h) Flying schools may move to Beaufort West 

i) Beaufort West is in need of emergency medical transport 

j) Increased usage by the SA Air Force and other Security Forces, especially as a 

strategic fuelling base. 

 

 

41. Nurizon undertook a pre-feasibility study of the Karoo Gateway Airport.  It concluded 

that an KGA expansion would an overall positive net cash flow over the project period of 20 

years with a positive Net Present Value, as calculated during the pre-feasibility phase and 

taken into account the relevant available information.  Phase 1 of the project shows a very 

healthy return. The project is, though dependent on the KGA securing external funding for 

the capital items, as listed in point 3.3 Exclusions. The inclusion of these items as part of the 

KGA financing responsibility will result in a highly unprofitably project.  Phase 2 shows a 

negative return during the pre-feasibility phase due to the inclusion of a number of high 

capital expenditure items. The costs of these items could be reduced through further value 

engineering during the next study phase.  It is also possible that additional external funding 

could be secured for other Phase 1 capital items and some of the Phase 2 capital items. This 

will improve the project’s profitability and could result in a profitable Phase 2. 

 

42. The proposed airport expansion project would consist of three phases.  Phase 1 - 

Runway Resurfacing:  The KGA has an existing gravel runway. During Phase 1 of the project 

the runway will be resurfaced with a 40mm asphalt wearing course with the length of the 
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resurfaced runway totalling 1,475m. The KGA will be able to accommodate increased light 

commercial and charter air traffic and the introduction of training aircraft for a flight school. 

Costs are included in the models for associated site clearance, earthworks, sub-bases, 

stormwater infrastructure, paint markings, visual aids, lighting, aircraft refuelling stand and 

electrical works required to introduce the fully functional asphalt surfaced runway.  Phase 1 

includes for the construction of dedicated flight school accommodation, with the facility 

sized for 80 cadets and 28 support personnel who will be based at the airport.  Provisions are 

made for the construction of an above-ground refuelling facility in the form of 2 x 83,000 

litre bulk fuel storage systems.  The airport site will be fenced off and the airport access road, 

N12 road intersection and rail intersection upgraded during this phase of the project.  Phase 2 

– Airport Development:  The 40mm asphalt runway will be extended to 1,706m and 

resurfaced to match the initial section, i.e. with a 40mm asphalt wearing course. Costs are 

included in the financial models for associated site clearance, earthworks, sub-bases, storm 

water drainage, infrastructure and lighting for the 231m runway extension. A new  1,200m 

passenger terminal building will be constructed which will include passenger processing 

facilities, arrivals and departures hall, restaurant, kiosks, shops and conference facilities.  A 

new boutique hotel will be constructed with 30 rooms to increase the availability of 

accommodation at or near the airport. The new hotel will benefit from the increase in 

passenger numbers, tourists and business travellers.  The existing car park will be extended 

and surfaced with an allowance included for a 40mm medium asphalt wearing course.   Car 

rental facilities are introduced during Phase 2 as well as airport fire and rescue services.  

Phase 3 - Future Developments:  Future development projects for the airport include a truck 

stop and aviation museum.  Phase 3 is not included in the financial modelling due to the 

uncertainties surrounding the nature and likelihood of these developments as well as potential 

development dates.  

 

43. Public sector funding required for infrastructure located on public land: 

Item Cost Possible Source 

N12 Road intersection R4,6 m SANRAL or MIG 

Rail bridge or protected crossing R2  m Spoornet 

Paving of access road R1,6 m DBSA or MIG 

Fencing R4 m MIG 

Improved electricity, water and 

sanitation 

 MIG 

TOTAL R12,2 m  
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44. The 2010-2011 Beaufort West Local Municipality’s Integrated Development Plan 

supported the principle of the “reconstruction of the Beaufort West airport”, to enable the 

town to benefit from the conferencing market.  The same document argued that “considering 

the fact that cities face problems in terms of space, Beaufort West can provide alternatives for 

the storage of goods and the climate of George provides an opportunity for the redevelopment 

of the airport in Beaufort West” (2010: 23).  The IDP argued for the “Revitalization of the 

Beaufort West Airport”,  as part of a strategy to “Develop economic infrastructure sensitive 

to SMME and broader economic development” (2010: 55).  

 

45.  In August 2007, the Beaufort West Municipal Council passed a unanimous 

supporting the KGA development.  The District Municipality argued that the Beaufort West 

airport would play an important part in a co-ordinated transport strategy:  “Transport is an 

economic driver of the Central Karoo, mainly as a result of passing vehicles on the N1 and 

N12 national roads. Agglomeration advantages of this sector provide potential for 

development, for example, the establishment of a package, storage and distribution hub.  

Upgrading the Beaufort West airport would assist in improving accessibility into the region” 

(2012: 94).  The Central Karoo District Council subsequently passed a unanimous resolution 

on the support of the KGA development. 

 

46. During 2010, the Western Cape Ministers of Tourism, Transport and Agriculture, 

expressed their support for the development of the Karoo Gateway Airport.  The Central 

Karoo Economic Development Agency (CKEDA) nominated the airport as one of the top 5 

projects of the Central Karoo Economic Development Agency (CKEDA).  A director of the 

Central Karoo SANPARK expressed his vision is to create a new “National Sanpark Air 

Safari Route”, linking several SANPARKS via air services.  This marketing initiative will be 

geared towards foreign tourists, who are “cash rich and time poor”.  Experience in other 

African countries, such as Kenya and Australia, show the growing popularity of air safaris, as 

it saves time between destinations 

 

47. A survey of 181 businesses in the Karoo region (9 towns) found that:   (a) Firstly, a 

significant number will benefit from rapid transport to Cape Town.  Somewhat fewer 

envisage benefits from visits by business partners.  (b) There may well be significant medical 

travel to centres such as Cape Town and Kimberley.  (c) The impact of the airport will be 
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primarily felt in the tourism sector.  (d) The “add-on investments” at the airport, such as a 

boutique hotel, conference centre and car rental, are almost prized more highly than the air 

transport facility itself.  Clearly, local businesspeople envisage an influx of well-heeled and 

professional visitors, because of the apparently high level of services which the airport may 

offer.  This would not simply be a rural airfield;  it may well become a key gateway, and even 

a destination, in its own right.  (e) The interviewees regarded the impact on Beaufort West 

itself as the most significant.  The impacts on the Central Karoo would also significant. 

 

48. Employment impacts in Beaufort West are also likely to be significant.  The airport is 

likely to generate about 130 direct jobs, at the airport premises.  The Flight Academy is likely 

to lead to another 24 jobs.  In the accommodation sector, the airport may lead to 48 new jobs 

in the short-term (1-5 years after the expansion of the airport), an additional 88 jobs in the 

medium-term (6-10 years after the expansion), and an additional 176 jobs after 15 years.   In 

the catering sector, an additional 210 jobs may be created in the medium-term, and an 

additional 750 jobs in the longer-term.  A total of about 1252 jobs could be created over a 15-

year period. 

 

49. A training programme for staff working directly in tourism promotion in the Karoo, 

(at 30 Karoo  information centres), will include financial, marketing, administrative, 

hospitality and other tourism-related skills.  Tourist guides need to be trained in Nature and 

Culture guiding.  Guides need to be trained as site-specific specialists, e.g. fossil trails, 

mountains, abseiling, guiding near dangerous animals, 4x4 drives, cycling, and conservation 

areas.  These will add up to 253 learnerships.  At the airport and its hotel complex, an 

additional 315 learnerships will be offered, in a wide range of skills.  Event management and 

car rental will create an additional 20 learnerships.  Security services will create 90 

learnerships, administrative services will create 40 learnerships, and enterprise development 

will create 100 learnerships.  Construction and technical services will create 280 learnerships. 

 

50. A total of about 1252 jobs could be created over a 15-year period. 

 

51. A training programme for staff working directly in tourism promotion in the Karoo, 

(at 30 Karoo  information centres), will include financial, marketing, administrative, 

hospitality and other tourism-related skills.  Tourist guides need to be trained in Nature and 

Culture guiding.  Guides need to be trained as site-specific specialists, e.g. fossil trails, 



The Regional Impact of the Karoo Gateway Airport, Beaufort West    6 September 2013 

© Centre for Development Support, University of the Free State  

19 

 

mountains, abseiling, guiding near dangerous animals, 4x4 drives, cycling, and conservation 

areas.  These will add up to 253 learnerships.  At the airport and its hotel complex, an 

additional 315 learnerships will be offered, in a wide range of skills.  Event management and 

car rental will create an additional 20 learnerships.  Security services will create 90 

learnerships, administrative services will create 40 learnerships, and enterprise development 

will create 100 learnerships.  Construction and technical services will create 280 learnerships.  

 

52. The economic impacts of such high levels of employment and skills training are likely 

to be very significant, in terms of direct impacts (remuneration of employees) as well as 

indirect aspects (improving household income, reducing poverty and stimulating economic 

multipliers). 

 

53. Karoo tourism, and the KGA’s role in promoting tourism in the Karoo region, will 

promote several of the Presidential Outcomes: “Presidential outcomes”:  (a) Presidential 

Outcome 4: Decent employment through inclusive economic growth; (b) Presidential 

Outcome 5: A skilled and capable workforce to support an inclusive growth path; (c) 

Presidential Outcome 6: An efficient and competitive infrastructure network; (d) Presidential 

Outcome 7:  Vibrant rural communities; and (e) Presidential Outcome 8:  Sustainable Human 

Settlements (the KGA will promote effective spatial planning of Karoo towns and regions, by 

means of promoting efficient transport and attracting investment). 

 

54. The National Development Plan identifies tourism as an important sector of the 

economy.  It contributes 9% to national GDP.  The Plan highlights several key strategies, 

which are all of significance to tourism promotion in the Karoo, and which will be directly 

assisted by an expanded KGA: (a) Increasing the number of tourists visiting South Africa; (b) 

Increasing the tourism spend in South Africa; (c) Promoting tourism infrastructure, 

particularly accommodation, attractions and transport; (d) Promote and assist the 

development of entrepreneurship at all levels, including medium-, small- and micro-

enterprises.   

 

55. The National Tourism Sectoral Strategy (NTSS), developed by the National 

Department of Tourism, highlights several goals which can be met by developing tourism in 

the Karoo:  (a) Increase the geographic spread of tourism, particularly to provinces which 

receive relatively few tourists; (b) Increase rural tourism; (c) Showcase South Africa as a 
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distinct and globally recognised tourism destination; (d) Promote tourism in the upper income 

groups in South African society; (e) Decrease seasonality; (f) An effort should therefore be 

made to develop new markets, instead of purely focusing on existing ones. 

 

56. The NTSS emphasises the need for inter-jurisdictional collaboration, and “ Tourism 

does not follow political boundaries”.  Regions such as the Karoo offer valuable opportunities 

for cross-border collaboration, based on specific niche and theme tourism options. 

 

57. The NTSS identified the importance of new aviation routes which contribute to the 

development and expansion of domestic airlift in South Africa. The strategy should include 

issues of routes, frequencies, pricing, airports, volume levels, marketing, and government 

support.  An air transport strategy is critical for the Karoo.  Combined with car rental options 

at Karoo airports, it will open up the Karoo to much greater levels of tourism.  Beaufort West, 

which is centrally located in the Karoo, is an obvious choice for an airport with scheduled 

flights. 

 

58. South African Tourism (SAT), in its 2011-2013 Marketing Strategy, has identified 

important “development levers” which have implications for Karoo tourism and the KGA.  In 

several respects, the KGA can play an important role:  (a) Stimulate current uses by existing 

consumers, by means of longer stays;   (b) Stimulate current consumers to visit, for new 

activities and experiences, which suggests that new and exciting products should be 

developed to keep existing consumers interested; (c) Attract “new-to-you” consumers, i.e. 

convert consumers from the existing competitors to South Africa;   (d) Attract “new to 

category” consumers, i.e. convert non-travellers into travellers (e.g. by good pricing 

strategies, or improved marketing or transport), or short-haul to long-haul consumers.  The 

KGA will appeal to travellers who have not contemplated the Karoo as a tourism destination, 

because of long road travel distances. 

 

59. The three Karoo provinces (Western Cape, Eastern Cape and Northern Cape) have 

incorporated important themes in their respective Provincial Growth and Development 

Strategies, which are relevant to the future expansion of the Karoo Gateway Airport.  In the 

Western Cape, tourism promotion,  business clustering and balanced spatial  development are 

important priorities.  The Northern Cape PGDS also emphasises spatial business clustering, 

which can lead to promoting local economic multipliers;  tourism as an environmentally 
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sustainable economic sector; astronomy in the Karoo region;  and alternative energy 

infrastructure (notably sun and wind).  The Eastern Cape PGDS (2004-2014) aims to address 

uneven development and spatial marginalization, with its sixfold strategy of systematic 

poverty eradication, transforming the agrarian economy, diversifying and developing 

manufacturing and tourism, developing human resources, developing infrastructure, and 

public sector and institutional transformation. 

 

60. The Western Cape Government intends to promote tourism in the rural hinterland, so 

that “New business and tourism product is spread as widely as possible, both geographically 

and seasonally through (public and private sector) investment recruitment and enterprise 

support” (Western Cape 2010: 99). 

 

61. The Western Cape’s Five-year Strategy, 2010-2015, proposes that tourism needs to be 

promoted by visitors to the province spending more (by staying longer, and possibly 

travelling further away from the entry point into the Province).  This includes assistance with 

the development of new sites, attractions, facilities, routes and infrastructure. 

 

62. The Northern Cape’s Spatial Development Framework (SDF) is strongly based on the 

notion of “bioregional planning”.  This concept refers to development which relates clearly to 

the natural environment’s unique features and constraints, within an overarching “Man and 

Biosphere” (MaB) approach (Northern Cape 2012: 255).  Given that the Northern Cape and 

the Western Cape share the Karoo biome, it is sensible that a regional ecological framework 

is used as the basis for tourism promotion.  This means that the Karoo Gateway Airport can 

be used as a springboard for regional tourism in the Northern Cape as well. The Northern 

Cape SDF argues that “Co-operation between all tourism regions or smaller units should be 

actively encouraged”. Key areas of cooperation include:  (a) Appropriate integrated tourism 

planning in accordance with a bioregional planning approach; (b) Environmental 

conservation and the development of related products such as trans‐border protected areas; 

(c) Regional education and training; (d) Cooperation between all municipalities in defined 

tourism regions.  The Northern Cape SDF envisages these principles to apply within the 

Northern Cape Province.  However, within the “bio-regional” approach, it is not 

unreasonable to argue that these principles should apply between the Northern Cape and its 

Karoo neighbours. 
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63.  The Northern Cape SDF argues for “a large initial capital injection to ‘kick start’ a 

major tourism development thrust” (Northern Cape 2012: 260).  This idea encapsulates 

precisely the investment in a regional airport – even though, as this report argues, it may be 

outside the boundaries of the Northern Cape itself.  It is significant, therefore, that the 

Northern Cape SDF recommends “facilitating the provision of facilities (including 

transportation) that would encourage domestic travel” (Northern Cape 2012: 264). 

 

64. The Northern Cape Department of Economic Affairs and Tourism has produced a 

White Paper on Development and Tourism.  Tourism is seen as a significant economic 

growth opportunity, because tourism creates jobs, it can provide immediate employment, it 

involves all skills levels, it creates many business opportunities (accommodation, tour 

guiding, transport, marketing and crafts).  Tourism brings development to rural areas, but 

does not damage the environment or local heritage.  It also facilitates cross-cultural 

interaction, keeps money in the local economy, and has a strong multiplier effect.  However, 

the White Paper notes there are constraints on tourism in the Northern Cape.  Air transport is 

limited to Kimberley (which links to Cape Town and Johannesburg only), and Upington 

(which only has links to Johannesburg).  Flight tickets are prohibitively expensive.  Air 

access to many other attractions (such as Namaqualand) are non-existent.  Tourists are 

increasingly money-rich and time-poor, such lack of fast and efficient air transport to the 

province and between its major attractions is probably the single biggest obstacle facing 

tourism growth in the province. 

 

66. The Eastern Cape Tourism Master Plan (2009-2014) places strong emphasis on the 

close links between ecology and tourism. This is a much more distinctive focus on 

biodiversity than is found in the Western Cape’s Tourism Strategy, possibly because the 

Eastern Cape has linked tourism and environmental management within the same 

Department.  Furthermore, the Eastern Cape Parks Board and the Eastern Cape Tourism 

Board have now been merged, to form the Eastern Cape Parks and Tourism Agency.  The 

Master Plan notes that the provincial tourism sector suffers from several difficulties, 

including infrequent flights to the main cities.  The Master Plan also commented on the 

inadequate level of tourism infrastructure in the Eastern Cape, particularly due to the poor 

state of rural roads and the ineffective utilization of airports.   
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67. In the Eastern Cape, the Cacadu District Municipality’s Integrated Development Plan 

(2012-2017) highlights precisely the kind of development thinking which will contribute to a 

regional aviation strategy:  Promoting networks within a region and between the region and 

relevant role-players outside the region; building “social capital” ; strengthening government 

to government connections at a regional, provincial and national level; building partnerships 

to improve economic competiveness and resilience; creating a positive image of the region 

amongst public and private investors and building relationships with them.  Such an approach 

could assist Beaufort West to promote linkages with the Graaff-Reinet area, in support of the 

KGA’s catchment area. 

 

68. To promote rural development in Cacadu District, the Development Bank of Southern 

Africa (DBSA) has initiated the Rural Economic Development Initiative. The Cacadu Rural 

Economic Development Initiative (REDI) aims at unlocking economic potential to realize the 

latent economic growth potential of the district. The primary sector focus of REDI in CDM 

will be on improving the performance of agriculture-related sectors (including renewable 

energy, land restoration, agro-tourism and aquaculture).Negotiations between the KGA 

should be initiated with role-players in the Cacadu REDI, to build support for an aviation 

strategy in the western regions of Cacadu, as it would be a closer airport than Port Elizabeth. 
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PART I 

Introduction 

 

This report examines the potential viability and impact of an upgraded airport in Beaufort 

West (the Karoo Gateway Airport, or KGA). 

 

For effective regional development, the Karoo requires an effective system of transport, using 

all modalities, such as air, road and rail.   

 

This paper is examines the hypothesis that, for Karoo tourism to reach its full potential, an 

integrated tourism transport system is required.  A key component of such a system would be 

a combined fly-drive-fly system, whereby scheduled flights can be provided to a central 

location in the Karoo.  Such a Karoo airport would have several advantages:  It would be a 

base for car rental agencies;  it would ease congestion on the Karoo highways; and it would 

market the Karoo as a destination instead of simply as an overnight stop.  A central Karoo 

airport, with an all-weather runway, night lights, and scheduled flights,  would link with 

larger centres and airports, such as Cape Town, George, Port Elizabeth, Bloemfontein, 

Johannesburg, Pretoria and Windhoek.  Within the Karoo region, the Beaufort West airport 

would with other Karoo airports and airfields, in a “hub and spoke” system of centre-

periphery air transport linkages.  Airports such as Graaff-Reinet, Carnarvon and De Aar 

would receive more air traffic. 

 

 There is a prima facie argument that the “hub” airport of the Karoo should be located in 

Beaufort West, for three reasons: 

 

1. The logistics infrastructure in the town (N1 highway and main north-south rail link).    

 

2. Beaufort West is centrally located in the Karoo, equidistant between the Western 

Cape, Northern Cape and Eastern Cape.  A radius of 200 km from Beaufort West will 

reach the following towns:  Prince Albert and Merweville in the Western Cape;  

Graaff-Reinet and Aberdeen in the Eastern Cape;  Sutherland, Fraserburg, Victoria 

West, Carnarvon and Strydenburg in the Northern Cape. 
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3. Beaufort West is one of the three strongest retail centres in the Karoo (on a par with 

Graaff-Reinet and Calvinia). 

 

During an extensive consultation process, it became evident that Beaufort West is the best 

candidate for an airport with a tarred runway, scheduled flights, car rental and a tourism 

information hub.  Furthermore, a pre-feasibility study showed that the Karoo Gateway 

Airport (KGA) in Beaufort West is, in principle, financially viable.  

 

The KGA is likely to have a major impact on the development of Beaufort West, as well as 

the Central Karoo region.  The paper focuses primarily on tourism impacts.  However, the 

impact of an expanded KGA will not only be on the tourism sector;  other sectors, such as 

retail, agriculture, personal services and government services are likely to benefit greatly 

from faster and safer transport.  Finally, the proposed expanded KGA includes activities such 

as a Flight Academy and a conference centre.  These activities are likely to have a major 

impact on the economy of Beaufort West.   

 

The expanded KGA is also likely to trigger industrial investment, based primarily (but not 

exclusively) on the transport sector.  Given the location of the KGA on a combination of 

road, rail and air linkages, it can boost freight transport, and gradually develop into a freight 

transport hub.  There is sufficient land near the airport for such investments.  The KGA will 

contribute to meeting national and provincial policies and goals in a range of sectors, 

including tourism, personal services, government services, transport, and mining. 

 

The KGA is privately owned, by a far-sighted entrepreneur, who is passionate about the 

development of the Karoo.  The expansion of the KGA is likely to be done in ways that are 

environmentally sensitive and promote economic diversification and multipliers in the local 

and regional economy.    
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PART II  

The research process 

 

This report presents information from a variety of sources: 

1. Peter Myles: An overview of tourism in South Africa 

2. Nurizon:  A pre-feasibility study on the financial viability of an enlarged KGA (Karoo 

Gateway Airport)
1
 

3. Peter Myles and Doreen Atkinson: The international literature, showing international 

trends and comparable cases 

4. Doreen Atkinson:  A social survey on Beaufort West and Karoo businesses’ attitudes 

regarding a more developed airport in Beaufort West 

5. Deidre van Rooyen: A business survey of Beaufort West, including the potential 

impact of a more developed airport on business confidence in the town
2
 

6. Doreen Atkinson:  Calculations regarding the potential for job creation associated 

with a developed Beaufort West airport, by Doreen Atkinson  

7. Western Cape Department of Economic Development and Tourism:  PACA, or 

Participatory Appraisal of Comparative Advantage:  An assessment of economic 

assets in Beaufort West
3
 

8. Drum Beat Academy:  An assessment of potential training opportunities associated 

with a more developed KGA.
4
 

 

An extensive consultation process has been undertaken in the Karoo, about Karoo tourism 

and the desirability of an expansion of the KGA. 

 

The Karoo Development Foundation, in partnership with several universities, hosted the first 

Karoo Development Conference and Trade Fair in Graaff-Reinet, on 25-27 March 2009. 

Over 300 delegates, mostly key role players, attended. They represented a wide variety of 

small, medium and well-established businesses, various sectors of the tourism industry, many 

government departments and local authorities, as well as private entrepreneurs and their focus 

was the Karoo in all its aspects across the provinces.   The conference was funded by the 

Open Society Foundation, the Northern Cape Provincial Government, the Western Cape 

                                                 
1
  A study commissioned in terms of this project, funded by the Embassy of the Netherlands. 

2
  A study undertaken as part of a PhD thesis on business confidence in Beaufort West 

3
  February 2013, done by John Lawson, Tamara Verveen, Vanessa Frantz and Margie Murcott.  

4
  These calculations remain the intellectual property of Drum Beat Academy. 
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Government and Cacadu District municipality (Eastern Cape).  The issues of branding and 

the creation of a single collective Karoo Trademark and website for the entire Karoo area 

were seen as vital to the success of any tourism initiatives in the Karoo. 

 

Subsequently, a Karoo Tourism Conference was held at Gariep Dam (southern Free State), 

on 5-6 November 2009.  During this conference, Dr Bridget Ssamula of the CSIR presented a 

paper on the necessity for a regional airport with scheduled flights. 

 

A follow-up planning workshop was held at Hanover (Northern Cape) on 15 January 2010.  

The Karoo Development Foundation, in partnership with the University of the Free State, 

then sponsored a research project on various aspects of Karoo tourism, during May-June 

2010. The preliminary findings and proposals were workshopped with stakeholders in 6 

Karoo towns during October 2010. 

 

At the Gariep Dam conference, Dr Bridget Ssamula, a transport economist from the CSIR in 

Pretoria, argued the case for an upgraded airport in the Karoo.  The creation of a central 

Karoo airport, with a tarred all-weather runway, with lights, and with scheduled flights and 

car rental, has been recognised as a key facility to promote Karoo tourism, as well as Karoo 

commercial development more generally.   

 

In November, May and October 2010, a consultative process was launched, which included 

numerous stakeholders.  During this time, a consultative process included 35 meetings with  

high-level officials  from the Government and private sector; 18 Airlines, charter and 

executive jets operators; 8 tourism workshops; a tourism infrastructure market research 

survey to 17 towns in the Karoo Region; and consultations with participants in the Durban 

Tourism Indaba (75 contacts, 35 Tour operators, 8 car-hire, 5 bus companies and 15 aviation 

companies).  There was widespread interest amongst tour operators in extending their 

services to the Karoo.  A total of 96% of all parties contacted (over 200) were unanimous in 

their support for the concept of a single Karoo tourism strategy, to unlock the Karoo Region.  

The Beaufort West Karoo Gateway Airport is a critical element in a regional Karoo 

development strategy.  It can link with other Karoo airports in a “ Hub and Spoke” concept, 

and thereby strengthen other Karoo airports and airfields as well.   
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During May-September 2010, two Karoo surveys were undertaken.  The first was a survey of 

210 tourists visiting the Karoo.  Significantly, 76% of these tourists claimed that they would 

consider the Karoo as a tourism destination in future.  The Karoo’s niche markets include: 

Eco-tourism, small-town tourism & architecture, cultural heritage, railway tourism, astro-

tourism, fossils, art and crafts, cuisine, niche towns (such as the Richmond Booktown and the 

Sutherland telescope),  the “horse culture”, and “Space, silence, solitude”.  There is clearly 

major potential for tourism in the Karoo, as a pristine rural “desert” destination (United 

Nations 2006). 

 

Consequently, in 2010, a survey of 180 businesses in 8 central Karoo towns was undertaken, 

regarding their views regarding the Beaufort West airport.  These findings are presented 

below. 

 

At a tourism workshop in Graaff-Reinet in January 2011, it was agreed that Beaufort West is 

the best location for a regional Karoo airport.  The only other serious contender was Graaff-

Reinet, but Beaufort West was generally recognised as a better location for an inter-modal 

transport system (air, road and rail), because it is better developed and more central.  

Furthermore, Graaff-Reinet’s location is too mountainous to be safe. 

 

This research project on the KGA airport originated at a meeting on 2 November 1910, in 

Beaufort West, where a wide range of stakeholders decided to seek funding for a feasibility 

study of an expanded KGA.  Subsequently, Mr Ton Hens, an international consultant, first 

approach the Netherlands Embassy, which indicated its potential willingness to fund the 

research.  Negotiations between the Embassy and the University of the Free State were 

initiated during 2012, to finalise a research proposal and a contract.  The deadline for the 

study was 30 June 2013, but due to the extent of the Nurizon study, and the need to consult 

again with the stakeholders in Beaufort West, this report was submitted to the Embassy on 15 

August 2013. 

 

A report-back and brainstorming meeting was held with Beaufort West stakeholders on 7 

August.  The meeting was attended by the Beaufort West Local Municipality (BWLM), the 

Central Karoo District Municipality (CKDM), SANPARKS, the Central Karoo Economic 
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Development Agency (CKEDA) and the Laingsburg Local Municipality.
5
  It was decided 

that a shortened report should be sent by the University to the BWLM for submission to its 

Council.  At this meeting, to be attended by the University, various infrastructural 

requirements for the Airport will be discussed further.  The meeting will seek a Council 

resolution to obtain funding for:  An improved access road; a safe railway crossing;  

improved electricity supply to the airport;  municipal water provision to the airport; and 

fencing around the Airport property. 

 

  

                                                 
5
  Participants: 

D Atkinson UFS/KDF 

M. Ingle UFS 

Z. Holzapfel BW Tourism 

S. Klemm BW Tourism 

P. Myles Tournet Africa 

Trudy Dijana BWMun - IDP 

Monwabisi Tshibo BWMun 

J. Jonkers CKDM 

Yolanda Engelbrecht Laingsburg Tourism 

Brian vd Westhuizen Karoo Nat Park 

Mawonga Furmen BWMun 

Ashly Mitchell BWMun 

Mbuyiselo Tamana CKDM 
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PART III  

The Central Karoo 

 

In this chapter, socio-economic characteristics of the Central Karoo are presented.  An 

overarching theme is that, while some of the social characteristics of the Karoo are worrying 

(such as high levels of poverty and unemployment), the economy is fairly diversified, and 

shows signs of economic growth. 

 

1. Regional trends in the Karoo 

 

Several common trends can be found throughout the Karoo and Northern Cape (Northern 

Cape Government 2012: 30): 

 

 The collapse of many once‐prosperous mining settlements and railway settlements. 

 The decline in agricultural output in many areas or the shift to new agrarian activities 

such as game farming, which have significantly reduced reliance on local small 

centres as points of sale and service supply.  However, the Karoo Development 

Foundation (KDF) has registered the “Karoo Lamb” Geographic Indicator (GI) at 

CIPRO, so that the Karoo lamb “brand” can be protected from encroachments.
6
 

 Advances in transport technology and changes in retail patterns, which have 

facilitated access to the more distant regional centres and displaced the role of the 

small agricultural service centres. 

 A positive trend is the growth of tourism facilities and settlements in areas of natural 

beauty and architectural interest. 

 In many of the smaller centres, there is an economic dependence on state welfare, on‐

going loss of many formal sector job opportunities, continuing poverty and increasing 

out‐migration of skilled people. 

 As a result of the amalgamation of smaller centres under a single authority, the loss of 

local government status has weakened many settlements. 

 There has been a growing inequality between “strong” Karoo towns and “weak” 

towns.  Strong towns experience in-migration of urban people, bringing new capital 

                                                 
6
  See www.meatoforigin.com. 

 

http://www.meatoforigin.com/
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and skills, and launching new enterprises,  while “weak” towns are characterised by 

unemployment, poverty and social grants. 

 The first Karoo-wide development project, Karoo Lamb, has been launched by the 

Karoo Development Foundation. 

 

This section will explore several of these dynamics.  The overarching argument is that the 

Central Karoo has been a depressed and poverty-stricken rural area, but that underlying 

economic changes are taking place, in several sectors.  Tourism trends will be examined in 

more detail, but mining (uranium and potentially, shale gas), transport, retail and government 

services are attracting additional investment. 

 

2. A spatial perspective of the Karoo region 

 

The Great Karoo region covers almost 40% of South Africa’s land surface.  In this paper, we 

refer primarily to the Great Karoo, thereby excluding the succulent Karoo (Namaqualand and 

the Little Karoo).  However, the succulent Karoo regions are also important in relation to the 

Great Karoo:  Towns such as Springbok and Oudsthoorn are linked, in many ways, to the 

Great Karoo, due to tourism routes, agricultural production, transport systems, and mining 

development. 

Figure 1:  The Great Karoo 
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In this report, three District Municipalities are taken as the central core of the Karoo region: 

1. Central Karoo District Municipality (Western Cape Province, with headquarters in 

Beaufort West) 

2. Pixley ka Seme District Municipality (Northern Cape Province, with headquarters in 

De Aar) 

3. Cacadu District Municipality (Eastern Cape Province, with headquarters in Port 

Elizabeth).  The important Karoo towns are Graaff-Reinet and Cradock. 

 

The Central Karoo District Municipality is reflected in the map below: 

 

Figure 2:  Map of Central Karoo District Municipality 

 

 

 

 

 

 

 

 

 

 

 

 

 

Source:  Central Karoo District Municipality (2012: 26). 

 

The Pixley ka Seme District is extremely large, and includes eight Local Municipalities in the 

Karoo.  Its area of influence includes Beaufort West to the south: 
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Figure 3:  Map of Pixley ka Seme District Municipality 

 

 

 

 

 

 

 

 

 

 

Source:  Pixley ka Seme DM 

Integrated Development Plan 

(2007/8: 8). 

 

 

Cacadu DM is also a very large District jurisdiction.  For Beaufort West, the most important 

Local Municipality is Camdeboo LM, on the far west of the Cacadu District.  Camdeboo LM 

consists of a major town, Graaff-Reinet, and subsidiary towns such as Aberdeen and Nieu 

Bethesda.   

Figure 4:  Map of Cacadu District Municipality 
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4. Demographics: Population growth rates, age and racial profiles 

 

 The Karoo is generally regarded as a poor area.  In fact, in the Western Cape Province, 

Beaufort West (arguably the strongest town in the Karoo) is defined as a “poverty node”.  

The Central Karoo District Municipality is clearly the poorest in the Western Cape Province.  

However, when compared to other Karoo-related provinces, the Karoo does not appear so 

poor.  In the Northern Cape and Eastern Cape Provinces, there are definitely areas that are 

poorer than the Karoo.  In fact, there is significant out-migration from parts of the Eastern 

Cape (such as the erstwhile Transkei and Ciskei areas) to the Karoo, precisely because the 

Karoo is seen as relatively affluent.   

 

Furthermore, levels of poverty can be measured in different ways.  The Karoo does have a 

high level of unemployment (although not as high as other parts of the country).  But it has 

fairly robust municipal infrastructure, as well as a stable economy in several sectors.  Some 

of these sectors are showing signs of growth.   

 

The profile of the Karoo is fairly standard throughout the Karoo.  Towns such as Beaufort 

West, Graaff-Reinet and De Aar share many demographic and economic characteristics.  But 

in relation to their provinces, their status can be dramatically different.  This explains why 

Beaufort West is seen (by the Western Cape) as a poor town, while Graaff-Reinet is seen (by 

its province) as a wealthy town.   

 

This matter explains why a regional approach to the Karoo is so urgently needed.  A common 

development strategy will identify the strengths and the weaknesses of the Karoo much more 

accurately than strategies depicting the Karoo regions as outposts of other provinces.  

Currently, provincial strategies only plan for parts of the Karoo, in an unintegrated way, and 

only considering their linkages to the metropoles located outside the Karoo.  While such 

linkages are important, they do not capture the linkages within the Karoo;  nor do they assess 

the assets of the Karoo collectively. 

 

3.1 Population levels and growth rates 

 

In the Central Karoo, the rural population is increasingly concentrated, with migration away 

from farms towards the towns.  The areas between towns are sparsely populated, and farm-
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based populations are dwindling, due to long-term changes in agriculture which require cost-

cutting and therefore cause declining levels of agricultural employment. 

 

However, the Karoo towns are growing in size, as Table 1 confirms: 

 

Table 1:  Population levels and growth rates in 3 central Karoo Districts and 7 Municipalities 

 

Municipality 

Population  

Population Growth 

Rate (%p.a.) 

 

Change  

In growth 

RATE 1006-

2011 2001
7
  2011

8
  

Change in 

POPULATION 

2001-2011 1996-2001 

2001-

2011 

SOUTH AFRICA 44819777 51770560 ↑ 1,99 1,44 ↓ 

WESTERN CAPE 4524335 5822734 ↑ 2,68 2,52 ↓ 

Central Karoo DM 60483 71011 ↑ 1,5 1,6 ↑ 

Laingsburg LM 6680 8289 ↑ 2,44 2,16 ↓ 

Prince Albert LM 10512 13136 ↑ 2,01 2,23 ↑ 

Beaufort West LM 43290 49586 ↑ 1,24 1,38 ↑ 

EASTERN CAPE 6278651 6562053 ↑ 0,42 0,44 ↑ 

Cacadu DM
9
 388206 450586 ↑↑ 0,95 1,49 ↑↑ 

Camdeboo LM
10

 45773 50993 ↑↑ -0,45 1,08 ↑↑ 

NORTHERN CAPE 991919 1145861 ↑ -0,4 1,44 ↑↑ 

Pixley ka Sme DM 166547 186351 ↑ -1,27 1,12 ↑↑ 

Emthanjeni LM
11

  35785 42356 ↑ -1,91 1,69 ↑↑ 

Kareeberg LM
12

 9488 11673 ↑ -3,8 2,07 ↑↑ 

Ubuntu LM
13

 16375 18601 ↑ -3,7 1,27 ↑↑ 

 

 

All the Karoo districts have had a population growth rate of around 1.5%, with Pixley ka 

Seme experiencing the lowest growth rate (a ten-year average annual growth rate of 1.12% 

                                                 
7
  Census, StatsSA. 

8
  Global Insight projections. 

9
  Note that Cacadu DM, unlike Central Karoo DM and Pixley ka Seme DM, includes a large non-Karoo 

area, towards the coast (e. Jeffreys Bay, Prince Alfred) and the “thicket” ecological zone around 

Grahamstown.  Cacadu DM figures are therefore not very representative of the Karoo areas (Camdeboo 

LM and Inxuba Yethemba LM). 
10

  Camdeboo LM consists of Graaff-Reinet (municipal headquarters), Aberdeen and Nieu-Bethesda. 
11

  Emthanjeni LM consists of De Aar (municipal headquarters), Hanover and Britstown. 
12

  Kareeberg LM consists of Carnarvon (municipal headquarters), Vosburg and Vanwyksvlei. 
13

  Ubuntu LM consists of Victoria West (municipal headquarters), Richmond and Loxton. 



The Regional Impact of the Karoo Gateway Airport, Beaufort West    6 September 2013 

© Centre for Development Support, University of the Free State  

36 

 

per annum), Cacadu somewhat higher (at 1.49%) per annum, and Central Karoo District 

(where Beaufort West is located), with the highest growth rate (at 1.6% per annum).
14

   

 

All three of these Karoo districts have a growth rate somewhat higher than that of the Eastern 

Cape (at 1.44%, where a great deal of out-migration is taking place).  But their growth rate is 

much slower than that of the Western Cape (at 2.52%, indicating a great deal of in-migration 

to the province.  “In a provincial context, the Central Karoo’s share of the Western Cape 

population has contracted from 1.3 per cent to 1.2 per cent between 2001 and 2011” (Western 

Cape 2012: 5).  The Eastern Cape is experiencing out-migration;  the Western Cape is 

experiencing in-migration.  Within the Western Cape, the population in the cities are growing 

relatively faster than the Karoo, although the Karoo is experiencing some population growth. 

 

In terms of 15-year trends, all three Karoo districts’ population growth rates have increased 

since the 1990s.  The shift has been less dramatic in Central Karoo, and most pronounced in 

Pixley ka Seme District, where a negative growth rate has turned into a positive one (albeit at 

a low level). Given that these municipalities include rural areas, these rates cannot be 

explained by rural-urban migration of farm workers.  It may refer to high local birth rates, 

supplemented by some in-migration.  Could these birth rates be affected by the prevalence of 

social grants?
 15

  Does it indicate a growing urban poverty-stricken underclass, or does it 

reflect the in-migration of new entrepeneurs? 

 

Curiously, within the Central Karoo district, the average annual population growth rate of 

Beaufort West municipality is significantly lower than that of Prince Albert and Laingsburg.  

Given the steady growth of  Beaufort West as an urban centre, this seems counter-intuitive.  

Of course, the populations of Prince Albert (around 13 000 in 2011) and Laingsburg (around 

8 000) are much smaller than that of Beaufort West (around 50 000).  The absolute increase 

in population in Beaufort West (around 6 000 additional people, between 2001 and 2011) is 

much greater than Prince Albert (around 3 000) and Laingsburg (around 2 000).  But what are 

these additional people in Prince Albert and Laingsburg actually doing? 

                                                 
14

  This calculation differs dramatically from the population figures cited in the Central Karoo DM’s 

Integrated Development Plan (2012: 26), which relied on the 2007 Community Survey.  This survey 

calculated the Central Karoo DM population in 2007 to be 56 232 (less than the 2001 Census), and that 

the Central Karoo faced a long-term population decline of 1.2% per annum.  The figures we rely on, 

produced by Global Insight, are projections from a range of sources.  Until we have the 2011 Census 

figures, these population statistics will be based on inspired guesswork.  
15

  Of course, a great deal depends on the accuracy of census data, which cannot be assumed. 



The Regional Impact of the Karoo Gateway Airport, Beaufort West    6 September 2013 

© Centre for Development Support, University of the Free State  

37 

 

The four key towns in the Central Karoo are Beaufort West, Graaff-Reinet, Prince Albert and 

Carnarvon.  The total population of these towns is just under 100 000: 

 

Table 2:  Population of four key magisterial districts in the central Karoo, 2001-2010
16

 

 

  Beaufort 

West 

Prince 

Albert 

Graaff-

Reinet 

Carnarvon TOTAL 

Population 2001 36 881 10 444 37 923 8 470 93 719 

Population 2010 38 526 11 306 39 417 8 140 97 389 

Source:  Global Insight
17

 

 

Since 2001, there has been a slight growth in population of these magisterial districts.  

However, there has also been significant out-migration.  It is curious that Carnarvon’s 

population actually declined in the 2001-2010 period.  (With the growth of the SKA project, 

this trend may be reversed in future).   

 

The population rates do not provide a clear picture of birth rates and migration rates.  High 

birth rates may compensate for high out-migration rates.  But as the Central Karoo IDP notes 

(2012: 28), “Although migration into / out of the District, especially Beaufort-West, is 

commonly talked about, there is no official data to quantify the extent of inflow or outflow.” 

 

The Northern Cape is concerned about its high level of out-migration, and has done some 

research on the topic:  “It is estimated that the migration stream for the population of 2006‐

2011 in the Northern Cape is a net‐migration of 25 500 people, of which 66 600 were out‐

migrants and 41 100 in‐migrants. The majority of people migrating out of the province 

(23.87%) tend to move to the Western Cape, followed by 18.47% to Gauteng, 18.17% to the 

Eastern Cape and 17.12% will migrate to North West (Northern Cape SDFP 2012: 44).  

Much more detailed research is required to understand birth and migration rates.  

Furthermore, migrants may be single people, seeking better employment elsewhere, and 

leaving their families behind.  If these families receive remittances or social grants, they will 

contribute to economic multipliers.  Alternatively, migrants may take their families along, 

thus reducing economic multipliers. 

                                                 
16

  Note that Table 2 refers to towns and magisterial districts, whereas Table 1 refers to municipalities.  In 

each municipality, there may be additional settlements.  In Beaufort West Local Municipality, for 

example, Nelspoort will be included.  The population figures for the municipalities are therefore 

slightly larger than those for the magisterial districts. 
17

  Note that these are estimates and projections, derived from a variety of sources 

(http://www.ihsglobalinsight.co.za/Products/ReX/) 

http://www.ihsglobalinsight.co.za/Products/ReX/
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In the case of Beaufort West, the town may capture migrating population from the Northern 

Cape, particularly as people seek good schools and retail facilities.  There may also be more 

jobs available in Beaufort West than towns such as Fraserburg, Strydenburg, Sutherland and 

Victoria West.  Furthermore, there may be increases in Beaufort West’s population due to 

middle-class migrants from the cities (such as Cape Town), who want to establish new 

enterprises. 

 

3.2 Age structure  

 

The age structure helps to explain these issues: 

Table 3:  Age structure in the three central Karoo districts, 2001-2011 

 

Municip ality 

 Age categories as percentages of population 

<15 15-64 

Change in 

working-

age 

population 65+ 

2001 2011 2001 2011 2001-2011 2001 2011 

SOUTH AFRICA 32,1 29,2 63 65,5 ↑ 4,9 5,3 

WESTERN CAPE 27,3 25,1 67,5 69 ↑ 5,2 5,9 

Central Karoo DM 32,7 30,5 61,4 63,3 ↑ 6 6,2 

Laingsburg LM 29,3 26,5 63 66,3 ↑↑ 7,7 7,2 

Prince Albert LM 34,4 29,6 59,6 64 ↑↑ 6 6,4 

Beaufort West LM 32,8 31,5 61,6 62,6 ↑ 5,7 5,9 

EASTERN CAPE 36,6 33 57,1 60,2 ↑↑ 6,3 6,7 

Cacadu DM 28,5 27,2 64,8 65,8 ↑ 6,7 7 

Camdeboo LM 33,1 29,8 59,9 63,3 ↑↑ 7 6,9 

NORTHERN CAPE 32,1 30,1 62,5 64,2 ↑ 5,4 5,7 

Pixley ka Sme DM 32,6 31,6 61,5 62,4 ↑ 5,9 6,1 

Emthanjeni LM 31,6 31,7 62,4 62,5 ≈ 6 5,8 

Kareeberg LM 32,6 29,4 59 62,5 ↑↑ 8,4 8,1 

Ubuntu LM 33,2 33,3 61,1 61,1 ≈ 5,7 5,6 

Source: Global Insight 

 

In the three Central Karoo districts, the percentage of population less than 15 years old has 

declined somewhat between 2001 and 2011, from around 32% of the population to around 

30%.  The economically active age group (15-64) has grown somewhat, and the over-65 age 

group has also grown, as a proportion of the population.  In general, this is a good thing, since 

it indicates a growing proportion of people who could earn livelihoods, which in turn, could 
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improve households’ quality of life.  It may suggest declining rate of out-migration of adult 

workers. 

 

When compared to the three provinces, the central Karoo districts most closely resemble the 

Northern Cape, which also has an under-15 age group making up around 30% of the 

population in 2011.  This young age group is a much higher percentage in the central Karoo 

districts, compared to the Western Cape, but much lower than the Eastern Cape.  This is not 

surprising, since the Eastern Cape has a great deal of out-migration of working-age people, 

whereas the Western Cape has a high level of in-migration of working-age people.  The 

central Karoo area tends to resemble the Northern Cape population, which is more static. 

 

Given that the age structure is slowly shifting to the 15-64 age group and the over 65 age 

group, there may be a growing number of high school leavers who choose to stay on in the 

central Karoo, or in-migrants in the economically active group, or returning elderly people – 

who may wish to spend their retirement in the central Karoo.  Given that such elderly people 

may be either those with pensions (government or private pensions), or those who may be 

“semi-grating” from the cities in search of rural lifestyle enterprises, this may increase the 

circulation of money in the central Karoo.  The increasing proportion of the working-age 

population may also be associated with improved roll-out of ARVs, and thus declining 

numbers of deaths due to HIV/AIDS. 

 

The age profile suggests that the increase in population in the central Karoo districts may not 

be due, primarily, to a high birth rate.  The Western Cape Government report on the Central 

Karoo District (2012: 7) notes that:  “When comparing the shape of the 2001 and 2011 

population pyramids, population increases are particularly noticeable at very young ages, 

from 0 to 9 years”.  This may suggest the birth rate has recently escalated, and this may be 

due to more social grants being available. 

 

The dependency ratios help to explain these trends.  Dependency ratios measure the number 

of young and old people who are dependent on people of economically-active age.  Typically, 

it is represented as the number of dependent people per 100 economically-active age people.  

A declining dependency ratio is a good thing. 
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Table 4:  Dependency ratios in the three central Karoo districts, 2001-2011 

 

Municipality 

Dependency ratio  

Per 100 (15-64)  

2001 2011 Trend 2001-2011 

SOUTH AFRICA 58,7 52,7 ↓↓
18

 

WESTERN CAPE 48,2 45 ↓ 

Central Karoo DM 62,9 58,9 ↓↓ 

Laingsburg LM 58,7 50,9 ↓↓↓ 

Prince Albert LM 67,8 56,2 ↓↓↓ 

Beaufort West LM 62,4 59,7 ↓ 

EASTERN CAPE 75 66 ↓↓ 

Cacadu DM 54,3 52 ↓ 

Camdeboo LM 67 58 ↓↓ 

NORTHERN CAPE 60,1 55,7 ↓ 

Pixley ka Sme DM 62,7 60,4 ↓ 

Emthanjeni LM 60,2 60,1 ≈ 

Kareeberg LM 69,5 59,9 ↓↓ 

Ubuntu LM 63,8 63,5 ≈ 

Source: Global Insight 

 

During this 10-year period, the dependency ratios in the central Karoo have declined slightly, 

by about 4 percentage points in Central Karoo DM, 2 percentage points in Cacadu, and two 

percentage points in Pixley ka Seme DM.  This is generally a good trend.  

 

The dependency levels tend to match that of the Northern Cape, but are much higher than 

those in the Eastern Cape (where there is more out-migration of working-age people), and are 

much lower than those in the Western Cape (where there is more in-migration of working-age 

people). 

 

The decline in dependency levels in the central Karoo districts mirror that of the Northern 

Cape, of about 4-5 percentage points.
19

   

                                                 
18

  ↑↑ =  increase of more than 4 percentage points;  ↑ = increase of less than 4 percentage points. The 

same principle applies to ↓↓ and ↓. 
19

  Curiously, the dependency levels in the Eastern Cape have declined significantly (from 75 to 66 – a 

decline of 9 percentage points.  This can perhaps be explained by the fact that many families in the 

Ciskei and Transkei areas are relocating en masse, possibly to the Western Cape, and this may give 

credence to the notion of “educational refugees”.  In the past, it was largely working-age people who 

migrated ; perhaps this is now complemented by the migration of school-age children as well.  In the 

Western Cape, the dependency ratio also declined, but by a much lower rate – about 3 percentage 
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3.3 Racial profile 

 

The Karoo is traditionally populated by Coloured people (generally Afrikaans-speaking), as 

well as Afrikaans-speaking white people (although there has always been a significant 

English-speaking minority).  Since the end of apartheid and the abolition of influx control, 

there has been a steady in-migration of Xhosa-speaking African people from the Eastern 

Cape. 

 

Table 5:  Racial profile of Central Karoo DM, 2001-2011 

Population 

group 

Population 

2001 

Percentage 

of 

population 

2001 

Population 

2011 

Percentage 

of 

population 

2011 

TREND 

2001-

2011 

Average 

Annual 

growth 

rate 2001-

7 

African 7 280 12 % 9 045 12.7 % ↑ 3.7 % 

Coloured 46 474 76.8 54 076 76.2 ↓ 2.6  

Indian/Asian 72 0.1 300 0.4 ↑ 26.9 

White 6 658 11 7 197 10.1 ↓ 1.3 

Other   393 0.6 ↑  

TOTAL 60 484 100 71 011 100   

Source:  Western Cape Government (2012:8) 

 

“The proportions of the population groups in the Central Karoo remain fairly consistent 

between 2001 and 2011” (Western Cape Government 2012: 8).  However, there are issues in 

this profile which are not highlighted in the Western Cape Government’s report.  The 

population growth rate of the African population is becoming significant, although off a low 

base.  Furthermore, the 393 people classified as “other” may well refer to non-South African 

immigrants, possibly running retail stores. 

 

In the three main Central Karoo towns, the racial profile differs somewhat:  “The Coloured 

population group share dropped significantly in Prince Albert from 97.5 to 84.5 per cent 

between 2001 and 2011. Laingsburg experienced a rise in the African Black population share 

from 2.2 to 7 per cent between 2001 and 2011. The composition of the population groups 

remained fairly constant in Beaufort West between 2001 and 2011” (Western Cape 

Government 2012: 9). 

 

                                                                                                                                                        
points.  This may be explained by declining birth rates of the Western Cape population, but 

supplemented by in-migration from the Eastern Cape. 
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5. Education 

 

“Education and training improves access to employment opportunities and helps to sustain 

and accelerate overall development. It expands the range of options from which a person may 

choose to create opportunities for a fulfilling life. The level of education of the population in 

a region influences amongst others its welfare through indirect positive effects on health and 

life expectancy” (Western Cape Government 2012: 9). 

 

Table 6:  Schooling and matric levels in the central Karoo regions 

 

No Schooling Matric 

Matric 

improvement 
20

 

 

2001 2011 2001 2011 2001-2011 

SOUTH AFRICA 18,2 8,6 20,7 28,4 ↑ 

WESTERN CAPE 5,9 2,7 23,9 28,1 ↑ 

Central Karoo DM 17,3 10,1 14,9 21,5 ↑↑ 

Laingsburg LM 20 11,7 12,4 16,7 ↑ 

Prince Albert LM 15,7 9,1 10,4 16,9 ↑ 

Beaufort West LM 17,2 10,1 16,4 23,6 ↑↑ 

EASTERN CAPE 23,1 10,5 14,4 19,8 ↑ 

Cacadu DM 15,3 7,5 15,4 20,3 ↑ 

Camdeboo LM 15,3 9 16,1 19,6 ↑ 

NORTHERN CAPE 19,7 11,3 16,1 22,7 ↑ 

Pixley ka Sme DM 27,1 14,6 12,9 20,5 ↑↑ 

Emthanjeni LM 23,7 11 17,1 24,7 ↑↑ 

Kareeberg LM 27,5 18 11,2 17,5 ↑↑ 

Ubuntu LM 30,6 16,4 12,2 18,7 ↑ 

Source: Global Insight 

 

All three districts showed a significant improvement between 2001 and 2011, when the 

number of people with no schooling number virtually halved.  These trends are similar to 

those in South Africa and the various provinces generally.  However, the three central Karoo 

districts show different levels of educational development.  Pixley ka Seme DM, in the 

Northern Cape, has a higher proportion of unschooled people, compared to Central Karoo 

DM and Cacadu DM. 

 

                                                 
20

  ↑↑ = increase of more than 8 percentage points; ↑ = increase of less than 8 percentage points. 
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In Cacadu DM, the number of people (over the age of 15) without schooling declined from 

34 146 in 2000, to 29 541 in 2005, and again to 22 702 in 2010.  Over a ten-year period, this 

was an annual decline of 4% per annum (ECSECC 2012: 50).
21

 

 

In the Western Cape, “The number of individuals that completed Grade 12 has increased 

significantly between 2001 and 2011 with 4 584.”  The matric pass rate in the central Karoo 

area is generally high.  In 2011, 100% of matric candidates passed in Prince Albert, 73% in 

Beaufort West and 69% in Laingsburg (Western Cape Government 2012: 13). 

 

Matric levels increased steadily in all central Karoo districts, between 2001 and 2011, from 

around 13-14% of the population to around 20%  This was roughly similar to the average 

levels in the Eastern Cape and Northern Cape, but fell short of the levels achieved in the 

Western Cape. 

 

A curious trend is that the levels of higher education (see Table 7 below) are rather robust 

compared to matriculation levels.  In fact, it suggests that one in every four matriculants 

achieve some level of higher education.  This, in itself, is interesting.  But it may also indicate 

that a relatively small number of the population (around 20%) achieves matric – possibly due 

to a high drop-out rate at the end of Grade 11.  According to the Western Cape Government 

(2012: 10), “The number of individuals that completed some primary and some secondary-

schooling has increased significantly in 2011” (Western Cape Government 2012: 13).  

 

This is a positive trend, but it is remarkable how few learners in secondary school, in the 

central Karoo, actually complete matric.  In 2011, 19 396 people had some secondary 

schooling, but only 9 630 people (out of a total of about 62 000) had completed matric, and 

only 3 000 had some level of tertiary training.  The drop-out rates of school learners is high:  

41% in Beaufort West, 39.2% in Prince Albert, and 26% in Laingsburg (Western Cape 

Government 2012: 11). 

 

 

 

                                                 
21

  This may be due to improved school performance, but it may also be due to outmigration of unschooled 

people, in search of work. 
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Table 7:  Higher education levels in the central Karoo regions 

 

 

Higher Education  

Change in higher 

education levels 

 

2001 2011 2001-2011 

SOUTH AFRICA 8,6 12,1 ↑↑
22

 

WESTERN CAPE 11,5 14,4 ↑ 

Central Karoo DM 6,1 7,1 ↑ 

Laingsburg LM 5,9 8,7 ↑ 

Prince Albert LM 6,8 8,5 ↑ 

Beaufort West LM 6 6,5 ↑ 

EASTERN CAPE 6,4 8,7 ↑↑ 

Cacadu DM 6,7 8,3 ↑ 

Camdeboo LM 6,1 9,5 ↑ 

NORTHERN CAPE 6 7,5 ↑ 

Pixley ka Sme DM 5,7 6,1 ↑ 

Emthanjeni LM 5,8 6,6 ↑ 

Kareeberg LM 6,3 5,7 ↓ 

Ubuntu LM 8 6 ↓ 

Source: Global Insight 

 

About 6-7% of people in the central Karoo districts have had tertiary education, and this 

figure increased slightly between 2001 and 2011.   The central Karoo’s profile is roughly 

similar to that of the Northern Cape, but is lower than that of the Western Cape and Eastern 

Cape.  Nevertheless, it is remarkable that the proportion of “highly skilled people” in the 

Central Karoo district (around 20% of jobs) is almost comparable to that of the Western Cape 

Metro (where around 29% of jobs are highly skilled) (Central Karoo 2012: 43).  Compared to 

most rural areas in South Africa, the Central Karoo has a well-educated workforce. 

 

The chronic disjunction between the steady growth in education levels but the poor levels of 

employment, are part of a typical South African phenomenon.  However, this may conceal 

relatively high levels of informal employment. 

 

Generally, the skills levels in the Central Karoo District are not very dissimilar from those of 

the Western Cape province as a whole.  Of the workforce in the Central Karoo, 21% can be 

classified as “highly skilled”, compared to 26% in the province;  39% of the workforce in the 

                                                 
22

  ↑↑ = increase of more than 4 percentage points; ↑ = increase of less than 4 percentage points. 
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Central Karoo can be classified as “skilled”, compared to 38% in the province;  and 27% can 

be classified as “low skilled”, compared to 17% in the province (Western Cape Government 

2012: 44).
23

 

 

6. Human Development Index 

 

The Human Development Index (HDI) is a composite, relative index that attempts to quantify 

the extent of human development of a community. The HDI was developed by the United 

Nations Development Programme (UNDP), based on the philosophy that the goal of 

development was to ensure that individuals live long, informed and comfortable lives. The 

HDI consists of three components: 

•  Longevity, which is measured by life expectancy at birth. 

•  Educational attainment, which is measured by two education variables, namely adult 

literacy and combined gross primary, secondary and tertiary enrolment ratio. 

•  Income, which is measured by gross domestic product (GDP) per capita (Northern 

Cape Government 2012: 45). 

 

It is thus seen as a measure of people’s ability to live a long and healthy life, to communicate, 

to participate in the life of the community and to have sufficient resources to obtain a decent 

living.  

 

The HDI can assume a maximum level of 1, indicating a high level of human development, 

and a minimum value of 0” (Western Cape Government 2012: 24).  An HDI of 0.8 or more is 

considered to represent high development, whilst an HDI of below 0.5 is considered to 

represent low development (Northern Cape Government 2012: 45). 

 

Generally, a multi-pronged development strategy is likely to have the most impact on HDI.  

Such a strategy should include three elements: labour‐absorbing growth, equitable investment 

in education and health care, and social support for poor and vulnerable groups. Social 

welfare policies and programmes are aimed at enabling the poor and vulnerable groups to 

break the cycle of poverty (Northern Cape Government 2012: 46). 

 

                                                 
23

  Based on the Community Survey, 2007. 
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In the Western Cape, the Central Karoo District (0.60) has the lowest HDI of all the districts, 

followed by the West Coast  and Cape Winelands (0.65) and Overberg (0.66). The City of 

Cape Town (0.74) has the highest HDI followed by the Eden District Municipality (0.69) 

(Western Cape 2012: 24). 

 

However, the HDI within the Central Karoo District has improved over the past decade, from 

0.57 in 2001 to 0.60 in 2010 (Western Cape Government 2012: 24).  The HDI in Beaufort 

West and the Central Karoo DMA region (which includes Murraysburg) are the highest in the 

district (at .60), whereas Laingsburg is at 0.59 and Prince Albert at 0.58. 

 

In Cacadu DM, the HDI declined significantly from 0.56 in 2000 to 0.52 in 2005.  Thereafter, 

it increased marginally, to 0.53 in 2010, although it has not reached the 2000 level (ECSECC 

2012: 50).  This is probably due to the increase in AIDS mortality during the 2000-2005 

period, and reduced mortality thereafter.   In the Eastern Cape as a whole, the HDI is 

somewhat lower than in Cacadu (but not by much).  As is the case of Cacadu, the Eastern 

Cape Province as a whole experienced a decline in HDI from 2000 to 2005 (from 0.55 to 

0.53).  But whereas the Cacadu DM improved its HDI status from 2005 to 2010, the HDI in 

the rest of the Eastern Cape declined even further – to 0.51 in 2010 (ECSECC 2012: 40).  

Given that declines in the HDI in South Africa are typically due to the HIV/AIDS pandemic, 

it is likely that the continued decline of the HDI in the Eastern Cape is due to poor health 

services.   

 

7. Poverty levels 

 

The levels of poverty in the Central Karoo District have since declined since 2001.  “[T]he 

number of people living in poverty in the Central Karoo shows a sharp increase from 21 100 

to 23 000 between 1996 and 1999, with a decline in 2000, but since then showing constant 

decline. In 2010, the estimated number of people living in poverty in the District was 

approximately 20 200 people, down from the 2001 high of approximately 23 250” (Western 

Cape Government 2012: 25). 

 

In 1996, 37% of people in the Central Karoo District were living in poverty;  by 2010, it had 

declined to 32.5% (Western Cape Government 2012: 25).  On this score, the Central Karoo 

DM is consistently the most poverty-stricken district in the province.  However, the rate of 
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decline in the level of poverty, since 2001, is greater than any of the other districts.  Clearly, 

rapid progress is being made.  This is probably largely due to the roll-out of social grants, 

although there may be some increase in employment. 

 

In 2010, in the Central Karoo district, Beaufort West had the lowest level of poverty (29.1%), 

followed by the DMA/Murraysburg area (32.5%), Laingsburg 36.1%, and Prince Albert, with 

a high poverty rate of 43.3% (Western Cape Government 2012: 26). 

 

Social grants play a very important role in relieving poverty.  In 2011, a total of 11,160 

people living in Beaufort West accessed social grants. That was approximately one third of 

the population. When the number of indigent households is taken into account ( 4,147 out of 

8,996, a proportion of approximately 46%), it becomes plausible to characterise Beaufort 

West as a grant dependent community (Beaufort West 2012: 23). 

 

Similarly, the poverty rate in Cacadu (percentage of population living in poverty) declined 

from 58.95% in 2000 to 51.2% in 2005, and again to 40.48% in 2010.  The average annual 

rate of decline has increased, meaning that poverty levels are being addressed more rapidly 

and effectively.  During the last ten years, the average annual rate of decline was 3.84%.  

During the last five years, the average annual rate of decline was 5.13% (ECSECC 2012: 50).   

This compares with the Eastern Cape annual rate of decline during this period, of 0.71% 

(ECSECC 2012: 40).  Clearly, poverty is being addressed more effectively in Cacadu than in 

the rest of the Eastern Cape. 

 

Is this due to increased employment or social grants?  Given that employment data is 

confusing, due to definitional questions (see below), it is likely that the main causal factor is 

the roll-out of social grants to a greater proportion of the population (ECSECC 2012: 40), 

although the Eastern Cape has a higher level of poverty in general. 

 

The percentage of Northern Cape people living below the poverty line has decreased from 

40% in 1995 to 27% in 2011. The goal set by the province is to decrease the percentage of 

people living below the poverty line to 20% by 2015 (Botes, 2011, cited in Northern Cape 

Government (2012: 46)). 
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8. Housing  

 

“In common with the rest of South Africa, the average size of household is shrinking;  

therefore the number of households is growing faster than the population” (ECSECC 2012: 

14).  In the Eastern Cape, this growth rate in the number of households was just over 1% 

between 2009 and 2010 – about the same rate as the rest of South Africa.  In the past, 

however, the growth rate was hovering around 2% per annum, which suggests that the growth 

in the rate of new household formation was declining.  Nevertheless, the constant increase in 

the number of households places pressure on service delivery and infrastructure. 

 

All indications are that in-migration plays a role in creating demand for additional housing in 

Beaufort West.  Between 2004 and 2009, more than 1 500 new houses were built, but this has 

not made a major impact in addressing the housing backlog.  In 2011, Beaufort West had a 

housing backlog of more than 4784, an increase of 1784 compared to the previous year 

(Beaufort West 2012: 21).  There are numerous dilapidated houses in areas like Kwa-

Mandlenkosi.  Many people are still living in backyards.  Farm workers are moving to town, 

either due to evictions, or due to their own preferences.  Also, 18-year-olds qualify for their 

own housing.  It is likely that people are also moving to Beaufort West from neighbouring 

towns.  These factors suggest that, as long as housing subsidies are available, the construction 

sector will be vibrant in Beaufort West, and will provide employment opportunities. 

 

3.1 Formal dwellings 

 

In South Africa, there is a strong trend towards formally constructed dwellings
24

 – probably 

largely due to the provision of RDP houses, but also because of private upgrading of informal 

homes.  Both these factors, driven variously by government budgets and increased private 

incomes, provide support to the construction industry. 

The central Karoo districts also follow this trend. 

 

                                                 
24

  These refer to the following dwellings: 

• House or brick structure on a separate stand or yard. 

• Flat in block of flats. 

• Town/cluster/semi‐detached house (simplex, duplex, triplex). 

• House/flat/room in back yard. 

• Room/flatlet not in back yard but on share property (Northern Cape Government 2012: 50) 
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Table 8:  Formal housing in the central Karoo districts 

Municipality 

Formal dwellings % TREND 

2001 2011 2001-2011 

SOUTH AFRICA 68,6 77,6 ↑↑
25

 

WESTERN CAPE 81,3 80,4 ↑ 

Central Karoo DM 95,7 97 ↑ 

Laingsburg LM 96,6 96,6 ≈ 

Prince Albert LM 94,2 93,9 ↓ 

Beaufort West LM 95,8 97,9 ↑ 

EASTERN CAPE 51,5 63,2 ↑↑ 

Cacadu DM 77,1 85,7 ↑↑ 

Camdeboo LM 91,8 94,2 ↑ 

NORTHERN CAPE 81 82,4 ↑ 

Pixley ka Sme DM 84,7 86,3 ↑ 

Emthanjeni LM 90,9 95,4 ↑↑ 

Kareeberg LM 94,5 89,6 ↓ 

Ubuntu LM 93 87,6 ↓ 

Source: Global Insight 

 

But in this region, there is already a very high level of formal constructed homes, with 97% 

of homes in Central Karoo District, 86% of homes in Cacadu DM, and 86% in Pixley ka 

Seme DM being made of formal building materials.  This, of course, does not mean that the 

construction demand is satiated, since many of these homes may be continuously improved 

and expanded. 

 

In Cacadu DM, the proportion of dwellings classified as informal declined significantly, from 

12.13% in 2000 to 9.92% in 2005, and 7.86% in 2010 (ECSECC 2012: 50).  In Pixley ka 

Seme DM, the housing backlog is still significant.  According to the Community Survey of 

2007, Pixley ka Seme district has 59 891 houses, but needs 15 419 more (Northern Cape 

Government 2012: 51).  To the extent that government housing subsidies will continue to be 

made available, there will still be strong construction demand in these districts, thereby 

stimulating the economy. 

 

3.2 Home ownership 

 

                                                 
25

  ↑↑ =  increase of more than 8 percentage points;  ↑ = increase of less than 8 percentage points. The 

same principle applies to ↓↓ and ↓. 



The Regional Impact of the Karoo Gateway Airport, Beaufort West    6 September 2013 

© Centre for Development Support, University of the Free State  

50 

 

Home ownership indicates a stable population, accumulating fixed assets and probably 

making improvements to those assets.  Such assets assist in creating future wealth. 

 

Table 9: Home ownership in the central Karoo 

 

Municipality 

% Housing owned / Paying off TREND 

2001 2011 2001-2011
26

 

SOUTH AFRICA 56,3 53,1 ↓ 

WESTERN CAPE 57,3 52,4 ↓ 

Central Karoo DM 58,4 56,9 ↓ 

Laingsburg LM 55,1 36,2 ↓↓ 

Prince Albert LM 59,2 56,8 ↓ 

Beaufort West LM 58,8 60,7 ↑ 

EASTERN CAPE 57,1 59,6 ↑ 

Cacadu DM 41,5 49,2 ↑↑ 

Camdeboo LM 57,4 56,4 ↓ 

NORTHERN CAPE 60,8 55,1 ↓ 

Pixley ka Sme DM 50,2 52 ↑ 

Emthanjeni LM 58 60,3 ↑ 

Kareeberg LM 61,8 51,7 ↓↓ 

Ubuntu LM 52,1 54,7 ↓ 

Source: Global Insight 

 

In South Africa generally, the proportion of houses which are privately owned by the 

occupiers, is fairly high (just over 50%), but shows a slight decline between 2001 and 2011.  

This may be due to migration patterns, and people setting up “second homes” (often in 

informal areas or squatter camps) near the cities. 

 

In Central Karoo DM, there is also a slight decline (from about 58% to about 57%).  The 

other two Karoo DMs show an increase in home-ownership (Cacadu increased from 42% to 

49%, while Pixley ka Seme increased from 50 to 52%).   These districts do not yet approach 

the high levels of home-ownership of Central Karoo DM.  The higher level of home-

ownership in this district tends to reflect a greater level of household prosperity and stability, 

as home ownership can be used as collateral for loans. 

 

                                                 
26

  ↑↑ =  increase of more than 8 percentage points;  ↑ = increase of less than 8 percentage points. The 

same principle applies to ↓↓ and ↓. 
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9. Municipal services 

 

Municipal services reflect an important level of infrastructural investment.  The available of 

reliable services, such as water provision or electricity, are critical for decisions regarding 

investment.  However, many municipalities look stronger than they appear on paper, because 

they inherited a significant level of infrastructure from the past;  and because they are fairly 

effective in creating new infrastructure.  The real difficulty often concerns the management 

and operation of old and new infrastructure. 

 

Currently, government measures the level of infrastructure per capita or per household. 

Within these parameters, municipal management effectiveness can vary widely.  Such 

information would require a much more detailed investigation, and is not provided here.  In 

this section, we rely on conventional government measures on infrastructure levels, as a 

proxy indicator for municipal capacity. 

 

Table 10:  Municipal services in the Karoo districts 

Municipality Flush toilet connected to 

sewerage % 

Piped water inside 

dwelling % 

Electricity for 

lighting % 

2001 2011 2001 2011 2001 2011 

SOUTH AFRICA 50 57 32,5 46,3 70,2 84,7 

WESTERN CAPE 80,8 85,6 67,6 75,1 88,1 93,4 

Central Karoo District 75,1 77,6 57,5 77,2 83,9 89,4 

Laingsburg 62,8 68,1 60,1 66,3 73,7 79,4 

Prince Albert 63,2 63,6 55,2 69,7 80,2 86,4 

Beaufort West 80,2 83,2 57,5 81,3 86,6 92 

EASTERN CAPE 31,8 40,4 18,6 32,8 50,2 75 

Cacadu District 40,2 63,8 31,1 51 72 87,3 

Camdeboo 65,1 82,1 41,4 55,1 84,4 94,1 

NORTHERN CAPE 52 60,1 35,4 45,8 73,3 85,4 

Pixley ka Seme District 45,4 65,7 32,8 47 75,1 85,1 

Emthanjeni  60,3 79,6 43,1 59,8 83,3 92,6 

Kareeberg 6,6 55,6 42,3 41,5 74 73,6 

Ubuntu 38,4 64,3 35 49,2 75,7 84,8 

Source: Global Insight 

 

Table 10 shows a generally high level of formal municipal service delivery. 
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7.1 Water reticulation 

 

Water reticulation is measured in terms of piped water inside dwellings.  Central Karoo DM 

(at 77% of households) is much better provided for than the other districts (Cacadu DM at 

51% and Pixley ka Seme at 47%).  Since 2001, all three districts have improved significantly, 

with increases of 15-20 percentage points.  This shows a great deal of capital investment. 

 

However, a large number of households still have water provided only in their yard, or some 

distance from their yard (around 23% in Central Karoo DM, 49% in Cacadu DM and 53% in 

Pixley ka Seme).  In the Central Karoo DM, 20% of households have water provision inside 

the yard – which is a major improvement on the 36% of households who had yard provision 

in 2011 (Western Cape Government 2012: 31). 

 

Since in-house water supply is a very important condition for improved quality of life, and a 

precondition for installing electrical or solar geysers, it suggests that many households still 

have difficulties in accessing water for drinking and washing.  Particularly in winter, this 

must be a great trial for families. 

 

In the case of Beaufort West, water losses from the reticulation system are extremely high, at 

an average of 47.4% of water lost per month - which is almost half of the total monthly 

supply (Western Cape Government 2012: 55).  It is not clear whether this is due to poor 

demand management (people wasting water) or leaks in the infrastructure. 

 

As regards water quality, the Beaufort West Municipality is the best performing municipality 

in the Central Karoo, with a Blue Drop score of 94.91%. Laingsburg (71.16%) and Prince 

Albert (70.09%) also performed very well. “Beaufort West was the only municipality in the 

Central Karoo that improved its Blue Drop score whereas both Laingsburg and Prince Albert 

Blue Drop scores regressed” (Western Cape Government 2012: 56). 

 

7.2 Electricity 

 

The key unit of measurement is electricity provision, sufficient for lighting.  Electricity is 

expensive, and many poor households probably prefer to use gas, paraffin or wood for 
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cooking and heating.  Electric lighting is a major improvement in quality of life, as it enables 

work or study after dark, and is not too costly. 

 

The central Karoo districts are well provided for.  The Central Karoo DM provides electricity 

to 90% of households, Cacadu DM to 87%, and Pixley ka Seme DM to 85%.  Over the last 

decade, electricity has been extended in these areas, with Central Karoo DM improving by 6 

percentage points, Cacadu by 18 points, and Pixley ka Seme by 10 percentage points. 

 

Central Karoo DM performs more poorly than its own province, the Western Cape; Cacadu 

performs better than the Eastern Cape, and Pixley ka Seme’s profile is very similar to that of 

the Northern Cape. 

 

10. Economic production 

 

The economy of the four Central Karoo magisterial districts show that the economy is now 

primarily based on “community services” (which includes government and personal services) 

and “finance”, with agriculture only providing about a tenth of GVA
27

.  The growth in 

agriculture, between 2001 and 2010, has been slower than construction, trade and finance.  

This suggests that the economy is becoming more urbanised, and based increasingly on retail 

trade, which is supported by social grants.  The robust growth in construction may be related 

to the expansion of housing schemes, but also to expansion of commercial buildings. 

 

The sectoral contributions to the Regional Gross Domestic Product (GDP-R) are as follows: 

Table 11:  Sectoral contribution to District GDP:  Central Karoo DM 

Sector 2000 2010 Rank order of 

sectors in 2010 

TREND (relative 

position of sectors) 

Agriculture 17 9 5 ↓ 

Mining 0,1 0,1 8 ≈ 

Manufacturing 5 11 4 ↑↑ 

Electricity and water 2 1 7 ↑ 

Construction 3 5 6 ↑ 

Trade, catering and accommodation 15 12 3 ↓ 

Transport and communications 18 14 2 ↓ 

Finance and business services 19 28 1 ↑↑ 

Community and social services 8 8 5 ≈ 

Government services 14 12 3 ↑ 

Source: Global Insight 

                                                 
27

  Gross Value-Added. 
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This district profile suggests a diversifying economy.  Manufacturing has grown, as has 

construction and business services.  The transport sector, which currently reflects through-

traffic, has declined relative to other sectors, although it is still a very significant sector (and 

is growing, in absolute terms). 

 

The perspective is somewhat different in Beaufort West: 

 

Table 12:  Sectoral contribution to GDP-R:  1995 and 2004: Beaufort West 

 

Sector 1995 

 

% 

2001 

 

% 

 

 

2004 

 

% 

Rank 

order of 

sectors 

in 2004 

2009 

 

% 

Rank 

order of 

sectors 

in 2009 

TREND 

(relative 

position of 

sectors) 

2001-2009 

Agriculture 10 15.2 7.2 6 14 3 ≈ 

Mining 0.4 0.1 0.1 9 0.1 9 ≈ 

Manufacturing 4.2 2.9 10.9 5 2.1 7 ↓ 

Electricity and water 2.6 1.9 2.2 8 1.9 8 ≈ 

Construction 4.3 2.1 5.8 7 3.1 6 ↑ 

Wholesale and retail 

trade, catering and 

accommodation 

14.1 12.9 16.8 3 9.8 5 ↓ 

Transport and 

communications 

22.5 17.9 25.3 1 13.8 4 ↓ 

Finance and business 

services 

11.4 19.7 12.6 4 28.9 1 ↑↑ 

Community and social 

services 

7.1 27.3 4.4 2 26.6 2 ↓ 

Government services 21.3 14.4 

Source:  Quantec Research data, utilised in Beaufort West Municipality (2012: 24) 

 

This table shows the importance of the Transport and Communications sector in Beaufort 

West.  Clearly, this relates to services provided to rail and road transport facilities in the 

town.  It remains an important part of the Beaufort West economy, although it has been 

overtaken by Finance, Community and Social Services, and surprisingly, Agriculture.  The 

transport sector is likely to grow substantially if the Karoo Gateway Airport is expanded.   

 

Manufacturing has remained limited.  Government services and business services are very 

robust.  Interestingly, government services have declined as a percentage of the local 

economy (although it may have grown in absolute terms).  Finance and business services 
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have expanded, suggesting that the economy is diversifying, and property prices are 

increasing. 

 

According to the Beaufort West IDP (2012: 24), important future developments will increase 

the revenue base of the municipality, tax and tariffs.  This refers to the uranium mining which 

has a life span of not less than 15 years, and the business mall being erected (in 2007).  “This 

is further coupled with advanced stages of developing an airport in the area to assist and 

contribute towards industrial development. 

 

When we move to an analysis of four key central Karoo towns (Beaufort West, Graaff-

Reinet, Prince Albert and Carnarvon), which are likely to be impacted by the Karoo gateway 

Airport.  Table 13 below shows the nominal increases (i.e. not adjusted for inflation) in 

different sectors in four key central Karoo towns, for a 9-year period until 2010: 

 

Table 13:  Economic Product: B West, G-Reinet, Prince Albert, Carnarvon, 2001 and 2010
28

 

 

Sector TOTAL 2001 TOTAL 2010 

Rank order of 

sectors in 2010 

TRENDS (in 

nominal terms 

1 Agriculture 179 536 328 222 4 ↑
29

 

 2 Mining 0 0 8  

3 Manufacturing 48 487 73 835 6 ↑ 

4 Electricity 16 580 43 455 7 ↑↑ 

5 Construction 30 187 107 364 5 ↑↑ 

6 Trade 146 623 330 449 3 ↑↑ 

7 Transport 131 198 278 822 4 ↑ 

8Finance and 

business services 264 021 765 480 

2 ↑↑ 

9Community services 460 165 1 276 823 1 ↑↑ 

Total Industries 1 276 797 3 204 451  ↑↑ 

Taxes less Subsidies 

on products 106 166 281 456 

 ↑ 

Total (Gross 

Domestic Product -

GDP) 1 382 963 3 485 906 

 ↑↑ 

Source:  Global Insight
30

 

 

The growth in trade may reflect the steady growth of tourism in the four main Karoo towns.  

The profile of the economic sectors is somewhat different from Beaufort West, because of the 

                                                 
28

  In nominal terms:  These figures therefore have to be adjusted for inflation/ 
29

  ↑↑ = nominal figure tripled or more; ↑ = increase less than triple the 2001 figure. 
30

  REX figures are drawn from a variety of sources, and adjusted according to estimates and projections. 
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different characteristics of the four towns.  The growth in community services reflects as well 

as the growth of personal income (possibly due to social grants being spent on personal 

services), and also the growth of district and municipal government offices.  The perspective 

of the four towns shows Community Services (not Transport) to be the primary sector, 

followed by Business Services.  

 

Table 14: Gross Domestic Product, 2000-2010:  Central Karoo District
31

 

 

Sector % change within each sector:  

2000-2010 (REAL) 

REAL 

TREND 

1 Agriculture -2.0 ↓ 

2 Mining 25.3 ↑↑ 

3 Manufacturing 9.7 ↑ 

4 Electricity, gas and water 0.2 ≈ 

5 Construction 10.4 ↑ 

6 Trade, catering and accommodation 3 ↑ 

7 Transport, storage and communications 1.7 ↑ 

8 Finance, insurance, real estate and 

business services 

8.1 ↑ 

9 Community services, incl govt 5 ↑ 

Source:  Western Cape Government (2012: 48). 

 

In the four key Karoo towns, between 1996 and 2010, in real terms, the agricultural sector 

may have contracted.  The sector that grew the fastest was Finance
32

 – a curious issue, since 

it was from a fairly high base.  What explains the high level of the Finance sector in the 

Karoo?  

 

The construction sector experienced a decline between 1996 and 2001, but rebounded back 

strongly between 2001 and 2010. This may reflect the growth of housing programmes, as 

well as commercial construction.  For example, the construction of the first shopping mall in 

Beaufort West reflects a slight real growth of 3% in the retail sector. 

 

The Western Cape’s overview of the Central Karoo district concluded as follows:  “The 

Central Karoo’s key agricultural sector is rapidly declining; whilst the retail & wholesale 

trade and transport, storage & communication sectors have under-performed. These factors 

dragged down the overall growth. On the other hand, the construction, small manufacturing 

                                                 
31

  These figures have been adjusted for inflation. 
32

  This sector includes “finance, insurance, real estate & business services sectors”.  



The Regional Impact of the Karoo Gateway Airport, Beaufort West    6 September 2013 

© Centre for Development Support, University of the Free State  

57 

 

and finance, insurance, real estate & business services sectors are the leading industries in 

the CKD and have grown at a lively pace over the 2000s, explaining the close to 4% annual 

real growth rate” (Western Cape Government 2012: 46-47).  Furthermore, the sector that 

showed the most growth was Community Services, which includes government services and 

personal services.  As shown below, government services are injecting revenue into the 

region. 

 

The growth of these very modern services suggests that the property market of the Central 

Karoo District is vibrant (probably including urban and rural properties).  Furthermore, the 

growth in business services suggests that the local economy is maturing, and that there is 

growing demand for more niche products and services.   

 

The relatively static performance of the transport sector is interesting.  The central Karoo is 

traversed by important road and rail connections, but has not developed into a multi-nodal 

transport hub.  The potential development of the Karoo Gateway Airport may well create a 

significant shift in the transport sector, to include more passenger and freight handling 

services, fuel provision, vehicle maintenance, and other transport-related services. 

 

The retail sector includes tourism, which can become a major economic driver.  Tourism in 

the region is also likely to grow, in response to the SALT and SKA projects in the Northern 

Cape (Northern Cape Government 2012: 67).  The Karoo Array Telescope (MeerKAT) is a 

precursor to the full SKA. It will be amongst the largest and most powerful telescopes in the 

world.   

 

In the Cacadu District, the real GDP, for the region, (in 2005 prices), increased from R7 601  

million in 2000 to R 9 433 million in 2005 and R10 801 million in 2010.  The annual 

economic growth rate over the last ten years (2000 to 2010) averaged 3.58% per annum;  but 

in the last five years, this slowed to 2.75% per annum (ECSECC 2012: 50).  Furthermore, the 

real per capital output (in 2005 prices) increased from R1214 in 2000 to R1507 in 2005 and 

R1 726 in 2010.  This suggests significant growth in a district located not far from Beaufort 

West. 

 

The weakest aspect of the economy of the central Karoo region is the very shallow 

manufacturing base. 
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11. The workforce and employment 

 

11.1 The Economically Active Population (EAP) 

 

A crucial aspect of any regional economy is the proportion of working people in relation to 

the total number of the eligible workforce (ages 15-65).  “Economically active people” 

(EAP), i.e.  (those in the labour force) between the ages of 15 and 65 years choose to 

participate in the labour market
33

, willing to supply their labour in exchange for an income.   

 

Being defined as being “economically active” does not depend on being employed; as long as 

there is a desire, willingness and availability to work, even if that desire does not translate 

into employment, then you are seen as part of the labour force”.   The key definition of EAP 

is that people are willing and able to supply their labour, i.e. to engage the labour market.
34

 

Table 15:  Economically Active Population of Central Karoo DM towns 

 

Municipality Labour 

force 

% of 

district 

labour 

force 

Employed % of 

district 

employ-

ment 

Unemploy-

ment
35

 

% of 

district 

unemploy-

ment 

Unemploy-

ment rate:  

% 

Laingsburg 2 221 10.8 1 669 11.7 552 8.7 24.9 

Prince Albert
36

 3 264 15.9 2 419 16.9 865 13.6 26.3 

Beaufort West
37

 13 037 63.1 8 859 61.9 4 178 65.8 32 

DMA
38

 2 117 10.2 1 364 9.5 753 11.9 35.6 

Central Karoo 

DM. 

20 659 100 14 299 99.9 6 350 100 30.8 

Source:  Stats SA, Community Survey 2007 (Central Karoo 2012: 45). 

                                                 
33

  Those adult people who are not active in the labour market are those who are disabled, took early 

retirement, prefer to stay at home (for example, for childcare) or are studying (Western Cape 

Government 2012: 38).   These people are excluded from the EAP. 
34

  In Cacadu DM, the Economically Active population decreased dramatically from 200 525 in 2000 to 

193 628 in 2005, and then to 154 968 in 2010.  The rate of decline has intensified, from an annual 

average of 2,43% per annum in the ten-year period 2000-2010 to 4.36% per annum in the five-year 

period 2005-2010 (ECSECC 2012: 50).  Is this due to out-migration? Similarly, in the Eastern Cape 

province as a whole, the rate of decline has intensified, from an average of 0.83% per annum over a 

ten-year period, to an average of 1.54% per annum over the 5-year period between 2005 and 2010 

(ECSECC 2012: 40).  Interestingly, the rate of decline in Cacadu DM appears to be more rapid than in 

the Eastern Cape as a whole.  Is the rate of out-migration from Cacadu DM higher than from the rest of 

the Eastern Cape? 
35

  Note that there are definitional problems associated with the term “unemployment” (see next section). 

In these figures, It people who are “not actively looking for work” were clearly not included as 

“unemployed”.  This means that the figures for the labour force, provided in Table 15 above, may be 

smaller than they in fact are.   
36

  Includes Leeu-Gamka. 
37

  Includes Nelspoort. 
38

  Includes Murraysburg. 
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In the Central Karoo district, Beaufort West (63%) has the highest share of the Central 

Karoo’s labour force. Laingsburg has the lowest share of the Central Karoo’s labour force, 

with 11% of its workforce.   

 

Interestingly, Beaufort West, which has the largest workforce, and the strongest economy, 

also has a higher unemployment rate than the smaller and weaker towns.  This suggests a 

degree of out-migration from these towns, with people heading to Beaufort West in search of 

work.  Their search strategy may well be to stay with friends and relatives, ready to take a job 

if it becomes available in Beaufort West. 

 

11.2 Unemployment 

 

The narrow definition (and the South African official definition) of the “unemployed” 

includes those people within the economically active population who: (1) did not work during 

the seven days prior to the interview, (2) want to work and are available to start work within 

two weeks of the interview, and (3) have taken active steps to look for work or to start some 

form of self-employment in the four weeks prior to the interview.  The expanded definition of 

the “unemployed” excludes the last criterion, i.e. the expanded definition typically refers to a 

larger group of people – those who do not work, want to work, but who may have become 

“discouraged”, i.e. they did not necessarily take active steps to find employment (ECSECC 

2012: 23).  Many people want to work, but do not take active steps, possibly because the 

cost-benefit analysis associated with such steps are not very positive.  Unemployed people 

have found that a lot of job-searching does not pay off.  In fact, many unemployed people, 

who want to work, stay at home, and depend on friends and relatives to find work for them.   

 

Given the definitional shift from one measure of unemployment to another, it is almost 

impossible to compare 2011 and 2001 levels of unemployment.  The crucial measure, then, is 

whether the Karoo area’s level of unemployment is higher or lower than provincial or 

national levels, in 2001 and 2011 respectively? 
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Table 16:  Unemployment in Karoo District and Local Municipalities, 2001 and 2011 

(Karoo District Municipalities in shaded rows) 

 

Municipality 

 Labour Market 

Unemployme

nt Rate 

(Official) 

TRENDS 

Karoo compared to national 

and provincial 

TRENDS 

 

Youth 

Unemployment Rate 

(official) 15-34 years 

2001 2011 2011 2001-2011  2001  2011 

SOUTH AFRICA 41,6 29,8  
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51,1 38,4 

WESTERN CAPE 26,1 21,6  33,2 29 

Central Karoo DM 36,2 23,1 

Better than SA, worse than 

province 47,3 30,9 

Laingsburg LM 26,3 17,9 Better than district 37 22 

Prince Albert LM 35 19,4 Better than district 44,5 25,4 

Beaufort West LM 38,2 25,5 Worse than district 49,7 34,5 

EASTERN CAPE 54,3  37,4  64,3 47,3 

Cacadu DM 35,4 24,9 

Better than SA, better than 

province 43,7 31,4 

Camdeboo LM 34,2 30,1 Better than district 44,7 39,4 

NORTHERN CAPE 35,6 27,4  44,1 34,5 

Pixley ka Seme DM 36,4 28,3 

Better than SA, worse than 

province 44,1 35,4 

Emthanjeni LM 40,7 28 Worse than district 50,5 37,2 

Kareeberg LM 35,8 25 Better than district 44,6 32,1 

Ubuntu LM 34,1 29,1 Better than district 41,5 34,8 

Source:  Global Insight 

 

The Karoo’s social and economic profile has dimensions which raise concerns, in particular, 

unemployment.   

 

Significantly, in both 2001 and 2011, the central Karoo districts had a better unemployment 

rate compared to that of South Africa.  At a provincial level, the Central Karoo has higher 

unemployment levels than the Western Cape Province, roughly the same level as Northern 

Cape, and a much better level of employment than the Eastern Cape. These variations reflect 

the different levels of development in these provinces, with the Eastern Cape’s economy 

performing relatively poorly, Western Cape’s economy is doing relatively well, and the 

Northern Cape’s economy falls between these extremes.  

 

In the Northern Cape, Pixley ka Seme has the highest unemployment rate (21.6%) in the 
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Province (Northern Cape Government 2012: 47).  

 

Youth unemployment is systematically higher (by 8-10 percentage points) than general 

unemployment.  It follows the same trend as general unemployment:  Central Karoo 

unemployment levels are lower than those in South Africa generally;  they are better than the 

Eastern Cape province; roughly similar to the Northern Cape province; and worse than the 

Western Cape province.   

 

Employment performance is relatively good in Central Karoo (relative to the rest of the 

Karoo, as well as relative to South Africa).  In Cacadu DM, employment performance is 

roughly average (compared to South Africa).  In Pixley ka Seme DM, employment 

performance is deteriorating – there is a slight increase in employment, but significantly less 

than South Africa’s rate of increase. 

 

Beaufort West (32%) has the highest unemployment rate, which is 1.2 percentage points 

higher than the Central Karoo’s unemployment rate at 15.5%. Laingsburg Municipality has 

the lowest unemployment rate of 25%, which is 6 percentage points lower than the Western 

Cape’s level of unemployment (31%) (Community Survey, 2007, quoted in Western Cape 

Government 2012: 38). 

 

Unemployment is significantly structured by race.  In the Central Karoo district, the 45% 

unemployment rate for Blacks is far greater than for any other group; followed by a 33 % 

unemployment rate for Coloureds, and 3 per cent for the White population. The Black group 

is significantly overrepresented in their share of the unemployed compared to their share of 

labour force: 11% of the group of unemployed people, compared with 7% of the labour force, 

while Whites are significantly under-represented in the group of unemployed people, 

representing 1% unemployed compared to a 11% share of the labour force (Western Cape 

Government 2012: 41). 

 

11.3 Employment by sector 

 

In the Central Karoo, employment in 2007 fell into the different sectors as follows: 
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Table 17:  Employment by sector, Central Karoo District, 2007 

(top three sectors highlighted) 

Sector % of 

workforce
39

 

In order of 

significance 

Wholesale and retail trade 14 3 

Unspecified 12 4 

Transport, storage and communication 12 4 

Other and not adequately defined 12 4 

Mining and quarrying 0.2 9 

Manufacturing 8.7 5 

Financial, insurance, real estate and business services 7.6 7 

Electricity, gas and water supply 0.7 8 

Construction 8.6 6 

Community, social and personal services 17 1 

Agriculture, hunting 16 2 

Source:  Western Cape Government 2012: 42. 

 

Agriculture remains an important employer in the Central Karoo district;  however, urban 

sectors such as trade and community services (which includes government and tourism) have 

overtaken the primary employment role of agriculture.  Agriculture remains a particularly 

important employer in the Central Karoo DMA area (which includes Murraysburg), where it 

contributes 33% of employment.  It is also very important in Laingsburg (27%) and Prince 

Albert (26%).  In Beaufort West, which is more urbanised, and is the seat of more 

government offices, agriculture only contributes 8% of employment (Western Cape 

Government 2012: 43). 

 

Trade is particularly important in Beaufort West (17% of employment), compared to 

Laingsburg (11%), Prince Albert (10%) and the Central Karoo DMA (7%).  Community 

services is also a strong employment sector in Beaufort West (21%), compared to Prince 

Albert (12%) and Laingsburg (11%).  “Community services” also include the tourism 

industry, and this helps to explain its prominence in these small towns. 

 

11.4 Economic growth rates 

 

The Central Karoo District [is] the smallest of the district economies in the Western Cape 

outside the Cape Metro. The Central Karoo District accounts for 0.6% of the Western Cape 

GDPR and 2.3% of the non-Metro GDPR
40

 (Western Cape Government 2012: 46). 

                                                 
39

  Percentages above 10% are rounded off. 
40

  Gross Domestic Product per region. 
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Within the Central Karoo District, Beaufort West is the largest municipality, accounting for 

72% of Central Karoo’s GDPR followed by Prince Albert Municipality at 12.7%, with 

Laingsburg the smallest economy at 5.4%” (Western Cape Government 2012:46). 

 

There has been significant economic growth in the Central Karoo:  “Central Karoo real GDP-

growth is consistent with that of Cape Winelands District and the Cape Metro, and 

outperformed the West Coast by far” (Western Cape Government 2012: 47). 

 

Similarly, the Central Karoo’s northern neighbour showed an economic turn-around: “The 

Northern Cape economy has shown significant recovery since 2000/2001 when it had a 

negative economic growth rate of ‐1.5%” (Northern Cape 2012: 60). 

 

11.5 Government subsidies 

 

In 2012, the Central Karoo District received only 2.74% of the national equitable share 

subsidy made available to the Western Cape Province (Western Cape Government 2012:50).  

The Equitable Share subsidies are based on the numbers and percentages of poor people 

living in each province and municipality.  The primary purpose of Equitable Share subsidies 

is to improve the capital infrastructure of poor communities, and to subsidise the running 

costs of such water, sanitation and roads projects. 

 

 

Table 18 : National Govt grants to Central Karoo district and Beaufort West LM, 2012/13 

Source:  Division of Revenue Act, 2012 (Western Cape Government 2012: 50). 

  

The main provincial transfers to the Central Karoo district area , for 2011/12, are as follows: 

Grant Amount allocated to 

Central Karoo DM 

area, 2012  

Amount 

allocated to 

Beaufort West 

LM specifically 

Equitable share  R65 868 000 R32 765 000 

Conditional grants and subsidies R73 600 000 R47 248 000 

Local Government Financial Management Grant  R5 350 000 R  1 250 000 

Municipal Systems Improvement Grant R3 400 000 R     800 000 

Municipal Infrastructure Grant (MIG) R38 189 000 R21 437 000 

Neighbourhood Development Partnership Grant (capital grant) R  5 300 000 R  5 300 000 

Integrated National Electrification Programme (Municipal 

Grant) 

R16 000 000 R16 000 000 

Expanded Public Works Programme  R 5 461 000 R  5 461 000 

TOTAL R139 468 000 R80 013 000 
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Table 19:  Provincial Transfers to Central Karoo municipalities, Estimates 2011/2 

 

 Grant Amount 

Provincial Treasury:  Financial Management Support Grant R    800 000 

Department of Health:  Global Fund R  1 299 000 

Department of Human Settlements:  Human Settlements Development Grant R13 114 000 

Department of Human Settlements:  Provincial contribution towards housing delivery R  2 000 000 

Department of Transport and Public Works: Maintenance of Proclaimed Roads R     615 000 

Department of Transport and Public Works:  Public Transport Infrastructure R     600 000 

Department of Cultural Affairs and Sport:  Library services R     739 000 

Department of Cultural Affairs and Sport:  Most vulnerable municipalities  R 2 192 000 

Department of Local Government: Community Development Worker Operational Grant R     648 000 

TOTAL R22 007 000 

 

The provincial government departments’ budgeted expenditures in the Central Karoo district 

were as follows, for 2011/12: 

 

Table 20: Provincial expenditure estimates, central Karoo district, 2011/12 

 

 

 

 

 

 

 

 

 

 

Source:  Western Cape Government (2012: 53). 

 

Given that these expenditures were primarily in Beaufort West, it explains the growth in the 

community services sector in this town.  Government expenditure remains an important 

economic multiplier in the Karoo, as it employs a significant number of staff, and various 

projects create temporary employment for local residents.   

 

12.   Socio-economic trends in the central Karoo region:  Analysis and conclusion 

 

In many ways, the socio-economic profile of the Central Karoo District has more similarities 

with the Northern Cape Province, rather than the rest of the Western Cape Province.  Other 

than its real economic growth rate, which is remarkably robust, it performs poorly compared 

Grant Amount 

Provincial Treasury  

Department of Health R181 937 000 

Department of Human Settlements R  13 144 000 

Department of Transport and Public Works R  86 828 888 

Department of Cultural Affairs and Sport R    2 931 000 

Department of Local Government R      546 000 

Department of Community Safety R  20 173 000 

Department of Education R165 963 000 

Department of Social Development  R  89 299 000 

Department of Agriculture  R    8 660 000 

Department of Economic Affairs and Tourism R       728 000 

TOTAL R570 209 888 
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to the Western Cape as a whole – which is, of course, a wealthy province.  When one 

considers the Karoo region more broadly, including Pixley ka Seme DM (Northern Cape) and 

Cacadu DM (Eastern Cape), the Karoo performs better than the Eastern Cape – which is 

known as a poor province. 

 

Population growth shows a steady increase in Central Karoo DM and Pixley ka Seme DM, 

and a significant increase in Cacadu DM.  This suggests that there will be increased markets 

for the local retail sector, community services, and government services, with fairly good 

economic prospects for the region. 

 

In all three districts, the working-age population is increasing, relative to children and the 

aged.  This bodes well for a future workforce.  This may be due to changing family planning 

patterns, or migration, or a decline in HIV mortality rates in the working-age population.  In 

consequence, dependency ratios are declining significantly in the broader central Karoo 

region. 

 

The racial profile of the Central Karoo DM is shifting somewhat to include more African 

people.  This reflects migration patterns from the Eastern Cape into the Western Cape.  

Unfortunately, the unemployment rate in this ethnic group is higher than that of coloureds or 

whites.  This may change, as new in-migrants find a foothold in the local economy and 

society. 

 

Municipal services in the Central Karoo DM are generally good, reflecting a well-established 

urban infrastructure.  About 97% of dwellings are formal.  The profile of housing in the 

neighbouring Karoo DMs is not as good as the Central Karoo DM, but impressive 

nevertheless (over 85% are formally built houses).  Migration patterns lead to additional 

housing demand, and if government subsidies remain available, this should act as a stimulus 

to the construction sector. 

 

The three DMs of the Karoo region also show high patterns of home ownership, with over 

50% of dwellings in this category.  Such robust levels of home ownership suggest a 

significant degree of local stability and wealth-creation. 
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Matriculation levels in all three DMs of the Karoo region show significant improvement, 

which bodes well for a future economic expansion.  Levels of tertiary education have also 

improved, with 6-8% of the population of the Karoo region having some kind of post-school 

qualification. 

 

The Human Development Index, which measures longevity (health), education and income, 

is improving steadily.  However, that of the Northern Cape appears to be relatively static.  

The HDI of the Cacadu District has recently improved, probably due to better measures to 

reduce HIV mortality. 

 

Levels of poverty in the Central Karoo District have declined over the last ten years.  Of 

course, this may be largely due to the expansion of social grants, a phenomenon typical of 

South Africa as a whole.  Poverty levels in Pixley ka Seme DM and Cacadu DM have also 

declined.  This suggests a region with an increasing amount of money in circulation, which 

can stimulate local businesses. 

 

Municipal water reticulation is measured in terms of piped water inside dwellings.  Central 

Karoo DM (at 77% of households) is much better provided for than the other districts 

(Cacadu DM at 51% and Pixley ka Seme at 47%).  Since 2001, all three districts have 

improved significantly, with increases of 15-20 percentage points.  This shows a great deal of 

capital investment in water provision. 

 

The central Karoo districts are well provided for.  The Central Karoo DM provides electricity 

to 90% of households, the Cacadu DM to 87%, and the Pixley ka Seme DM to 85%.  Over 

the last decade, the roll-out of electrification has proceeded significantly in these areas, with 

Central Karoo DM improving by 6 percentage points, Cacadu by 18 points, and Pixley ka 

Seme by 10 percentage points. 

 

The economy of the four Central Karoo magisterial districts (Beaufort West, Graaff-Reinet, 

Prince Albert and Carnarvon) show that the economy is now primarily based on “community 

services” (which includes government and personal services) and “finance”, with agriculture 

only providing about a tenth of Gross Value-Added .  The growth in agriculture, between 

2001 and 2010, has been slower than construction, trade and finance.  This suggests that the 

economy is becoming more urbanised, and probably based increasingly on retail trade, which 
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is supported by social grants.  The robust growth in construction may be related to the 

expansion of housing schemes, but also to some expansion of commercial buildings.  

Together with increases in the small manufacturing and finance, insurance, real estate & 

business services sectors, this explains the close to 4% annual real growth rate” (Western 

Cape Government 2012: 46-47).  Furthermore, the sector that showed the most growth was 

Community Services, which includes government services and personal services.  

Government services are injecting revenue into the region. 

 

The growth of these very modern services suggests that the property market of the Central 

Karoo District is vibrant, and that there is growing demand for more niche products and 

services.  The transport sector is not providing much support to the heavily utilised road and 

rail services traversing the district.  An expanded airport, linked to a multi-nodal transport 

hub, may well trigger a growth in transport services.  

 

The prospects for tourism in the Central Karoo District are good, and would also support 

business services and the transport sector.  The energy developments in the Northern Cape, 

just north of Beaufort West and De Aar, may contribute to retail and transport developments.   

 

The mining sector is currently very limited, but there is strong interest by several companies 

in uranium and shale gas mining.  These sectors will definitely stimulate demand for air 

transport; if this translates into an expansion of the Karoo Gateway Airport, it will have major 

cumulative impacts on the economy of the region, as its ripple-effects move through the 

transport, retail, and tourism sectors.  Economic growth in nearby Cacadu District may also 

stimulate investment and demand in the Central Karoo district. 

 

The most important sector for job creation is personal and governmental services, suggesting 

a great deal of government expenditure, but also an increasingly diversified local economy.  

Agriculture remains the second-largest employer, followed by trade. 

 

Remarkably, the real growth rate of the Central Karoo has been the fastest in the province 

(albeit off a low base).  Its northern neighbour, Pixley ka Seme DM, has also shown in upturn 

in economic growth. 
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The fact that Beaufort West is a district and local municipal administrative centre, means that 

a reliable stream of government resources flows into the area.  In 2012/13, about R140 

million came into the district economy from national coffers, while R80 000 was received by 

Beaufort West itself.  The Central Karoo District received about R22 million from provincial 

transfers to municipal governments.  Provincial governments spent about R570 million in 

2012/3, while an additional R22 million was transferred to municipal governments. 

 

Despite a high level of poverty and unemployment (around 36% of the available labour 

force), there is stability in the economy of the Karoo region.  There is also evidence of a 

gradual real economic growth, led by a combination of government expenditure, social grants 

(creating economic multipliers), construction, and tourism.  The prospects of uranium mining 

have also created business confidence in the region. 
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PART IV  

An overview of Beaufort West 

1. Introduction 

 

The town of Beaufort West was established in 1818 on the farm Hooyvlakkte, at the request 

of Lord Charles, Somerset, then governor of the Cape.  It was originally established as a 

service centre for rail and road transport, for rural administration, and to support agriculture 

in the Karoo region.  Even though both rail transport and agriculture are in decline in terms of 

economic opportunities, the town has managed to maintain a significant level of growth due 

to the high volume of passing road traffic (Beaufort West Municipality, 2006). 

 

Beaufort West is strategically situated approximately 450 km northeast from Cape Town 

along the N1 route, which connects Cape Town with cities like Bloemfontein and 

Johannesburg.  The town is also situated on the stretch of the N1 where the N12 converges 

with the route, adding to the town transport potentials, due to the link with Kimberley. 

 

Beaufort West Municipality includes the towns of Beaufort West, Merweville and Nelspoort. 

The largest town in the district, Beaufort West, serves as the administrative centre of the 

district. The Beaufort Wes Municipality forms part of the Central Karoo District 

Municipality. 

 

In 2006, the Beaufort West Municipality’s population reached approximately 37 600 

(Beaufort West 2007a:2).  It is widely acknowledged that Beaufort West is severely 

challenged economically and has a chronic unemployment problem, although figures differ. 

One source from 2005 put the unemployment rate at 50 percent, and the Beaufort West IDP 

(2008/9) put the unemployment rate at 35% (Argus 3 September 2013).  The majority of 

households (65.8 percent) had an annual income of between R4 801 and R38 400, while 7.1 

percent of households had no income, and 6.2 percent earn between nothing and R400 a 

month..  Almost 45 percent of residents receive some form of government grant and another 

43 percent earned less than R1 000 a month. The message is clear:  Despite a fairly high level 

of municipal services in the town, the level of economic activity in the town is inadequate to 

provide employment for all its citizens, and consequently, poverty levels are high.  

 

The analysis below provides a wider context and interpretation of these figures.   
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2. Growth trends in Beaufort West 

 

The annual growth trend of the regional (Central Karoo District) gross domestic product per 

region (GDPR) is generally positive.  The 3% rate of growth in the GDP of Beaufort West 

between 1995 and 2004 would similarly have had a positive influence on the town’s business 

confidence (Van Rooyen 2013: 204).   

 

The prospect of uranium mining has significantly changed the economic prospects of 

Beaufort West, as discussed in more detail below. Given the rapid rise in petroleum and 

electricity prices, and the possible turn to nuclear energy generation, the importance of these 

uranium reserves can hardly be overstated.  The prospect of shale gas mining exploration in 

the area is also turning international business interest towards the central Karoo (although 

there are widespread environmental concerns).  The Karoo Gateway Airport would be the 

obvious transport node for such companies. 

 

3. Economic potential of Beaufort West 

 

A key Western Cape study of the economic potential of towns in that province described 

Beaufort West as a “stable settlement with medium economic potential”, although it has 

“high social needs” (Van Niekerk et al 2010: vii).  Beaufort West is described as a “regional 

centre”, in the same category as Bredasdorp, George, Hermanus, Malmesbury, Mosselbaai, 

Oudtshoorn, Paarl, Stellenbosch, Vredenburg, and Worcester.  Of these towns, George has a 

significant airport (Van Niekerk et al 2010: ix).  “The regional centres generally have high 

levels of development potential and comparatively lower social needs” (Van Niekerk et al 

2010: x). 

 

Between 2004 and 2010, Beaufort West’s developmental status remained the same, according 

to Van Niekerk et al (2010: xiv), but interestingly, Prince Albert improved its status by one 

notch, from Very Low to Low.  This suggests that Prince Albert’s economy is undergoing 

structural change.  This probably reflects the in-migration of “semi-grants” from the cities, 

and the growth of tourism enterprises and niche foods (such as olives and goatsmilk cheese).  

Interestingly, three other Karoo towns, Merweville, Leeu-Gamka and Calitzdorp, also 

increased their status from Very Low to Low.  This may suggest that some towns in the 

Karoo are sharing a trend towards regional economic improvement.  Of these towns, 
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Merweville and Calitzdorp are described as Agricultural Centres, while Prince Albert 

combines Agriculture and Tourism.  Leeu-Gamka is described as a Residential Settlement. 

 

Further afield, Oudtshoorn’s status improved from High to Very High.  It is likely that an 

airport in Beaufort West will service Oudtshoorn as well.  

 

The Van Niekerk report (2010) made several comments about the status of Beaufort West: 

 The rise in the cost of energy and the consequent profitability of uranium will benefit 

towns such as Beaufort West (2010: 9) 

 The Ikapa report of the Western Cape Government in 2008 described Beaufort West 

as a “Leader settlement with highest growth potential” (2010: 53). 

 Five Western Cape settlements have a high potential for mining: Leeu-Gamka, 

Vanrhynsdorp, Langebaan, Beaufort West and Vredenburg (2010: 66). 

 

4. Business confidence in Beaufort West 

 

A survey of the business sector in Beaufort West was conducted in 2007 and 2009 (Van 

Rooyen 2013: 206).
41

  This reflected the following business profile: 

 

 

 

 

 

                                                 
41

  During 2007 and 2009, surveys were conducted among business owners and managers to assess their 

views on the current local economy in Beaufort West. Face-to-face interviews using a questionnaire (with both 

open-ended and closed questions) were conducted to be able to elicit a broader view of the business sentiment in 

the town. The interviews were conducted with as many businesses in Beaufort West as possible to compile a 

representative view of opinions. In the section on the micro-environment, questions pertaining to the main 

activities of the business, the kind of premises, the number of employees, training, the size of the business, and 

the expansion of the business were asked. The market environment was investigated by means of questions on 

the customers, the suppliers and the competitors. Questions about the municipality, the uranium mine and the 

economy of Beaufort West were asked in order to investigate the external environment (Van Rooyen 2013: 

202).  In 2009, questions about the Karoo Gateway Airport were added. 

Year 2007 2009 

Sample 300-400 450 

Completed questionnaires 129 149 

Response rate 43% 45.3% 

Completed both surveys 40 respondents (31%) 
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Table 21: Number of businesses in Beaufort West, per sector 

 

Sector N % 

Accommodation 41 8.9 

Agriculture 12 2.6 

Communication 11 2.4 

Construction 34 7.4 

Food & beverage 44 9.6 

Manufacturing 8 1.7 

Retail & trade 198 43.1 

Services 102 22.2 

Transport 8 1.7 

Other 1 0.2 

Source:  Van Rooyen (2013: 206). 

 

Most (43%) of the businesses in Beaufort West belong to the retail and trade sector (Van 

Rooyen 2013: 206). This is largely based on the needs of the local community. The sector 

also includes all the garages selling fuel and repair services for the N1 highway, passing 

through the town. The service sector also contributes to a large degree (22%) which includes 

the personal, community, financial, and medical services available. The N1 highway also 

contributes to the accommodation (9%), food, and beverages (10%) sectors.  

 

A major concern may be that manufacturing only makes up 2% of the sectors. By developing 

the manufacturing sector, more job opportunities can be created. 

 

A significant difference between the racial groups is reflected in the nature of their business 

premises. The majority (61% in 2007 and 56% in 2009) of the black respondents participated 

in the non-CBD area (working from home or in the street). In contrast, almost all the white 

business owners or managers (94% in 2007 and 87% in 2009) were active in formal business 

premises (in the CBD and industrial area). The number of coloureds in formal sites decreased 

from 60% (in 2007) to 40% (in 2009). This change might be influenced by the number of 

business owners or managers working from home, a factor that increased from 10% in 2007 

to 15% in 2009. 

 

The owners were asked how long the business has been operating, and how long they have 

been living in Beaufort West (Van Rooyen 2013: 207). The averages for 2007 and 2009 were 
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very similar in all the cases. The owners of the businesses had been resident in Beaufort West 

on average 25 years (in 2007) to 28 years (in 2009), and had owned their businesses for about 

8 years. The average number of years the businesses were operating in Beaufort West was 15 

in 2007 and lower (13 years) in 2009.  

 

When two variables, (a) the number of years the business exists, was correlated with (b) the 

number of years the owners were resident in Beaufort West, it became clear that more new 

businesses were opened by new residents in town in 2009 (71%) than in 2007 (56%). This is 

an indication that new comers are moving into Beaufort West to establish a business in the 

town. It is the new comers to the town that brings new ideas and “new life” to the town (Van 

Rooyen 2013: 207). 

 

The levels of business optimism declined somewhat from 2007 to 2009, and this was 

generally ascribed to the recession (Van Rooyen 2013: 208).  This issue is also reflected in 

the strong decline in the economic growth rate of the Central Karoo, between 2008-9, due to 

the recession (Central Karoo 2012: 39).  In 2008, Central Karoo’s economy growth rate 

increased to 6%, whilst the Province’s annual growth rate lowered to 4.3%, due to the effect 

of the global recession. A year later, the recession percolated through to the Central Karoo 

economy.  In 2009, its growth rate was stagnant at 0.2%, while the Province’s economy 

contracted by 1.2%.   

 

The growth in tourism was seen as a positive factor (12% of respondents in 2009). 

 

In 2009, business owners were asked about various aspects of life in Beaufort West.  

Generally, they agreed that Beaufort West is a town that is easy to live in (65.7%).  About 

44% expressed satisfaction with the level of harmony between the residents. Negative 

features were dissatisfaction with the number of job opportunities in town (65%) and the 

equality of opportunities for all in town (58.9%). The business sector was generally neutral 

about issues like economic growth (41%) quality of life (42.2%) and lastly, a town to be 

proud of (32.8%) (Van Rooyen 2013: 212). 
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5. The competitive advantage of Beaufort West in the Western Cape region 

 

The PACA process (Provincial Analysis of Comparative Advantage) in the Western Cape, 

was conducted in 2012.  A consultancy was commissioned by the Western Cape Provincial 

Government to undertake an economic analysis of the Beaufort West, Laingsburg and Prince 

Albert municipalities.  Its purpose was to determine the economic areas of potential in the 

region. Only the information related to Beaufort West will be provided here. 

 

Table 22:  Potential advantages and challenges in the Beaufort West region 
sector Advantages Challenges Required activities in BW 

 1. Growing  Tourism sector 

 

2. N1 key arterial has 

thousands of potential 

customers passing by. 

Some stop and spend 

money here. 

 1.Develop more tourism 

attractions, 

2.“Biggest Painting in the 

World” project 

3.Possible aviation school at 

Karoo Gateway Airport 

4. Need tarring of BW KGA 

runway 

5.Destination marketing 

campaign for Beaufort West 

6.Marketing website: SEDA 

Grant. 

Trans- 

port  

and 

logistics 

1. N1 highway traverses town 

2. Very high truck traffic 

3. Significant holiday traffic 

3. Established stop-over 

facilities 

4. Keen investors to utilise 

these advantages. 

1. Limited facilities  

2. Road infrastructure needs 

maintenance 

3. Long distances from 

cities. 

1. Rerouting of trucks 

along a bypass 

Mining 

and 

 energy 

1. Natural endowments: 

uranium / gas 

2. Investors keen to invest. 

 

1. Pollution of Soil, water, 

atmosphere 

2. Potential health risks from 

uranium mining  

3. Potential negative impacts 

on environment 

4. Division of town’s 

opinions on the merit of 

shale gas mining 

5. Risks associated with 

influx of outside labour. 

1. Promotion and facilitation 

of investment in Mining & 

Energy 

2. Shale gas mining & 

environmental information 

centre related to shale gas 

mining 

3. Environmental Monitoring 

Group 

 

Agri-

culture 

1. Strong agriculture base:  

Sheep, goats and olives 

2. Karoo lamb 

3. High quality products 

4. Organic production 

5. Skilled, experienced 

farmers 

1. Limited water  

2. Predator stock losses high 

3. Far from big markets 

4. Have to process meat at 

remote location 

5. Little negotiating power 

for farmers, on the price of 

their products 

6. Limited government 

infrastructure and support. 

1.Reduce stock losses 

2.Outsourcing of hydroponics 

project. 

Retail and 

services 

1.Government services and 

social grants contribute to the 

local economy 

2. These sectors generate  

 1.Improvement of appearance 

of the Central Business District  

2.Skills development geared 

towards SKA and other 
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money circulating in the local 

economy – stimulates retail. 

investors 

 

Infrastruc-

ture 

  1. Pipe water from Gariep 

Dam (or Lesotho) 

2. Airport:  Extended and 

tarred runway  

3. Waterfront: Koppie & Dam 

Properties. 

Institu-

tional 

capacity 

  1. Establish of effective 

economic development co-

operation  

2. Establish effective Local 

Economic Development 

(LED) facilitation capacity 

3. Support Economic 

Development Agency to 

apply good LED practices 

4. Improve the alignment of 

various policies:  LED, 

Spatial Development 

Framework, and Integrated 

Development Planning. 

 

 

6. The potential of uranium mining in the Beaufort West area 

 

Uranium mining may be a game-changer in the Beaufort West area.  The following map 

shows the uranium deposits in the central Karoo region: 

Figure 5:  Uranium deposits in the Karoo 

 

 

 

 

 

 

 

 

 

 

 

 

Source:  Van Rooyen 2013:171. 
 



The Regional Impact of the Karoo Gateway Airport, Beaufort West    6 September 2013 

© Centre for Development Support, University of the Free State  

76 

 

The search for uranium commenced in the 1970s and trial mining by ESSO continued until 

the late 1970s (Willis, 2006) when mining was discontinued because of the drastic drop in 

uranium prices in the 1980s.   In the late 1970s, uranium prices rose to approximately $120 

per pound (lb) of U3O8, and $127 in mid-2007. The price of uranium has fluctuated greatly 

since then (Van Rooyen 2013: 170).  Numerous international mining companies have 

identified the Greater Karoo surrounding Beaufort West for uranium development projects. 

The best-known prospect areas are located on the farms of Ryst Kuil, Riet Kuil, Waterval, 

Damsfontein/Bloemfontein and Flagfontein, all around Beaufort West (Van Rooyen 2013: 

170).    

 

If uranium mines were to commence production in Beaufort West, the town may be radically 

transformed. The key question thus pertains to the nature of the positive and negative impact 

such mining activities will have on Beaufort West and the surrounding Karoo area.  

 

 

Table 23: Businesses’ opinion on the  impact of uranium mine near Beaufort West  

 

Macro environment Positive Unchanged Negative Reason % 

Economic 94.7 4.4 0.9 Employment  37,7 

Business will grow / economic growth 26,0 

Social 70.7 13.1 16.2 Entertainment (restaurants, sports clubs) 33,3 

More social problems (crime, prostitution, 

drunkenness, job seekers) 

22,2 

Environment 44.5 14.8 40.7 Health hazard (pollution, radiation, 

allergies) 

21.3 

More people / more development 14.9 

Political/ 

government 

55.3 34.2 10.5 Better governance – invest in town 30.3 

Community benefits – employment, less 

poverty, infrastructure 

21.2 

Technology 89.4 9.4 1.2 More skilled labour/skills/exposure to 

knowledge 

34.9 

Benefit for community (airport, computers, 

use local business) 

25.6 

International 90.2 8.5 1.2 Export/ international market 27.7 

Investors / money into town / international 

recognition 

25.5 

Source:  Van Rooyen (2013). 
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Most of the businesses’ responses were very positive about the economic implications of 

possible uranium mining. Opinions were only divided on the impact of the mine on the 

environment,  because 15% of respondents felt that the environment could be improved by 

more people and more development), whereas 21% considered the mine to be a potential  

health hazard. About 16% of respondents were concerned about potential social impacts, such 

as crime, prostitution and drunkenness.  Almost 38% of respondents felt that uranium mining 

will promote employment; 26% felt it would improve economic growth prospects; 20% 

believed it would bring more infrastructure to benefit the community, and 35% felt it would 

promote knowledge and skills transfer.  

 

It seems that Beaufort West is currently in the midst of such a pre-mining phase (Van Rooyen 

2013: 174). Rising property prices are already the first sign of the booming economy and of 

the expected benefits to the residents of Beaufort West. 

 

7. A potential aviation school at the Karoo Gateway Airport 

 

 The PACA process noted that the Aviation School initiative, which may be located at the 

KGA, would have the following features: 

 Establish a world class Aviation School 

 International interest and local private students 

 300+ days of sunshine in the Beaufort West area 

 Unrestricted airspace 

 Direct job creation at school and indirect job creation through tourism 

 Potential sources of funding: Department of Economic Development and Tourism and 

National Tourism Grants. 

 

According to the PACA process, KGA is a key development.  The proposal contains several 

positive dimensions: 

1. Private owner and municipality agreement on public use rights of airport. 

2. Municipality gets an airport for central Karoo without having to incur operational costs. 

3. Increasing demand for airport services from all new developments 

4. Municipality is obliged to support applications for private investment 

5. The airport is a critical investment for the development of infrastructure 
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6. It will improve the competitiveness of Beaufort West 

7. It can increase tourism and other types of visitor experiences, such as business tourism  

8. Flying schools may move to Beaufort West 

9. Beaufort West is in need of emergency medical transport 

10. Increased usage by the SA Air Force and other Security Forces, especially as a strategic 

fuelling base. 

 

Potential sources of funding include: Department of Economic Development & Tourism 

(DEDAT), Development Bank of South Africa (DBSA) and Municipal Infrastructure Grant 

(MIG) through development of municipal servitude. 

 

8. Conclusion 

 

In this overview of Beaufort West, some systemic changes are highlighted.  Agriculture is an 

important sector, particularly for employment, but it is steadily being eclipsed by other 

sectors.  Significantly, Finance and Business Services are becoming a major sector, reflecting 

a diversity of businesses which require specialized services.  It also reflects property 

transactions, and therefore suggests an improvement in the rural and urban property markets.   

 

Government services remain important, partly because Beaufort West is an important 

administrative hub.  Community and personal services also reflect a growing diversity in the 

local population’s needs, possibly supported by a regular and growing financial injection due 

to social grants. 

 

Manufacturing is at a low level, but remains steady and some figures show a slight increase 

in manufacturing.  Construction is also a steady sector 

 

The Beaufort West Integrated Development Plan, and the PACA process, recognize the 

importance of two potential game-changers:  Uranium mining and the expansion of the Karoo 

Gateway Airport (and its associated flying school).  Because of the strategic significance of 

the Airport, the next section analyses South African airports in more detail. 
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PART V  

Airports in South Africa 

 

1. Airlines operating within South Africa 

 

The domestic air transport industry was deregulated in 1990 and therefore there are no 

obstacles to any airline operating in any part of South Africa, be it in the golden triangle or 

outside of it. Seven major domestic airlines operate in the country, as well as a number of 

smaller charter airline companies. South African Airways, South African Express and Airlink 

fly between all the major cities and to some of the smaller ones. Due to increased fuel prices, 

some domestic airlines such as Nationwide Airlines, which was a low cost domestic and 

regional airline company, ceased operations in April 29, 2008.   

 

Liberalisation allowed low-cost airlines such as Kulula.com, 1time, Mango and lately Velvet 

Sky to enter the South African domestic market. These low cost carriers have contributed 

significantly to growth and tapping of new markets. However, there is no room for error in 

the airline business, as profit margins are extremely tight.  Both Velvet Sky and 1-Time have 

ceased operating. 

 

Traditional /Legacy carriers are now competing with low cost carriers in the traditional 

markets and from the same airports. These low-cost airlines offer cut-price flights on the 

more popular routes between Johannesburg, Durban, Cape Town, Port Elizabeth, Nelspruit 

and George. SAA has also recently signed an agreement with Mango which will allow their 

passengers to able to fly between Lanseria and Cape Town. Velvet Sky airline has introduced 

a route to Limpopo International Airport. All these developments will promote the 

development of domestic tourism. 

 

In 2012, South African Airways (SAA) was voted the best airline in Africa for the 10th year 

in a row by UK global aviation research organisation Skytrax. South African Airways (SAA) 

is by far the largest air carrier in Africa, with connections to more than 28 cities across the 

continent. As a Star Alliance member, SAA also offers its customers 1 356 destinations in 

193 countries and 21 500 flights daily (2012 figures). 
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According to the NDT’s analysis, South Africa’s aviation ranks among the best in Africa and 

globally.  The number of flights to South Africa has increased, and between 2007 and 2011, 

passenger numbers have increased from most countries, except for France and UK. It is also 

important to note that other markets recorded a high percentage increase in passenger traffic, 

such as India, Australia, Nigeria and Botswana (NDT 2006). 

 

2. Airport infrastructure 

 

South Africa's 10 ACSA airports handle more than 98% of the country's commercial traffic, 

with 200 000 aircraft landings and 10-million departing passengers annually. These are OR 

Tambo International in Johannesburg, Cape Town International, and the new airport, King 

Shaka International, outside Durban, as well as the seven smaller domestic airports: Port 

Elizabeth, East London, George, Kimberley, Upington and Pilanesberg.
42

  In 2010, these 

airports received a total of R20 billion in upgrades, ahead of the FIFA World Cup. 

 

Private airports include Lanseria (Midrand), Gateway (Polokwane), Nelspruit and Kruger 

(Mpumalanga).  

 

South Africa has got world class airport infrastructure which was developed in preparation 

for the 2010 FIFA World Cup more especially those managed by the Airports Company of 

South Africa (ACSA). Traditional entry points utilized within existing bilateral air service 

agreements are still restrained to OR Tambo, Cape Town and to a lesser extent, Durban 

International Airports (NDT 2006).  

 

According to an official South African website, “The number of passengers accommodated at 

national airports grew from 16,8 million in 2008/09 to 18,3 million in 2011/12, at an average 

annual rate of 3%, and is expected to grow to 23 million in 2014/15 at a rate of 7,7%. The 

number of aircraft landing at airports throughout South Africa increased from 279 515 in 

2008/09 to 290 648 in 2011/12, at an average annual rate of 1% and is expected to increase to 

340 285 in 2014/15, growing at an average annual rate of 5,7%”.
43

 

 

                                                 
42

  http://www.southafrica.info/business/economy/infrastructure/transport.htm#.UhEl1BMaJjo 
43

  http://www.info.gov.za/aboutsa/transport.htm. 

 

http://www.southafrica.info/business/economy/infrastructure/transport.htm#.UhEl1BMaJjo
http://www.info.gov.za/aboutsa/transport.htm
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The National Department of Tourism notes that airlinks connecting all major cities and major 

tourism centres exist; however, there are a number of tourist destinations whose growing 

popularity requires the development of domestic air services where there currently are none. 

This will be addressed by among others the introduction of low cost airlines such as 

SANTACO, which is targeting markets or consumers who have not had an opportunity to use 

airlines for travelling (NDT 2006). 

 

If the KGA is developed into a fully-functional airport, with a tarred runway and scheduled 

flights, it will be one of the smallest and newest regional airports. 

 

Its use can be compared with the smallest ACSA airports. 

 

Table 24:  Airport statistics for Kimberley, Upington and Pilanesberg 

 Kimberley Upington Pilanesberg 

Departing passengers 75 124 24 315 5 240 

Arriving air traffic 

movements 

8 329 3 425 2 586 

Current consolidated 

capacity 

140 000 40 000 40 000 

Public parking bays 130 20 20 

Source:  ACSA (2009: 11). 

 

A preliminary study of the privately owned and managed Kruger Mpumalanga International 

Airport (KMIA) in South Africa has confirmed that passenger numbers have doubled from a 

total of 131,943 passengers in 2003 to 263,222 passengers in 2011.   Similarly, the world's 

most successful privately owned and managed international airport in Punta Cana, Dominican 

Republic, increased international arrivals from 2976 passengers in 1984 to over 2,000,000 

passengers in 2008.  

 

The South African Government Airlift Gap Analysis Report on implementation of the 2006 

Airlift strategy clearly indicates that tourism and air transport are mutually dependent. 

Furthermore, the report identifies the need for improving the airlift capacity of gateway 

airports in the provinces of South Africa. 

 

A resurfaced runway (tarmac) should substantially increase the numbers of tourists to the 

Karoo arid area, thereby contributing significantly to local economic development and the 

GDP of the region. 
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3. Government policy on regional airports 

 

The White Paper on National Transport Policy (1996) defines South Africa’s mission for air 

transport as follows:  “To maintain a competitive civil aviation environment which ensures 

safety in accordance with international standards and enables the provision of services in a 

reliable and efficient manner at improving levels of service and cost while contributing to the 

social and economic development of South Africa and the region.” 

 

The National Department of Transport (DOT) developed the 5 year Airlift Strategy which 

was approved by Cabinet in July 2006 to ensure that there are adequate air services between 

South Africa and the rest of the world. The objective of the Strategy was to increase 

aviation’s economic contribution to ensure sustainable economic growth, and to synchronize 

Bilateral Air Service Agreements (BASAs) with other national priorities, such as tourism.  

The Strategy maintains that the mission for air transport, with respect to the Tourism Growth 

Strategy,  is to ensure an enabling environment, which responds effectively to the needs of 

domestic and international users and air service providers. 

 

The vision of the DOT is to provide safe, reliable, effective, efficient and fully integrated 

transport systems and operations and also infrastructure that will best meet the needs of 

freight and passenger customers and commuters by improving levels of service and cost in a 

way which supports government strategies for economic and social development, while 

simultaneously also being environmentally and economically sustainable (DOT, 2005). 

 

Significantly, the DOT’s strategy noted two important goals:  (1) Ensuring the sustainable 

growth of the South African civil aviation industry, with emphasis on introduction of new 

entrants to the market, and expansion of existing markets; and (2) Creating an enabling 

framework which allows both consumers and service providers reasonable flexibility and 

choice.  These goals suggest that an expanded airport at Beaufort West would be welcomed 

by the DOT, as it opens the way for a new destination, which would favour tourism as well as 

sectors such as retail, personal services and mining. 

 

An important policy paper is the National Department of Tourism’s Gap Analysis Report on 

the Implementation of the 2006 Airlift Strategy.  According to this analysis, “The aviation 

industry has a vital role to play in attaining sustainable development across various sectors, 
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including trade and tourism. Thus, the expansion of air services is a necessary condition for 

the development of a more diversified export base, trade enhancement and for the expansion 

of tourism. Easy access to tourist destinations in terms of international transport and facilities 

is a prerequisite for the development of tourism. This includes an extended domestic air 

network, frequent flight schedules and linkages through hubs” (NDT 2006: 1;  italics added). 

 

During the DOT’s planning process, the National Department of Tourism argued the need for 

a strategy that would promote: 

•  Sufficient capacity available (at the right times) to support tourism growth from target 

markets and connect tourists to the product within South Africa currently and in the 

future 

• Availability of seats on international and domestic routes, at prices which are 

appropriate to our consumers’ key buying criteria, when they want to travel to and 

within SA. 

 

The NDT (2006) has argued that there have not been sufficient efforts to stimulate air traffic 

activity and open access to other key points within the other airports to create new destination 

points as was intended by the Airlift Strategy. Airports such as Limpopo International 

Airport, Kruger Mpumalanga International Airport (KMIA), Mafikeng, etc. are still 

underutilized. 

 

Furthermore, the Department maintained that the National Departments of Tourism and 

Transport, South African Tourism, Provincial Tourism Authorities and domestic airlines 

should work together to create synergy. This can be done by agreeing on an approach for a 

tourism domestic airlift which will fully encourage domestic travel by all South Africans in 

particular those that have not travelled for leisure purposes. These views bode well for a 

Karoo regional tourism approach, working in collaboration with provincial tourism agencies.  

These arguments also suggest that a strong focus on “desert tourism” (akin to the Australian 

Outback) could be contemplated as a new niche market, and would facilitate international and 

domestic tourists to travel to the Karoo. 
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4. Freight aviation in South Africa 

 

The National Freight Logistics Strategy (NFLS), published in 2005, identifies a very 

important contributing factor to system inefficiencies, namely that of a lack of integrated 

policy, strategy, planning and forecasting at both the national and the regional level (DOT, 

2005).  The NFLS argues that there is a total lack of integrated planning between the various 

spheres of government, parastatals, agencies and the private sector.  This leads to a 

disjuncture between national plans and regional planning, which in turn leads to unequal 

development of infrastructure and maintenance.  The lack of integration is particularly 

relevant to regional airports: freight activities at the primary South African airport, namely 

ORTIA, are effectively left to continue growing in response to market demands without there 

being a clear role for regional airports in the process (Pretorius 2013: 141). 

 

These inefficiencies are largely attributable to the complex institutional structure of the 

freight industry.  Government’s commercial entities, or the so-called state-owned enterprises, 

perform a significant role in policy development, the regulation of the industry, infrastructure 

development and in freight operations or service delivery.  The role of the private sector 

varies from a very limited scope in rail and ports to complete domination of road and air-

freight transport (DOT, 2005).  This situation results in a mixture of open competition on the 

one hand (as in road and air freight), to monopolies that reduce efficiencies and the value 

proposition (rail freight and port sectors), on the other The DT strategy does not reflect on a 

role for regional airports (Pretorius 2013: 142).   

 

Public infrastructure is implicated in several inefficiencies (DOT, 2005).  Firstly, there is a 

low level of investment in certain infrastructural and operational equipment, such as rail stock 

and port-operating equipment.  Secondly, supply-driven strategies – particularly in the rail 

sector - tend to be unresponsiveness to clients’ requirements.  Thirdly, rigid costing 

approaches increase logistics costs (NFLS 2005, DOT 2005, cited in Pretorius 2013: 142).  

These rail inefficiencies could undermine the appeal of Beaufort West as a multi-nodal 

freight facility.  Furthermore, the existing infrastructure system largely bypasses nodes in 

peripheral areas, so that production in these areas is largely restricted to serving internal 

markets (DOT, 2005, cited in Pretorius 2013: 144). 
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The future potential of the Karoo Gateway Airport, as a freight terminal, is at least partially 

dependent on the effectiveness of road and rail transport.  It is possible that freight could be 

flown into or out of Beaufort West, and distributed in the region by means of smaller trucks.  

The possibility of establishing a multi-nodal cargo hub in Beaufort West is discussed in more 

detail in the next section. 
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PART VI 

The role of regional airports in development 

 

Small airports have repeatedly proven that they can be viable and profitable.  Airports make 

travelling easier, faster, safer and cheaper.  The Punta Cana International Airport, for 

example, is probably the most successful privately owned and managed airport in the world, 

which went from 3000 international tourists to 2 million in 20 years. 

 

For this research project, more than thirty aviation reports were reviewed.  Of these, six were 

selected as being relevant to the proposed Karoo Gateway Airport (KGA) feasibility study. 

Of these six, the Cape Blanco Airport feasibility study was considered to be the most relevant 

with similar objectives and considerations.  The example of Cape Blanco Airport suggests 

that the cost of resurfacing the Karoo Gateway Airport (possibly around R25 million) will 

yield a good return on investment, thereby opening up a new logistic and economic hub for 

the Karoo Development Region.  

 

1. Types of Airport Ownership 

 

Several types of ownership exist for public-use airports in the United States. Typically, 

ownership and operation of an airport are conducted by the same entity, such as a city, 

county, state, or special unit of government. Airports can be established and maintained by 

the following jurisdictions:  Airport authorities (such as ACSA), municipalities, joint 

provincial–provincial commissions, and private owners. 

 

An important factor contributing to profitability of airports is tourism.  In Australia, at least 

two regional airports (Cairns and Townsville) host international airlines.  Levels of private 

ownership in these airports have  increased, as their profitability is demonstrated (Donahue 

and Baker 2012: 235).  Australian airports have also benefited from the minerals boom in 

certain rural areas. 
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2. Can rural airports be financially viable? 

 

Airports owned by governments or municipalities should be financially viable, but in tough 

situations, it can be subsidized by government.  Privately-owned airports face more stringent 

requirements for financial survival.   

 

Airports involve an interplay between two dimensions:  Infrastructure and users:  “An 

important general principle governing the actions of rural, regional and remote airports in a 

globally deregulated aviation environment, is that airports attract and airlines decide.  Airport 

investment decisions are frequently made on the basis of attracting the business of airlines, 

which will only stay for as long as it remains profitable for them to do so.  Airlines must 

make decisions in terms of routes that are likely to enable them to remain profitable in an 

intensely competitive environment” (Donehue and Baker 2012: 233).  Rural airports can 

benefit from the congestion at metropolitan airports.  New airlines can base themselves at 

rural airports, and benefit from cheaper services and flexible schedules. 

 

Airlines can spread their risk by diversifying their services.  Airports increasingly offer non-

aviation activities, to multiply their income streams and thereby guard against fluctuations in 

the aviation industry (Donehue and Baker 2012: 234). 

 

3. Financing Airports  

 

Airport activities can be categorized as follows: 

 

• Construction of airport infrastructure and equipment (runways, terminals, aprons, 

control tower) or facilities that directly support them (fire-fighting facilities, security 

or safety equipment); 

• Operation of the infrastructure, comprising the maintenance and management of 

airport infrastructure; 

• Provision of airport services ancillary to air transport, such as ground handling 

services and the use of related infrastructure, fire-fighting services, emergency 

services, and security services, and 

• Pursuit of commercial activities not directly linked to the airport’s core activities.  

These include the construction, financing, use and renting of land and buildings, not 
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only for offices and storage but also for the hotels and industrial enterprises located 

within the airport, as well as shops, restaurants and car parks.  

 

2.1 Capital investment 

 

In addition to the survey, information on capital funding sources can be obtained from the US 

Airport Co-operative Research Program (2009a and 2009b). In the United States, the 

principal sources of funds for airport capital projects, listed from most frequent to least 

frequent, are 

1. Proceeds of bonds and other forms of debt; 

2. Revenues from Passenger Facility Charges (PFC); 

3. AIP grants from the Airport and Airways Trust Fund, administered by the Federal 

Aviation Authority (FAA); 

4. Internally generated capital resulting from retained airport revenues; 

5. Security grants from the general fund and administered by Transportation Security 

Administration (TSA), and  

6. State grants and local financial support. 

 

Financial aid is usually required for the construction of airport infrastructure and equipment 

or facilities that directly support them.  It also represents one of the ways in which the State 

can affect regional economic development, land-use planning policy, transport policy, etc. 

 

A local government subsidy is often required to offset the gap between budgeted revenues 

and expenses.  Non-standard airport revenues can be generated through special rentals, 

billboards, or direct fueling of aircraft. Each airport is unique and may have attributes such as 

a geographic location that lends itself to possibilities such as scenic flights for hire.   In the 

case of the Karoo Gateway Airport, it is unlikely that a private airport would be subsidized by 

a government agency, in the absence of a proper public-private partnership.  If the airport 

remains fully in private ownership, it will need to be very creative in generating sufficient 

revenue from private sources. 

 

In the survey conducted to identify key issues (ACRP 2009), respondents mentioned the 

following sources of revenue : 
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Table 25:  Supplementary revenue generation for airports 

 

Revenue generation method Respondents indicating they use 

this method of revenue generation 

Fuel sales 63% 

Commercial land leases and rent  60 

T-hangar leases 59 

Other methods 34 

Private hangar land leases 32 

Agricultural leases 32 

Landing or ramp fees 20 

Tax subsidies  19 

Terminal concession rents 17 

 

The ACRP synthesis study found that airports have adopted innovative revenue-generating 

strategies, including (ACRP 2009b): 

1. Fuel sales:  Pilots may stop at a general aviation airport simply because it has fuel and 

they want to avoid the congestion and traffic at a larger airport. Management issues 

include storage, staffing, insurance, and environmental issues. 

2. Airport parking revenues, including premium parking services, and parking lot 

enhancements, parking for non-airport use. 

3. Car rental revenues, which pay the operating and capital costs of a consolidated rental 

car area. 

4. Terminal concessions and retail facilities:  This has increased dramatically as airlines 

discontinue meal service and passengers arrive earlier to get through security. Airport 

operators can create an inviting shopping or dining experience. 

5. Advertising programs:   Modern airport advertising programs specialize in the sales and 

maintenance of advertising sites at airports by using technology (e.g. TV screens) and 

sponsorship opportunities. 

6. Airport operators have generated revenue from a variety of commercial leases, 

including manufacturing, warehousing, freight forwarding, and farming on airport land.  

7. Innovative pavement use. Airports are charging for the use of closed runways and other 

pavement for driver training and motorcycle safety courses.  

8. Several airports rent out their airport for use in filming commercials. 

9. Industrial park land and warehouse space on airport land adjacent to the airfield can be 

leased out. 

10. Airports in rural areas rent out excess land for agricultural use. 
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4. Airport Master Plans and Layout Plans 

 

Airport master plans and airport layout plans (ALPs) are long-range plans that detail the 

growth and development of the airport.  These plans enable an airport sponsor to make 

decisions about the future growth and development of an airport.   Such plans are typically 

based on a 20-year planning time frame and should be reviewed and updated every five to 10 

years.  

 

Efforts to avoid, minimize, or mitigate potential impacts to sensitive resources should be 

considered as part of the planning process. Airport Master Plans should: 

1. Justify the proposed development through the technical, economic, and environmental 

investigation of concepts and alternatives;  

2. Provide an effective graphic presentation of the development of the airport and 

anticipated land uses in the vicinity of the airport; 

3. Establish a realistic schedule for the implementation of the development proposed in 

the plan, particularly the short-term capital improvement program; 

4. Propose an achievable financial plan to support the implementation schedule; 

5. Provide sufficient project definition and detail for subsequent environmental 

evaluations that may be required before the project is approved; 

6. Present a plan that adequately addresses the issues and satisfies local, state, and 

federal regulations; 

7. Document policies and future aeronautical demand to support municipal or local 

deliberation on spending, debt, land use controls, and other policies necessary to 

preserve the integrity of the airport and its surroundings; and 

8. Set the stage and establish the framework for a continuing planning process. Such a 

process should monitor key conditions and permit changes in plan recommendations 

as required. 

 

5. Developing Marketing Strategies and Priorities 

 

Marketing strategies for small airports vary widely. An airport marketing plan should identify 

and list these strategies, which may include materials such as brochures, tours, print 

advertising, events, press releases, newsletters, direct mailings, or a website.  
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6. Case studies of airport feasibility studies 

 

Airport feasibility studies are important analyses, conducted when new airports are to be 

established, or when existing airports require expansion or a change in functionality.  By 

reviewing several airport feasibility studies, many of the important variables can be 

identified, and applied to new feasibility studies, such as in the case of the Karoo Gateway 

Airport expansion. 

 

1. Cape Blanco Airport, Oregon, USA 

 

A feasibility study was undertaken to determine the degree to which the Cape Blanco Airport 

and the adjacent county-owned property would enhance the economic development of Curry 

County in Oregon State, USA (Irwin 2008). The potential to add businesses and much-

needed jobs was the key driver for this evaluation. Improvements to air transportation 

capabilities for the region, as well as environmental management, were important factors. 

 

North Curry County has, in its territory, an impressive relic of the Second World War, viz. a 

mile-long industrial-strength runway.  Planners had to consider how this facility and the 

adjacent county-owned property could add value to the regional economy. Six alternatives 

were considered in this study: 

 

• Alternative 1: Hold Property for Future Use 

• Alternative 2: Natural Resources Extraction on County Land 

• Alternative 3: Sell County Property  

• Alternative 4: Land Swap of County Property  

• Alternative 5: Develop an Airport Industrial, Business or Technology Park 

• Alternative 6: Cape Blanco Airport as an Ecotourism and Art Tourism Portal. 

 

The Cape Blanco study explored successful industrial parks for ideas to develop north Curry 

County in conjunction with the state-owned Cape Blanco Airport. Three main factors of 

successful airport industrial, business or technology parks are:   

• Good transportation alternatives, which allowed manufacturers to receive raw 

materials and to get their products to markets economically; 

• Access to a population with sufficient employable workers; and 
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• A substantial amount of workable land. 

 

Several challenges had to be addressed: 

 

(a) Airport 

• The status of the airport as Non-National Plan of Integrated Airport Systems 

(non-NPIAS) meant that the airport was not eligible for FAA funding. This 

created challenges for obtaining funds for necessary improvements to enhance the 

commercial viability of the airport. 

• The Oregon Department of Aviation (ODA) regarded 8,000 feet of runway as 

necessary for support of commercial shuttle aircraft. Airport runway expansion 

would have to extend into either Oregon State Park lands or into an adjacent 

farming operation. Neither was in the planning horizons of the ODA. 

• There were no plans to add a fueling station. 

• Air quality and noise were also potential concerns.  

 

(b) County Land 

• A road would need to be developed to provide access to the county property. 

• Cost would be incurred to prepare the land to a shovel-ready status (e.g., leveling, 

drainage). 

• There was insufficient electricity supply to the county-owned parcel. 

• There was a strong need to protect certain rare species of plants and animals.  

(c) Airport and industrial land 

• The number of available acres was well below normal acreage for such parks.  

• The amount of usable land was restricted by the geography and other factors. 

• Surface transportation and parking were insufficient.   

• Sewage disposal had to be provided at the airport or on the county-owned land.  

• Water had to be provided at the airport or on the county-owned land. 

• There was poor major highway access. 

• There was a lack of rail access. 

• There was an insufficient local population and workforce.  

 

Regional airports can be valuable assets in tourism development.  There was a significant 

tourism development opportunity in the north county. The airport could serve as a tourism 
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portal when systematically integrated into a high-quality visitor experience. This required a 

re-thinking of how tourism would be approached in the region.  The planners argued that the 

region‘s natural beauty has a potential return well beyond that of development of an 

industrial, business or technology park. These opportunities could provide benefits that met 

the scrutiny by environmentalists. The eco-tourism and art-tourism sectors could protect the 

environment, retain much of the character of the region and provide living wage jobs. 

 

(d) Air Shuttle 

Upon the request of Oregon Department of Aviation (ODA), the feasibility of a state- 

operated and subsidized air shuttle service was investigated. This air shuttle service would 

link various communities within the state. Traditionally, air shuttle services do not compete 

with regular commercial service.  Their intent is to enable commuting between smaller local 

communities instead of large regional airports; therefore, they are viewed as complementary 

to air service for airports.  

 

Survey respondents noted that some form of an air shuttle service would fulfill a community 

need and would promote economic growth for communities. Businesses, transportation of 

cargo, higher education, emergency services, health services, and governmental services are a 

few of the segments that may benefit from the air shuttle service. The order of importance of 

issues for travelers is listed in survey results as cost, type of aircraft, schedule, reliability, and 

comfort. 

 

The Cape Blanco Airport feasibility study then provided estimates of costs for engineering, 

access road, electricity, water, sewage disposal, leveling and drainage, telecommunications, 

an environmental assessment, and project management (Irwin 2008). 

 

(e) An Airport Industrial, Business or Technology Park 

Regional airports, especially when combined with a neighboring industrial, business or 

technology park, can be valuable assets in overall regional economic development. However, 

these airports often do not operate at full capacity since the neighboring facilities and 

industrial parks lack the interest of investors.  This obstacle is by no means insurmountable, 

but the cost to benefit ratio must be fully understood. 
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Typically, airports that have developed profitable airport industrial parks started with very 

large tracts of land. These airports are able to persuade airport authorities that part of this 

property might not be needed for airport use and could therefore be released from airport 

property use constraints. For example, Kingman Airport in Arizona started with 4000 acres 

and was able to obtain the release of 1000 acres for industrial development.  

 

There is a parallel observation between the Cape Blanco Airport and KGA:  Regional 

airports, especially when combined with a neighboring industrial, business or technology 

park, can be valuable assets in overall regional economic development of which tourism 

development is an important part. There is a distinct opportunity to add a new dimension of 

tourism, one that attracts a clientele ith greater disposable income and a willingness to pay for 

a value-added experience. 

 

2. James County Airport, Virginia, USA 

 

The purpose of the James County Airport Feasibility Study (Kimball 2008) was to determine 

the demand for aviation services and the alternatives available to serve this demand in the 

James City County area. The Study purpose will be accomplished through a series of 

objectives.   Important Study objectives included: 

• Establishing a Public Information Program 

• Establishing a Community Airport Committee to provide input into the Study, and 

help represent various community concerns. 

• Determining the Williamsburg–Jamestown (Geographical) Aviation Service Area. 

• Developing related aviation forecasts. 

• Identifying area aviation facility needs. 

• Defining alternatives to meet these needs, and develop an Evaluation Matrix 

indicating the relative advantages and disadvantages of each alternative analyzed. 

 

3. Lincoln County Regional Airport, Missouri, USA 

 

The objective of this study (CMT 2007) was to assess current and future aviation demand that 

would demonstrate the need for, and feasibility of, a publicly-owned public-use airport in 

Lincoln County. Key factors included: 

• The propensity for local area pilots and businesses to utilize the airport 
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• The required facilities for 20-year growth of the airport 

• The development of a generalized airport layout plan in accordance with aviation 

regulations; and 

• The economic feasibility of a county sponsored airport. 

 

The Lincoln County airport would inclusion into the National Plan of Integrated Airport 

Systems (NPIAS) and the Missouri State Airport System Plan. 

 

4. Namibia Airports 

 

The objective of this study (Opoku-Darkwa 2010) was to develop relevant output of master 

plans and designs, facilitating enhanced operational efficiencies and capacity, and optimizing 

land-use with strict adherence to environment, including climate change, and social 

parameters. The feasibility study included: 

 

• For Hosea Kutako International Airport (HKIA), updating and expanding the 

scope of the 2004 master-plan study  

• For other airports, to have fully developed master-plans (environmental and land-

use planning) for the development of regional airports which is to form the basis 

for future development.  

 

5. Plaquemines Parish Airport, Louisiana, USA 

 

This study (GCR: 2009) determined the potential demand for and possible sites of a possible 

general aviation airport in Plaquemines Parish, Louisiana. The report was prepared for the 

New Orleans Regional Planning Commission (RPC), who partnered with the Plaquemines 

Parish Government to sponsor the project. 

 

Key steps included: 

• Environmental Assessment and Site Master Plan: A detailed site plan and 

development strategy for the selected airport site, environmental impacts and 

mitigation measures.   
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• Cost/Benefit Analysis, to determine potential economic benefits in the area, to 

enable funding decisions at the federal level and allow the FAA to compare this 

investment against other possible investments. 

• Design of services and infrastructure. 

• Land Acquisition, after funding is secured and preliminary design is completed.  

 

6. Lukhanji Airport, Queenstown, Eastern Cape 

 

A pre-feasibility study, conducted by PD Naidoo and Associates, described a situation 

remarkably similar to that of Beaufort West (Naidoo 2008).  Lukhanji (Queenstown) is 

situated within the Chris Hani District of the Eastern Cape Province. Its central location with 

the largest urban centre in the district attracts many people on a daily basis from nearby 

municipalities, making it the economic powerhouse of the region. It is envisaged that the 

majority of new business growth and investment in the region will take place in Queenstown. 

Queenstown is also an important transport link between Port Elizabeth, Umtata and East 

London, and is well endowed with a good road and rail network and a regional airport. The 

study argues that the logistical efficiencies (road, rail, air, telecommunications) connecting 

Queenstown to East London, and Port Elizabeth should be optimized, and that the role of the 

local airport should be expanded.  This geo-spatial situation is similar to Beaufort West, 

which is on an important road and rail link to Cape Town, Bloemfontein, Kimberley and 

George. 

 

7. The role of small airports in regional development 

 

In other countries, the issue of small-town airports has received significant attention.  In 

Australia, with its massive distances between towns and cities, there is a network of 

approximately 138 airports in remote, rural, and regional (RRR) areas.  They are 

predominantly owned by local governments, but there is an increasing number of private 

airports.  These RRR airports provide high-speed connections between towns and cities, 

access to markets for a range of high value goods, ensure access to services for remote 

communities, are critical to national security and disaster relief,  and promote tourism and 

economic investment (Donahue and Baker 2012: 232). 
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In the United States, for example, the Government Accountability Office (GAO) conducted 

special hearings on the provision of aviation services to small communities (Dillingham 

2006).    The GAO report analyses the impact of two special programmes, the Essential Air 

Service (EAS) and the Small Community Air Service Development Program (SCASDP), 

which help small communities retain or attract air service. 

 

In the US, suggestions have been made for bringing smaller communities more effectively 

into the air transportation network (Tarry and Bowen 2001).  This is a response to two 

dilemmas:  Firstly, congestion and delays associated with the overburdened hub and spoke 

system, and secondly, aviation services focus too strongly on large population centres.  Tarry 

and Bowen (2001) offer, as a solution, a Small Aircraft Transportation System (SATS), by 

using a new generation of advanced small aircraft, as well as new innovations in navigation, 

communication and propulsion technologies.  This will enable access to over 5 000 general 

aviation landing facilities around the United States. 

 

Australia also considers rural airports to be so important that several programmes have been 

launched to support rural aviation (Donehue and Baker 2012: 234).  The Commonwealth 

Regional Aviation Access Programme (RAPP) has five components:  The Remote Air 

Services Subsidy Scheme, the Remote Aerodrome Inspection Programme, the Remote 

Aerodrome Safety Programme, the Remote Aerodrome Upgrade Grants;  and the Remote 

Aviation Infrastructure Fund.  In addition, the Air Services Australia Enroute Charges 

Payment Scheme provides a subsidy to airlines providing regular public transport (RPT) and 

medical services, by reimbursing the air services.   

 

The question of smaller regional airports involves questions at several levels: 

1. National policy regarding aviation services and airports 

2. National and provincial policies regarding spatial planning, economic development 

and urban facilities 

3. Financing questions, for airports as well as airlines (capital costs, operational 

expenditures, and profitability) 

4. Government policies on private airport facilities. 

 

These questions are generic, and affect aviation strategies in other countries, not simply 

South Africa.  In Australia, Stevens et al (2010: 279) considered a new set of interdependent 
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factors, including: 

1. Understanding the catchments and catalysts for industrial, commercial and residential 

development within airport regions. 

2. Compatibility of land uses through policy and plans recognizing the motivation of all 

stakeholders and the needs of the broader community. 

3. Regional direct, indirect and catalytic economic impacts and dependence. 

 4. Understanding expectations of immediacy and equity in the delivery of goods, 

services and people. 

5. Managing the strategic, financial, compliance, economic and operational risks 

associated with airport and regional relationships. 

6. Understanding the impacts and trade-offs of increasingly shared decision-making 

through public and private sector partnerships. 

7. Coordination of three tiers of government policy in consideration of community needs 

and expectation. 

 

There are two major considerations for decisions regarding rural airports.  First, will they be 

financially viable?  Secondly, if they are successful, what will be their developmental 

impacts?  The first question was addressed earlier, by means of an analysis of airport 

feasibility studies.  The second question is considered in this section. 

 

A proper strategic analysis of the developmental implications of regional airports (such as 

KGA) should be done at national level, in order to do justice to the potential economic 

significance of regional airports.  Such a policy inquiry should include issues of Governance, 

Economic Development, Land Use, and Infrastructure (Stevens et al 2010: 280).  In South 

Africa, such an analysis does not appear to have begun, with rare exceptions (e.g. Pretorius 

2013, with regards to a freight hub in Upington).  Australia, too, shows a lack of coherent 

spatial and policy analysis or planning, with regards to rural airports (Donahue and Baker 

2013: 236).  The implications are far-reaching, as regional airports will have an impact far 

beyond their municipal or provincial boundaries.  As in many other sectors (e.g. mining), 

government policy analysis appears to lag behind private initiative and investment, which 

often cannot wait for complex and lengthy policy debates.   

 

Donahue and Baker (2012: 236) described the need for a proper strategy on rural and regional 

airports:  They need to be understood as parts of an overall network, rather than as individual 
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isolated entities.  Key variables are the levels of demand for aviation services, across spatial 

regions;  co-operation between airfields; the impacts of airport infrastructural investments on 

the overall network; the hierarchical interactions of airports;  and changes in patterns of 

demand.  Rural and regional airports act in relation to one another, as well as to metropolitan 

airports. 

 

The lack of a proper aviation policy in South Africa (or Australia, for that matter), should not 

hold back private sector airport investments.  The need for economic development in rural 

regions is simply too urgent. Private airports elsewhere in South Africa, Africa and the world, 

have forged ahead, and have shown that their regional impacts can be massive:  “Airports are 

increasingly recognised as key assets for cities and regions as economic generators and 

catalysts of investment, in addition to being critical components of efficient city 

infrastructure” (Stevens 2010: 279). 

 

Three useful concepts have been developed to describe the interfaces between airports and 

their economic hinterlands (Stevens 2010: 279, drawing on Finavia 2004, Blanton 2004, and 

Kasarda 1991):  (a) The ‘aviapolis’ is the marketing and development of aviation orientated 

and airport-centred business hubs;  (b) The ‘airfront’ is the recognition of the aggregation of 

aviation related industries and services attracted to, and located immediately contiguous to 

an airport; and (c) The ‘aerotropolis’ is the identification of the airport as a trade, logistic and 

passenger locus for time-sensitive urban development over an extended area.  Each of these 

models emphasizes a different aspect of airport development:  The diversification of new 

enterprises on the immediate periphery of the airport;  the development of aviation-specific 

activities near the airport;  and the possible re-orientation of an entire region in the light of 

local aviation services. 

 

The broader impact of small airports on regional development can be far-reaching.  Impacts 

can be measured by the activity, earnings, and jobs generated by the airport activity or 

because the airport exists (Ssamula 2009): 

1. Direct impacts include multiplier impacts, which include money spent at or for the 

airport that flows through the regional economy. 

2. Indirect impacts may be generated from expenditures by airport users or from 

regional expenditures at local businesses as a result of airport use or travel. 
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3. Induced impacts take place when as an airport unlocks further investments in the 

region.  The total economic impact of airports is the combined total of the direct, 

indirect and induced impacts. 

 

Typically, all economic impacts caused by airports are described using three basic measures: 

1. Jobs represent the total number of individuals employed, including both part- and 

full-time positions. 

2. Payroll is the annual salary, wages and benefits for employees, including all 

taxes. 

3. Economic Activity includes annual gross sales for commercial firms and budget 

expenditures for government or nonprofit entities. 

 

Direct impacts can be the result of any of the following: 

• Airlines, air cargo carriers, air charters, aircraft services 

• Airport management and operations 

• Car rental agencies 

• Freight forwarders 

• Government projects based at airports, or 

• Airport tenants. 

 

Indirect impacts may be generated from expenditures by airport users or from regional 

expenditures at local businesses as a result of airport use or travel.   Typical examples are   

food and beverage sales, lodging, entertainment, retail sales, travel agencies, and ground 

transportation. 

 

In addition, an airport may generate multiplier impacts, which include money spent at the 

airport, that flows through the regional economy.  A study on the economic impacts of 

Minnesota airports, completed by Wilbur Smith Associates in January 1999, examined 20 

Minnesota airports in four different categories: commercial service, key airport, intermediate, 

and landing strip. The study found that economic activity for commercial service airports 

ranged from $13 million to $168 million, with an average of $61 million. Earnings generated 

from the airports ranged from $409,000 to $54 million, with an average of $13.1 million. For 

the airports studied, 20 to 3,061 jobs were generated, with an average of 760 (Reference?) 
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A model to calculate the economic impact on the surrounding community has been developed 

by William Gartner, professor of applied economics at the University of Minnesota (Gartner 

et al, 2005).  This tool defines the economic impact as “the result of expenditures or sales 

transactions between businesses or other entities that can be directly traced to the presence of 

a particular facility, activity, or related service”.  The Gartner tool uses several input variables 

for determining the economic impact of an airport:  

 

(a) Initial investment: 

1. Total dollar figure provided by all sources for yearly operation of the airport; 

and 

2. Amount of money spent for construction during the year for which the 

financials are being reported. 

 

(b) Fixed-base operator and other aviation businesses: 

1. Number of full-time and part-time annual employees; 

2. Number of full-time seasonal employees; 

3. Number of planes operated by the FBO. 

 

(c)  Commercial scheduled air service: 

1. Number of passengers recorded at the airport during the last year; 

2. Number of employees maintained at the airport by the airline providing the 

service; and number of TSA employees maintained at the airport; 

3. Retail businesses located at the airport:   Number of employees ; 

4. Overnight use by general aviation pilots and other visitors; 

5. Number of tourists that access the region through the airport; 

6. Businesses that ship freight:  (a) Number of times a particular business uses the 

airport each week; and (b) Distance in miles from the airport in use to an airport 

with similar facilities. 

7. Businesses that own hangars and do their own aircraft maintenance:  (a) Number 

of full-time and part-time annual employees; (b) Number of full-time seasonal 

employees; and (c) Number of planes operated by the FBO. 

8. Nonprofit or government entities: (a) Number of full-time and part-time annual 

employees; (b) Number of full-time seasonal employees; and (c) Number of 

planes operated by the FBO. 
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Several methodologies have been proposed to assess complex and multi-variable causal 

relationships (Button et al. (2010).  Two such methods are described here. 

 

(a) Econometric studies 

 

Econometric studies using statistical analysis typically focus on a particular aspect of the link 

between an airport and economic development. The approach analyses factors like 

employment and income effects in a region, related to factors such as airport capacity. It 

does, however, require considerable data, and specifying the appropriate model can be 

challenging. 

 

There are issues of causality:  Do airports increase the productivity of a region, or do 

productive regions have more resources to invest in airports?  Button et al (2010) provides 

several tests to examine the impacts of regional airports.  

 

(b) Multiplier analysis 

 

A common approach to try to quantify the regional economic implications of an airport is to 

use exogenously determined multipliers. From the planning phase to becoming fully 

operational, a new airport goes through a number of stages, each of which generates its own 

particular type of income and employment multiplier effects.  The multiplier effects can be 

divided into four categories: 

 

1. Primary effects:  The primary multiplier stems from the income inherent in the 

construction of the facility and the rounds of expenditure that emanate as part of that 

money is recycled through the local economy. The multiplier is reduced if there is a 

need for significant inflows of labour, raw materials and equipment to plan and 

construct the facility.  The more resources are brought in from outside the region, the 

greater the “financial leakage effect”, and the less revenue circulates locally. 

 

2. Secondary effects:  Once an airport is operational, it pumps money into the local 

economy through the staff that it employs and the activities of the airlines that use it. 

This income, in turn, has multiplier effects on the regional economy. Airports can be 

major employers, of highly-skilled and highly-paid workers, as well as unskilled or 
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semi-skilled workers. The airlines using the airport may maintain staff to handle 

ticketing and aircraft maintenance, as well as station aircrew overnight at local hotels. 

 

3. Tertiary effects (or induced effects):  This the amount of economic activity drawn to 

the region by the existence of an airport, and with the subsequent ripple effects as this 

pumps income into the area. These effects can be substantial.
44

 At smaller facilities, 

the presence of air services is often important to companies to provide their 

employees and customers with easy access to facilities and markets. High-technology 

industry makes extensive use of air transportation, as does the tourism sector. 

 

4. Perpetuity effects:  The perpetuity effect is often associated with the development of a 

large airport that shifts the regional production function upwards by changing the 

structure of the economy.
45

  For example, high technology corridors have emerged on 

former farmland or where there was more traditional industry. 

 

It is easy, however, to overestimate local economic impact using multipliers. Multipliers were 

initially derived as part of demand-side macroeconomics in the 1940s when production factor 

supply constraints were not an issue. Many regions are not initially well endowed with 

resources (such as skilled workers), however, and the need to import such resources can limit 

the size of local multiplier effects.  

 

However, the longer-term impacts of airports can be far-reaching, as experience in rural 

Australia has shown (Donehue and Baker 2012: 237).  Because airports almost eliminate 

physical space, it has encouraged metropolitan people to move to rural areas.  It is the rural 

areas with the greatest level of connectivity to cities that would appear to be most successful 

at attracting these new “amenity migrants”.  The rural economy then tends to change in two 

ways:  Firstly, by changing the employment pattern of the local area, often away from an 

exclusive reliance on primary production;  and secondly, as the new in-migrants demand 

urban services, new local businesses develop in response to this demand.   

 

                                                 
44

  For example, Memphis Shelby Airport, the major US hub for FedEx, is surrounded by warehouse and 

distribution facilities that handle products as varied as just-in-time surgery and orthopaedic devices, 

home décor products and DVDs. 
45

  For example, following the construction of an airport, many islands in the Caribbean and the 

Mediterranean saw their economies moving from fishing and agriculture to tourism. 
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8. Sub-regional aviation development in Africa and elsewhere 

 

Africa is generally seen as an aviation growth region.  Turkish Airlines (TK) has its eye on 

Africa as it plans to grow operations and expand its network (TOU 2013c).  According to TK 

CEO, Dr Temel Kotil, Africa is expected to grow significantly over the next 50 years in terms 

of its diverse market. The African economy was also expected to grow faster than many other 

regions in the world.  

 

Regional airports in Botswana (Maun, Ghanzi, Francistown, Kasane and Selebi Phikwe) 

show that remote rural areas can support significant air transport services (CAAB 2011). 

Maun and Kasane airports in the northern part of the country play a vital role in providing air 

transport service for tourism in the Okavango Delta and Chobe area. Maun is an international 

airport, servicing Namibia Airlines, and it handled 44 300 passengers in 2010-2011 – an 

extraordinary performance for a small airport.  In the 2010/11 year, Maun handled over 207 

000 passengers.  Smaller airports also had high numbers of passengers:  Over 75 000 in 

Kasane and over 50 000 in Francistown (CAAB 2011: 3). 

 

At the regional airports in Botswana, non-scheduled flights are predominant; nevertheless 

scheduled flights are important in Maun (2 949 flights in 2011),  Kasane (1 223 flights) and 

Francistown (1 171 flights) (CAAB 2011:8).  Scheduled flights were responsible for over 95 

000 passengers in Maun, over 30 000 passengers in Kasane, and over 44 000 passengers in 

Francistown. 

 

Internationally, there is a growing tendency to link regional centres to national primary cities.  

In April 2013, for example, two African countries announced plans for new regional air 

routes.  Proflight Zambia announced new routes for Lilongwe and Lubumbashi, and enlarged 

its capacity on the Ndola and Livingstone routes (TUO 2013).  Low-cost fares have also been 

extended to the Mansa, Kasama, Chipata and Solwezi routes. At the same time, Kenya 

Airways has increased the frequency of its flights to Kisumu.   The Kenya Airways Group 

Managing Director said that the airline was keen to meet the needs of the emerging middle 

class in the country while also contributing towards sustainable development in various parts 

of the country.  He added that the surging demand on the Kisumu route had been triggered 

partly by work at Kisumu International Airport, which was recently expanded and upgraded 
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to international status. “The increased flights are expected to boost the economy of the region 

while also supporting the flow of tourist traffic into the western Kenya” (TOU 2013a).  

 

Regional airports, especially when combined with a neighbouring industrial, business or 

technology park, can be valuable assets in overall regional economic development of which 

tourism development is an important part” (Irwin 2008 : 39).  In Mozambique, Nacala 

Airport in the northern part of the country, is being re-opened.  It is expected to boost tourism 

in that region (TUO 2013b).  The airport will be expanded and upgraded to receive long-haul 

flights, specifically from the Far East and south-east Asia.  The airport would open access to 

Ilha do Mozambique, a World Heritage Site, as well as lodges in the northern region of the 

country.  Recent developments on the Nacala port and gas discoveries in the north would 

make the route viable. The number of business travellers has increased dramatically over the 

last few years, providing an incentive for domestic and regional airlines to fly into Nacala. 

 

Punta Cana, in the Dominican Republic, was the first privately owned and managed 

international airport in the world. Hoteliers in the Dominican Republic had a major access 

problem in the late 1970’s and decided to build their own airstrip after discussions with TUI. 

They were told at the time that this venture would never come into fruition. Today, the Punta 

Cana airstrip is the third highest volume tourist airport in the entire Caribbean after Cancun 

and Puerto Rico.  

 

During its inaugural year of 1984, just over 2,976 international passengers disembarked at 

Punta Cana. In 2001 the number exceeded one million and in 2008, the number exceeded 2 

million arrivals. During the summer months, more than 100 international weekly flights land 

at Punta Cana from all over the world. More than 250 international flights arrive weekly 

during the winter months. The first resort hotel was built in the 1970’s. Currently Punta 

Cana-Bavaro has 40 hotels with 18,341 rooms. The Dominican Republic continues to be the 

leading Caribbean tourist destination with the largest number of hotel rooms.  

 

9. The potential of cargo hubs 

 

In the next section, we consider the impact of airports on tourism, as the KGA is likely to 

have major impacts on tourism in the Karoo region.  In this section, however, we give some 

attention to the issue of freight transport. 
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Globalised trading and concentration of logistics activities in the trade hubs, commonly 

encountered in metropolitan areas (such as in Gauteng), can give rise to congestion and 

bottlenecks that decrease the seamlessness of connectivity and put both the facility and the 

region under enormous pressure (Pretorius 2013: 3).  “The occurrence of such bottlenecks 

and congestion in metropolitan areas may pave the way for suitably located nodes in 

peripheral areas to relieve the pressures caused by such negative externalities, thereby 

increasing system efficiencies” (Pretorius 2013: 3). 

 

A logistics hub can be defined as an integrated centre for the transhipment, storage, 

distribution and collection of goods (Pretorius 2013: 9).  In the new fast-cycle logistics era 

brought about by globalisation, nations with good air-cargo capability have competitive trade 

and production advantage over those who do not.  Air cargo enables nations, regardless of 

location, to connect efficiently to distant markets and global supply chains in a speedy, 

reliable manner.  Air cargo accounts for the transportation of about 42% of the value of 

current world trade, consisting chiefly of high-value, time-critical products such as computer 

chips, pharmaceuticals, just-in-time inventories, urgent documents, electronic components, 

aircraft parts, high-fashion apparel, cellular telephones, and a wide variety of time- and 

temperature-critical perishables.  Boeing predicts that over the period between 2003 and 

2023, world air cargo will grow at 6.2% per year (TIACA Times, 2005:1, cited in Pretorius 

2013: 11). 

 

Logistics hubs are increasingly identified as potential LED projects.  The Department of 

Transport, Safety and Liaison in the Northern Cape put out a tender in 2012 entitled ‘Project 

Management Services for the following projects: De Aar Freight Transport Hub, 

Douglas/Belmont Rail Branch Lines, Upington International Air Cargo Hub and the Port 

Nolloth Harbour Development’ (Department of Transport, Safety and Liaison, 2012, cited in 

Pretorius 2013: 12).  

 

Logistics hubs have multi-modal solutions to obviate transportation difficulties, thereby 

creating seamless movement of goods and, in the process, optimising general operations.  

Freight shipments now have the ability to be consolidated at a central point and distributed 

from that point to their final destination.  This creates added value for freight products.  

Customers will then receive products at the right time, at the right place and in the right 
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quantity, but with the added benefit of having to pay less as a result of the economies of scale 

created by the value added at the logistics hub (Pretorius 2013: 43). 

 

Table 26: Progression of logistics clusters: adapted for peripheral areas 

 

Progression: Logistic cities for peripheral areas 

Freight focus 

area 

Freight 

terminal 

Freight hub Logistic Village Logistic City 

Basic terminal 

facilities, 

operational, 

spare 

capacity; 

Start of 

logistics 

activities 

Terminal 

operations, 

intermodal 

operations, 

customs 

Logistics 

services – 

freight 

consolidation/ 

deconsolidation 

Industrial value-

adding and 

intensive freight 

and logistics 

activities (for 

example 

manufacturing, 

warehousing, 

distribution) 

Non-freight and 

logistics activities (for 

example head offices, 

commercial, retail, 

education, residential) 

that have a strong 

functional interaction 

with the logistics 

village. 

<25Ha 25Ha 50Ha 700Ha 5-10km radius 

 

 

A small but strategically located town such as Beaufort West has some claim to being a 

potential “freight terminal”, which is the smallest type of multi-modal logistics hub.  Beaufort 

West already combines a road highway and a major railway line.  With the development of 

the Karoo Gateway Airport, a third transport mode would be added.  A Freight Village is a 

site that concentrates logistics activities such as transport, goods distribution and warehousing 

(Pretorius 2013: 64). Freight villages are located inland to unload and repack containers 

coming from major seaports.  “The concept of a freight village relates to the specialized 

zones offering space and common services to transport operators, logistics providers and 

shippers.  Freight villages develop various activities related to consolidation; warehousing; 

storage; handling operations; shipment coordination; services to transport modes, transport 

units and human resources; banking; and other cargo administrative services” (Kapros et al 

2005:56, cited in Pretorius 2013: 65). 

 

Intensity levels can be segmented into lower and higher logistics value-add activities 

(Sengpiehl, 2010).  Lower value-add activities are transhipment, transport and simple storage 

or warehousing operations.  They commonly trigger and define the character of the higher 

logistics value-add services and supporting activities.  Among the higher value-add services 

are light assembly, customising, quality control and packaging activities executed in 

warehouses or distribution centres.  These have a stronger linkage to the import of goods and 
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are located in close proximity to the final market demands to enable speedier response times 

(Sengpiehl, 2010).  Typically, supply-chain management and logistics head office activities 

are part of this segment (Pretorius 2013: 84). 

 

In terms of aviation, passenger aircraft are responsible for moving between 80% and 90% of 

air freight within South Africa while the remainder is transported by both scheduled and non-

scheduled freighter aircraft (Pretorius 2013: 131).  Furthermore, domestic freight is largely 

dominated by mail and courier customers.  Owing to the lack of dedicated facilities for 

freight, this dominant role of passenger aircraft for freight is high and is expected to remain 

so. The disadvantage of an overreliance on passenger aircraft in the provision of air-freight 

services is that it leads to poor predictability of available capacity.   During busy passenger 

periods, air freight not related to passengers, which often constitutes perishables or urgent 

high-value cargo, may be left behind as the additional weight may cause safe take-off 

parameters of the aircraft to be exceeded.  This situation obviously reduces the air-freight 

value proposition to customers in that passengers are priority business for the airlines. 

 

Specific gains for the regional economy would be through employment opportunities and 

economic growth that are due to direct, indirect and induced impacts of freight handling 

facilities.  Typically, a freight village develops from a basic freight terminal through the 

addition of logistical activities and other supporting activities (Pretorius 2013: 66). 

 

However, there is the potential of over-investment because many locations want to participate 

in this growing segment.  This warning is certainly also applicable to the establishment of 

logistics centres in South Africa, particularly with regard to airports in peripheral areas.  

Therefore, the decision to create an inland port must be based on the demand of cargo flows 

and the efficient access to these freight generators (Pretorius 2013: 68). 

 

Key requirements for any logistics hub are: 

1. Market demand to generate the flow of commodities and value-add activities 

handled by logistics (Pretorius 2013: 80); 

2. Infrastructure: roads, rail and air (inter-modal) 

3. Adequate land available (often not available in metropolitan areas) 
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4. Workforce:  Unskilled, semi-skilled and highly skilled segments;  currently, the 

major employment group in logistics is the unskilled or semi-skilled workforce 

(Pretorius 2013: 85). 

 

10. Conclusion 

 

The example of regional and sub-regional airports elsewhere in the world offer many lessons 

for the Karoo Gateway Airport.  Studies of airports show the kinds of variables which need to 

be taken into account, in terms of capital requirements, revenue-generating opportunities, 

environmental factors, and potential economic multipliers.  The growth of sub-regional 

airports throughout Africa suggests a new trend towards relatively short-distance air travel, 

between regional centres and larger cities.  There are also possibilities of increasing freight 

handling facilities, particularly where there is a potential interface between several modes of 

transport.  The KGA, being the first airport in the Karoo to contemplate scheduled flights, can 

make a notable contribution to the region, in terms of passenger and freight transport, as well 

as secondary activities such as commercial and industrial development.  
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PART VII: 

Tourism trends 

 

1. Introduction 

 

There is a clear business case to be made for small regional airports, regarding their tourism 

promotion potential.  Infrastructure and accessibility are often seen as keys to destination 

development. The type and form of transportation often influence the choice of where visitors 

choose to vacation (Ssamula 2009). 

 

Given the growing demand for “desert tourism”, the strategic location of the Karoo Gateway 

Airport makes it eminently suitable as the main passenger terminal for the entire Karoo 

region. 

 

2. Tourism and aviation 

 

Five broad Relationships exist between tourist destinations and the airports that service them 

(Ssamula 2009). These include; 

1. Airports as destinations themselves, for example, as conference centres and aviation 

schools 

2. Airports as service centers, with facilities such as car rental and accommodation, 

3. Airports as gateways to rural hinterlands 

4. Airports as economic generators by stimulating investment, and 

5. Airports as direct promoters of tourism activity and diversification. 

 

Airports can have a dramatic impact on local hotel occupancies, as destinations become 

cheaper and easier to access. 

 

According to the Board of Airline Representatives South Africa (BARSA), encouraging 

charter flights into the country is a great way to capitalize on South Africa’s untapped 

potential (Tourism Update Online, 11 April 2012).  There is a market for seasonal charter 

airlines because they target a whole different market to that attracted to legacy airlines. 

Government should do more to create an attractive environment for charter flights.  
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BARSA believes that much could be done to make it more attractive for airlines to fly to 

South Africa. There are proven examples around the world of destination marketing 

organizations (DMOs) or governments creating climates conducive to airlines to fly to their 

destinations. The only obstacle to charter airlines flying to South Africa is cost. The 

Department of Transport has a capable and proactive team that approves temporary operating 

permits in a relatively short time. 

 

However, the onus is not only on the government or the destination country when it comes to 

wooing charter airlines (Tourism Update Online, 11 April 2012). If the demand is large 

enough, several factors can increase the number of flights:  The accessibility of the airport 

and tourism attractions; slot flexibility; qualitative handling agents as well as accommodation 

for crew near the airport. BARSA strongly believe in the potential of South Africa and they 

will continue to develop roundtrips.   

 

Some airports function virtually exclusively as tourism airports:  Victoria Falls International 

Airport (VFA) in Zimbabwe; Maun Airport in Botswana; Pilanesburg International Airport; 

and Hoedspruit Eastgate airport. 

 

KGA is likely to function largely, but not exclusively, as a tourism airport.  It will also serve 

other purposes, such as freight, medical transport, and possibly an aviation school.  But the 

potential of desert tourism is so great that closer attention is paid, in this section, to tourism 

dynamics in South Africa as a whole, and the Karoo in particular. 

 

3. Global tourism trends 

 

Worldwide, international tourist arrivals grew by 4.4% in 2011 to reach 980 million. The 

growth was mainly driven by advanced markets, where arrivals grew by 5.0% while 

emerging markets grew by 3.8%. France remained the top international destination with an 

impressive 79 million visitors in 2011, a growth of 2.8% from 2010. USA, Spain, China and 

Italy also retained their positions as the top 5 destinations. Indonesia showed significant 

growth from 37th position to 34th position, growing by 10.9% over 2010. Thailand and 

Greece also showed good growth of 14.0% and 13.7% respectively (SA Tourism Report, 

2011, using figures from Euromonitor).  These figures show that non-traditional destinations 

can make major headway in attracting international tourists. 
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Over the past three years, Germany, the USA and UK remained the three largest outbound 

travel markets in the world. Outbound travel from all markets improved from 2010, with the 

exception of the UK which declined by -2.6% due to the recession. Outbound travel from 

Europe is expected to decline as the continent still suffers the effects of the economic crisis 

while the Air Passenger Duty put increased pressure on consumers.  

 

Outbound travel has recovered faster than expected in other countries since the global 

financial crisis and economic recession. This is attributed to a strong rebound in business and 

leisure travel from emerging markets (Euromonitor 2011).  Outbound tourism from key 

European countries, such as France and Netherlands, remained virtually static.  Outbound 

tourism from China grew slightly. 

Figure 6:  Growth in outbound travel: 2009-2011 

 

(Source: Euromonitor 2011) 

 

Tourism has become an increasingly niche-based activity, with new tourism markets 

selecting destinations and experiences that are different from the older mass market products.  

In this context, desert tourism has become an important niche area (United Nations 2006).  

The Australian Outback experience, as well as Namibian desert tourism, illustrate the huge 

attraction that deserts hold for travelers from developed countries. 
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4. Tourism trends in South Africa 

 

Not surprisingly, 2010 was a relatively good year for South African tourism, due to the FIFA 

World Cup.  After the World Cup, tourism figures
46

 declined somewhat, due to the recession, 

but tourism indicators have improved significantly since late 2011. South Africa was 

fortunate that the FIFA World Cup mitigated a potential downturn in tourism in 2010. 

 

          Table 27: Profile of foreign tourism 

 

Tourism sector 2009 2010 (FIFA year) 

Tourism contribution to GDP  R67,9bn R74,8bn 

Tourism contribution to GDP % 2.8% 3.1% 

Direct employment in tourism 

 Number of people  

 Share of total employment in SA 

 

538 394 

4.1% 

 

567 378 

4.3% 

         Source: Compiled from SA Annual Tourism Reports. 

 

 

The Tourism Business Index (“TBI”) is an initiative of the Tourism Business Council of 

South Africa.
47

  The TBI provides an indication of the current and likely future performance 

of the various businesses operating within the Tourism Sector in South Africa. It profiles the 

industry and positions it as an important component of the South African economy.  

Tourism indicators during the last two years are as follows: 

• The TBI during 2010: At the end of the 4th quarter of 2010, the Tourism Industry had 

performed exactly as expected. 

• The TBI during 2011: For the first three quarters of 2011, the Tourism Industry 

performed well below expectations. For the last quarter of 2011, the TBI registered a 

performance index of 87.3 against a normal of 100. When compared to the expected 

                                                 
46

  Prior to 2010, SA Tourism could only report on foreign visitor arrivals as there was no way of 

separating out day visitors from the overall arrivals.   In 2009, Statistics SA for the first time was able 

to make the distinction between tourists and day visitors and started a data series for tourist arrivals that 

was aligned to the globally accepted definition of a tourist.  As a result of this change, the weighting 

methodology has been revised and the results in this report are now not comparable to reports prior to 

2009. The 2010 Annual Report represents the beginning of a new series of Annual Reports and is 

identified by its green tables on the front page.   
47

  It is sponsored by First National Bank, and is compiled by Grant Thornton.  The index is produced 

quarterly. The information for the TBI is collected through an online survey of tourism businesses 

completed after the end of each quarter. The overall tourism index includes accommodation operators 

and responses from airlines, tour operators, coach operators, vehicle rental companies, travel agents, 

retail outlets, conference venues and attractions. 
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industry performance index of 80.7 for the fourth quarter, the industry performed better 

than expected, and much better than in quarter 3.
48

 

• The TBI during 2012: In Q4 of 2012, the TBI slightly exceeded expected performance 

for the quarter.
49

  Q4 improved on Q3.
50

 This was the second consecutive quarter that 

the TBI has recorded performance levels above the normal level of 100, and was the 

highest recorded performance index since the first pilot phase in 2010. 

• The TBI during 2013: Q1 expectations were roughly in-line with the last quarter 2012 

performance at 102.5. This continued positive outlook suggests that the industry is 

recovering from the recessionary impacts and excess of supply it suffered post 2010.  

 

Tourism operators are particularly positive about the leisure and business segments of the 

domestic market, as well as foreign leisure tourism: 

 

Table 28: Tourism sectors with the most potential for growth 

(Views of tourism respondents in the TBI national survey:  Responses above 40% highlighted) 

Tourism market Accommodation sector: 

% of respondents 

Non-accommodation 

sector 

Domestic tourism: Leisure 46 39 

Domestic tourism:  Business 60 31 

Domestic tourism:  Meetings, incentives, 

conferences and events  

35 27 

Foreign tourism: Leisure 50 55 

Foreign tourism:  Business 24 22 

Foreign tourism: Meetings, incentives, 

conferences and events 

14 23 

Other, e.g. special events, niche markets 4 18 

Source: Tourism Business Index Q4 2012 

 

Generally, accommodation services have more positive prospects than the non-

accommodation sector (such as transport, events, entertainment and special services). 

 

Nevertheless, South Africa’s tourism sector faces challenges.  The global economic 

recession, the political uncertainty, labour unrest and service delivery protests, creating  

negative perceptions of South Africa as an unsafe destination to foreign visitors, were cited 

by tourism respondents as major threats to business in 2013.  Rising operational costs, 

                                                 
48

  An increase of 17.3 index points from 70.0 at the end of quarter 3 to 87.3 at the end of quarter 4.   
49

  It reached 104.6, compared to an expected index of 103.1. 
50

  An index of 104.6 compared to 101.0. 
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especially municipal rates, fuel and electricity prices were also cited by many respondents as 

major constraints. 

 

The Accommodation Sector identified price wars within the sector as a major threat to the 

industry, with many operators undercutting rates. Competition from European destinations 

with accommodation operators offering top standard accommodation at very low rates was 

mentioned by some of the respondents.  

 

Other constraints and threats mentioned repeatedly included:  

• Insufficient destination marketing by South African Tourism and other Destination 

Marketing Organisations; 

•  Increasing competition amongst tourism businesses; 

• The corporate and business travel market reducing their travel budgets; and 

• Reduced disposable income in the domestic market. 

 

Yet the importance of tourism as an economic driver remains undisputed.  One key element is 

the job creation potential of tourism.  Applying the Tourism Satellite Account (TSA) 

methodology, Total Foreign Direct Spend (TFDS) can be used as the baseline for calculating 

the number of people employed in tourism as indicated below.  

 

In 2010, according to the SA Annual Tourism Report, R72.6 billion of Total Foreign Direct 

Spend (i.e. expenditure by foreign tourists) supported 567 378 direct employment 

opportunities in tourism.  This represents 4.3% of total employment in South Africa. This 

equates to 1 job in tourism being supported by around R128 000 of TFDS.  Furthermore, it is 

commonly accepted that for every direct job in the tourism industry at least two indirect job 

opportunities are created in activities such as construction, art and craft, performing arts, and 

tour guiding. 

 

The KGA, which will cater for both the business and leisure segments of the market, is likely 

to benefit from future tourism growth in South Africa.  Furthermore, international leisure 

tourism is expected to grow, and marketing of the Karoo as a desert destination may well 

appeal to this market.  However, given the inadequate destination marketing activities of 

government agencies, the Karoo will probably need to do some of its own destination 



The Regional Impact of the Karoo Gateway Airport, Beaufort West    6 September 2013 

© Centre for Development Support, University of the Free State  

116 

 

marketing.  Furthermore, flights to KGA will need to be competitive, particularly when 

compared to road transport. 

 

5. Foreign tourism in South Africa 

 

Foreign tourist arrivals to South Africa grew by 3.3% in 2010, an additional 265 802 tourist 

arrivals. Despite the growth in tourist arrivals, revenue generated from foreign tourism 

decreased by -2.2% (-R1.6 billion) during the same period. 

 

South Africa gained market share in the USA, France and Netherlands, a trend that started in 

2009.  South Africa’s key tourism markets remain the UK, Netherlands, and France, although 

the USA has recently overtaken France as a source of tourists to South Africa.  China shows a 

steady increase. 

Figure 7:  South Africa’s Market Share by Country 

 
Source: Euromonitor International, 2010 

 

Table 29 below highlights the trends regarding tourist arrivals from different countries: 
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Table 29
51

:
 
Foreign Tourist Arrivals SA Source Markets: Growth Trends 2009 - 2011

52
 

 

Country of 

Residence 

    2009      2010      2011 Absolute 

change 2009-

2011 

% change 

2009-2011 

Trend  

United 

Kingdom 

   446 369    453 030    420 483  (25 886) (5.8) Decline 

USA    230 324    282 377    287 614  57 290 24.9 Growth 

Germany    196 643    215 000    235 774  39 131 19.9 Growth 

Netherlands    114 431    124 088    113 846  (585) (0.5) Decline 

France    103 985    115 401    105 420  1 435 1.4 Steady 

Australia      82 753    107 905    103 506  20 753 25.1 Growth 

India      55 203      71 587      84 883  29 680 53.8 Major 

Growth 

China 

(including 

Hong Kong) 

     42 083      68 309      84 862  42 779 101.7 Major 

growth 

Canada      45 330      55 263      57 767  12 437 27.4 Growth 

Italy      50 283      54 641      54 628  4 345 8.6 Steady 

Total Top 10 1 367 404 1 547 601 1 548 783  181 379 13.3  

Brazil      32 256      53 756   54 183  21 927 68.0 Major 

growth 

Middle East      41 302      49 279   47 484  6 182 15.0 Growth 

Sweden       36 335      40 662   38 754  2 419 6.7 Steady 

Switzerland       31 719      39 725   40 728  9 009 28.4 Growth 

Belgium      36 720      39 304   40 478  3 758 10.2 Steady 

Portugal       26 759      40 655   40 301  13 542 50.6 Major 

growth 

Ireland      35 166      30 518   29 098  (6 068) (17.3) Decline 

Spain      25 725      31 902    27 209  1 484  5.8 Steady 

Japan      20 513      27 577   26 284  5 771 28.1 Growth 

Denmark      22 540      24 212   22 970  430 1.9 Steady 

Total Next 10   309 035 377 590 367 489  58 454 18.9  

Total Overseas 1 676 439 1 925 191 1 916 272  239 833 14.3 Growth 

Indian Ocean 

Islands 

     16 387      19 538       19 730  3 343 20.4 Growth 

Africa 

Mainland 

5 073 027 5 721 639 6 117 105  1 044 078 20.6 Growth 

Total Africa 5 089 414 5 741 177 6 136 835  1 047 421 20.6 Growth 

Unspecified       36 474    115 381       25 800  (10 674) (29.3) Decline 

Grand Total 6 802 327 7 781 749 8 078 907  1 276 580 18.8 Growth 

Source: Table compiled from SA Annual Tourism Reports. 

                                                 
51

  Table 15 incorporates the new methodology which separates out day visitors from the overall arrivals. 

In 2009, Statistics SA for the first time was able to make the distinction between tourists and day 

visitors and started a data series for tourist arrivals that was aligned to the globally accepted definition 

of a tourist. As a result of this change, the weighting methodology has been revised and the results in 

Table 30 are now not comparable with previous reports. 

 
52

  Although the arrival stats for 2012 are available, SAT still has not released the SA Annual Tourism 

Report for 2012 and neither have they released the Q4 results for 2012. Often when these reports are 

released the arrival stats are adjusted. They are therefore not provided in this table. 
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Table 29 ranks foreign tourist arrivals by volume growth e.g. the United Kingdom is the 

biggest source market for South Africa by volume (number of arrivals). China and India have 

moved up into the top ten source markets. Germany has increased after stagnating for the past 

three years. The top ten source markets account for 71% of the total overseas source markets.  

Brazil and Portugal are also potentially significant source countries, showing major growth. 

 

There is an opportunity for the Karoo destination marketing organizations (DMO’s) to 

explore the tourism potential of secondary markets which are indicating growth. There is also 

an opportunity for the DMO’s to accompany trade missions to selected markets especially 

where bilateral trade or twinning agreements have been initiated. If there are budget 

constraints on overseas travel, then Karoo DMO should brief trade missions and provide 

them with information on the Karoo as a future outbound tourism destination. Destinations 

should be marketed for tourism, trade and investment at every opportunity.  

 

Bed nights spent in South Africa by foreign tourists are divided into land markets and air 

markets. Land markets are those countries where at least 60% of arrivals from the country 

arrive by land (foreign countries within Africa). Air markets are those countries where at least 

60% of arrivals from the country arrive by air (mainly overseas markets).  

 

For Karoo tourists, land markets are hardly relevant, as these tourists arrive primarily from 

southern Africa, including Lesotho, Swaziland, Mozambique, Zimbabwe, Botswana and 

Namibia.  International tourists in the Karoo tend to come from Europe, and to a lesser 

extent, countries such as the USA. 

 
 

Table 30 below shows that, for the international tourism market (air market), average spend, 

and average spend per day, have decreased.  However, foreign stays have become longer.   
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          Table 30: Profile of foreign tourism 

 (impact of air markets indicated in shaded italics) 

 

Tourism sector       2009    2010 (FIFA year)   2011 

Total Foreign Tourist Arrivals 7 011 865 8 073 552 8 339 354 

Total Overseas Tourists 1 885 977 2 216 994 2 176 729 

Total Foreign Direct Spend
53

  

 Land markets 

 Air markets  

R59,2bn 

R35,1bn 

R24,1bn 

R72,6bn 

R47,1bn 

R25,5bn 

R71,0bn 

R47,2bn 

R23,8bn 

Average spend per foreign tourist 

 Land markets 

 Air markets 

R  8 900 

R  7 300 

R13 000 

R  9 300 

R  8 300 

R11 800 

R  8 900 

R  8 100 

R11 100 

Average spend per day per foreign tourist 

 Land markets 

 Air markets 

R1 060 

R1 400 

R   780 

R1 080 

R1 560 

R   690 

R1 080 

R1 640 

R   630 

Average Length of Stay 

 Land markets 

 Air markets 

  8.3 nights 

  5.1 nights 

16.6 nights 

  8.5 nights  

  5.3 nights  

16.9 nights  

  8.3 nights 

  4.9 nights 

17.6 nights 

Total bed nights spent in SA 

 Land markets 

 Air markets 

   55,8m 

   24,9m 

   30,9m 

  66,9m 

  30,2m 

  36,7m 

    66,2m 

    28,6m 

    37,6m 

Average number of provinces visited: 

 Land markets 

 Air markets 

      1.3 

      1.1 

      1.7 

     1.3 

     1.1 

     1.7 

     1.2 

     1.1 

     1.6 

         Source: Compiled from SA Annual Tourism Reports 

 

The global trend is that overseas long-haul tourists are selecting destinations which have most 

of the attractions (things to see and do) that match their preferences, in close proximity to the 

airport at which they arrive when they enter a country. Any package that reduces the traveling 

costs and travelling time has greater appeal.  Tourists do not wish to undertake long, arduous 

and potentially unsafe roads with heavy traffic.  Domestic flights need to be efficient and 

affordable – a problem in South Africa, where domestic flights are amongst the most 

expensive in the world. 

 

The air markets remain a key component of the South African tourism industry, and showed a 

growth of 2.8% from 2009 to 2011. 

 

Table 31: Foreign Tourists Bed Nights spent in SA – Land Markets and Air Markets
54

 

      2009     2010     2011 Change from 2009 

to 2011   

% Change 

All foreign tourists 55 802 589 66 852 503 66 153 430 10 350 831 18.5 

Land markets 24 890 556 30 151 762 28 583 660 3 693 104 14.8 

Air markets  30 912 033 36 700 741 37 569 769 6 657 739 21.5 

 

                                                 
53

  Excluding capital expenditure. 
54

  Figures for 2012 have not been released yet. 
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Table 32 below shows the growth of foreign tourists (including both land and air markets) to 

the Karoo-related provinces (Western Cape, Free State, Northern Cape and Western Cape).  It 

is likely that these provinces receive tourists primarily from air markets, since visitors from 

land markets are likely to head for the northern provinces and Gauteng.  The “Karoo-related 

provinces” contain a portion of the Karoo in their jurisdictions.  This does not mean that all 

tourists in these provinces head to the Karoo, but given that they are in some proximity to the 

Karoo, they could count as a potential market in future.  These can be described as Type I 

tourists for the Karoo.  They could be differentiated from a potential Type II category, 

consisting of those tourists who may visit the Karoo as a desert tourism, similar to tourists 

heading specifically for the Australian Outback).  Type I tourists would piggy-back a Karoo 

excursion onto their visits to metropoles such as Cape Town, Port Elizabeth and Kimberley, 

whereas Type II would seek a more focused desert experience. 

 

In the Karoo provinces, the Western Cape has shown the greatest growth in foreign arrivals 

(increase of 14% from 2009 to 2011);  Free State had a growth of 7%;  Eastern Cape a rather 

disappointing 3%;  and the Northern Cape (the most remote of all the province) only 

experienced an increase of 1%.  Nevertheless, the fact that the Northern Cape attracted over 

100 000 foreign tourists, is still an achievement for this under-populated province. 

 

Table 32: Provincial Distribution – All Foreign Arrivals
55

 

     2009    %      2010    %       2011   % 

Gauteng 3,313,344   37%   3,991,656   39%   3,861,941   38% 

Western Cape 1,316,795   15%   1,504,698   15%   1,391,228   14% 

Mpumalanga  1,035,328   12%   1,135,697   11%   1,316,869   13% 

Limpopo    893,714   10%   1,046,647   10%   1,009,562   10% 

KwaZulu-Natal    861,484   10%      956,550     9%      908,277     9% 

Free State     573,494     6%      589,708     6%      684,686     7% 

North West    444,501     5%      531,869     5%      500,350     5% 

Eastern Cape    315,094     4%      354,957     4%      307,658     3% 

Northern Cape      99,810     1%        96,329     1%      102,718     1% 

TOTAL  8,853,564 100% 10,208,111 100% 10,083,289 100% 

Source: SA Annual Tourism Reports 

 

This table does not show the number of bed-nights.  Table 33 below indicates the total 

foreign tourism bed nights spent in each province of South Africa.  

                                                 
55

  Data for these figures are collected from airport departure surveys (e.g. where did you stay, what 

provinces did you visit, how many provinces did you visit, how long did you stay, how much did you 

spend, what attractions did you visit, etc);  as well as tourist accommodation surveys conducted by 

Statistics South Africa i.e. data collected from a sample of respondents.   
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Not surprisingly, the figures for several provinces declined after 2010, due to the FIFA World 

Cup peak in that year.  However, all provinces showed an increase between 2009 and 2011, 

which are more “normal” years.  Once again, the Karoo-related provinces are highlighted. 

 

Table 33: Total Foreign Tourism Bed Nights spent in SA - Provincial Distribution 

 

Rank     Province Bed Nights 2009 Bed Nights 2010 Bed Nights 2011 

1. Gauteng 20 355 631 24 800 436 25 658 189 

2. Western Cape 15 680 688 19 971 821 16 961 520 

3. KwaZulu Natal   5 840 370   6 297 103   6 631 958 

4. Mpumalanga   3 702 292   4 010 610   4 417 748 

5. Limpopo   2 994 981   3 224 761   3 454 139 

6. Free State    2 651 085   2 963 599   3 445 399 

7. Eastern Cape   2 684 244   3 371 051   3 304 452 

8. North West   1 365 628   1 685 022   1 735 841 

9. Northern Cape      527 669      528 101      544 184 

 TOTAL 55 802 589 66 852 503 66 153 430 

Source: SA Annual Tourism Reports 

 

Leisure tourism accounts for nearly 58% of South Africa’s foreign arrivals. Table 34 below 

shows that the leisure tourism market is extremely vulnerable to the impact of the global 

recession.  During recessions, long-haul foreign tourists are traveling closer to home and in 

some cases opting not to travel overseas. A survey conducted in the UK indicated that 40% of 

British tourists decided not to travel away from home in 2011.  However, long-haul tourism 

has now staged a come-back, as developed countries recover after the recession.  

 

Table 34: Purpose of visit by all foreign tourists  

 

 Leisure 

% 

Business 

% 

Medical 

% 

Religion  

% 

Other 

% 

TOTAL 

2009 60 30 5 0.6 5 100
56

 

2010 57 31 5 0.3 7 100 

2011 58 31 5 0.5 7 100 

Source: SA Annual Tourism Reports 

 

The average foreign tourist spends around R15 000 in South Africa (total cost excluding 

airfare): 

 

                                                 
56

  Percentages above 1% are rounded off. 
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Table 35: Total Cost per trip for foreign tourists 2009 – 2011
57

 

 

    2009   2010   2011 

Total cost of trip including airfare R15 300 R16 600 R15 800 

Total prepaid expenses  R  6 400 R  7 300 R  6 900 

Total expenditure in SA R  8 900 R  9 300 R  8 900 

  Source: SA Annual Tourism Report 2011 

 

The figures below relate to all foreign tourists arriving in South Africa. Generally, the daily 

spend of overseas (air market) tourists is much higher than for foreign tourists arriving from 

within Africa. African markets include much higher levels of expenditure related to shopping 

and medical expenses. Shopping includes expenditure for personal use (leisure travel) and 

goods for resale (business travel). 

 

 Table 36: Total Foreign Direct Spend (TFDS) in SA by Category 2009 – 2011 

 

    2009      %
58

   2010     %   2011 % 

Accommodation R  7,8bn   12 R  9,0bn  14 R  8,2bn 12 

Local Transport R  4,7bn     7 R  5,5bn    9 R  5,3bn   8 

Food & Drinks R  7,5bn   11 R  8,7bn  14 R  8,6bn 12 

Leisure & Entertainment R  4,2bn     6 R  4,5bn    7 R  3,7bn   5 

Medical R  1,8bn     3 R  1,9bn    3 R  1,7bn   2 

Shopping Personal  R20.9bn   31 R17,5bn   27 R19,7bn 28 

Shopping Resell R16,7bn   25 R12,1bn   19 R18,5bn 26 

Other R  3,4bn     5 R  5,1bn     8 R  5,1bn   7 

TOTAL  R67,0bn 100.0% R64,3bn 100.0% R70,8bn 100.0% 

 Source: Compiled from SA Annual Tourism Reports 

 

Using the data for 2011 as an example, this table shows that shopping (for personal use, or 

resale) is the largest category of expenditure by foreign tourists in South Africa.  

Accommodation and catering (food and drinks) are also important categories.  For the 

purposes of this report, the 8% of TFDS spent on local transport (i.e. within South Africa) is 

significant.  Tourists are prepared to spend a substantial part of their disposable income 

travelling between South African destinations.  

 

The total trip cost per foreign tourist fluctuates according to the different exchange rates 

mainly driven by increasing or decreasing prepaid costs. This is attributed to the increasing or 

decreasing price of air tickets as oil prices fluctuate.  Table 37 below provides a profile of 

                                                 
57

 Excluding capital expenditure. 
58

  Percentages are rounded off. 
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typical foreign tourists’ expenditure in South Africa.  The categories of particular interest to 

the Karoo are highlighted. 

 

Table 37: Activities Undertaken by Foreign Tourists in South Africa 2009 – 2011
59

 

 

Activities 2009 

% of tourists 

2010 

% of tourists 

2011 

% of tourists 

Shopping 97 96 96 

Nightlife 84 82 83 

Social 39 37 37 

Visiting natural attractions 23 22 20 

Cultural, historical & heritage 19 18 20 

Beach 15 15 14 

Wildlife 16 15 14 

Business 23 22 20 

Theme Parks  11 11 11 

Visited a Casino   6   6   5 

Source: Compiled from SA Annual Tourism Reports 

 

Furthermore, shopping, nightlife and social activities are activities that occur naturally in 

every country and tend to skew the results when calculated on a percentage basis. In the case 

of the Karoo, the activities “visiting natural attractions” (around 22%), “cultural, historical 

and heritage” (around 19%) are particularly relevant, and “wildlife” (around 16%) are 

particularly important.  These are categories which should be targeted for a Karoo destination 

marketing campaign. 

 

6. Domestic Tourism  

 

Both SA Tourism and Statistics South Africa survey and collect data on domestic travel
60

 in 

South Africa. Unfortunately, a definitive quantification of domestic travel utilizing both types 

                                                 
59

  Multiple replies indicate participation in more than one activity. 
60

  In line with global definitions, a domestic trip is defined as all those trips taken within the borders of 

South Africa by an adult resident in South Africa. For such a trip to be considered a domestic tourism 

trip, the trip must have: 

• Been to a destination more than 40kms from the respondent’s home (one way)  

• Lasted one night but less than 365 nights  

• Not been for relocation purposes  

• Not been part of the respondent’s regular commuting (unless it was for leisure or recreational 

purposes)  

• Not result in the respondent receiving payment in the place visited for services rendered or 

goods delivered in the place visited.  

 

The data in the domestic tourism report is based on a monthly household survey of the South African 

adult population. The adult population is defined as the population over the age of 18 years and is 

estimated to be approximately 30 million people. The sample is stratified according the spread of the 
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of survey results is difficult due to different collection methodologies being used by the two 

entities. For the purposes of this report and to maintain consistent with the foreign tourism 

profile results, SA Tourism research results are the main focus of this report (due to their 

consistency in method over a number of years) while Statistics South Africa information is 

used only to further highlight trends or to be used as an additional information source.
61

  In 

Table 38 below, the number of domestic trips, domestic tourists, tourism spending, and bed-

nights are profiled: 

          Table 38: Profile of foreign tourism 

 

Tourism sector       2009    2010 (FIFA year)   2011 

Number of domestic tourism trips      30.3m    29.7m   26.4m 

Number of domestic tourists      14.6m    13.5m   13.9m 

Total Direct Domestic Spend   R22,4bn   R21,1bn  R20,3bn 

Average Spend per Domestic Trip      R730     R710     R780 

Average Nights per Domestic Trip 4.2 nights 4.4 nights 4.4 nights 

Total Annual Domestic Bed Nights    128.4m   130.8m 115.2m 

  Source: Compiled from SA Annual Tourism Reports 

                                                                                                                                                        
population by province of residence, race (ethnicity) and community size. The community size 

definitions are based on the All Media and Product Survey (AMPS) definitions, including rural areas 

(less than 500 households), small towns (500 - 39 999 households), large towns (40 000-249 999 

households), and metros (more than 250 000 households). 

 

An additional sample of travellers is drawn monthly based on the travel incidence determined from the 

monthly stratified random sample. The data is weighted to the population estimates as reported by Stats 

SA.  

• Purpose of visit refers to the primary reason the trip was taken and is calculated by proportioning 

the number of trips in a specific month to the sum of the year.  

• Accommodation usage:  Bed nights is calculated by adding the accommodation in different types 

for each trip taken in the period.  

• Total Domestic Direct Spend (TDDS) is calculated by adding the per capita spend for each trip 

taken in the period and reported in Rand terms. 

• Spend by purpose is calculated by proportioning the percentage of trips by purpose for the 

quarter to the TDDS.  

• Flow of domestic direct spend is calculated by apportioning TDDS by the total number of bed 

nights spent in each province for the inflow of value, and apportioning TDDS by the province of 

origin for the outflow of value.  

• LSM refers to “Living Standards Measure”. It is unique means of segmenting the South African 

market which has been developed by the South African Advertising Research Foundation. It cuts 

across race and other outmoded techniques of categorizing people, and instead groups people 

according to their living standards using criteria such as degree of urbanization and ownership of 

cars and major appliances. 
61

  Domestic Tourism Methodology:  A sample of 1,950 interviews was conducted each month (for 2007 to 

2009), consisting of 1,300 random interviews and 650 booster interviews. (The booster interviews are 

used to supplement the 1,300 random interviews, and gather additional information on the behaviour of 

domestic travellers). However from 2010, the booster sample was discontinued, and only the random 

sample of 1,300 conducted monthly. The survey sample frame was stratified by province, population 

group, and geographic location. The results from the obtained samples were then re-weighted to the 

broader population statistics, based on Stats SA’s mid-year population estimates of South African 

citizens aged 18 and above. Altogether 13,710 people were interviewed through the random sample in 

2007, 15,481 people interviewed in 2008, 15,600 people interviewed in 2009, and 15,594 people 

interviewed in 2011. 
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Domestic tourists made 26.4 million trips in 2011, compared to 29.7 million in 2010. About 

44% of the South African population traveled in 2010. Inter-provincial tourism accounted for 

51% of the domestic tourism trips in 2011, while intra-provincial tourism accounted for 49%. 

 

Table 38 shows that domestic tourism spending declined slightly between 2009 and 2011.  

The number of trips has declined, but trips are somewhat longer, and spending per trip has 

increased slightly. 

 

According to SA Tourism, the total number of overnight domestic trips has declined by 

11.1% from 29.7 million in 2010 to 26.4 million in 2011.
62

  The decline in overnight 

domestic trips may be attributed to financial pressure brought forth by rising inflation and 

general increases in costs of living, as well as the recession. This indicates a trend of 

domestic travelers’ replacing costly overnight trips with more affordable day trips. 

 

Domestic tourism can be broken down into five key categories:  Visiting Friends and 

Relatives (VFR or unpaid accommodation), holidays (paid accommodation), business 

tourism (meetings, incentives, conferences and events), religious travel, and medical tourism 

(travel for the purpose of obtaining medical services, but then combined with rest, 

recuperation and leisure).  Of course, one trip could combine several types of tourism. 

 

Table 39:  Number and percentage of different types of domestic tourism, 2009-2011 

 

 VFR Holiday Business Religious Medical 

 Number % Number % Number % Number  % Number  % 

2009 23.1m  76.2 3.6m  12 1.6m  5.3 1.4m  4.6 0.3m  1 

2010 22.1m  74.3 4.0m  13.4 1.4m  1.4 1.9m  1.9 0.3m  1 

2011 19.1m  76.2 3.9m  15 1.2m  1.2 1.6m  1.6 0.3m  1.1 

Sources:  SA Tourism reports 

 

Despite a decrease in the share of VFR trips, they continue to be the major reason for 

domestic trips accounting for 73% of all domestic trips taken in 2011. Holiday trips 

accounted for 15% of all domestic trips in 2011, business trips 5%, religious trips 6% and 

medical trips 1%. While there was an overall decline in the number of domestic trips in 2011, 

the share of holiday trips increased from 13% in 2010 to 15% in 2011.  

                                                 
62

  However, the number of day trips has significantly increased by 20.6% from 227.7 million in 2010 to         

274.5 million in 2011.   



The Regional Impact of the Karoo Gateway Airport, Beaufort West    6 September 2013 

© Centre for Development Support, University of the Free State  

126 

 

       

Economic constraints remain the major barrier to taking a domestic trip.  This would explain 

the decline in domestic travel since 2007, as the recession caused job losses in South Africa. 

Although there was a recovery in the economy in 2010, it didn’t translate to more trips, but it 

did translate to more holiday trips. However, FIFA could have displaced domestic tourists, 

who preferred to stay at home rather than travel to over-booked cities during the games. 

 

The majority of domestic tourists spend their holidays with friends and relatives (unpaid 

accommodation) rather than in paid accommodation. Table 40 below shows that, while 

Visiting Friends and Relatives (VFR) is the most prevalent reason for domestic tourism trips 

(68-76% of trips), such tourists spend relatively little (45-53% of tourism expenditure).  

Proportionally, the expenditure by holiday-makers (around 15% of trips) is more significant 

(around 22-39% of total expenditure). Holiday-makers are relatively big spenders.  This is 

significant for the Karoo, where most tourism is likely to be travel by holiday-makers. 

 

Table 40: Domestic travel in South Africa, 2007-2011 

Domestic Tourism Markets      2007      2008      2009      2010     2011 

% of 

population 

doing a trip 

each year and 

/or each 

month 

Annual 

 

    43.5%     46.5%     47.6%     43.0%    44.0% 

Monthly 

 

      9.9%       9.0%       8.2%       7.9%      7.0% 

No. of Trips Annual  35.9 m 32.9 m 30.3 m 29.7 m  26.4 m 

Type of 

tourism & 

Percentage of 

trips 

Visit Friends & 

Relatives 

68% 71% 76% 74% 73% 

Holiday 16 16 12 13 15 

Business  7 5 5 5 5 

Religious 7 5 5 6 6 

Medical 1 2 1 1 1 

 

Spend 

Total Annual Spend  R20,0bn    R25,8bn  R22,4bn  R21,1bn  R20,3bn 

Average Spend Per Trip 

or Per Day 

R550 /Trip 

R120/Day 

R780 /Trip 

R170/Day 

R730 /Trip 

R170/Day 

R710 /Trip 

R160/Day 

R780 /Trip 

R170/Day 

Type of trips:  

% of annual 

spend 

Visit Friends & 

Relatives 

45% 45% 59% 51% 53% 

Holiday 37 39 22 31 29 

Business  14 12 17 14 13 

Religious 3 3 2 3 3 

Medical 0 2 1 0 1 

Trip  

Length  

 

Total Annual Bed 

Nights 

100   

157.8m 

100 

   149.0m 

100 

  128.4m 

100 

  130.8m 

100   

115.2m 

Average Nights Per Trip        4.4         4.5        4.2        4.4        4.4 

Source: SA Annual Tourism Report 2011 
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Table 40 shows that total annual domestic tourism spend has remained static (around R20 

billion per annum).  Given the impact of inflation, this suggests that real domestic tourism 

expenditure has decreased.  People are making somewhat fewer trips:  Slightly fewer people 

are making monthly trips, and more people are making annual trips.  This is probably the 

impact of the recession.  Average spend per trip and per day have increased in nominal terms, 

but are probably static in real terms.  Rather worryingly, the percentage of people making 

holiday trips has declined, while more people are visiting friends and relatives (a cheaper 

holiday option).  It remains to be seen whether the South African economic climate improves 

sufficiently for domestic t ourism to be propelled to a new level.  If it does not, due to a long-

term recession and inflationary pressure on households, then the real source for tourism 

growth in the Karoo will be the foreign tourism market.  Such tourists are likely to make 

good use of scheduled flights to Beaufort West. 

 

Of course, people visiting friends and relatives still travel, generally by road.  The Karoo 

Gateway Airport would assist people from the Karoo to fly out to other areas, and people 

from elsewhere to fly in.  Local Karoo expenditure on holiday facilities (such as game farms) 

may remain relatively small, but the airport could still play a major role in providing 

alternative transport options. 

 

Domestic tourists in the Karoo typically visit natural attractions, view wildlife, or visit 

cultural and heritage sites.  Table 41 below illustrates the relative importance of such 

activities within the South African tourism market:   

 

Table 41: Activities undertaken on Domestic Trips 2009 - 2011
63

 

 

Activity  2009 2010 2011 

Social  84% 87% 83% 

Shopping  28 25 37 

Beach   9   8   9 

Nightlife   7   7 12 

Visiting natural attractions   4   6   6 

Visiting a Casino   5   5   4 

Wildlife   5   5   3 

Cultural, historical & heritage   4   5   3 

 

 

                                                 
63

  The activities do not add up to 100%, since domestic tourists often undertake more than one activity. 



The Regional Impact of the Karoo Gateway Airport, Beaufort West    6 September 2013 

© Centre for Development Support, University of the Free State  

128 

 

These Karoo-based activities are not oriented to mass tourism, but they show that there is a 

strong and reliable niche market of potential domestic tourists who would be interested in 

such activities in the Karoo. 

 

The information in the following table provides an indication of the potential number of day 

trips in each province which could be converted to overnight stays, especially if there are 

interesting things to see and do in different towns. Often this is a function of better 

distribution of information. The more locals know about what each Karoo town has to offer, 

the more likely they are to visit the towns and even increase their length of stay.  2010 was a 

FIFA year, while 2011 reflected a deepening of the recession in South Africa. 

 

Table 42: Domestic Tourism Trips (annual and day trips) in the Karoo-related provinces 

 

Eastern Cape     2009    2010    2011 Trend 

2009-2011 

Total number of annual trips      5.7m    4.0m    2.8m ↓ 

Average revenue per annual trip
64

     R730   R710   R780 ↑ 

Total revenue generated from annual trips    R4.2bn   R2.8bn   R2.2bn ↓ 

     

Total number of day trips    28.6m    27.5m    20.9m ↓ 

Average revenue per day trip     R287    R342    R411 ↑ 

Total revenue generated from day trips     R8.2bn    R9.4bn    R8.6bn ↑ 

 

Western Cape     2009    2010    2011 Trend 

2009-2011 

Total number of annual trips     3.5m     2.7m    2.4m ↓ 

Average revenue per annual trip      R730    R710    R780 ↑ 

Total revenue generated from annual trips     R2.6bn    R1.9bn    R1.9bn ↓ 

     

Total number of day trips     23.4m    23.9m    17.9m ↓ 

Average revenue per day trip      R491    R272    R425 ↓ 

Total revenue generated from day trips    R11.5bn    R6.5bn    R7.6bn ↓ 

 

Northern Cape     2009    2010    2011 Trend 

2009-2011 

Total number of annual trips     0.6m     0.2m    0.4m ↓ 

Average revenue per annual trip      R730     R710    R780 ↑ 

Total revenue generated from annual trips     R438m     R142m    R312m ↓ 

     

Total number of day trips      2.6m     3.4m     5.1m ↑↑ 

Average revenue per day trip      R615     R618     R627 ↑ 

Total revenue generated from day trips      R1.6bn    R2.1bn    R3.2bn ↑↑ 

                                                 
64

  Revenue is calculated in nominal terms, i.e. without taking inflation into account. 
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Free State      2009    2010    2011 Trend 

2009-2011 

Total number of annual trips     1.7m    1.1m    1.2m ↓ 

Average revenue per annual trip      R730    R710    R780 ↑ 

Total revenue generated from annual trips     R1.2bn    R781m    R936m ↓ 

     

Total number of day trips     7.4m     8.1m     5.3m ↓ 

Average revenue per day trip      R311     R333     R377 ↑ 

Total revenue generated from day trips     R2.3bn    R2.7bn   R2.0bn ↓ 

Source: Compiled from SA Domestic Tourism Reports 

 

The decline in overnight domestic trips may be attributed to financial pressure brought forth 

by rising inflation and general increases in costs of living. This indicates a trend of domestic 

travelers’ substituting more costly overnight trips for more affordable day trips.  It would be 

interesting to research why the revenue per day trip in the Northern Cape is higher than in the 

other three provinces.  

 

The objective of destination marketing is to convert day trips into overnight stays. 

 

7. Karoo tourism attractions 

 

The Karoo is already developing tourist attractions on the following themes: 

 Geological and landscape 

 Palaeontology 

 Rock art 

 Architecture, e.g. corbelled houses, brakdak, Victorian, railway stations 

 Anglo-Boer war, concentration camps, military cemeteries, block houses 

 Literary heritage 

 San and Khwe struggle sites and indigenous rock art 

 Nature tourism (e.g. tortoises, riverine rabbits, succulents and game) 

 Agricultural heritage (merino, angora, dairy farming, cheese making) 

 Astronomy and star gazing 

 Cuisine and wine 

 Game farming 

 Missionary and church history 

 Adventure tourism 
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 Succulent biological heritage and associated fauna 

 Graveyard tourism, genealogy and family reunions 

 The people of the karoo, including karretjiemense and shepherds. 

 

In 2011, a survey of Karoo attractions was undertaken by the University of the Free State. 

More than 1 000 attractions were identified, in an extraordinary array of categories (KDF 

2012: 29): 

Table 43: Detailed categories of Karoo attractions 
 

AB Architecture Edwardian B  Birdwatching 

ABV 

Alcoholic Beverages – 

breweries, wine B/C Boating 

AC Architecture  Cape Dutch BO Book shop 

AD Adventure BRT Bird tours 

AE Abseiling BT  Bicycle, bike trails, motorbike 

AG  Architecture Gothic BTW Booktown 

AGE Architecture  Georgian BW   Boer War 

AGER Architecture German B/C Canoeing 

AI Architecture Indigenous C Conservancy 

AK Architecture Karoo CBW Cemetery Boer War 

ANG Architecture  Neo-gothic CE  Cemetery English 

AR Architecture Russian CEM Cemetery 

ARC  Architecture general CH Church 

ART Artist CHE Cheese 

AV Architecture Victorian CJ Cemetery Jewish 

DR Donkeycart rides CO College 

F Fauna CRA Craft 

FA Farm    G Game viewing 

FD Food GC Golf Course 

FF/FW Fauna, flower viewing GF Guest Farm 

FI, FIT Fishing, fishing tours GT Guided Tours 

FL Flights – scenic, microlites HB Historic buildings 

FO Fossil HE Heritage site 

FOR Forest HI hiking trails 

FT Farm tours HLR  Holiday Resort 

L  Literary tours HR, HT Horseriding, horse trails 

LB Bookshop HU  Hunting 

LR Library MO Monument 

NR Nature Reserve MU Museum 

N   nature    ME Memorial Garden 

PA Paragliding MOU Mountaineering 

RR, RC River rafting, river cruise R, RA Rock collection, rock art 
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SA Tourism has identified important domestic  tourism segments (SAT 2009a: 23): There are 

five main tourism segments of relevance to the Karoo: 

1. Meetings, Incentives, Conferences and Events (MICE):  This usually refers to 

business tourism (e.g. conferences), but it can also include special events. The Karoo 

is already hosting events (e.g. food festivals and literary festivals).  Business tourism 

is growing rapidly (about 118% between 2006 and 2007) (SAT 2009a: 15). 

2. Independent Young Couples with Families: These are typically less than 50 years old, 

with an average spend of R4-5 000 per holiday (2003 figures), who make an average 

of 1.5 trips per year, at an average length of stay of 10 nights.  There are 700 000 such 

people in South Africa, which makes up 0.7% of the tourism market.  This market is 

valued at R3.5 billion per annum. 

3. Well-off Homely Couples: These are typically over 30 years old, with an average 

spend of R2-3 000 per annum (2003 figures), who make an average of 1.1 trip per 

annum.  The average length of stay is 7.5 nights.  There are 800 000 such people in 

South Africa, which makes up 0.8% of the tourism market.  The market is valued at 

R0.5 billion per annum. 

4. Golden Active Couples: These are over 50 years, whose children have left home.  

They typically spend around R4 000 per holiday (2003 figures), who make an average 

of 0.5 trips per year, at an average length of stay of 13 nights.  There are about 200 

000 such people in South Africa, and this market is valued at R1 billion. 

5. The Young and Upcoming segment consists of 18-35 year-olds, more than 5 million 

people, spending about R1400 per holiday, on trips of only 6 nights per average.  

They make several short trips per annum.  The value of this segment is about R3 

billion.  This means that the Karoo market is smaller, older, more selective, more 

affluent, and spending relatively long time on trips. However, this may change, as the 

Karoo develops new niche markets (such as adventure tourism) which appeal to 

younger people. 

 

There are two segments of the international tourism market, of relevance to the Karoo (SAT 

2010b: 72): 

 

1. The Wanderluster Segment: They are typically younger singles or couples between 25-

40 years, and generally do not have children.  They are young urban professionals 

earning higher incomes, and they already have considerable travel experience. Their 
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desired experience centres on nature, culture and adventure with a strong liking for 

“urban vibe”. While also concerned with issues of safety and comfort, these consumers 

are driven more by the emotional appeal of a destination compared to the more 

practical NSSAs. They are generally more positive about South Africa in every market 

than any other segment but they also want to travel the world. 

 

2. The “Next Stop South Africa” (NSSA) segment: This segment represents our traditional 

market. They are wealthier experienced international travellers, usually between the 

ages of 40 and 60 whose children (if any) have left home. They typically look for 

natural beauty and authentic cultural experiences. They prefer independent or small 

group travel, and look for luxury and comfort as part of their experience. Safety is a key 

consideration when choosing a new destination. Safari is a big draw-card when 

travelling to Africa. 

 

A survey of 183 tourists (foreign and South African travellers) was undertaken in 12 towns in 

the Karoo, during the period 10 May to 10 August 2010 – which included the FIFA month 

(June-July 2010) (KDF 2012: 37).  More than half (53%) were in the age bracket 36-55, and 

an additional 19% were 56 years or older. Typically, these are people with school-going 

children (who may be at school when the trip takes place), or people whose children who 

have left home.  However, there was a fair smattering of people in the 26-35 age group 

(17%), and young people in the 18-25 age group (7%).   

 

The education profile reflects a well-educated category of traveller.  More than half (57%) 

had university degrees, a further 18% had some university education, and an additional 9% 

had a diploma.  In terms of income, more than half (60%) were in a middle-income category 

of R120-600 000 per annum.  About 12% were more affluent (more than R600 000), while 

only 12% earned less than R120 000. 

 

In terms of domestic tourist categories, these tourists are likely to be in the “Well-off Homely 

Couples” or “Golden Active Couples” categories.  In terms of foreign tourists, these 

travellers may fall into either the “Wanderluster” or “Next Stop South Africa” segment. 
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Table 44: Reasons for visiting the Karoo
65

 

 

Reason for visiting Number of 

mentions 

Percentage 

En route to a city outside the Karoo 47 21 

Holiday in the Karoo 62 28 

Motoring/camping holiday around SA 27 12 

Motoring/camping around Southern Africa 4 2 

Business 34 16 

Tourism related to FIFA 20 9 

Other 26 12 

Total 220 100.0 

Source: Karoo Tourism Strategy, KDF (2010: 37). 

 

A total of 76% of the respondents indicated that they would like to return to the Karoo. 

 

When asked what they liked to do in the Karoo, the most frequently cited activity in the 

survey was eating out (29% of responses), which suggests that a focus on Karoo cuisine may 

well be an important aspect of future tourism product.  Similarly, shopping (14% of 

responses) is an important issue, which suggests that a focus on Karoo craft production and 

marketing may be important.  Visits to heritage sites remains a very important activity (23% 

of mentions), which implies that the management and marketing of Karoo museums and 

heritage sites should be a top priority.  Game parks and game farms together constitute 19% 

of responses, with obvious implications for the management and marketing of the Karoo 

natural resources (KDF 2012: 40). 

 

 

8. Collective Value of Tourism in the Karoo Development Region 

 

By analyzing the tourism performance of the four Karoo provinces (Western Cape, Northern 

Cape, Eastern Cape and Free State)
66

, we can obtain a profile of the existing and potential 

tourism sector within the actual Karoo region.  There are no data for cross-provincial regions, 

and therefore there is no coherent profile of Karoo tourists.  In this section, we take the 

tourism performance at provincial level, which includes Karoo tourism, but also includes 

                                                 
65

  A total of 183 tourists were interviewed. 
66

  Statistics have been extracted from the 2009, 2010 and 2011 SA Annual Tourism Reports. 
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tourists visiting the major non-Karoo provincial cities and tourism regions (such as the 

Western Cape winelands).  Such tourists could, in future, be attracted to visit the Karoo 

hinterland.   

 

Currently, the ratio of tourism between Karoo and non-Karoo regions varies from one 

province to the other.  In the Northern Cape, almost all tourism is in some sense “Karoo-

related”; in the Western Cape, a very small percentage of tourism is Karoo-related.  

Consequently, it may well mean that a strategic facility such as the Karoo Gateway Airport in 

Beaufort West may have as much significance for the Northern Cape or Eastern Cape as for 

the Western Cape, because it opens all these Karoo regions to tourists flying in from Cape 

Town or Johannesburg. 

 

Between 2009 and 2011, around 2.5 million foreign arrivals visited the Karoo-related 

provinces, which amounted to 25-26% of the total number of foreign arrivals to South Africa.  

These tourists offer a potential market for the Karoo region – particularly if flights to a point 

in the middle of the Karoo are available. 

 

Obviously not all of these foreign tourists visited the Karoo because in some cases the foreign 

tourists could be in transit to other destinations i.e. they arrive and depart from Cape Town 

International Airport without spending one night in any of the four provinces. Furthermore, in 

some cases the prime destination of some foreign tourists might only be Cape Town and the 

Winelands.  However, these figures suggest that there is a captive market of about 2.5 million 

foreign arrivals who collectively visit the four Karoo provinces every year. 

 

Foreign tourists spent 21.5 million bed nights in the Karoo-related provinces in 2009 which 

amounted to 39% of the total bed nights spent in South Africa.  The absolute number of bed-

nights increased to 24.3 million in 2011 (with a peak of 26.8 million in the FIFA 2010 year).  

However, the foreign bed nights in the Karoo-related provinces declined, as a percentage of 

the South African total, from 39% to 37% of South African bed-nights.  (This is probably due 

to the extremely large increase in foreign bed-nights in Gauteng). 

 

When the number of bed nights spent in the four provinces is divided by the number of 

foreign arrivals, then this equates to about a 10 : 1 ratio, i.e. the foreign arrivals who do stay 
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overnight spend about 10 nights altogether in the four provinces of the Karoo Development 

Region.  

 

Table 45 provides the total foreign direct spend (TFDS) in South Africa: 

Table 45: Total Foreign Direct Spend (excluding capital expenditure) per Province 

 

Source: Compiled from SA Annual Tourism Reports 2009 - 2010 

 

This table suggests that a rapid growth in foreign tourists’ spending in some of the Karoo 

provinces (notably Free State and Eastern Cape).  In fact, Free State grew the most rapidly, 

even outpacing Gauteng (albeit from a much lower base).  The Western Cape’s growth was 

fairly low, perhaps suggesting a relatively saturated market. 

 

The Total Foreign Direct Spend in the four Karoo provinces added up to R22.9 billion in 

2009, increasing to R29.2 billion in the 2010 FIFA year, and then declining to R26 billion.  

This period shows a net increase from 2009 to 2011.   

 

When the TSA methodology is applied to the four provinces comprising the four Karoo-

related provinces, then the combined TFDS of these provinces amounted to R26.0 billion in 

2011.  At the standard ratio between TFDS and job creation in the tourism sector, this foreign 

spend supported some 203,125 direct jobs in tourism in these four Karoo-related provinces. 

 

It is estimated that if the number of foreign arrivals to the Karoo-related provinces was 

increased by 5%, this would amount to an additional 125,000 foreign tourists. 125,000 

additional foreign tourists would inject R1.3 billion of TFDS into the local economy of these 

provinces.  R1.3 billion of TFDS would support just over 10,000 additional job opportunities 

Province    2009   2010    2011 Change 2009-2011 

(i.e. over 2 years) 

% change 2009-2011 

(i.e. over 2 years) 

Gauteng R21,6bn R26,9bn R27,5bn  5.9bn  27.3 

Western Cape R16,6bn R21,7bn R18,2bn  1.6bn  9.6 

KZN R  6,2bn R  6,8bn R  7,1bn  0.9bn  14.5 

Mpumalanga R  3,9bn R  4,4bn R  4.7bn  0.8bn  20.5 

Limpopo  R  3,2bn R  3,5bn R  3,7bn  0.5bn  15.6 

Free State R  2,8bn R  3,2bn R  3,7bn  0.9bn  32.1 

Eastern Cape  R  2,9bn R  3,7bn R  3,5bn  0.6bn  20.7 

North West R  1,4bn R  1,8bn R  1,9bn  0.5bn  35.7 

Northern Cape R  0,6bn R  0,6bn R  0,6bn  Nil Nil 

TOTAL R59,2bn R72,6bn R70,9bn  11.7bn 19.8 
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in the Karoo Development Region. Some of this growth is likely to disperse to the Karoo 

hinterland.  This is feasible if the four provinces unite under a strong Karoo brand identity. A 

fully functional Karoo Gateway Airport could certainly stimulate this growth. 

 

The following data provide a high-level picture of tourism in the Karoo-related provinces: 

 

(a) Consolidated Tourism Performance Foreign Arrivals 2011 

 2.5 million foreign arrivals visited the Karoo-related provinces, which amounted to 

25% of the total foreign arrivals in South Africa.  

 Foreign arrivals spent 24.3 million bed nights in the Karoo-related provinces, which 

amounted to 37% of the total bed nights spent in South Africa.  

 The Total Foreign Direct Spend (TFDS) in the Karoo-related provinces was R26.0 

billion. 

 According to the Tourism Satellite Account (TSA) methodology, R26 billion of 

TFDS supported 203,125 direct jobs in the tourism sector of the Karoo-related 

provinces.  

 

(c) Consolidated Tourism Performance Domestic Tourism 2011 

 Domestic tourists made 6.8 million annual trips to the Karoo-related provinces 

(annual trips are overnight stays in different types of accommodation including 

friends and relatives).  

 The total value of these 6.8 million annual trips amounted to R5.3 billion. 

 Domestic tourists made 49.2 million day trips in the Karoo-related provinces. 

 Total revenue amounting to R21.4 billion was generated from these 49.2 million day 

trips in the Karoo-related provinces. 

 The function of destination marketing is to convert day trips into overnight stays and 

to encourage overnight guests to stay longer and spend more money.  

 

It is unfortunate that tourism data is not collected on the basis of tourism regions.  

Consequently, our understanding of tourist travel to the Karoo is limited.  In future, a 

longitudinal (time-series) research project should monitor tourism to key sites in the Karoo. 
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9. Types and profile of tourist accommodation in South Africa  

 

Table 46 below represents a sample of the total bed nights spent in South Africa by 

accommodation type. Visiting friends and relatives account for 52% of the tourist bed nights 

spent in South Africa followed by hotels with 19% of the foreign tourist bed nights. For some 

reason the corresponding information was not included in the 2011 SA Annual Tourism 

Report. 

Table 46:   Bed Nights spent in South Africa by Accommodation Type
67

  

 

 

 

 

 

 

 

 

 

 

Source: Compiled from SA Annual Tourism Reports 

 

Tourists can be counted more than once, e.g. a foreign tourist staying with friends and 

relatives in South Africa (unpaid accommodation) could also visit a nearby national park and 

stay overnight (paid accommodation), attend a three-day conference in another city or town 

(business tourism), and also conduct business in another city or town (business travel).  

 

This is why the yardstick for measuring tourism growth is bed night sales rather than 

headcounts. However, foreign arrivals can be counted individually because each arrival has to 

complete a form on arrival and departure for the Department of Internal Affairs.  

 

There was an increase of 4.3 million bed nights in 2010 compared to 2009. It is assumed that 

the 2010 FIFA World Cup was the main driver of this increase.  Once figures are available 

for 2011, the real trends will be more visible. 

                                                 
67

  It is difficult to understand why SA Tourism measures tourism performance by bed nights and Stats SA 

measures accommodation performance by room nights.   It causes confusion. 
68

  For some reason, it was not included in the 2011 Annual Report. 

Accommodation Type       2009     2010    2011 

figures not 

available
68

 

Hotels   4 285 075   5 313 423  

Guest Houses   1 951 425   2 737 917 

Bed & Breakfasts   1 196 315   1 025 337 

Game Lodges      340 410      398 879 

Self-catering units   2 241 276   3 195 973 

VFR 12 926 024 14 750 612 

Backpacking      652 619      624 133 

Camping & Caravan Parks      167 083        96 096 

Trains & Ships        11 902          4 123 

Hospital       251 575      164 717 

TOTAL 24 023 704 28 311 210 
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Table 47 below 
69

 shows the impact of improved occupancies on the average stay unit sold. 

Accommodation statistics vary according to the services offered e.g. self-service, limited 

service and full-service. Rates can vary from accommodation only per person or per room, 

breakfast included and in some cases fully inclusive of all meals.  

 

Table 47: National Tourist Accommodation Statistics by Accommodation Type
70

 

 

            Accommodation Type   

January 

    2011 

February   

    2011 

  March   

   2011 

    

April 

    2011 

    May   

    2011 

   June   

   2011 

 

Hotels  

Average Occupancy 

Average Income from 

Accommodation Sales  

Average Income from Restaurant & 

Bar Sales 

Other Income  

Total Income  

 

 

    42%
71

 

 

R   537 

 

R   218 

R   270 

R1,026 

 

 

      51% 

 

R   615 

 

R   256 

R   259 

R1,131 

 

 

     52% 

 

R   665 

 

R   295 

R   291 

R1,251 

 

 

 46% 

    

R551 

    

R238 

R291 

R1,081 

 

 

44% 

    

R530 

    

R231 

R288 

R1,049 

 

 

   45% 

 

R501 

 

R218 

R279 

R998 

Caravan Parks & Camping Sites 

Average Occupancy 

Average Income Per Stay Unit Sold 

       

12% 

R   192 

      

 12% 

R   108 

       

17% 

R   192 

       

22% 

R 200 

       

11% 

R84 

    

11% 

R110 

Guest-houses & Guest-farms  

Average Occupancy 

Average Income Per Stay Unit Sold   

 

49% 

R   498 

     

48% 

R   501 

       

46% 

R   467 

       

47% 

R473 

     

43% 

 R376 

    

43% 

R 383 

Other Accommodation
72

 

Average Occupancy 

Average Income from 

Accommodation Sales  

Average Income from Restaurant & 

Bar Sales 

Other Income  

Total Income 

 

    42% 

 

R   272 

 

R     46 

R     34 

R   352 

 

    45% 

 

R   240 

 

R     55 

R     27 

R   324 

 

      46% 

 

R   290 

 

R     55 

R     32. 

R   378 

 

     52% 

    

R304 

    

R  42 

R  26 

R373 

 

     37% 

    

R211 

    

R  46 

R  21 

R278 

 

   35% 

 

R204 

 

R  43 

R  19 

R268 

Source: Compiled from Statistics SA Tourist Accommodation Monthly Release 

   

                                                 
69

  The results presented in the Stats SA statistical releases are derived from the monthly survey of the 

tourist accommodation industry. The survey is based on a sample of approximately 900 enterprises 

using stratified simple random sampling. This information is useful for trends analysis but more in 

depth research is required for more accurate comparative purposes. 

A “stay unit” is the unit of accommodation available to be charged out to guests, for example, a 

powered site in a caravan park or a room in a hotel. Other accommodation includes lodges, bed & 

breakfast establishments, self-catering establishments and other establishments not elsewhere 

classified.  

The average rate per stay unit is calculated by dividing the total income from accommodation by the 

number of stay unit nights sold in the survey period. The occupancy rate is the number of stay unit 

nights sold, divided by the product of the number of stay units available and the number of days in the 

survey period, expressed as a percentage. 
70

  Note that these are room nights, not bed nights. 
71

  Percentages are rounded off. 
72

  Self-catering, back-packers and other budget accommodation. 
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Guest-houses and guest farms are the most prevalent form of accommodation in the Karoo.  

Nationally, the guest-house and guest farm sectors have an occupancy rate of between 40 and 

50%.  This suggests a growing popularity for this accommodation type.  This would be a 

fairly significant income stream for small towns (although the rate probably varies greatly, 

for example, between different Karoo towns and sub-regions).  The guest house and guest 

farm sector in South Africa recorded fairly good occupancy rates, virtually on a par with the 

hotel sector.  Since Karoo tourist accommodation is based primarily on guest houses and 

guest farms, the data suggests that accommodation levels in the Karoo are likely to be robust 

and sustainable. 

 

In the category of “other accommodation” (such as self-catering, backpackers and other 

budget accommodation), the average rate of occupancy varies between about 36% and about 

50%.  These accommodation categories are also important in the Karoo. 

 

10. Conclusion: Potential new tourism markets relevant to the Karoo 

 

The Karoo will be a niche tourism destination in future.  Desert tourism typically appeals to 

specific markets.  In particular, the Karoo should appeal to young, adventure-oriented 

tourists, as well as people interested in cultural heritage.  A third major category is “the 

elderly tourist”, which may actually be the world’s largest tourism market.  There is a 

continuing rapid increase in the number of outbound travelers aged 50 years old and over. 

This lucrative 50-plus market exceeds the Chinese market, for example. It is a well-known 

fact that one of the key consumer trends that will not escape the travel and tourism industry is 

the ageing population phenomenon. Such tourists are not financially daunted by long-haul 

flights. 

 

More needs to be done to attract domestic tourists to affordable holidays in the Karoo.  

Creative combinations of in-town, on-farm and nature reserve accommodation need to be 

developed, to make Karoo trips attractive and accessible to a much wider range of tourists in 

the South African population.  Such trips are ideal for middle-class people with small 

children, for young people interested in “extreme tourism” (as marketed extensively in the 

Northern Cape), and for elderly tourists.   

 

Once again a coherent tourism marketing and development strategy is required for the Karoo. 
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PART VIII 

Potential regional impacts of the Karoo Gateway Airport, Beaufort West 

 

1. Introduction 

 

The Karoo Gateway Airport (KGA) is strategically located to connect the Karoo to primary 

and secondary airports in South Africa and the rest of Africa via a hub and spoke airlift 

transport system. The KGA has sufficient space to attract infrastructure investment such as 

vehicle rental services, shops, tourist accommodation and an industrial or technological park.  

During 2007, the Department of Tourism of the Western Cape Government identified 

Beaufort West as one of the three "tourist gateways" to the Western Cape.  In fact, Beaufort 

West has the potential to be a gateway to the rest of the Karoo.    

 

There are three prima facie arguments that the “hub” airport of the Karoo should be located 

in Beaufort West.  Firstly, Beaufort West already has extensive logistics infrastructure:  the 

N1 highway and the main north-south rail link.  Secondly, Beaufort West is centrally located 

in the Karoo, equidistant between the Western Cape, Northern Cape and Eastern Cape.  A 

radius of 200 km from Beaufort West will reach the following towns:  Prince Albert and 

Merweville in the Western Cape; Graaff-Reinet and Aberdeen in the Eastern Cape;  

Sutherland, Fraserburg, Victoria West, Carnarvon and Strydenburg in the Northern Cape.  

Thirdly, Beaufort West is one of the three strongest retail centres in the Karoo, on a par with 

Graaff-Reinet and Calvinia). 

 

The Karoo Gateway Airport in Beaufort West has been purchased and renovated by a private 

entrepreneur (http://www.karoogateway.co.za/).  The number of private planes landing at the 

airport has increased from about 12 per month in 2005 to about 80 planes per month in 2009.  

The airport currently handles about 200 passengers per month.  With a Phase 1 expansion, 

passenger numbers could grow to about 11 000 by Year 2.  With a Phase 2 expansion, 

passenger numbers could grow to about 35 000 by Year 10.  

 

2. Public sector perspectives 

 

http://www.karoogateway.co.za/
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At a  meeting on 26 June 2009 in Beaufort West, a wide range of stakeholders provided input 

into a shared vision for the Karoo Gateway Airport.  The meeting drew several important 

conclusions:   (1) The Airport should be able to handle planes of up to 37 seats;  (2) The 

Airport can be developed in conjunction with a Karoo Conference Centre, which would 

enable fly-in-fly-out conferences;  (3) The Airport can be linked to a Flight Academy, which 

can serve the whole SADC region;  and (4) The Central Karoo District Municipality and the 

Beaufort West Local Municipality have officially expressed support for the expansion of the 

airport. 

 

In several government strategy documents, the strategic significance of the Beaufort West 

airport has been recognised.  The 2004 Beaufort West Local Municipality’s Integrated 

Development Plan (2004: 46) noted that:  “Beaufort West has one privatised airport, which is 

mainly being used for light aircraft for tourism purposes. The airport already has a bed-and-

breakfast establishment and has potential for further development for these purposes.”  It also 

lists the Beaufort West airport as an “economic strength” (2004: 59).  The Beaufort West 

Provincial Hospital benefits from “proximity to the N1 and airport” (2004: 60).  The airport 

enables “emergency flights to larger hospitals” (2004: 60). 

 

The 2007 Beaufort West Local Municipality’s Integrated Development Plan put the airport 

into a broader context:  “Important developments taking place during 2007 and further will 

increase the revenue base of the municipality, tax and tariffs from the new developments 

provide some space for economic development. This refers to the Uranium Mining which has 

a life span of not less than 15 years, the business mall being erected and the interests shown 

by big economic role players like Checkers to do business in Beaufort West. This is further 

coupled with advance stages of developing an airport in the area to assist and contribute 

towards industrial development” (2007: 17). 

 

The 2010-2011 Beaufort West Local Municipality’s Integrated Development Plan supported 

the principle of the “reconstruction of the Beaufort West airport”, to enable the town to 

benefit from the conferencing market.  The same document argued that “considering the fact 

that cities face problems in terms of space, Beaufort West can provide alternatives for the 

storage of goods and the climate of George provides an opportunity for the redevelopment of 

the airport in Beaufort West” (2010: 23). 
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The Beaufort West Local Municipality’s Integrated Development Plan (2010) maintained 

that: “Indications are that Beaufort West will receive a lot of visitors in the coming year. The 

climatic conditions of George and the uranium mining initiative place limitations on 

transport, and thus the airport will make this town more accessible to visitors and business 

people. A council resolution on the airport was taken and discussions have taken place with 

potential investors” (2010: 25-26).  The IDP argued for the “Revitalization of the Beaufort 

West Airport”,  as part of a strategy to “Develop economic infrastructure sensitive to SMME 

and broader economic development” (2010: 55).  The document noted that “There has been 

engagement with the private sector and Council is expected to resolve on the matter”.  The 

Municipality envisaged that the relevant stakeholders would be ACSA (Airports Company of 

South Africa), the Department of Trade and Industry and the Independent Development 

Trust.  In addition, “An airport will provide alternatives to the George crisis and also create 

transport infrastructure for mining initiatives” (2010: 55). 

 

The IDP identified the Beaufort West airport as a central component of a multi-dimensional 

economic strategy, as shown in the map below (Beaufort West 2010: 27): 

 

Figure 8:  Beaufort West investment opportunities 
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In August 2007, the Beaufort West Municipal Council passed a unanimous supporting the 

KGA development. 

 

Furthermore, the Central Karoo District Municipality’s Integrated Development Plan (2012) 

highlighted the importance of the Beaufort West airport, in relation to a regional tourism 

strategy:  

 “Tourists’ length of stay and expenditure is low as the area is viewed as a stop 

en route to other destinations, although the area has significant potential to 

develop this sector. Tourist attractions include the Karoo National Park, Prince 

Albert (attracting Garden Route tourists), the Swartberg pass and Gamkaskloof 

and fossil sites throughout the region. Central Karoo has the potential to 

develop cultural tourism and this may be linked to the selling of arts and crafts. 

The development of eco-tourism and agri-tourism holds significant potential. 

Edu-tourism, sports-related tourism, astronomy tourism, heritage and museum 

tourism and mining tourism has also been mentioned in the district LED. 

Beaufort West could position itself as a conference location for national events, 

given its dominance as a town in the region and its strategic central location. 

Resources should be focussed on areas of tourism potential, such as 

SANPARKS and Prince Albert.” 

 

The District Municipality argued that the Beaufort West airport would play an important part 

in a co-ordinated transport strategy:  “Transport is an economic driver of the Central Karoo, 

mainly as a result of passing vehicles on the N1 and N12 national roads. Agglomeration 

advantages of this sector provide potential for development, for example, the establishment of 

a package, storage and distribution hub.  Upgrading the Beaufort West airport would assist in 

improving accessibility into the region” (2012: 94).  The Central Karoo District Council 

subsequently passed a unanimous resolution on the support of the KGA development. 

 

The Central Karoo IDP further suggests that “The Beaufort West airport should be supported, 

if there a feasibility study shows sufficient evidence of demand for the airport and potential 

for sustaining the operations of such a facility in the long term (2012: 93).  Such a feasibility 

is now (April 2013) being undertaken. 
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These documents show that the development of the Beaufort West airport is regarded as a 

public good, with great importance for the economic development of the central Karoo 

region. 

 

Various other government agencies have shown their support for the development of the 

Karoo Gateway Airport.  During 2010, the Western Cape Ministers of Tourism, Transport 

and Agriculture, expressed their support for the development of the Karoo Gateway Airport.  

The Central Karoo Economic Development Agency (CKEDA) nominated the airport as one 

of the top 5 projects of the Central Karoo Economic Development Agency (CKEDA).  A 

director of the Central Karoo SANPARK expressed his vision is to create a new “National 

Sanpark Air Safari Route”, linking several SANPARKS via air services.  This marketing 

initiative will be geared towards foreign tourists, who are “cash rich and time poor”.  

Experience in other African countries, such as Kenya and Australia, show the growing 

popularity of air safaris, as it saves time between destinations.
73

 

 

3. The current tourism profile in Beaufort West 

 

Beaufort West already has 1500 beds, at an estimated year-round occupancy rate of 30% 

(average of high- and low-season occupancy).  Estimated daily occupancy is therefore 500 

bed-nights at present.  

 

Based on a comparison with Alice Springs in Australia, which has an excellent small airport, 

capable of receiving jet aircraft, we can expect an estimated 100 arrivals per day in the short-

term (up to 3 years after the tarring of the runway), and an estimated 500 arrivals per day in 

the longer term (after 5 years) – i.e. a 100% increase. 

 

The airport will kickstart tourism in surrounding towns, notably Prince Albert, Richmond, 

Victoria West, Carnarvon and Sutherland = 500 beds for these towns.  These towns currently 

have an estimated average of 100 beds each.  At current average occupancy rates of 20%, the 

occupancy rate is 100 bed-nights at the moment.  The airport is likely to generate a 20% 

increase in bed-nights in the short-term, and a 50% increase in bed-nights in the medium-

term. 

                                                 
73

  Escape Worldwide advertisement for Heritage Flying safaris in Kenya, as well as Bungle Bungle Air 

Safaris in Australia. 
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Major attractions in these towns include:  (1) SKA in Carnarvon, (2) SALT in Sutherland, (3) 

Karoo booktown and festivals in Richmond, (4) cuisine in Prince Albert, (5) architecture in 

Victoria West, and (6) a wide range of attractions in Graaff-Reinet.  Graaff-Reinet is also 

included, as car rentals and hub-and-spoke flights are likely to increase tourism in Graaff-

Reinet.  This is a well-developed tourism town, and is likely to experience and increase in 

tourism impact, but at a lesser rate than Beaufort West.  

 

The number of guest houses is likely to increase steadily as well, particularly in the medium-

and long-term, as business confidence improves. 

 

4. A business opinion survey regarding the impact of an expanded Karoo Gateway Airport 

 

During 2010, a survey was conducted of 181 businesses in the Karoo.
74

  The purpose of the 

survey was to assess the potential use and impact of a more developed airport, with scheduled 

flights, in Beaufort West. 

 

3.1 The survey 

 

The survey included the following towns:  

Table 49:  Business survey in 8 Karoo towns 

Number of interviewees (n=181) 

 

Town Number of interviewees Percentage of interviewees 

Beaufort West 47 26.0 

Britstown 16 8.8 

Fraserburg 17 9.4 

Hanover 19 10.5 

Prince Albert 21 11.6 

Richmond 21 11.6 

Strydenburg 14 7.7 

Victoria West 26 14.4 

The majority of the interviews were conducted in Beaufort West and Victoria West. 

 

In this interview, the following categories of organisations were interviewed:  97 firms 

(54%)retail, 27 (15%) hospitality, 10 (5%) government, 10 (5%) municipalities, 8 

(4%)farmers, and 2 (3 %) medical facilities. The largest number of organisations were retail 

businesses.   

  

                                                 
74

  The survey was done by Vincent Chieppa and Blanche Venter, for postgraduate research purposes. 
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The majority of organisations were small, with 3-5 staff (29%): 

 

Table 50:  Number of employees in interviewed businesses 

 

Number of employees No. of responses Percentage 

None (only myself) 33 18 

Owner plus 1-2 staff 33 18 

3-5 staff 53 29 

6-10 staff 31 17 

11-20 staff 19 10 

21 or more staff 12 7 

Total 181 100 

 

 

Of the interviewees, 58 (32%) were business owners and 86 (48%) were managers or 

government officials. 

 

 

3.2 Current travel between Beaufort West and Cape Town 

 

To assess the potential demand for flights in the Karoo, the current road travel patterns were 

analysed. 

 
Table 51:  Frequency of staff visits to Cape Town 

 

Frequency of staff visits to Cape Town Number of organisations Percentage 

None 145 80 

1 visit per month   15 8 

2 visits per month 5 3 

3 visits per month 3 2 

4 or more per month 10 6 

Did not answer 3 2 

Total 181 100 

 

About 20% of organisations send staff at least once a month to Cape Town.About 6% of 

organisations send their staff regularly to Cape Town (4 visits or more).  This could be the 

core of business travelers using the KGA.  

 

Further questions provided more detail on these visits: 
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Table 52:  Number of staff members who visit Cape Town once, twice, or three times per month 

 

Number of staff members who visit Cape 

Town ONCE per month 

Number of 

responses 

Sub-total: 

Number of visits 

1 person 7 businesses 7 

Number of staff members who visit Cape 

Town TWICE per month 

Number of 

responses 

 

1 person 3 businesses 6 

2 people 2 businesses 8 

Number of staff who visit Cape Town 

THREE times per month 

Number of 

responses 

 

2 people 1 business 6 

3 people 2 businesses 18 

TOTAL visits per month  45 business visits 

per month 

 

 

The totals of the staff who visit Cape Town once, twice and three times per month, amount to 

45 visits per month. 

 

Respondents were asked how many staff visit Cape Town per annum.  This is most likely to 

affect Beaufort West (as it is a regional hub), and towns south of Beaufort West: 

 
Table 53:  Staff visits to Cape Town per annum 

 

Number of visits No. of responses % Number of visits 

None 74 41  

1 visit 33 18 33 

2 visits 15 8 30 

3 visits 13 7 39 

4 or more 46 25 At least 184
75

 

Total 181 100 286 

= average of 23 business visits per month 

 

 

There are other considerations.  On the one hand, not all these visits would take place by air, 

if such a facility were available.  Road transport is significant if towns along the way (such as 

Laingsburg) have to be visited.  Also, the need to transport cargo may make road transport 

more attractive.  But on the other hand, it is likely that the availability of scheduled flights 

will increase the likelihood of flights to Cape Town, whereas the current 10-hour journey 

(Cape Town-Beaufort West-return) currently discourages visits to Cape Town.  Also, the 

survey only included business travel, and not private travel or tourists.   

                                                 
75

  Calculated on the basis of 4 visits.  They may make more than 4 visits. 
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Interviewees were asked how many business visits they received from Cape Town, on a 

monthly and an annual basis. 

 

Table 54: Visits per month from Cape Town 

 

Visits per month Responses  % 

None 61 34 

1 visit 2 1 

4 or more 1 1 

Did not answer 117 65 

TOTAL 181 100 

 

This table suggests that, of the 64 companies who answered the question, at least 6 visits take 

place per month. 

 

Medical organisations were asked how many patients were transferred to Kimberley or Cape 

Town per month: 

Table 55:  Medical visits to Cape Town or Kimberley, per month 

 

Number of visits Responses % Likely medical visits 

None 62 34  

11-15 1 1 15 

20 or more 2 1 40 

Did not answer 116 64  

Total 181 100 At least 50  

 

 

Likely patient transferrals are, per month, to Kimberley or Cape Town:   At least 50, but 

possibly more (two respondents mentioned that “20 or more” are likely to be transferred per 

month. 

 

3.3 Potential use of KGA services 

 

Interviewees were asked whether they themselves, or their organisations would use car rental 

facilities if these were developed at Beaufort West airport.  A total of 55 organisations, or 

33% of responses, indicated that they would use such facilities. 
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When asked whether they believed that their clients would use car rental, an overwhelming 

number of respondents - 83% of the total – believed that their clients would benefit from car 

rental.  

 

Respondents were asked whether they would use a multi-functional conference, exhibition or 

training centre at Beaufort West airport.  A total of 61 interviewees, or 34% of respondents, 

said that they would be likely to use such facilities. 

 

When asked how often they would use such a facility, the following findings were obtained: 

 
Table 56:  Potential use of a multi-functional facility at KGA, per annum 

 

Number of times per annum that the 

airport facility would be useful 

Number % Potential 

number of 

occasions 

Once 26 14 26 

2-3 times 23 13 60 

5-10 times 9 5 70 

More than 10 times 9 5 90 

No use for the facility 112 62  

Did not answer 2 1  

Total 181 100 246 

 

 

There is clearly a need for a multi-functional conference facility in Beaufort West.  This 

facility may become an important factor in ensuring the profitability of the airport. 

 

Interviewees were asked whether they would use a boutique hotel or overnight facility at the 

KGA.  A total of 83 respondents (46%) maintained that they would be interested in such a 

facility.  A further 20 respondents (11%) were unsure. 

 

 

3.4 Positive impacts on Beaufort West, the central Karoo region and the Karoo generally 

 

Interviewees were asked about the potential beneficial impacts of an airport on the economy 

Beaufort West.  The vast majority of respondents (161 out of 181, or 89%) believed that a 

more developed airport will benefit the town’s economy.  

 

As shown in Table 57 below, the most frequent answers were the promotion of tourism 

(21%), increased spending (16%) and hence multiplier effects, the Karoo will become more 
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accessible for outsiders (7%), it will benefit the infrastructure hub (5%) and it will be of 

personal convenience for local residents (7%). 

 

Table 57 reflects unprompted or open-ended replies: 

 

 
Table 57:  How will the airport benefit the economy of Beaufort West? 

(open-ended or unprompted question, with multiple answers) 

 

How will the airport benefit the economy of Beaufort West? No of 

respondents 

% 

Improved infrastructure Hub, SKA 12 5 

Improved medical services 5 2 

Increase in air-borne cargo will lead to fewer trucks on roads 6 3 

Industry promotion mining/ agriculture 3 1 

Karoo more accessible (for outsiders) due to shorter distances between 

towns, promotion of towns 

15 7 

Promote local events & opportunities/ festivals/ markets/ paragliding 5 2 

Promote tourism 47 21 

Temporary migration short breakaways, overnights 4 2 

Travel convenience – business 5 2 

Travel convenience – personal, e.g. Karoo school children 15 7 

Increase spending/ circulation of money 35 16 

Karoo benefit from spinoffs 1 1 

Did not answer 70 31 

Total number of answers (multiple answers allowed) 223 100 

 

 

In particular, respondents were asked about the potential impacts of the airport on the central 

Karoo.  This regional issue is reflected in the following five questions. 

 

Firstly, respondents were asked about the impact on investment.  The vast majority (93%) 

thought that the airport would have an impact.  The largest category or respondents (51%) 

thought it would have a major impact, and 41% of respondents thought it would have a 

moderate impact.  

 

Secondly, the respondents were then asked about their views on the potential impact of the 

airport on tourism.  On this question, 93% believed that there will be a moderate or major 

impact, with 64% recording a major impact. 

 

Thirdly, respondents were asked about the potential impacts of the airport on migration.  A 

total of 82% of respondents felt that it would have a moderate or major impact on migration 
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in the Central Karoo.  The implication can be drawn that an airport will encourage people to 

move to Beaufort West, because of greater ease of access to other centres – whether for 

personal or business reasons.  This could also benefit surrounding towns. 

 

Fourthly, respondents were then asked about the potential impact of the airport on transport 

safety. On this question, 79% of respondents felt that transport safety in the Central Karoo 

will be impacted.  Presumably they mean that safety will improve, due to fewer cars on the 

N1 highway. 

 

Finally, respondents were asked about the potential impact of the airport on job creation.  

Once again, the overwhelming majority of respondents (88%) believed that it will have an 

impact on job creation in the Central Karoo.  Presumably they mean that it will create jobs. 

 

Respondents were asked about the impacts of an airport on the wider Karoo region.  These 

benefits were not as clearly felt as for Beaufort West itself.  A total of 160 respondents (88%) 

felt that it would have no impact on the Karoo.  Eleven respondents (6%) believed it would 

have a moderate impact, and 10 respondents (roughly 6%) felt that it would have a major 

impact. A total of 12% therefore felt that it would benefit the rest of the Karoo. 

 

Curiously, when asked to give reasons, many more positive reasons were provided than the 

previous question would suggest.  The findings are based on an unprompted question. 

Table 58: Potential impacts of a developed airport on the KGA 

 

Type of impact on the Karoo No of 

respondents 

% of 

responses 

Improved infrastructure Hub, SKA 13 6 

Improved medical services 8 3 

Increase in cargo in- & export shall lead to less trucks on roads 9 4 

Industry promotion mining/ agriculture 5 2 

Karoo more accessible (for outsiders), promotion of towns 20 9 

More local/ Karoo conferences 1 1 

Promote local events & opportunities/ festivals/ markets/ paragliding 6 3 

Promote tourism 54 23 

Temporary migration, short breakaways, overnight 2 1 

Travel convenience – business 7 3 

Travel convenience - personal (e.g. school children in the Karoo)  18 8 

Increase spending/ circulation of money 25 11 

Karoo benefit from spinoffs 5 2 

Did not answer 59 25 

Total 232 100 



The Regional Impact of the Karoo Gateway Airport, Beaufort West    6 September 2013 

© Centre for Development Support, University of the Free State  

152 

 

 

Once again, promoting tourism was the most frequent response (23%). Other frequent 

responses were the accessibility of the Karoo to outsiders (8%), the increased spending 

effects (11%), the personal travel convenience (8%) and the beneficial impacts on other 

infrastructure (6%). 

 

3.5 Negative potential impacts of the Beaufort West airport 

 

Respondents were asked whether they believed that an airport at Beaufort West could have 

negative impacts.  Only 20% of respondents felt that there would be negative impacts. 

 

The following possible negative impacts were listed, as open-ended answers: 

 
Table 59:  Potentially negative consequences of a developed airport in Beaufort West 

 

Potentially negative consequences of BW airport Number of 

respondents 

% of 

responses 

Crime 10 6 

Environmental issues pollution, noise 17 9 

Viability 15 8 

Limited resources water, electricity, road infrastructure 1 1 

Decrease in road travel industry, fewer trucks, fewer 

motorists, less business for petrol stations 

3 2 

Karoo becomes too commercialised 2 1 

Did not answer 134 74 

Total 182 100 

 

 

The greatest concern was impact on pollution and noise (9%), the viability of the airport (8%) 

and increased crime (5%). 

 

The KGA could unlock several economic sectors, notably: 

1. Airport-specific activities 

2. A Flight Academy 

3. Tourism : The Karoo as a destination 

4. Agro-processing : Higher-value agricultural products for export to metropolitan areas 

and foreign destinations 

5. Retail:  Transport of consumer goods and production inputs 

6. Mining:  Uranium and/or shale gas mining 

7. Conferencing – fly-in-fly-out conferences at the Beaufort West airport 
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5. Potential job creation due to the development of the KGA 

 

This section only considers Airport-specific jobs, Tourism and the Conference sector.  By 

stimulating development in other sectors, such as agriculture, retail or mining, the airport 

would stimulate additional job creation.  However, these other sectors are not included in this 

section. 

 

The first category of jobs are those related directly to the functioning of the airport.  These 

jobs are all calculated for the short-term, i.e 1-5 years after the tarring of the runway. 

 

Table 60:  Potential job creation due to the development of KGA 

 

Division Estimated number of jobs 

created within 5 years 

Arrival/departures/bookings 6 

Curio shops, arts and crafts and restaurant/bar, 

conference/training/exhibition facilities 

25 

Karoo Tourist Information and Hospitality Centre 3 

Tourism Cluster promotions and Karoo accommodation 

reservation centre 

2 

Car rental and related services / car wash / fuel filling station 10 

Luggage handling/loading/security 6 

Freight (admin and handling), couriers 2 

Truck drivers 2 

Cleaning teams for airport buildings, public areas and airfield 12 

General security airfield, fuel depot and airport buildings 6 

Public car park area with manned entrance 4 

Accommodation at Karoo Gateway Guesthouse 10 

Gardens and premises 4 

Aviation Fuel depot and related services 4 

Aircraft Technical / maintenance workshop 6 

Air traffic control 4 (2 shifts) 

Communication related jobs – Telkom / Internet / Wi-Fi services 2 

Public Relations 1 

Tourist Courtesy Transport Services to Beaufort West Centre and 

Guesthouses 

4 

Management for human resources, costing and budgeting, financial 

and marketing, premises, accommodation 

6 

Admin 6 

Electricians and plumbers 2 

General Maintenance 2 

Emergency and Medical Services 60 

TOTAL 130 
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A second category of jobs are those created by means of a Flight Academy.  The Flight 

Academy is calculated for about 80 students living on-base.  These jobs are calculated for the 

medium-term, i.e. 5-10 years after the tarring of the runway. 

 

Table 61:  Potential job creation due to the development of a Flight Academy 

 

Division Estimated no. of jobs created within 5 years 

Instructors 5 

Admin and management 5 

Accommodation:  Maintenance and cleaning  6 

Recreation 2 

Pilot students restaurant 4 

Aircraft maintenance/workshop 3 

Security 3 

TOTAL 28 

 

A third category of jobs are those related to tourism development.  These impacts are 

calculated for the short-term (1-5 years after the tarring of the runway), medium-term (6-10 

years after tarring of the runway), and (longer-term), i.e 11-15 years after tarring the runway. 

 

The totals, calculated below, are for the jobs created over 15 years. 

Table 62:  Jobs likely to be created due to the KGA:  Accommodation sector 

 

 Current 

no. of 

establish-

ments 

Current 

no. of 

beds 

Current 

bednights: 

Estimated 

% 
(average 

high and 

low 

season) 

Current 

bednights 

Increase: 

Short-term 

bednights 
(up to 5 

years after 

tarring of 

runway) 

Additional 

Increase: 

Medium-

term 

bednights 
(6-10 years 

after tarring 

of runway) 

Additional 

Increase: 

Long-

term 

bednights 
:  More 

than 10 

years after 

tarring of 

runway. 

Beaufort West 50 1500 40% 600 100 300 600 

5 key 

surrounding 

towns 

40 400 30% 120 50 80 120 

Graaff-Reinet 50 1500 40% 600 50 200 400 

Karoo Farms  100 1000 20% 200 40 100 200 

Totals 240 4900  1520 240 680 1320 

New jobs:  Short-term, medium-term and long-term: 48 jobs 

created in 

short-term 

88 jobs 

created in 

medium-

term 

176 jobs 

created in 

long-term 

Cumulative totals: Total new 

jobs: short-

term 48 

Total new 

jobs: 

medium-

term 136 

Total new 

jobs: 

After 15 

years: 

264 
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Key notes for Table 62: 

1. The key factor is the arrival and departure of scheduled flights (e.g. SA Express).  This 

enables car rental, which enables the central Karoo to function as a tourism destination, 

for “cash-rich, time-poor” tourists (South African and foreign tourists). 

2. The number of permanent jobs is calculated at 1 job per 5 bed-nights.  This is a 

conservative estimate, since many guest houses first employ part-timers, while their 

business is growing. 

3. The average number of jobs, per restaurant/eatery, is estimated at 10 – including the 

owner, management, chefs, waiters and cleaners. 

 

A fourth category of jobs are those which may be created in the catering sector: 

 

Table 63:  Jobs likely to be created due to the KGA:  Catering sector 

 

 Current 

no. of 

establish

-ments 

(estimat

e) 

Current 

jobs 

(estimate) 

@ average 

of 10 per 

establishme

nt  

Increas

e: 

Short-

term % 

Increase: 

Short-

term 

addition

al jobs 

Increas

e: 

medium

-term 

%  

(over 

current) 

Increase: 

medium-

term 

addition

al jobs 

Increas

e: long-

term % 

(over 

current) 

Increas

e: long-

term 

jobs 

Beaufort 

West 

30 300 20% 60 60% 180 100% 600 

5 key 

surroundin

g towns 

30 300 20% 60 40% 120 80% 240 

Graaff-

Reinet 

30 300 10% 30 20% 60 40% 120 

         

New jobs created in short-term, medium-term 

and long-term 

150 jobs 

in short-

term 

 210 new 

jobs 

created 

in 

medium-

term 

 750 new 

jobs 

created 

in long-

term 

Total new jobs (cumulative totals) 150  360  960 new 

jobs 

over 15 

years 

 

 

Table 64 provides an overview of these four categories of jobs: 
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Table 64:  Job impacts of the KGA airport, on six Karoo towns 

B.-West, Richmond, V-West, Sutherland, Prince Albert, Carnarvon and G-Reinet 

 
 Short-term 

new jobs 

Medium-term 

new jobs 

Added to 

2013 baseline 

Added to 2013 

baseline (cumulative 

total of short-, 

medium- and long-

term new jobs
76

 

Airport 130   

Flight school  24  

Accommodation   264 

Restaurants   960 

Conference centre: BW airport   20 

Car rental: BW airport   8 

TOTALS 130 24 1252 

Calculated salary income at an 

average of R500 000/job
77

 - 

ANNUAL estimates (not 

cumulative estimates) R6,5 million  R12 million R626 million 

 

 

6. The potential impact of the KGA on skills training in the Karoo 

 

A co-ordinated skills training, educational and job creation programme can be devised for the 

KGA and the Karoo Tourism Cluster.  This will also have links with the construction industry 

and eco-tourism.
78

 

 

The KGA has obtained a proposal drafted by a professional skills training agency.  The 

approach in this proposal also includes “training of trainers”, so that local Karoo-based 

trainers can provide skills training activities in the Karoo region, on an ongoing basis. 

 

A costing for such a training programme has been undertaken.  Four levels of trainers will be 

trained:  Assessors, moderators, learning facilitators, and skills development facilitators.  In 

each case, 15 learners will be trained, at a total cost of around R275 000. 

 

                                                 
76

  A breakdown of short-, medium and long-term jobs in the tourism sector can be calculated, based on 

the figures suggested in the earlier tables. 
77

  This is a fairly high estimate, due to inflation which will erode salaries in the medium- and long-term. 
78

  Information in this section is provided by the Drum Beat Academy of Pretoria, based on their 

detailed analysis of training requirements associated with the KGA and the Karoo Tourism Cluster.  

These calculations remain the intellectual property of Drum Beat Academy. 
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The training programme envisages a dedicated Karoo Tourism Information Centre as the hub 

of Karoo tourism.  It will have “spokes” linking with at least 30 outlying towns and villages.  

All facets of the training programme will focus on community-based skills.   

 

The training programme includes the following elements: 

1. To staff these 30 Karoo Cluster information centres.  This will include financial, 

marketing, administrative, hospitality and other tourism-related skills. 

2. Tourist guides need to be trained in Nature and Culture guiding.  They will also need to 

learn about the region. 

3. Guides need to be trained as site-specific specialists, e.g. fossil trails, mountains, 

abseiling, guiding near dangerous animals, 4x4 drives, cycling, and conservation areas. 

 

In each of the following tables, the number of training courses is calculated.  Note that the 

number of courses is not equivalent to the number of learners, since one learner may 

undertake several courses. 

 

Table 65:  Potential learners for a Karoo tourism training strategy, with KGA as central hub 

 

Qualification Estimated number of 

learners for Karoo region 

National Certificate in Tourism:  Guiding NQF 4 Culture 20155 32 

National Certificate in Tourism:  Guiding NQF 4 Nature 20155 32 

National Certificate in Tourism:  Guiding NQF 2 Culture 17174 20 

National Certificate in Tourism:  Guiding NQF 4 Nalture 17174 20 

Site Guide Culture NQF 2 20 

Site Guide Nature NQF 2 20 

Site Guide Nature NQF 4 20 

Nature Site Guide (Dangerous Game Area) NQF2 12 

Nature Site Guide (Dangerous Game Area) NQF4 12 

Adventure guiding, all disciplines 15 

4x4 driving 10 

NATURE CONSERVATION:  

National Certificate:  Conservation guardianship NQF2 40 

TOTAL NUMBER OF LEARNERS 253 

 

The KGA Airport complex, with a conference centre and boutique hotel, will also require 

trained staff.  Unfortunately, there is a trend that once people are trained, they move to larger 

cities and towns.  Hence more people than the minimum requirements need to be trained, and 

trained staff need to be encouraged to remain in the Karoo Area by means of well-planned 

incentive schemes.  Skills training for car rental and related services will also be required.  
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Table 66:  Potential number of learners for a KGA airport and hotel complex 

 

Qualification Estimated no of learners in Karoo 

region 

National Certifcate:  Hospitality Reception NQF4 25 

National Certifcate:  Hospitality Reception NQF2 25 

National Certificate in Accommodation Services NQF2 50 

National Certificate in Professional Cookery NQF4 25 

National Certificate in Food and Beverage Services NQF4 25 

Table Attendant NQF2 25 

Bar Attendant NQF2 15 

Kitchen Cleaner NQF2 25 

Room Attendant NQF2 25 

Laundry Assistant NQF2 25 

Public Area cleaner NQF2 25 

Assistant Housekeeper NQF2 25 

TOTAL NUMBER OF LEARNERS 315 

 

Once the KGA’s runway is tarred, and scheduled flights are available, car rental will become 

feasible. Furthermore, a larger number of air passengers will create opportunities for 

conferences, exhibitions and other events.  Table 67 illustrates the number of learners who 

could be trained in these fields:  

 

Table 67:  Potential number of learners for Event Support and Car Rental 

 

Qualification Estimated no. of learners for Karoo region 

National Certificate:  Tourism Event Support NQF4 10 

National Certificate in Tourism:  Car Rental NQF4 10 

TOTAL NUMBER OF LEARNERS 20 

 

Security officials will be required at the airport, the fuel depot, the hotel, and the conference 

centre. This will require the following training progammes: 

 

Table 68:  Potential number of learners for security services at the KGA complex 

 

Qualification Estimated number of learners for Karoo region 

Use of a rifle 15 

Use of a handgun 15 

Use of a shotgun 15 

Security training 45 

TOTAL NUMBER OF LEARNERS 90 

 

 

A set of managers, for various services, will also need to be trained: 
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Table 69:  Potential number of learners for managers at the KGA complex 

 

Qualification Estimated number of learners for Karoo region 

Costing and budgeting 10 

Human resources management 10 

Financial management  10 

Marketing management 10 

TOTAL NUMBER OF LEARNERS 40 

 

Local people also need to be trained to run their own enterprises: 

Table 70:  Potential number of learners for enterprise development associated with KGA 

 

Qualification Estimated number of 

learners for Karoo region 

National Certificate:  New Venture Creation (SMME):  NQF4 50 

National Certificate:  New Venture Creation (SMME):  NQF2 50 

TOTAL NUMBER OF LEARNERS 100 

 

Construction and technical skills training also needs to be promoted: 

Table 71:  Potential number of learners for construction and technical training 

 

Qualification Estimated number of learners for 

Karoo region 

Technical - Electrical  

Electrical house wiring with business skills 20 

Electrical trade test preparation 20 

Electrical trade test (electrical construction) 20 

Electro techniques and maths 5 

Wireman’s licence 20 

Electrical applicance repair with business skills 20 

 National certificate: Electrical engineering 5 

Practical welding  15 

National certificate:  Welding application and practice 10 

Handy women course 10 

Basic eneral maintenance:  Handyman 10 

Technical - construction  

Erect and maintain guard rails on a road construction 10 

Install pre-cast concrete pipes 10 

Implement roadside safety procedures 10 

Road construction and storm water drainage 10 

Batch and mix concrete by volume 10 

Pavements and paving 10 

Tar patching 10 

Installing pre-cast kerbing and concrete channels 10 

Basic bricklaying 30 

National certificate: Building and civil construction 5 

Casual working training 10 

TOTAL NUMBER OF LEARNERS 280 
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First aid training also needs tobe provided on construction sites and operational areas: 

Table 72:  Potential number of learners regarding first aid 

 

Qualification Estimated number of learners for 

Karoo region 

Paramedical and medical assistant for first responders 15 

First aid 30 

TOTAL NUMBER OF LEARNERS 45 

 

This training programme would create 1193 training opportunities, at a costing of about R11 

million.   

 

1. Conclusion 

 

The business survey revealed several interesting perceptions amongst the local business and 

professional elite.  Firstly, a significant number would benefit from rapid transport to Cape 

Town.  Somewhat fewer envisage benefits from visits by business partners.  However, the 

figures for the use of air transport were rather disappointingly low.  This could reflect the fact 

that people have simply not yet factored the possibility of air travel into their transportation 

options.  

 

Secondly, there may well be significant medical travel to centres such as Cape Town and 

Kimberley.  Thirdly, the impact of the airport would be primarily felt in the tourism sector.   

 

Fourthly, the “add-on investments” at the airport, such as a boutique hotel, conference centre 

and car rental, were almost prized more highly than the air transport facility itself.  Clearly, 

local businesspeople envisaged an influx of well-heeled and professional visitors, because of 

the apparently high level of services which the airport may offer.  This would not simply be a 

rural airfield;  it may well become a key gateway, and even a destination, in its own right. 

 

Finally, the interviewees regarded the impact on Beaufort West itself as the most significant.  

The impacts on the Central Karoo would also be noteworthy.  But few of them could 

meaningfully envisage impacts on the Karoo region as a whole.  This trend probably reflects 

the ways in which local Karoo people have narrowed their horizons to the locality and the 

district, without an awareness of the potential of regional development. 
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The airport is likely to have a major impact on employment in Beaufort West.  Employment 

impacts in Beaufort West are also likely to be significant.  The airport is likely to generate 

about 130 direct jobs, at the airport premises.  The Flight Academy is likely to lead to another 

28 jobs.  In the accommodation sector, the airport may lead to 48 new jobs in the short-term 

(1-5 years after the expansion of the airport), an additional 88 jobs in the medium-term (6-10 

years after the expansion), and an additional 176 jobs after 15 years.   In the catering sector, 

an additional 210 jobs may be created in the medium-term, and an additional 750 jobs in the 

longer-term. 

 

A total of about 1252 jobs could be created over a 15-year period. 

 

A training programme for staff working directly in tourism promotion in the Karoo, (at 30 

Karoo  information centres), will include financial, marketing, administrative, hospitality and 

other tourism-related skills.  Tourist guides need to be trained in Nature and Culture guiding.  

Guides need to be trained as site-specific specialists, e.g. fossil trails, mountains, abseiling, 

guiding near dangerous animals, 4x4 drives, cycling, and conservation areas.  These will add 

up to 253 learnerships.  At the airport and its hotel complex, an additional 315 learnerships 

will be offered, in a wide range of skills.  Event management and car rental will create an 

additional 20 learnerships.  Security services will create 90 learnerships, administrative 

services will create 40 learnerships, and enterprise development will create 100 learnerships.  

Construction and technical services will create 280 learnerships. 

 

The economic impacts of such high levels of employment and skills training are likely to be 

very significant, in terms of direct impacts (remuneration of employees) as well as indirect 

aspects (improving household income, reducing poverty and stimulating economic 

multipliers). 
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Part IX 

The potential impact of the KGA from a national and provincial perspective 

 

1. Introduction 

 

Strategic infrastructural projects do not take place in a vacuum.  They affect regional, 

provincial and even national policy goals;  and they also draw strengths from initiatives 

undertaken locally or further afield. 

 

In this section, we consider the KGA from a national and provincial perspective, particularly 

in the light of official policy goals.  Only provincial plans since 2010 were considered.  

Particularly in the Western Cape, where there was a change of government (ANC to DA) in 

2009, there have been some changes in institutions and policies. 

 

2. National perspective 

 

The Presidential “outcomes approach” is an important strategic approach to governance and 

development in South Africa, for several reasons:   It focuses on results;  it links inputs, 

activities, outputs, and impacts;  it makes explicit the chain of reasoning linking ideas, 

strategies, implementation and outcomes;  we can see what works and what does not (monitor 

impacts); we can conduct evaluations and feed these insights back into the policy loop; it 

provides a clear basis for discussion and negotiation about what should be done, and it 

promotes co-ordination and alignment (Presidency 2010: 10). 

 

By promoting tourism in the Karoo, the KGA will assist in meeting several of the 12 official 

“Presidential outcomes”:   

 

1. Presidential Outcome 4: Decent employment through inclusive economic growth:  

Karoo tourism will assist in promoting job creation through accommodation 

establishments, tourism services, and tourism attractions, including tour guides, 

information centres, and restaurants;  assisting micro-enterprises to become involved in 

the tourism value chain; and assisting Small and Medium Enterprises to grow, as they 

are recognised as the most effective job-creation sector in the economy (Karoo 

Development Foundation 2012: 14). 
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2. Presidential Outcome 5: A skilled and capable workforce to support an inclusive 

growth path:  Karoo tourism, promoted by the KGA, will promote employment, as well 

as formal skills training and certification in tourism activities, such as eco-tourism and 

tour guiding. 

 

3. Presidential Outcome 6: An efficient and competitive infrastructure network:  The 

KGA will serve the whole Karoo, and will promote other Karoo airports as spokes, 

interacting with Beaufort West as a hub. 

 

4. Presidential Outcome 7:  Vibrant rural communities:  The KGA will promote several 

Karoo towns as key productive and service delivery nodes, serving their hinterlands. 

 

5. Presidential Outcome 8:  Sustainable Human Settlements:  The KGA will promote 

effective spatial planning of Karoo towns and regions, by means of promoting efficient 

transport and attracting investment. 

 

The National Development Plan (2011: 131) identifies tourism as an important sector of the 

economy.  It contributes 9% to national GDP.  The Plan highlights several key strategies, 

which are all of significance to tourism promotion in the Karoo, and which will be directly 

assisted by an expanded KGA: 

 

1. Increasing the number of tourists visiting South Africa:  The Karoo offers an iconic 

desert tourism destination, comparable to major desert destinations elsewhere in the 

world, which can assist in attracting foreign tourists to South Africa.  The KGA will 

offer direct air links from South African cities, as well as chartered international 

flights, to promote desert tourism. 

 

2. Increasing the tourism spend in South Africa:  Marketing the Karoo as a destination 

will attract tourism spend to this rural area.  To achieve this, a commercial airport in 

Beaufort West, with scheduled flights and car rental facilities, is critical. 
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3. Promoting tourism infrastructure, particularly accommodation, attractions and 

transport.  The KGA will link directly with road and rail transport, for passengers as 

well as freight. 

 

4. Promote and assist the development of entrepreneurship at all levels, including 

medium-, small- and micro-enterprises.  The KGA will have massive spinoffs for 

several sectors:  accommodation, retail and wholesale trade, personal services and 

governmental services.  It will have significant multiplier effects on the local economy. 

 

Various sectoral strategies are relevant to the Karoo.  For example, the National Tourism 

Sectoral Strategy (NTSS), developed by the National Department of Tourism, highlights 

several goals which can be met by developing tourism in the Karoo. In many cases, the KGA 

will have a direct impact on regional development in the Karoo: 

 

1. Increase the geographic spread of tourism, particularly to provinces (such as the 

Northern Cape) which receive relatively few tourists (NDT 2011: 22).  The KGA will 

be directly involved in promoting easy access to the Karoo. 

2. Increase rural tourism:  The Karoo is an intrinsically rural destination, characterised by 

small towns, commercial farms, game farms, and game parks.  The KGA will be a 

major linkage for tourists to access eco-tourism opportunities. 

3. Showcase South Africa as a distinct and globally recognised tourism destination:  The 

inclusion of desert tourism in South Africa’s portfolio will diversify its tourism 

offerings and attract a specific niche segment of tourists.  The KGA will offer 

opportunities for tourists to fly directly into the heart of the Karoo. 

4. Promote tourism in the upper income groups in South African society:  The Karoo will 

promote the appeal of taking South African holidays (rather than outbound holidays):  

The Karoo is, for many affluent tourists, an unexplored destination.  This income 

segment is likely to utilise a Karoo airport, together with car rental. 

6. Promote BBBEE in tourism:  Township tourism in the Karoo is accessible to tourists, 

due to the close proximity of black townships to the central business districts of Karoo 

towns.  Township taverns, cuisine, heritage, art, walking routes, and architecture are all 

potential tourism attractions.  This market should be developed for well-heeled and 

foreign tourists, for which the KGA would be an ideal access point. 
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7. Decrease seasonality:  The Karoo offers a year-round destination, which would be 

promoted by easy air access. 

8. An effort should therefore be made to develop new markets, instead of purely focusing 

on existing ones:  This will include enhanced marketing of desert tourism in the Karoo. 

The Karoo offers a novel and attractive rural tourism region, which comprises about 

40% of South Africa’s land surface. 

 

The NTSS emphasises the need for inter-jurisdictional collaboration:  “There is no 

coordination from a national level to ensure alignment between the marketing promises made 

at national level, and actual product development. Often, neighbouring municipalities or 

provinces plan to develop very similar experiences within their areas, but lose sight of the 

fact that their product offering can be improved through coordination with others. Tourism 

does not follow political boundaries”  (2011: 42).  Regions such as the Karoo offer valuable 

opportunities for cross-border collaboration, based on specific niche and theme tourism 

options. 

 

The NTSS identified the importance of new aviation routes:  “Contribute to the action plan 

for the development and expansion of domestic airlift in South Africa. The strategy should 

include issues of routes, frequencies, pricing, airports, volume levels, marketing, and 

government support” (2011: 65).  An air transport strategy is critical for the Karoo.  

Combined with car rental options at Karoo airports, it will open up the Karoo to much greater 

levels of tourism.  Beaufort West, which is centrally located in the Karoo, is an obvious 

choice for an airport with scheduled flights. 

 

Similarly, South African Tourism (SAT), in its 2011-2013 Marketing Strategy, has identified 

important “development levers” which have implications for Karoo tourism.  In several 

respects, the KGA can play an important role: 

1. Stimulate current uses by existing consumers, by means of longer stays:  The KGA will 

encourage tourists to fly to their Karoo destination, rent cars, and then spend more time 

in the region; 

2. Stimulate current consumers to visit, for new activities and experiences, which suggests 

that new and exciting products should be developed to keep existing consumers 

interested:  The tourism information disseminated at the KGA will help to publicise the 

“desert tourism” attractions of the Karoo; 
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3. Attract “new-to-you” consumers, i.e. convert consumers from the existing competitors 

to South Africa.  The KGA will encourage international tourists to visit South Africa, 

and the Karoo, for the first time. 

4. Attract “new to category” consumers, i.e. convert non-travellers into travellers (e.g. by 

good pricing strategies, or improved marketing or transport), or short-haul to long-haul 

consumers.  The KGA will appeal to travellers who have not contemplated the Karoo as 

a tourism destination, because of long road travel distances. 

 

In each province, tourism strategies, together with other economic development plans, 

provide further perspectives on what can be expected in the Karoo. 

 

3. The provincial perspectives 

3.1 The Western Cape 

 

In terms of the Western Cape’s Micro-Economic Development Strategy (MEDS), four 

priority areas (high-impact “flag-ship” sectors) were identified.  In these sectors, government 

policy support has clear potential for high impact on output growth and equity, especially 

employment and new business entry.  The Western Cape identified Tourism as a priority 

sector for the Karoo (Western Cape 2010:11).
79

 

 

Furthermore, the Western Cape supports the principle of “clustering”, defined as ‘a 

geographically bounded concentration of similar, related or complementary businesses, with 

active channels for business transactions, communications and dialogue, that share 

specialised infrastructure, labour markets and services and that are faced with common 

opportunities and threats’ (Western Cape 2010: 14). 

 

In the key sectors (including Tourism), the Western Cape Province will undertake a range of 

initiatives:  

 “…Targeting existing businesses within the relevant sector, and potential 

entrepreneurs and employees entering the industry. The initiatives will 

increase global competitiveness of enterprises operating within the sector, 

and facilitate demand access opportunities to facilitate the sustainability and 

                                                 
79

  The other sectors are: Business Process Outsourcing, Information and Communications Technologies, 

Oil and Gas offshore services and facility construction, 
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growth of firms and employees within the affected firms…The range of 

interventions offered to firms have a common purpose, namely to increase 

the number of sustainable jobs, to increase the expansion of firms, and to 

increase the number of new firms within the sector. The interventions will 

differ in intensity, priority and content, depending on the unique needs of 

the sector, and will (1) help established firms to help new suppliers come 

into existence and to help other suppliers expand through procuring 

preferentially, (2) offer supply-side assistance to increasing firms’ capacity 

to take advantage of demand-side measures; (3) offer benchmarking 

services; (4) offer innovation and technology services; (5) increase the skills 

of targeted firms’ management and employees; (6) facilitate sector 

development through keeping firms well informed about developments in 

their sectors; (7) increase the skills and experience of members of the 

workforce to increase their capacity to fill “skills gap” vacancies; (8) 

increase the skills and experience of low-skilled individuals to assist them to 

compete for employment effectively; (9) offer advice and services in all 

localities; (10) offer advice and services in localities in which per capita 

GRP is low; and/or (11) implement transformation programmes” (Western 

Cape 2010: 51). 

 

Some or all of these measures should be considered in the Karoo region, to develop the 

highly strategic Karoo Gateway Airport. 

 

For the Western Cape, tourism is a critical sector:  “The Western Cape is South Africa’s most 

developed tourism destination. Tourism currently has a 10% share of employment, and at a 

time when jobs are being shed in many industries, new jobs are being created in this industry. 

Tourism has the potential to grow the Provinces’ economy in a sustainable manner” (Western 

Cape 2010: 96).  The Western Cape Government has undertaken to “Assist firms & 

communities to improve the quality & variety of their product offerings: Accommodation, 

Transport, Restaurants, Tours, Entertainment, Services, Guiding, Tourism-linked retail, [and] 

New Sub-sectors (e.g. Health Tourism)” (Western Cape 2010: 97). 

 

The Western Cape Government proposes to promote tourism in the rural hinterland, so that 

“New business and tourism product is spread as widely as possible, both geographically and 
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seasonally through (public and private sector) investment recruitment and enterprise support” 

(Western Cape 2010: 99). 

 

The Western Cape’s Five-year Strategy, 2010-2015, notes that tourism needs to be promoted 

in two ways: First, by more visitors coming to the destination and, second, as a result of the 

visitors spending more (by staying longer, and possibly travelling further away from the entry 

point into the Province).  This perspective has clear relevance for the Karoo.  “We also need 

to assist with the development of new sites, attractions, facilities, routes and infrastructure in 

the destination”  (2010: 98).  The Gateways Redistributive Marketing Initiative is at the heart 

of initiatives to attract visitors to destinations beyond Cape Town, Stellenbosch, Paarl and 

Franschhoek. 

 

The Western Cape’s Strategy opens the way for interprovincial partnerships.  “Inter-

provincial cooperation is crucial to enhance the value of the tourism proposition of Cape 

Town and the Western Cape. For example, co-operation between Western Cape, Northern 

Cape and Namibia has seen the development of the Cape Namibia Route which will serve as 

a catalyst for the further development of the tourism economy in the Province, especially 

along the West Coast. Similar initiatives will be undertaken”  (2010: 110).  Increased effort 

will be taken to promote greater intra-provincial co-operation between local and regional 

tourism co-operation between local and regional tourism organisations, industry members 

and communities.  This is a major step forward in the quest towards a united Karoo tourism 

approach. 

 

The Western Cape Department of Economic Affairs and Tourism has launched several key 

tourism routes.  Route 2 is Cape Town to the Cape Winelands and the Central Karoo (2012: 

86).  The Western Cape Tourism Development Plan focuses on several key initiatives (2010: 

102), which are relevant to the Karoo, and which can be promoted by the KGA: 

1. Improving sites, attractions and facilities to enhance the visitor experience; 

2. Developing key routes which must be jointly marketed at provincial level and local 

level. 

3. Developing tourism-related infrastructure as a response to mega projects. 

4. Researching international product offerings to ensure that provincial product offerings 

remain at the cutting edge and match constantly expanding demand. 

 



The Regional Impact of the Karoo Gateway Airport, Beaufort West    6 September 2013 

© Centre for Development Support, University of the Free State  

169 

 

Tourism Awareness is an innovative programme in the Western Cape (2010: 107), which 

include courses offered to Municipalities, Community Development Workers, Local Tourism 

Organisations and Tourism Helpdesk Agents.  These include: 

• Enterprise Development 101: To assist entrepreneurs with basic knowledge that will 

ensure that the tourism product that the entrepreneur has conceptualise is in line with 

tourism demand. 

• Tourism Enterprise Development 201 is a six-month business skills programme aimed 

at equipping entrepreneurs to manage and grow their businesses.  

• Tourism Enterprise Development 301 is aimed at those who want to invest in a new 

product, grow/expand their business and/or wish to take on a business partner. TEP is 

a key partner in providing financial and nonfinancial support. 

•  The Tourism Mentorship Programme is based on a linkage between selected 

participants on the Tourism Enterprise Development 301 and mentors from the 

leading tourism private sector bodies in the Province. 

 

The KGA development offers a major opportunity to offer these courses in the Beaufort West 

area.   

 

The Central Karoo District Municipality has set important goals for district-wide 

development.  These could also have an impact on the Karoo Gateway Airport: 

• To implement a district transport plan; 

• To develop tourism within the district, and to revise the Central Karoo Tourism 

Strategy; 

• To draft a Local Economic Development strategy to enhance business development in 

the region. 

 

Significantly, the Western Cape Government is largely private-sector oriented, with the 

public sector creating an enabling environment.  Its approach emphasises the role of the 

market, to create growth and jobs (The Argus, 3 September 2013).  In this context, a vibrant 

privately-owned airport, strategically located within a rural hinterland, can make a huge 

difference to the development of the Karoo region. 
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3.2 The Northern Cape 

 

Several Northern Cape towns are located near Beaufort West.  These include Sutherland, 

Strydenburg, De Aar, Richmond, Hanover, Victoria West, Loxton and Carnarvon.  The 

southern areas of the Northern Cape Province therefore fall within the potential catchment 

area of the Karoo Gateway Airport. 

 

An assessment of the potential impact of infrastructural or economic projects is highly 

dependent on the ‘cluster’ of activities that form and agglomerate around it (Northern Cape 

Government 2012:  133):  “Clustering or linking development generally results as a direct 

and indirect consequence of the construction and successful operation resource‐based 

projects. Direct impacts include upstream, side‐stream and downstream activities. Indirect 

impacts refer to the broader economic linkages and beneficiation that are induced in the local 

economy as a consequence of each of these direct impacts. These include the linkages that 

arise between the various resource‐based projects themselves as well as different sectors in 

the immediate vicinity of the project and further afield … It is the degree of direct linkage 

development, therefore, which ultimately determines the long‐term maturity and success of 

clustering around a project and in the local economy. Each direct spin‐off from the initial 

industry provides the impetus for further employment spin‐offs either in supporting industries 

and enterprises or the service sector. These indirect spin‐offs, in turn, facilitate the 

diversification of the economy through the development of additional industrial and service 

activities as employee demands for different products begins to increase” (Northern Cape 

2012: 133). 

 

The Northern Cape SDF mentions the possibility of developing De Aar as an intermodal 

freight hub (Northern Cape 2012:  139).  De Aar already has the advantage of a well-

developed railway station.  However, it is not situated on either the N12 or N1 highways, and 

therefore would not be ideal as a transport hub.  However, it could play an important role in a 

“hub and spoke” relationship with the Karoo Gateway Airport in Beaufort West. 

 

It is important to recognise the importance of tourism as a sustainable sector, as an engine of 

growth, capable of mobilising and rejuvenating other sectors of the economy, as described in 

the Northern Cape PSDF (Northern Cape 2012: 151), for several reasons: 

1. Tourism provides immediate employment 
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2. Tourism is labour‐intensive. More jobs can be created per unit of capital invested and 

many tourism activities are within the reach of the small operator. 

3. Tourism creates entrepreneurial opportunities, and can promote a dynamic informal 

sector. 

4. Tourism brings development to rural areas and rural attractions. Tourism allows rural 

peoples to share in the benefits of tourism‐related development. Tourism provides an 

alternative to urbanisation, permitting people to continue a rural family existence. 

5. Responsible tourism can help save the environment, as many forms of tourism 

development rely on maintaining and restoring the natural and cultural landscape. 

Environmentally aware travellers favour businesses that minimise pollution, waste, 

energy consumption, water usage, landscaping chemicals, and unnecessary lighting. 

6. Wildlife tourism is dependent on the restoration of natural vegetation and soil cover. 

7. Tourism builds cross‐cultural relations and is a vital force for social integration. 

Through its inherent message of goodwill, hospitality, trust, service without servility, 

tolerance, interaction and communication, tourism is a mechanism for fostering 

national and international cultural exchange and understanding among people. It is, 

therefore, an effective nation‐builder and a strong incentive for social integration. 

8. Tourism demand is continuous. The consumption of travel takes place over one's 

lifetime.  A holiday taken today does not reduce the demand for the holiday next year, 

next month or next weekend. This means that the potential market for tourism will 

continue to grow. 

9. Tourism has a multiplier effect. It is estimated that the sum of direct and indirect local 

value added is approximately 1.6 times the value of the initial input of visitor spending. 

10. Tourism has potential for sectoral linkages, e.g. agriculture, manufacturing and 

services. Tourism generates demand and production in other sectors of the local 

economy. 

11. Tourism is informative. Tourists not only learn about the destination, they learn how to 

help sustain its character while deepening their own travel experience. Residents, in 

turn, learn that the ordinary and familiar may be of interest and value to outsiders. 

12. Tourism supports integrity of place. Informed tourists seek out areas in terms of  

architecture, cuisine, heritage, aesthetics, and ecology. 

13. Tourism revenues raise local perceived value of those assets. 

14. Tourism benefits all residents. Travel enterprises employ and train local people, buy 

local supplies, and use local services.  
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In fact, the Northern Cape Spatial Development Framework identifies an “SKA corridor”, 

which stretches from Upington in the north to De Aar in the south, with Carnarvon in the 

centre (Northern Cape Government 2012: 68).  Astronomy is also important, because  

Sutherland is home to the Southern African Large Telescope (SALT), “which has a 

hexagonal mirror array that measures 11 m across. This is the largest facility of its type in the 

southern hemisphere and one of the top 10 facilities in the world. SALT is an international 

collaboration that includes scientists and academics in Germany, India, Poland, the UK and 

the USA. It allows astronomers to examine the scale and age of the universe, the life and 

death of stars and the earliest galaxies. The SALT facility is operated under contract by the 

South African Astronomical Observatory” (Northern Cape Government 2012: 68). 

 

The Northern Cape has also identified two tourism routes (Northern Cape Government 2012: 

68): 

• The Lake Gariep corridor centres around Lake Gariep is a potential interprovincial 

hub for tourism which affects the Northern Cape, the Free State and the Eastern Cape. 

• The N1 corridor connects Gauteng, Free State, Eastern Cape and Western Cape. 

Colesberg, Richmond and the other settlements along this route are the key 

beneficiaries and tourism hubs along this route.  This route leads directly to Beaufort 

West. 

 

Transport routes through and adjacent to the Northern Cape are an important part of that 

province’s economy.  “The bulk of the Northern Cape’s primary agricultural and mineral 

produce is generated in localities distant from markets and points of export. The province’s 

ability to effectively and efficiently convey goods by both road and rail is crucial for the 

further economic development of the province. There is, therefore, a need for a clear freight 

strategy that will ensure that goods are efficiently transported to the various markets” 

(Northern Cape Government 2012: 70). 

 

A significant sector which may affect the future of the Beaufort West airport, is the energy 

sector (Northern Cape 2012: 65).  The White Paper on Renewable Energy (2003) has set a 

target of 10 000 GWh of energy to be produced from renewable energy sources (mainly 

biomass, wind, solar, and small‐scale hydro) by 2013. The total area of high radiation in 

South Africa amounts to approximately 194 000 km2, which largely falls within the Northern 
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Cape. A mere 1.25% of the area of high radiation could thus meet projected South African 

electricity demand in 2025 (80 GW). This would, however, require large investments in 

transmission lines from the areas of high radiation to the main electricity consumer centres. 

The implementation of large concentrating solar power (CSP) plants has been proposed as 

one of the main contributors to greenhouse gas emission reductions in South Africa (Northern 

Cape Government 2012: 65). The Northern Cape Spatial Development Framework identifies 

a “Solar Corridor” from the Orange River to De Aar (Northern Cape 2012: 68).  Various 

solar parks and CSP plants have been proposed in the province, particularly around Upington.  

De Aar is also planned as an energy hub.  Construction and maintenance of such a facility 

would be well served by a Beaufort West airport.   

 

Significantly, the Northern Cape’s Spatial Development Framework (SDF) is strongly based 

on the notion of “bioregional planning”.  This concept refers to development which relates 

clearly to the natural environment’s unique features and constraints, within an overarching 

“Man and Biosphere” (MaB) approach (Northern Cape 2012: 255).  Given that the Northern 

Cape and the Western Cape share the Karoo biome, it is sensible that a regional ecological 

framework is used as the basis for tourism promotion.  This means that the Karoo Gateway 

Airport can be used as a springboard for regional tourism in the Northern Cape as well. The 

Northern Cape SDF argues that “Co-operation between all tourism regions or smaller units 

should be actively encouraged”. Key areas of cooperation include: 

 Appropriate integrated tourism planning in accordance with a bioregional planning 

approach. 

 Environmental conservation and the development of related products such as trans‐

border protected areas. 

 Regional education and training. 

 Cooperation between all municipalities in defined tourism regions. 

 

The Northern Cape SDF envisages these principles to apply within the Northern Cape 

Province.  However, within the “bio-regional” approach, it is not unreasonable to argue that 

these principles should apply between the Northern Cape and its Karoo neighbours. 

 

 The Northern Cape SDF argues for “a large initial capital injection to ‘kick start’ a major 

tourism development thrust” (Northern Cape 2012: 260).  This idea encapsulates precisely 
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the investment in a regional airport – even though, as this report argues, it may be outside the 

boundaries of the Northern Cape itself.  It is significant, therefore, that the Northern Cape 

SDF recommends “facilitating the provision of facilities (including transportation) that would 

encourage domestic travel” (Northern Cape 2012: 264). 

 

The Northern Cape Department of Economic Affairs and Tourism has produced a White 

Paper on Development and Tourism.  Tourism is seen as a significant economic growth 

opportunity, because tourism creates jobs, it can provide immediate employment, it involves 

all skills levels, it creates many business opportunities (accommodation, tour guiding, 

transport, marketing and crafts).  Tourism brings development to rural areas, but does not 

damage the environment or local heritage.  It also facilitates cross-cultural interaction, keeps 

money in the local economy, and has a strong multiplier effect. 

 

It regards the natural environment as its strongest asset.  Five out of seven biomes in South 

Africa are located in the Northern Cape.  There are numerous provincial, national and private 

parks, game reserves and conservancies, offering abundant wildlife and floral diversity.  This 

includes two trans-frontier conservation areas (Kgalagadi and Ai-Ais/Richtersveld).    In 

addition, there are many cultural and heritage resources, including museums, historical sites, 

and monuments.  The MacGregor Museum in Kimberley works throughout the province to 

promote cultural conservation.  There are archaeological and rock art sites, arts and cultural 

festivals, prominent historical figures (such as Cecil John Rhodes, Olive Schreiner, Sol 

Plaatje, and Robert and Mary Moffat).  There are also unique and endangered cultures, such 

as the San communities, the Griquas, and the Namas. 

 

The tourism priorities, as identified in the Northern Cape’s Growth and Development 

Strategy, are to build a strong provincial brand, promote tourism product development, 

promote spatial clustering, and to address the racial imbalances in the sector (2004: 44).  The 

Northern Cape is also participating in a tourism mentorship programme, facilitated by the 

Tourism Enterprise Programme (TEP).  However, the White Paper notes there are constraints 

on tourism in the Northern Cape.  Air transport is limited to Kimberley (which links to Cape 

Town and Johannesburg only), and Upington (which only has links to Johannesburg).  Flight 

tickets are prohibitively expensive.  Air access to many other attractions (such as 

Namaqualand) are non-existent.  “With upscale tourists becoming increasingly money-rich 

and time-poor, such lack of fast and efficient air transport to the province and between its 
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major attractions is probably the single biggest obstacle facing tourism growth in the 

province”. There is a need for air charter facilities to towns such as Springbok, Calvinia, 

Carnarvon, Sutherland, Colesberg and De Aar – and can even link with principal towns in 

other provinces. 

 

Pixley ka Seme District Municipality’s Integrated Development Plan (2011-2016) highlights 

several priorities which could be promoted by a linkage with the Karoo Gateway Airport.  

Firstly, it highlights the fact that there are fourteen airstrips serving the district.  All the 

airstrips have dirt runways except the one that is situated at the military base in De Aar which 

has a concrete runway.  A ground survey, however, revealed that most of them seem not to 

have been in use for some time as no maintenance is done on the runways.  The improvement 

of the land strips could be favourable for the purposes of more effective exploitation of the 

district tourism potential.  This is a rare inclusion of aviation issues in a municipal IDP, and 

lays the groundwork for a more regional aviation infrastructure analysis. 

 

Secondly, the Pixley ka Seme IDP notes the importance of sectors such as infrastructure 

development, cross-border tourism, mining, mineral beneficiation, rural industrialization and 

development zones (Pixley ka Seme 2011: 174).  Several tourism opportunities would benefit 

from a cross-regional relationship between this district and Central Karoo District.  Pixley ka 

Seme IDP is interested in adding value and local incomes from game hunting; enchanced 

promotion and site development of the district’s Anglo Boer war battlefields; and better 

mapping and marketing of San Rock paintings (Pixley ka Seme 2011: 176). 

 

3.3 Eastern Cape 

 

Beaufort West is located near the Eastern Cape towns of Aberdeen (100 km) and Graaff-

Reinet (150 km).  This means that the catchment area of the KGA spreads into the Eastern 

Cape.  In terms of distance to travel, residents of several Karoo towns, on the far west of the 

Eastern Cape Province, would be more likely to use the KGA, than to travel to Port 

Elizabeth, which is located 260 km from Graaff-Reinet. 

 

The Eastern Cape is currently reviewing its provincial development strategy and spatial 

framework.  Its 2004-2014 PGDP notes that: “Addressing uneven development and spatial 
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marginalization is at the heart of the PGDP, with its sixfold strategy of systematic poverty 

eradication, transforming the agrarian economy, diversifying and developing manufacturing 

and tourism, developing human resources, developing infrastructure, and public sector and 

institutional transformation” (Eastern Cape Government 2004: 86).   

 

The Eastern Cape PGDS suggests that criteria for tourism development should include: 

 Proximity to tourist attractions (eco-scenery, heritage, cultural attractions) 

 Levels of poverty and unemployment 

 Proximity to transport infrastructure 

 More regionally-defined integration is required between tourism development and 

other enabling supply side interventions (HRD, infrastructure, business support, crime 

and safety etc) (Eastern Cape Government 2004: 87). 

 

The Eastern Cape Tourism Master Plan (2009-2014) places strong emphasis on the close 

links between ecology and tourism.  “Recent developments have highlighted a symbiotic 

relationship between nature tourism, environmental conservation and sustainable 

development”  (2009:19).  This is a much more distinctive focus on biodiversity than is found 

in the Western Cape’s Tourism Strategy, possibly because the Eastern Cape has linked 

tourism and environmental management within the same Department.  Furthermore, the 

Eastern Cape Parks Board and the Eastern Cape Tourism Board have now been merged, to 

form the Eastern Cape Parks and Tourism Agency. 

 

The Eastern Cape Master Plan notes that the provincial tourism sector suffers from several 

difficulties, including infrequent flights to the main cities.  In 2004 the Eastern Cape received 

only 7.7% of foreign visitors entering South Africa; this number was further reduced to 6.6% 

in 2008. This is less than Gauteng, the Western Cape, KZN, the North West, Mpumalanga 

and the Free State.  

 

The Master Plan stipulated several strategic objectives (2009: 34), including the need to 

market the Eastern Cape in a way that highlights its unique products, and promotes product 

diversification (2009: 39).  In particular, the importance of agricultural tourism is emphasised 

(2009: 40):  “These products need to be packaged and promoted in such a way that they 

increase both the agricultural and tourism potential of the province through increasing 
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employment opportunities … . Agro-tourism can be used as a tool to promote equitable 

distribution of tourism benefits as well as rural development.” 

 

The Master Plan also commented on the inadequate level of tourism infrastructure in the 

Eastern Cape (2009: 49), particularly due to the poor state of rural roads and the ineffective 

utilization of airports.   

 

Significantly, the Cacadu District Municipality’s Integrated Development Plan (2012-2017) 

highlights precisely the kind of development thinking which will contribute to a regional 

aviation strategy:  “Research globally suggests that the quantity and quality of networks 

within a region and between the region and relevant role-players outside the region - “social 

capital” – is a key factor influencing economic development. A key element of any strategy 

for rural regeneration is thus about finding ways to expand the networks and linkages 

between stakeholders in the region and connecting the region into relevant provincial, 

national and international processes. Areas of focus include: (1) Strengthening government to 

government connections at a regional, provincial and national level; (2) Building partnerships 

to improve economic competiveness and resilience; and (3) Creating a positive image of the 

region amongst public and private investors and building relationships with them” (Cacadu 

DM 2012: 121).  Such an approach could assist Beaufort West to promote linkages with the 

Graaff-Reinet area, in support of the KGA’s catchment area. 

 

To promote rural development in Cacadu District, the Development Bank of Southern Africa 

(DBSA) has initiated the Rural Economic Development Initiative. The Cacadu Rural  

Economic Development Initiative (REDI), one of three pilot sites in South Africa, is a 

partnership between Cacadu District Municipality, the DBSA and other major stakeholders in 

the region, aimed at “identifying and unlocking economic potential to realize the latent 

economic growth potential of the district. The idea is to build a strong strategic relationship 

between the municipality and local and regional stakeholders aimed at enhancing economic 

turn-around” (Cacadu DM 2012: 122).  The primary sector focus of REDI in CDM will be on 

improving the performance of agriculture-related sectors (including renewable energy, land 

restoration, agro-tourism and aquaculture).Negotiations between the KGA should be initiated 

with role-players in the Cacadu REDI, to build support for an aviation strategy in the western 

regions of Cacadu, as it would be a closer airport than Port Elizabeth. 
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4. Comparison and conclusion 

 

The three Karoo provinces have incorporated important themes in their respective Provincial 

Growth and Development Strategies, which are relevant to the future expansion of the Karoo 

Gateway Airport.  In the Western Cape, tourism promotion,  business clustering and balanced 

spatial  development are important priorities.  The Northern Cape PGDS also emphasises 

spatial business clustering, which can lead to promoting local economic multipliers;  tourism 

as an environmentally sustainable economic sector; astronomy in the Karoo region;  and 

alternative energy infrastructure (notably sun and wind).  The Eastern Cape PGDS (2004-

2014) aims to address uneven development and spatial marginalization, with its sixfold 

strategy of systematic poverty eradication, transforming the agrarian economy, diversifying 

and developing manufacturing and tourism, developing human resources, developing 

infrastructure, and public sector and institutional transformation. 

 

The Northern Cape’s Spatial Development Framework (SDF) is strongly based on the notion 

of “bioregional planning”.  Given that the Northern Cape and the Western Cape share the 

Karoo biome, it is sensible that a regional ecological framework is used as the basis for 

tourism promotion.  This means that the Karoo Gateway Airport can be used as a springboard 

for regional tourism in the Northern Cape as well.  

 

In the Eastern Cape, the Cacadu District Municipality’s Integrated Development Plan (2012-

2017) highlights precisely the kind of development thinking which will contribute to a 

regional aviation strategy:  Promoting networks within a region and between the region and 

relevant role-players outside the region; building “social capital” ; strengthening government 

to government connections at a regional, provincial and national level; building partnerships 

to improve economic competiveness and resilience; creating a positive image of the region 

amongst public and private investors and building relationships with them.  Such an approach 

could assist Beaufort West to promote linkages with the Graaff-Reinet area, in support of the 

KGA’s catchment area.  Furthermore, the Cacadu Rural Economic Development Initiative 

(REDI) will benefit from a regional airport in the central Karoo. 
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Conclusion 

 

All airport feasibility studies share a common purpose i.e. to enhance the economic 

development of their respective regions. The potential to add businesses and to provide 

much-needed jobs are the key drivers behind these airport development initiatives. Also of 

value are the improvements to air transportation capabilities for the region.  

 

Today many challenges need to be addressed when contemplating the development of airport 

industrial, business or technology parks. The Cape Blanco Airport study (Irwin 2008) 

suggested that three main factors of successful airport industrial, business or technology 

parks are:  (a) Good transportation alternatives which allow manufacturers to receive raw 

materials and to get their products to markets economically;  (b) Access to a population with 

sufficient employable workers; and (c)  substantial and generous amount of shovel-ready land 

to dedicate to this endeavor.  At this time none of these factors will apply satisfactorily for the 

Karoo Gateway Airport (KGA) site due to the current state of the runway which limits the 

use of the airport.  

 

However, the Karoo’s natural beauty and associated assets has a potential return well beyond 

that of development of an industrial, business or technology park. An airport developed as a 

business hub could certainly open the way for this potential to be developed.  All of the 

feasibility studies reviewed by the author acknowledge that tourism is becoming an 

increasingly popular expression of this awareness. With advances in transportation and 

information technology, ever more remote areas of the earth are coming within reach of the 

traveler. In fact, tourism is now the world's largest industry, with nature tourism the fastest 

growing segment.  

 

Financial aid is usually required for the construction of airport infrastructure and equipment 

or facilities that directly support them. Infrastructure is the basis for the economic activities 

carried out by the airport operator. However, it also represents one of the ways in which the 

State can affect regional economic development, land-use planning policy, and transport 

policy.  The purpose of the KGA study is to develop a business case for attracting State 

funding and private sector investment.  
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Airport economic impacts are measured by the economic activity, earnings, and jobs 

generated by the airport activity or because the airport exists. Economic impact generated by 

a local airport can be either direct or indirect. In addition, an airport may generate multiplier 

impacts, which include money spent at or for the airport that flows through the regional 

economy. 

 

Direct impacts can include any of the following: airlines, air cargo carriers, air taxis or 

charters, aircraft services, airport management and operations, car rental agencies, corporate 

flight operations, freight forwarders, fixed-base operators, government projects based at 

airports, or airport tenants. 

 

Indirect impacts may be generated from expenditures by airport users or from regional 

expenditures at local businesses as a result of airport use or travel. Some examples of indirect 

impacts generated by aircraft activity or users are: food and beverage sales, lodging, 

entertainment, retail sales, travel agencies, and ground transportation. 

 

To calculate the economic impact of aviation, direct and indirect impacts must be measured, 

along with an assessment of the multiplier effect. One way to show the importance of an 

airport and its growth is by calculating its economic impact on the surrounding community. 

This calculation will easily illustrate how the community benefits from having an airport 

close by, regardless of its size.  

 

On balance, the evidence suggests that a developed airport in the centre of the Karoo, in 

Beaufort West, is not only likely to be financially viable, but is likely to have major impacts 

on the regional economy.  The positive impact of the KGA as “hub-and-spoke” aviation 

model on the Karoo region, will be highly visible and tangible. The high level of poverty in 

the Beaufort West area will be addressed by means of skills training programs, sustainable 

job creation, widespread economic stimulus. 

 

The most urgent need is to build an expanded Karoo Gateway Airport as the key transport 

facility in the Karoo, as a tourism destination.  With the upgraded Karoo Gateway Airport 

and related facilities, the “sky will be the limit” for many Karoo generations to come. 
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