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PAST AFRICAN TRANSPORT PROBLEMS IN RELATION TO
THE PROMOTION OF ECONOMIC ILGVELOPMENT
Progress Report

FOREWORD

At the third session of the Economic Commission for Africa, a resolu-
tion 35(III) was adopted.which called for a study of Bast Afriocan irans-
port problems; in particular to promote intra-African trade and industry,
and for the submission of a report to the Commission for consideration, if
posaible, at the fourth session.

While most of the basic research and consulitations needed for the
accomplishment of this task have been completed, it has proved technioally
impossible %o translate the study in time for +ths fourth session. The
Bxecutive Secretary consequently submits this progress repord, whioh briefly
describes the principal findings to date. The material now available also
makes it possible to present at this stagse, the main recommendations for
action, while the motivation will be prasented in detail in the full report.
The Bxecutive Secretary likewise fecls that the transport problems, confron-
ting the RBast African governments call for a late—-1962 meeting dealing
primarily with sub-regional problems in Fast Afrlica a step which has already
proved its usefulness in West Africa, where a transport meeting was convened
from 23 to 27 Octobrer 1961. If such a mesting were to be convensad in Bast
Afrioca, the present study could in its entirety, serve as a background paper
for it. In this case, it wouid also be possibdle to use the findings of some
Tepcris not ret gvallatle:

As wae the oase with the West African transport study, the present

study for Last Africa does not pretend to deal fully with all transport
systems in the sub-region or with zll the problems confronting them. It
merely aims at a discussion of some important questions more or less common
to these systems in which the possibility of action can e considered.

While, as emerges from this report, the bulk of the material gathered in
the field refers to Kenya, Tanganyika, Uganda and to a lesser extent the
Fedoration of Rhodesia and Nyasaland, more material concerning Ethiopia,
Somaliland and Sudan will be ineroporated in the full report.

1/ Kotably thec Bank's report on Uranda and studies on rate problems made by
Do Tomelooed of Cxroxd Unleroony
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INTRODUCTION.

1. The fact that improved transport-is a prerequisite for any form of
" economic development need hardly be stresseds it 1s also cbvious that -
inadequate transport systems have been one of the principal obstacles to
rapid economic progress in the countries of both Bast and West Afrioa.l
This problem has many facets — topographical, political, economic etc. -
which will be discussed more fully below. I% must however be emphasized
~ that the present study is primarily concerned with tramsport in relation
'+to economic development. Hence, other agpects of similar impoxrtance -

‘Polltical, ethnographic and socioclogical - are largely omitted. As in the

- gase of ‘the West African sub-region, this constitutes a censiderable limita-

-ticn for Bast Afrlcaﬁ/ where the existing transport systems :were often
crested for political, sirategic or administrative reasons rather than from
Naconomic" motives in the strict ‘'sense of the terms - e

2. s-1"Beonomio development", as understood in this study, comprisps naturally
both industry and trade, and one of.the principal aims in improving. and
inkegrating transport systems in Bast Africa ig indeed to provide.better

. gervices fop.the internal or domestic markets. The necessity of extending
fidrkets aorcss national boundaries.—. in.the case for instance, of new.

' {nduatries - ralses the question of ‘concerted action in general, and sub-

PRI i PY RS

e _/ Sée "Tramsport Probléms in Relationi %0 Boonomle Development in West
Africa", (B/CN.14/63).

*/ For the purposes of this study comprlses the East Afrioan sub-region,
Bechuanaland, Bthiopia, the Federation of Rhodesia and Nyasaland, Kenys,
Mozambique, Somaliland, Sudan, Tanganyika and Uganda.
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regional transport. These may in most cases, but by no means exclusively,
concern roads. As will be shown later, railway expansion both within and
across national bounderies is still posaible in East Africe, and both
coastwise shipping and, in exceptional cases, river transport - not to
mention airports and seaports ~ have their sub-~regional as well as thoir
national aspects.
3. A general view of transport in Afrieca, and particularly in its western
and eastern sub-regions, is aptly expressed by one expert as follows:
“"Almost nowhere in tropical Africa is there a-fully integrated transport
complex-permitting a rational selection of either road, rail or eir trans—
" port. This deficiency is most conmspiocuous in régard 1o domestic marketss
“the various transport techniques were developed, as far as egonomic aspects
~ prevailed, with the primary aim of promoting foreign trade." Not a single
‘country in the Bast-African sub-region, with the possible exception of the
- Union of South Africa, ‘is adequately provided with transport in its national
territory; nor ocan the situation be deemed satisfactory at theksubtregional

level. The transport piecture is; as a matter of fact, characterized by

“* " ‘migsing sub-regional links and devious transport routes. . There is however,

a substantial ‘difference in some rdspects between West and Bast Africa. In
the former, transport routes, and particularly railwdys, have until now
largely been confined to each country's national territory -~ a sign of the
'pdliﬁidal-andfeccnomioEéompetition'betwesnbthe former colonial powers. In
‘Bast Afiica, the railway lines of ihe East African Railways and Harbours
ToAdministration serve Kenya, Uganda, Tanganyika and, indirectly, Ruanda~Urundi
~ 88 w8ll, and how to an inoreasing degree, the Orientdale province-gf-the
fortier Belgian Congd. “The Mosambique.territory accommodates lines from the
' Fodération o6f Rhodesia and Nyasaland as well as from. the Transvaal. -Trunk
roads likewise play a greater role in sub-regional transport than is the
6age in West Afrioca, although &iscrepancies still exist, axpecially in road-

bu;ldinc "nd malntonance standard-.
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4. The major economic problems facing the planner of transport development

i% Bast Africa as a means of promoting ecohomic development will be-briefly

" dealt with below. That they are very different from the corresponding:

problems in an sconomically developed country goes without saying, as

emerges olearly when we come to ssudy the true costs and profit earning
" ¢apacity of transport undertakings ‘as well' as the econcmic éffect of %trans—
’pbrt'improv%mént"in'the‘tééhnidal“éehSe. The game holds true for the effect

of changes in, for instanée; the”railﬂay‘rata base. While one major problem
in most developed countrles is how 1o dlvide the transport market among the
various modes of transport, the problem in an under—developed, but econo-
mically expanding reglon may rather be one Qf gelective investments in the

transport industry.

5. Studles on transport in Africa usﬁally megot with one conspicuous

' ¢bstacle, namely, the lack of relevant statistics; and Bast Africa is no
ekception. The only mode of trangport reasonably, although by no means
'“ﬁcomprehen31vely, covered in this respsct is the railwayss but’ -gven here the

“traditional statistidal approach to railway operations has ‘o be modified

to take account of specialffeatures'of‘African travel and transport. For

’ instance; there exists the conspicuous fact that passenger transport in

Africa, although less so perhaps in the eastern than in the western sub-

" region, is a mixed operation, and- the goods which an' African traveller is
v 1ikely' to take with him (or rather her) are, in guantity-and volume, freight
rather than just lugsage. A retail dealer may ftake her entirse stock along
"twith her, regardless of whether she travels by road, rail or .river transport,
.. Bagic ‘statistics are not available for modes of transport other :than rail.

V-Thib“applies-not'only-to'thefconsidarﬁble-quantittas‘move&lbyupnimitiwe

meang of transport such as porterage, pack animals, ‘canvces and so forth (nor
is the migration movement, which is so importantin many parts of Bsat Afrios,
satisfactorily mapped in regard to transport), but also for river and coast—

wise transport and more important still, road transport, which are all to

"a large extent unknown quantities. Suoh as do exist are barely more than

roﬁéﬁ”eétimates. "Morsover, siich meagre transport statistios as exisgt-

“ naturdlly cover only Mlicit" traffié; but a substantial 1llielt traffio

- “alsb exists, both across the borders and within the national territory, in

the latter case in the form of non-licensed traffic. Another subject on
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which useful information is often lacking or incomplete 1s traffic acoidents,
and in partioular thelr causes. ,

6. The preparation of a national transport plan naturally calls for a
knowledge of what kind of goods will be moving (including estimates of new
traffic), in what quantities, and over what routes. Hence, an important
requirement will be to prepare traffic flow maps showing both aouﬁal.mova—

ments of traffic as well as anticipated traffic growth.
BASIC FACTORS DETERMINING TRANSPORT DEVELOPMENT

A, Fatural conditions
Ts The ™atural oonditions" being well known, will be largely disregardsd

in this brief progress report, though some of its aspocts will be moro fully dis-

cugssed in the forthcoming study. It may, however, be pointed out in this
connexion that natural conditions are unfavourable to the rational develop-
ment of transport in Africa in general but more so in Bast Africa. Africa
has correctly been desoribed ag & "plateau continent" - whioch raises major
problems for practically all transport techniques, especially in railway
and road construoction and inland navigati on. The narrow coastal strip is
almost everywhere backed by searp zones, and the vast interior plateau, which
~on the average rises to over 3,000 feet, also shows rugged massifs, volcanio
as well as ncn~volcanio, extensive parched depressions of quasi-barren rocks
and sands, like the region beiween Lake Rudolph and the Bast~African ocoast,
deserts like the Kalahari or wide areas in the Somalis or Sudan. ‘' The 4iffi-
culties arising out of the plateau character of the country are amply illus-
trated, for instance, by the profile of the Djibouti-Addis Ababa railway.
8.  Puorly provided as it is with navigable rivers, West Africa still has
. the Niger, the Senegal, the Gambia and the Volta, as also prospects of
improving navigatlion on the Bangui, the Benue and the Congo. In Bast Africa,
 the situation is far less favourable. The plateau drops to the coastal
plain by an eascarpment known as the Bast African "fall line". The major
streams of the:region, which drain into the Indian Oocean, cross this
"escarpment, with the notable exception of the Nile, which, apart from the
serious impediment of sudd has long stretohes of cataracts that make river



E/CN.14/148
Page 5 -

_ f/transport dlfflcult or 1mpoaelble. To the west and south, the water drops
gome 1,200-1, 000 feet to Lake Tanganylka and a thousand feet more to Lake
NJasa._ Henoo, inland water traffic is largely restrloted to the great
lakes, and sbove all to Lake Victos rias; but the absence of water links has
bren a serious obstruction to the establlshment of a real subureglonal net—
work of water routes.

Q. In one rosvoect, however, Bast Africa is hetter off than West Afrioca:
i%s coastlinz is definitely more hospltable to marltime shipping, and good

ports arc ;.7 : numerous, ©.g. Lourengo Marques, Beira, Dar-es—Salaanm,
Mtwara, Taagz and lMombasa, Inasmuch as these do nof serve as ports of
czll, difficulties arise as regardc oommunications with the hinterlands.
_rne establisament of such communications, whlch is already under way in
BNy reg:.onaj is the subject of one of the mein propoeals for conoerted
.action in uh“ transport fleld.

10. Tonogranu:*al factors are of the utmos? 1mporuanoe for the development

L OE an adequarﬁ and 1ntegrated transport 1ndustry 1n East Afrlca, while

cL 1matoloﬂl'”1 factors exert a similar, but largely negatlve, influence.

- digh tcmperavu*os make for high watcr consump tion and although the replace-

Doternam

o, oment u; Su,‘r by Diesel traotlon has done much to alleviate the situation,

snoruagc or vﬂ 2r still greatly hamners transport in many parts of the sub-—-
“*gion, lccoorer, in comblnatlon w1th high humidi¥y, hlgh temperatures
also. create ¢:oolame of ox1dizat10n. Heavy precipitation makes f'r high
crmqfrqulfn and malntenance oosts and may render the use of many roade

.. drmpossible QL’ln“ the rainy season, Seasonal varlatlons in ralnfall also

. .cduoa oerov varlations in rlver water 1evels.

idill :Topo'*"rhV.and ollmate aseume unusual 1mportance 1n Eaet Afrloa, among
ddo+bel thlngs Lsoarse o; the faot that, apart from Northern Rhodeela, agri—
.‘oultvra ir ,'111 the backbone of the eub-roglon‘s economy. Demand fnr
frenenond ws bocomes highly seasonal and makoe +he ever-lntricate problem
of troffis pozlzs unusually hard to handle.‘ The noed for an 1ntegrated
ufuﬂSpCrG eyu‘en 1s well illustrated by conditions iin former British Bast

'Afrlca, whoro rop seasons are different in Kenya, Ugands and Tangenyika,

as well es in:djfferent.parts of the 1ast named ‘country. Hence the

5d3f€lOuL.T ﬂn uchlev:Lng fulil utlliaatlon ¢? 'roiling stock,particularly so
long o the rail system shows gaps, for 1nstance,between the Ceritral line

s1d the Mtwars line in the South and the Tanga 1line in the North.
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12. The influence of such factors as climate and topography can be partly
V'“neutrallzad by technological progress, and“this Has happened to some extent -
Hgln Bast Afrlca. Other requirements for the development of an efficlent
transport system are an adequate supply of power and an abundant supply
-‘of certain materlals, e.g. those for roadébulldlng and road maintenance.
The East African sub—region ig deficient in both thess respects. On the
whole suitable looal fuels are mostly scarce and, although coal has been
__dfound in theRhodesias and in Mozambique, it bag not been adequate for
i elthe: rallwmy or mining operatlons, the coal fields in southern Tanganyika
"have rot yet been exploited because of the lack of transport facilities,
tﬁe'saﬁé being true of Bechuanaland and Northern Rhodesia. "In regard to
fsadéﬁuilding materials;‘wi&é"areas in Bast Africa are less — é.g. the
ir"black cotton" reulons in Kenya - woell endowd than most of West Africa,
I.where laterite is sbundent. This may in cases lead to the selection of
tarmac as an alternative to gravel, even when traffic: volume still does
: not warrant such a ch01ce. " If gravel pite are too wide apart hence
n606831tat1ng long hauls, road maintenance becomes excessively expensive.
h13. The demographic pattern’ of a raglon naturally has s sgtrorg impact
on the transport pattern, as well ag on other aspects of economic develop-
. 'megt. Some parts of the sub-region are in this respect rather unfortunate.
‘h‘:Thls is true not only of sparsely populated countries like the Sudan,
}tSomaliland or Ethlopla, but also of the more’ densely populated regions like
former Brltlsh Ea.st A.fr:.ca,, Uganda, with its compaat structure, is in a2
sense an exception but in Tanganylka, for instance, the situation is
dlfferent. A stretch ‘of about 100 miles of arid country with few traffic
_possibilities on the Northern Rallway separatQS‘the fertile Moshi and Afrusha
reglons from the equally fortile coastal’ region. “The first 160 miles of
the Gentral Rallway handle a fairly satlsfactory volume of freight; but
from there on as far as the 1ake reglon, 600 mlles from the coast, practi-

'cally no frelght is recelved.

B. Politlcal divisions

.. 14. Transport routes and transport development ln East Afrlca stlll largely
reflect political lelsions, although not to the same extent es, in West
Africa, where, for instance, practlcally every maln railway was looated

-within a national territory. In both cases, the Berlln Conference of 1885
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~'8et the pattern by which transport systems were. -created: with the.sole aim
of making intervention and the ocdoupation of a terrltory effective. .Henos,
Pt hatural goographlcal fronxiers ‘but. seldom coinoide with pdlltical ones in
Ehst Afrlca, and the latter do not.gonsequently delimit Hatural ethnographic
ror economic regions.w One of the, -Tasults of this sitdation 4 the existence
s landlockgd cduntrles 1ike Ruanda*Urundi; Uganda,, the-Pederation of
thdégia ;ﬁd Hyasaland hand”Bechu&paland whioh have no access to the Indian
_O&ean acroas thelr ngtional . térrltory. Transport systems must be estadli-
Mlshed and operated on a sub~regional basgis .if the economic dsvelopment of
“ths oonntries ccnaerned.is to progress satisfactorily - the: exoeption being
the system of rail, road and-inland water traffic under the Bast APrican
_‘;Railways and Earbours. Admlnlstratlon, which. already ‘serves Kenya, Uganda,
VﬁwTanganyika, and indiregtly Ruenda-Urundi and eastern Gongo. But evéen ih
W“the case of the Kenya-Uganda railway,: the original purpose was not an -
. econpw;c'gnd i.0.y to develop: the country, dbut rather:to oreate a tvolFor
destroyihg the slave trade.. Similar reasons led to the launching’ of stéam
. vessels on Lake Nyasa in Tanganyika, and the.first railways Built bF" the
qumans in the main, .served strategic purposes.. After the Firsi ‘World: War,
,railway policy in Kenya was:to.a ceriain extent connected with the" drive
__‘for nqnnAfrioan settlement, when the railway was used-as a tool to ‘op&H up
the highlanﬂs for non-Afrigan agricultural production. ’ LR
“15,, In some countries, such.as the-twoRuodselasm,- Nyasaland, and the -area
qarved by the East Afriqan Railways and Harbours Administration, the "qués—
tion of expatrlates has raised serious problemsy: not merely conneoted with
questlpns of landrand_teng:e and agricultural production but also: affecting
ﬁhe:fin§pceé and operation of the railways as well.  Particularly in the'
Rhodeé;&s,_ﬁﬂny jobs were reogiricted +to neu~Africans, and a salary and -
pension level was iﬁtroduced which was not always warranted op puraly'eﬁénbmic
grounds. The result was, among other things, an undue rise in the cost.of
operatlons. The progressing Africanization of: the transport indusiries
will. brlng & change in this respectj:but even when the- orpatriates aro only

gradually replaced, this procedure raises serious problems in regard to
the training of replacement staff.
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€+ .Econogic sotting _ ‘ ‘
164 thle“the'eeonomiéfstruoture?bf'tﬁé”coﬁntriee'belbnging to the Bast-
African;sub~region are pérHaips less® ‘similar than’ those of the HestwAfrloan
countries ag. regards produotive aotivities, ‘the general settlng is never—
- theless:that of & primitive subsistenos economy’ oentred on” the village,
production being mainly designed for home oonsumption and 100ated olose to
. consuming -centres. Both Bast and West Africa exist largely'on sﬁbsistanoe
agricul ture and the sale of oash orops. Nevertheless, non-African égff—
oul fure. is important in some countries like Kenya, Tanganyikas and Souihern
-Rhodesia, -especially for ‘certain cropé such as sisal, tea and coffea(in
Kenya). Movement of goods, except ovdr very short distances, is mainly
Telated to export orops and mining products, for which™ the transport systema
of the ocuntrigs were primarily designedy although the fhiovemertt’ of-‘Soikumer
goods in import trade is steadily inoreasing., However) tratisport in East
rhfrica is 8%ill. strongly characterized by the movement of heavy, low Eiiﬁa
- commodities; in bulk; for which the railways and, where possible, inland
water, transport are partiocularly well-suited. i
.17+ Transport demand in Bast Africa is basiocally for two distinét types
of .servige: one for the export trade; the other for the impc ~t trade and
the-domestie markets. Striotly speaking, the two last mentidned componants
are not identical but overlap to some extent a4 regards consumer goods.*
18. The general theory of. demand services must, however, in Bast - as in
-West Afrigas. ~ to:some¢ extont be modifiod, Firstly, the traditiomal distinc-
‘tion between-passenger and freight transport as applied, for 1nstance, in
= Burope.or in the Unlted States needs some qualifications a8 the two are :
often combined:in one operation. Secondly, transport -and trade are like-
wise often combined ventures, and the :demand is not necessarily for o
-~ homogeneous fon-miles. Thirdly, there exists also a demand’for oertaiﬁﬁﬁ
types of primitive transport, which may be due, not to the 1aok of modern
facilities, but rather to-the fact that, under the ciroumstances, the
- primitive mode of transport chosen, though technloally inefficiant, is
not sconomically so. - o - N ‘ '
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19. Scarcity of capital and the inadequacy of transport facilitlies affect
the market situation in Bast Africa in:many ways. The middlemen (or women)
usually possessonly -scant capital and are;conaequently able to handle only
small quantities of merchandise. Henoce, the breaking of bulk is of great
imporianoce, and a iransport technique adapted to serve this kind of market
muet meet a demand for the movement of heterogeneous freight in small |
quantities. . Communications being usually poor (and "talecommunications”
scarce and rather a luxury), the retail trader must seek out his prospective
customers, and in many cases take his goods to them in the bush. From this
arises the user's demand for a combination of passengerwmlles and ton—mlles.
20. While of considerable importance %o rail traffic, the demand pattern
outlined above results in a modification of the general tranasport pattern,
i.e., the concentration of bulk traffic on modeé of transport particularly
adapted to it. "Mixed~traffic“ is predominantly using the roads and is the
basis of the growing road transport indusitry. A further incentive to the
use. of road transport is ‘the. fact, that it allows movements of passengers
and goods to be combined with other ocommercial activities. Traders are
inclined to offer a kind of "ancillary service" by buying or selling goods
at the same time as they are transporting other commodities; in addition,
gome firms find it convenient to engage in transport on own account. The
latter system appoals mostly to firms with a wide distribution system}

with a fleet of vehicles they ocan stock the retail shops (often inﬁjhe bush)
and provide suffioient iransport capacity at peak periods. The piiﬁoipal
difficulty which transport on own account is likely to encounter 1s that of
finding return loads, which may induce the company in gquestion to engage

in trading outside its main line of buslnessj; some flrms are known o

have bought certain commodities merely in order to reduce their overall

transport costs by seouring return loads.
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. The transport industries in Bagt Africa

:él;f Fo full treatment of this topic¢ is ‘possible herej but, :before -
‘some génefal remarks sre ventured, 'it may be pointed out that the
iédﬁehf‘of modern trdansport technicues in Zast Africa has by no means .
elimingted what could be called primitive transport while it may he
frﬁé‘thét,'és one expert has put it, "it was by the elimination of
"idng—distance porterage that modern systems of .transport have made -
one of their most impressive contribution to progress in Africa,"
nevertheless human porterage may under certain conditions even ‘be
"economloal" and, though commonly reégarded as the most uneconomical
" and wasteful form of transport, it is still widely used. The main
"'pﬁféi&‘ééoﬁbmic objection (i.e:, leaving aside social aspects) is that.
the w1de spread use of porterage removes great numbers, particularly -
of women, from agricultural production for varying periods. But if -
porterage occurs as "transport on own account," it is another matter.
The first link in the distribution chain for a commodity ik often its
" transport as head—load from the small producer to the nearest markety -
”Whéhce tranépof% by truck may constitute the second link: in the' chain.
Indeed, large quantities of comaercial crops, such as cocoa, coffee .or -
gfouﬁdnuts,'staft their journey to the markets by human porisrages -
' The main use of portsrage occurs, however, in the retail trade. The
pe'tty"retailefs who ‘sell their "goods in minute “guantities often walk: -
"distances of up to 30 Km. with a head-load weighing up to 60 kg. -Even
if rail or road transpdrt were available, whioh of -course is often :
i1e case and the‘féfaifér sould afford it, he might prefer to travel
dﬁ foot, with the possible advantsge ‘that he would keep all his'modest
earnings for himgelf. Occasionaily; an ‘additional "advantage “may-be-
that, if the traffic crosses national borders, head—loads are frequent-
ly not subject to Customs inspection. It may indeed be easy to confuse
the technical and sconomic aspects of the guestion, and marketing arrange-
ments based on such primitive kinds of transport may seem wasteful

and inefficient. But this is not ths whole truth in couniriew where
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cepital ls scarce and labour'ﬁlentiful. As one expert, referring to
retail trade in West Africa puts it, “so far from the system being waste—
ful, it ithighly economi¢ in substitiiting supersbundant for scarce
resources; within the limits of available technical skill nothing is
wasted in Africa." However, this is so mainly because of the conspicuous
lack of feeder roads in all African territories, and one of the main
taske of transport policy will be to remove this obstacle to economic
development.

22. Te railways were the first modern mode of transport to be introduc-
od into Zast Africa, coming indeed as thes first alternative to human
porterage or to pack animals. But here, as elsewhere on the oontinent,
it apparently was accepted that "the usefulness of these (Bast Afrioan)
terfiforiés, and ‘their main economic function, was the supply of primary
products to the industrial markets of the rest of the world." Hénce,
railweys as of today exist mostly in the form of links between the
interior and the coast rather than between the various territories.

In other words, the lack of sub-regional railway links in the sub—region
is conspicuous. There is, however, an important exception of eorts,
represented by the system under the administration of the East African
Railways and Harbours Administration. This system, which operates in
Kenya, Uganda, Tangenyika, and indirectly serves Ruanda~Urundi and the
eastern provinces of the former Belgian Congo as well, represents the
most intégrated railﬁay syatem in either West or Bast Africa. It is

not however yet complete. The most important aspect here is the Tink—
ing of various parts of the syastem, e.g. the Central Tanganyika line
with the Tanga line., This is of paramount importance because only

thus can a rational utilization of the rdlling stock be achieved by
moving it to different parts of the system in order to answer the peak
demend which originates in the differcnt crop seasons of Kenya, Uganda
and Tenganyika. This linking has taken place by the construction of

the Mnyusi~Ruvu link. However, possible railway extensions of the

system in question are by no means exhausted by this link. The staple
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products of the three countries ars agricultural and mining praducts,
and an increased demand for heavy transport in hulk 1s thus to be
expected. As was stated in the Bank's report for Tanganylka, "the
bulk of the main cash crops rely on rail facllltres to reach tlLe ports
and the flow of imports to the richer areas in the north and the north-
west of the territory islheavily depsndent on rail traffic. .Inter—
territorial traffic with Kenya and Uganda is also dependent 1argely on
rail links supplemented by lake shipping. Part of the agricultural

and mining areas that are developed in the future will probably be
mest economically served by an expansion of the rail netwerk;" ' The
link between Kilosa and Mikumi being completed; the remaining problem
is:how far to build the railway over Mikumi to open up the Kilomber&m
Valley for agricultural productlon, in the first plase of sugar. Here
the\respectlve perits of rail and road transport have to be w91ghed
against sach other. Although all caution khas to be observed, it

looks at first glance as if the most rational way to open up the
‘Kilimbero Valley would be by reil, ev#n if, as is to be expected, the
operation showed some loss to start w1th. The question needing parti-
oular study would be the extension.of the irné as far as Mbeya, which
would bring it in contact with the transporﬁ'region north of Lake Nyasa.
The railway line from the port of M“bwa.ra. 0 l\fachinwea (v&ith"a branchi:
line to Masazi) was originally bullt, as was the port, to establish

a transvort network for the groundnut scheme. When this 1n1t1ally
failed,. the railway line and the port could not be used to capacity,
and- the their operation constituted a heavy burden'dn'the budget of
Tanganyika; and consequsently, the.question of whgther to keep the

line in operation was raised. _Apart from the fact that some quanti-
tative improvement as regards‘thé.groundnut traffic volume has taken
place recently, future agricultural development may turﬁ the Mtwars
railway into a much bett~r firancial‘proposition than it is at present.
In any cas. its closrng doas not yc+ seem warranted, at least not

without a thorough. investig tlonw__
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23, Railway extension in former British Zast Africa must not necessar-—
ily be limited to Tanganyikas alone, In Kenya, thre: rallway extensions
.are under consideration, namely, ane in the Mothenya region, one
branch~line from Nanyuki to Omeru . and another from Segan to umbu.
Further, a line from Kedowa to Kisili has been oon51dered. of more
importance, however, is the extension of the Uganda line over the rail-
head at Soroti to Lira; this is the first instalment of the.project _
to esteblish a rail route through Northern Uganda to Gulu and ultimate-
ly to the Nile, at Pakwach and Mutir Pier.

24, - A development of rail transport in the Federation of Bhode51a and
Nyasaland in terms of railway extension is primarily a matter of sub—
regional transport, although until 1957, rail capacity ip the Federet-
ion was insufficient to cope effectively with traffic demand, espécially
in regard to the needs of the mining industry.. L
25. Railway extensions still can be considered,for instance, in the

- Sudan, as & sub-regional project linking the Sudanese system with

that of Ethiopia. Although the era of railway expanéion is by no means

.over in Bast Africa, railway capacity can also be increased W1thout

' physiocal expansion of track and installations, by means of organlzatlonal

~improvements. IR .

26, - However great these pOSSlbllltles may still be, 1t is llksly that
transport development will to a large extent take placg_ln the road .
sector, It is, as one expert has stated the case, "probable that for
the . African population the advent of motor trangéorf hag created a |

- greater revolution than that of the railways" and this ravolution is
atill in progress. This trend has relevance for main arteries as well
as for secondary and fieder roads, and, as a matter of fact, to judge
the part of each in development plans is certainly - one of the mogt
urgent.but also most difficult problems confronting the planners,
and the solutions have been very different in maﬁJ cases., The
question of standards to be adopted also arises, particularly at

the sub-regional level.
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27.‘ Road transport is vharacterized by its mobility and flexlblllty,.
che use of smsll transport unlts, its adaptability to ths individual -
user s needs; the measurement of speed in terms of total time consumed,
the frequenoy of serv1oes and, when a certain btage of developmént
has been reached, the scope for advertlsement. In view of the scarcity
ﬂof rall transport 1n w1de areas of the sub-reglon and the great limitat—
1ons on 1nland nav:gatlon, road transport has lOglcally developed into
the foremost medium of economic integration and domestic trade expans—
ion among the various modes of tranaport. The widening and even the
'very creation of domestic markets has béen largely the achlevement of road
,transport though its contribution is not yet fully méasurable® '
statlstlcally. Road transport alsc performs an important function &8
""feeder“ to the rawlways, ‘one outstanding example bsing the road net-
work feedlng Northern Rhodesia's single rallwmy, and as a link between
dlfferent railway’ systems, e.g., road between Arusha and the &thi .0%
Rlver, or between rail and river or lake routes, 6.8., the road betwsen
It1g1 and Lake Nyasa. o ' E I
28, From a sub-regional standp01nt roads ‘are further discussed b&ldow.
In regerd to trunk roads serv1ng mors or less predominantly ‘the “domeélstic
area, 1arge portlons of the sub-region, e.g., Uganda, Kenya ‘and ‘South-
jern Rhodes1a, are ‘well ‘provided for, here ths main problem lies no%. in
the field of 1mmed1ate further extensions and riew construction. buk.
in up—grsdlng exlstlng roads and in improved utilization, the 1att63
1n meny cases 1o be achleved by ‘construction of ‘more feeder roads. i
In othetbbafts of the subdreglon,'road development has not yet .reached
2a 1eve1 commensurate with the needs of general economic developmenty-
as 1n the Sudan, Somallland or Bechuanalandi '
29} Iﬁ regard to feeder roads, most governments in the sub-region-:
have adopted a pollcy of bulldlng up the main zoad system to an’ all~
weather standsrd before heav11y engaglng in feeder=-road improvement.
The Bank seoms to be rlght in statlng, in its report on TsnganylkaJN

a country remarkable for its realistic aggessment of traksport
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problems in general and road questions in particular ~ that "this was

the right policy to start with; a feeder road could serve littie

- purpose until the main road could take its iraffic. The alternative

of providing a complete system of main and feeder roads, drea-by _:ﬂ?i

area would have prejudiced the economic development of 1mportant arﬁéé

-of the territory and would have severely hampered administration. With

the growth and improvement of the main road hetwork, the Government
(of Tengenyiks) considers that the time has arrived at which the rate
of main road improvements should be gradually reduced and eéxpenditure '
on the improvement ‘and expansion of feeder roads proportlonalxy
incressed." The case of main versus feeder roads competing for scarce
investment ‘honey may perhaps need some more gualification than ‘the
above statement offers, feeder roads as a rule serving a much more
diversified traffic than main roads, even if these are not Just "motor
rosds." But it is correct in its broad outline. Given the economic
structure of most of the countries in the sud~region, which makes
further development of agriculfural output one of the main problems .
of sconomic. development, the expansion of feeder roads should natuiail&
be considered in conjunction with this broader problem. Another
aspect to be considered is constriction or inprovement cf feeder roads

verasus- estabYishment of storage facilities; :in other words, it is &

- guestion of whether to invest in road improvoment or in reducing

transport requirements. ~In any 'case, in the area of feeder roads,
verious types of studies may prove useful, studies which eventually
could be financed internationally, for instance as Technical Assistance
or Special Fund projécts. One such situdy would be to assess the

effect of a feeder road systcm in a cortain region. In regard to

the work t¢ be ﬁerforﬁed, to quote one of the foromost experts in

the field, data on both the short-term and tte long-term effects in
terns 6% pvoductlon, standards of living pepvlation, transport costs,
health etc., will be evaluated for diffcrent types of economy; thiszf
will give the amount and typa of return for different roads in vary—'f'

ing conditions, With this information available the authorities
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responsible for road development will be in a far better position to
judgelwhat ig the correct standard of road, or type of system, for ..::
'obtaznlng the highest return in terms of economic and social development."
I%ansport P01 c*ns

30. The importance of transport in actual development plans in the
sub—reglon is considerable and is llksly to remain so for. an appreciable
tlmg to‘come. The flnanclng of transport development and . improvement-
bas, as pointed out above, necessarily to be weighed against alternative
uses, of'sca:ce resources; the post~war period has indeed taught that
expendlture on infrastructure has to be carefully geared to existing

or latantpossib.litiesof 1ncreaslng production. It is thersfore, as:
has been stated, "very desirable that lines of communication . should. he
seen 1n relatlon to .the whole ares, and not simply as.a ssries of hap-
hazard llnks between ‘placus which may exist only because they follow:

the tradltlonal or shortest route. If, for instance, there is an. ares
contalnlng several villages or smell towns, the best and most econo—
mical method of 11nk1ng them to a main highway is most likely to drive
the ma;or road through, av01d1ng all the villages and towns, but .
eonnectlng them to it witk branch roadse. In this way the main highway
can be directly related tu the necds of adjacent oreas.“ If the area
concerned is particularly wide, .as is the case with a sub-region, the--
necessity of planning is 3specially obvious. But all economic planning,
be it on a greater or smaller scale, requires some kind of preliminary
assessment, in other words, pre—iﬁvestmoﬁt studies or surveys. .There .
will elweoys he,coﬁpetition for-nationalzéslwell as for international .
funds, and.particular in order to.ohtain the latter, it is imperative
to put forward carefully-reasoned cases supporting the requests.
EXamples of such studies made in Jast Africa by the Road Research
Laboratory of Harmondsworth, Ingland, illustrate well some of the
methods useful in thisg field, Transport needs should not be assessed
w1thout flrst maklng an ianventory of existing facllltles, together
w1th an assessment of the quality of facilities and services in the

transport 1ndustry. "Such a physical survey needs to be supplemented
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by maps whowing traffic flows for modes of transport, partiocularly for
Bast Africa in relation to ports. IBspecilally for road and water
transport there exists nothing approzching en accurate inventory."

31, In addition to special pre~investment surveys and studies'related
to particular questicns in the transport field, there seems to be
-gome need for a general study of the relative economics of the principal
means of transport, réil, road, watar (including boih river and lake
transport and coastwise shipping), with sp.cial rcference‘to Afrioca,
Such a study would have particulér roefarenco to a policy of transport
soordination, as furiher discussed below, It is indeed felt that
nothing comprohensive has *ius “ar besn achieved as roéards this
question, and the various siudies madw oo unler preparation have
hardly taken in thi wiole prablsm, ‘dmera _s, however, a substantial
collection of material on vavicus asps cig,y for 1nstance, on competit-
ion between various meass ¢f tromsport and on rate policies and so
forth in both Fast and West Africa, which can be used for the new
proaect. '

32. OCnse aspect of transpcri ceve opmcut which is well worth discuss—
ing ‘conderns irprovemsntc in the inciit shional pettera, a questioﬂ}
which logically arlsc s i cOrﬁuncLiov w.+h the constitutional changes
which are ‘taking or asc about 4o %ake place in many countries of the
agub-region., The reccamendzble chauges in the 1nst1tut10na1 sector-alm7

LIS . . . b}

to goomry il L o all simpier Formulation of transport

policy to achiove greahor - fficiency and economy. The Pattern to
adop%'seers in a general rense to be that iuploasnted in *anganylka,
where the transport policy on a national level is vesied in a Ministry
of Gommurications, Power cad Worzs, Tor Uﬁaria,'thé Barnk mission
suggeated'transport; comuunications and works, which seems an even

better alternative (fsr +he nLeswnt, tae responoL;;I_ur in questlon

/

is divided betwecn three Ministrics). Tn *he Pedordtion of Rhodesia
and Nyasaland, thero is e Ministry of Transmort dealing, among other

things, with railways, rcads (irciuding regulaiion), civil aviation,
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shipplng and harbours, although public works and communications are
exempted, In Kenya, on the other hand, the Road Authority administers
certaln funds while others, notably government grants for capital expendi-
ture for the constructlon or maJOr 1mprovement of roads, are included

in the government development programmes. As main agancies the Road
Authorlty uses the Public Works Department and various local authorities.
33. Since 1948 the railways and ports of the three territories of former
British .jast Africa have been operated as one system by the East African
Rallwaye and Harbours Administration. This arrangement has cn the

whole proved beneflclal to the three countries, although some crltlolsm,
claiming too 11ttle decentrallzatlon and too strong a concentration on
Nairobi as well as over—protectlon of the railways in Kenya, has been .
voiced from time to time, The forthcoming independence of the three
countrles w111 undoubfedly raise questions of organizational adaustment,
whlch w111 most probably result in the delegation of more power to the .
natlonal branches of the Railways and Harbours Administration, even

if it remains in its broad ocutlines. A.further guestion which may

well be raised is whether or not a separate Ports Authority should be
established. The experlence of Nigeria points in this dlrectlon, and
there is rather a w1despread feeling that the present arrangement in .
Ghana, Where there is railways and ports authority, is too unwieldy.
Co—ordinztion of trangport

34, The function of transport has been described as the bridging of

the time and sbace gap which separates producer and consumer; this

"gap" is tﬁen understood to mean not just a physical distance measured
in miles or minutes, but an economic distance measured in terms of cost.
Transﬁort imprevement is thug more than e mere technical change, such

as replacing porterage of concos by ra;lway transport or motorized river
craft.' The aim is not primariiy to make physical changes or 1o increass.
transport facilities, but to reduce transport costs (tga quality of .

service being here regarded as a cost element).
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35.  One of the tools of transport policy by which improvement is achiev—
ed is "co-ordination™. Although it is a term frequcntly used in
transport economics and even more so in discussions of transport polic—
jes, it is still far from being a clear-out concept, and its appliocat-
ion often causes both controversy and confusion. Here, as in the study
on transport in West Africa, it will be assumed that transport co~ordinat-
ion should be pased on "economic cost," so that the aim of a co-ordinat—
ion pdlicy might be described as the provision of transport services

of the best obtainable quality at the lowest possible cost.

36, When considering transport co-ordination in Zast Africa, it is
however, iﬁportant to realize that the very concept as applied to under—
developed countries is logically broader than is otherwise the case -

and that, in consequence, experience gained in different settings may

be of very restricted value. A salient characteristic is that an
excessive supply of transport facilities seldom exists in any particular
Yranch 6f the_fransport gervices or in general. Yet this of. course

does not mean that tranepért competition doss not exist in under—
deveibped areas, On the contrary, competition is, or has been, very -
keen ih many parts of Bast Africa, although probably on the whole less
so thah in West Africa, even though in both areas it has been parall-
eled by an overall deficiency in transport facilities and services

for which a potential demand exists.

37, It is thetefore necessary to consider not only the best use of
existing facilities - and in economically developed countries they are,
as & result of & long evolution, often set in a rather rigid pattern -
but a.lso,' and above all, to plan for an expanding transport system,

The overhead and track costs lose none of their importance, but the
investment policy to be adopted assumes a somewhat different aspecte

In an ebdﬂomically developed country, eximting traffic conditions are
more or lesé well known and, hence, future trends can be assessed with

a fair degree of accuracy. The principal issue here 1s the return on

investment; the benefits will mostly occur in the zorm of reduced travel
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time and lower operating costs for already existing traffic. Generat-
ion of new traffic may occur, but this will always be of comparatively
minor importance. In under-—-developed countries, on the other hand,

the main consideration producing investmant in transport, especially
perhaps in the case of roads, may be social and administrative rather .
ihan eeonomic. In under--developed countries road—-building generally

has to precede other forms of economic development, such as industrial-.
ization, There may also be cases where the principal aim of creating
better transpert facilities has less fo do with the common aim of esta-
blishing closer links between sources of raw material and markets

than with aspects such as better health services, control of inseoct.
pests, and the like. 1In an ecoromic sense, however, the justification
for road-building or improvescat may lié in the new traffic expected
from the provision. of new or better facilities. -

38, . Transport co—ordination in under—developed countries will be.
largely concerned with selzctive investiments and the choite of standards
for adoption. ] _

39. Although the main stress will undoubtedly be on expansion of the
existing transport system, which cannct yet be deemed entirely adequate‘
in any Bast African country, any co-crdination policy nust also consider
whether maxirun use is being made of existing facilities before they
are added to them and, if not, what mcasures can be.taken to achieve .
this aim.  Uader this heading alsc comes competition, which eventually
ray render the work of one or more modes of transport less economic

than before or which may even make it uneconcmic, The neeq for surveys
bringing out neceseary economic data bofore any policy of co—ordingtiqn;
can be framed has been pointed out above. It must also be remembe;gd”‘
that, "new itraffic grows only if enterprise is first given an opportun%?y
to provide the service required. In all but ﬁhe_exceptéqqal_cirqumstﬁ,
ances new business, thc demand, does not ante-date the‘provision gf:m M
the service, the supply. ‘ o ;fw; N
40. The importance of pre~investment studies is clearly evidenf whén

alternatives in regard to investments oppose the claims of transport
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to those of other sectors of the economy, or the claims of one transport
technicue to those of another. But even if the gquestion of infrastruct—
ure has been solved or the séttingnin'its main features exists as a ‘
"legacy from"thejpast“, the drawing of an even balance betwéden road

and rail is an extremely delicate and difficult operation. The basis
of competition between the two techniques always remains rather fluid
owing to changes in technology as well as to various measures of
rationalization, affscting both rail and road transport, as it changes
their cost of operation, often considerably. One important tool of
co-ordination at the disposal of public authorities is restrictive
licensing, another, often used by the railways with public authorization,
is tariff policy measures. Before such megsures are applied in order to
achieve co-ordination of transport, thorough studies will be necessary
to assess, for instance, the changing of a rate base or the compression
of the renge between maximum and minimum rates or the impact on
industrial location, commodi%y prices and the exporit-import trade, The
adoption of~common'pfinciples of co-ordination on & sub-regional basis
is naturally to be desired in theory and may be sasier to achiefé in
countriés wheré the actual situation is not a produoct of a ldng?evolut-
ion, as is the case particularly in Burope. The need for basic studies of
transport co-ordination seems to be rather obvious in Zast Africa

and may well be & topic for discussion at a forthcoming transport
conference in the sub-region. |

41, While transport co—ordination in .iast Africa will, as pointed

out above, ‘deal largely with selective investments, the

cage of competition bstween various means of transport a2lsc arises.
Where both reil and road transport exist there is also some competit—
ion in" every Yast African country; furthermore, competition is not
restricted merely to road and rail. Rail transport has in some areas
been in competition with the lake services and, again, dhows have
enteted into competition with steamérs on the lakes and motorized’
dhows" compete with regular carge liners in coastwise traffic. Hence,
transport co-ordination has to consider the whole transport industry,

not only just road and rail.
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Sub=rogional transnport e . ‘ S

42, While transport policies have, a priori, a naticnal agpeci, they
also have, like transport co—ordination an increasingly sub-regional
one, A first step was taken to solve these problems with the conven-
ing of the West african Transport Conference in Monrovia (23-27 October
1961). This Conference was in principle confinad to the discussion

of a sub-regional road network and to rules and regulations for traffic
in such, g netwerk. Agreement was reached on the roads to be included

in the network while the operational side of the question was: deferred -
for further study. Resdlutions_were-also passed, calling far the
convening of a seminar on various technical matiers. Stress was laid

on the importance of creating permanent bodies at the sub=regional

level to deal with transport, and it was decided to make the Trang—

port Conference & permanent body. The need for digcussing other
transport questions and modss of transport, i,e, roads and road traffic
and, in particular, river transport and commercisl air transport,

was likewise pointed out.

43, Particularly in the light of this experience, ‘it scems advisable - -
~to convene a transport conference similar to that, menticned in the
introduction, in the last African sub—region., Since it was resolved . -
at the Commission’s third session to establish this sub-region, as
indicated in document E/CN,14/94, political developments in the sub= *
region seem to presant an opportunity of widening the participation

of countries Yo include Ruanda~Urundi, Madagascer and:Zanzibar,.

44. It also scems advisable to widen the seope of the proposed confer- :
ence. to cover not only sub-regional roads and traffic on them, but

also railwaysz and transport co—crdination, in particular the relat-.
ions between road and rail. . Another item to be included would be .
inland weter traffic and toastwise shipping, as well ‘as com.ercial = r-: 2
alr trensport and any subject connected with these modes of transport, -=

45« In . regard to gub-regional road transport, problems to be discussed

would comprise the very road network contemplated,ie. the roads of . .
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sub-regional importance to be included. Further, the standards fo be
adopted as regards cons.ruotlon and maintenance, gaps to be closed .
and up-gradlngs to be made, should be taken up. Concernlng trafflc _
on such a road network, the dlsouss1ons Would focus on rules and o
regulatlons to be ‘adopted, 1nternatlona1 drivers' licences, road signs.
and slgnals, safety regulatlons, perm1ss1ble axle-loads, frontier
formslltles and .80 forth. . _ o A _

46. Whlle sub—reglonal traffic, espeolally in regard to roads, would

be a main toplo for the first oonference, it should be borne in mlnd
that some 1nternatlonal aotlon may also be poss1ble in the fleld of
secondary and feeder roads, in partloular w1th regard to pre—investment |
studies whloh could eventually be financed by 1nternat10nal bodies.
Hence, thls questlon should also be on the agenda when road polloles

are ooneldered in the sub—reglon.

47. Co—ordlnatlon of transport, in other words the endeayour to organize

and eventually regulate the relatlons between the varlous means of _
transport 1n order to aohleve an intsgrated transport system, is a
broad subaeot of 1mmed1ate practloal interest to governments, which
~if to be treated fully must be meaiad srperately. It has also &
'.sub-reglonal aspect, as 1t would BE of deflnlte beneflt 1f the natlonal
. polloles in thls area could be oo-ordlnated, there is a greater poesibil-;l
1ty of achlevlng thls 1n Afrloa in general and in bast Afrlca in b o
partlcular, than 1n . rope, as 1t is & questlon of an expandlng trans— )
port system under relatlvely similar condltlons where tradltlonal
settlngs and polloﬂes arse to some extent stlll laoklng.

48. One pre-requlslte for success when the problem 1s to oonoelve | .
a workable oo-ordlnatlon pollcy is a thorough study of _the costs of all
modes of transport concerned. Suoh studles mlght be arranged through
1nternat10nal ass1stanoe. _ o . i e
49, There is wlde soope for sub~reg10nal aotlon 1n additlon to the.
above—mentloned 1tems, for example on. the urgent problem of improv—
ing trafflc safeuy, partlcularly . clties _I“urﬂe, a conference.on
traffio safety, which of course also 1ncludes the matter of enforce-
ment may be deemed d631rable
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50. Although not baelcally a sub—reglonel questlon, the queetlon of
training also enters the plcture.“ Thig problem is rendered especielly
acute in nast Afrlce, as well ae elsewhere, by the exodns of expatrletee,
which is expected to be very heavy in the immediate future. But the =

problem also has a 1ong—term aspect as the question is not only of .
peedy Africanigation of the teohnlcel serv1ces but also of the provieion é

of steff for, it is to be hoped, rapidly expenilng eerv1ces. Further, "
there can be but 11ttle doubt thzt the road transport 1ndustry offers
especlally good opportunltles for small Afrlcen operators, whose lack

of capltel usually precludes them from enterlng ‘the blg road haulaga

buelneee. To enter succeesfully into the road baulage business, sven

on a modest scale, for greater knowledge than now readily avallable

will be necessary not merely in the technlcal but alsoe in the ccmmerclal
fleld. The need for tralnlng schools end institutes is thus obv1oue.

L3 resources are llmlted, sub-reglonal ectlon seems indicated, in the

form of tralnlng 1nst1tutee whlch could be establlshed in suitable
countriss and whlch would be open 1o tralneee from the whole sub-region.
Thus to name one feeelble example, a "transport school" can be env1eeged,for

instance in Dar-ee——Salaam, which would be op0n to Africans from the sub-region,
and eventuelly to students from other onglleh-epeaking countrlee as woll.
Such a school is qulte concelveble as & Special Fund proaect.

1. Whlle the queetlons ment10n=d above have basically matters of sub-

regicnal 1nteree$, it has also been p01nted out thzt internatlonal
assistance may also be extended in regard to problems which are rether

of a natlonal klnd, e.g., feeder roede. ‘@astions which concern

more than one eub-region may enter the plcture. This of course is

almost 1nvar1ably the case w1th air transport. Queetions of porte and

ke roours arealso of special importance in a sub-reglon contalnlng

many: land—locked countrles. Hence, it may be deemad desirable to

convene a port and shlpplng eemlnar for African countrles at eome
eultable date. Thle hae alreaiy taken place in 1959 ln Middle destern

countries, and a eemlnar, also open to Africa countrlee, has bsen
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considered for May - June 1962, The drawback hsre is that the latter

is to be held in Copenhagen, Denmark. For a seminar concerning Afriocan
countries, a site'in Africa seems adviéable.

52. The impact of improved transport in a general sense shall not in
this connexion be discussed in any detail., 4is an BCAFE study briefly
pte it, "transport development contributes to economic development

in three main ways: enlarging the maerket and thereby further stimulating
economic gpecialization; helping exploitation of additional resources

by meking them accessible; and leading to the establishment or expansion
of related industries." It certainly can be gsaid that the transport
industries, particularly in the last-mentioned respect, have been
instrumental in creating new work opportunities. The road haulage
industry has been conspicuous in this respect, giving impetus to ancillary
industries for the building of bodies for cars, tyre refiftting, garages,
service stations, resi-houses and so forth. On the other hand, the
railways have been and still are big employers, in the matter not only

of construction but of railway workshops, which are the principal
industrial undertakings in Nairobi and Dar—es-Salaam for example, ﬁnd
have occasionally, for instance during the war, also engaged in work other
thkra  railway materials production, Some of these activities would be

an economic proposition only on a sub-regional basis. Thus the establish~
ment of a bicycle factory, considered in Rhodesia, was dropped because

of lacking national demand, The widespread use of bicycles in some

other part of the sub-region, e.g., Uganda, would eventually be enough

to constitute a sub-regional market.

53, Finally, it may however be emphasized that to exert its full effect,
improved transport has to be combined with & corresponding devalopment

of industry and trade; they have necessarily to reach a certain level
before expenditure on infrastructure is justified, and to judge when

such a stage is reached constitutes one of the difficulties of develop—~

ment policises.

— ‘;



