Y Ok

TUNITED MATIONS
=CONOMIC

Distr.
- GENERAL
AND E/ CN .14/ 48/ TV/ 7

25 January 1966
Original: FRENCH

SQCIAL COUNCIL

ECONOMIC COMMISSION FOR AFRICA AND

CENTEE FOR INDUSTRIAL DEVELOPMENT

Symposium on Industrial Development in Africa
Ceiro, 27 January - 10 February 1966

INDUSTRIALIZATTION, ECONQOMIC COOPERATION AND TRANSPORT
HYPOTHESIS OF WORK IN THE REGION OF THE GREAT AFRICAN LAKES

C 66-58
M66-282



E/CN/14/A8/1V /7

INDUSTRIALT ZATION, ECONOMIC COOPERATION
AND TRANSPORT

SYPOTHESIS CF JORX IN THE REGION
OF THE GREAT AFRICAN LAKES

The Genevz Conference on Trade and Development, in analysing
the imbglance of world trade betiwecen developed countries and pro-
letarian nations, concluded that the Permanent trend is fer such
imbalance to increase, L/

On the one hand, the developing countries, whose exporbts con-
sist mainly of raw materials, find that the value of these products
ig steadily decreasing becsuse of competition between themselves,
and zlso because of technical progress, which has ushered in syn-
thetic products which can replace natural raw materials at a lowe
price.,

On the other hand, manufactured preducts coming frrm the in-
dustrialized countries and needed for the equipment of the deveioping
countries, show a terndency ‘to increase, because of pressure .n the
part of the trade unions for higher rates of pay. This is reflected
in prices, and cannoct always be offse’ by increased prroductivity.

Consequently, under the influence of these two serles of Tac-
tors; there is a steady deterioration in the terms f trade, to the
detriment of the developing countries which have to provide more
and more raw materials in order to obtain less and less equipment
and manufactured products,

1/ 'The permanent nature of this trend is not universally acknowledged
and some gre of the opinion that it cannot be seriously mgintained
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The following remedies have been suggested 3

~ on a short-term bugis, to palliate the deficit in foreim
accounts by trying te stabllize the prices of raw materials
(stabilization fund, gquotas, etc..) =nd to reduce the ¢a=finit
due to invisible causes (maritime freight, insurance, rademp-
tion of loans, ebc...)

-~ on a long-term basis, to seek a new internationsl division
of work which would enable the developing countries bthemselves
to produce at least scme proportion of the lndustrlaT products
needed for their developnent 5 by industri: 1lzlng thenohgnes

Moreover, such industrialization is not intended solely to eco-
nomize foreign exchange., It constitutes a means of development in
itself, by expanding the monetary sector of the economy, establishing
a prime sector with various repercvssions which could ¢a0111“’te an
economic take-off, and creating great additional valuo through the
muitiplying effect of distribution of wages, ete,.

These various effects of industrialization have been studied
snd evaluated in the case of an industrisligzation project in Care - .
roonl/ srich provides for the establishment -=f ten small and mediun
industries : twe cemint-works, one bimber-peeling yard. one spinning-
weaving centre. one blanket factory, one flou=-mill, one biscuit
factory, one plastic~goods factory. one mabtch factory and one meat-
Packing plant,

lhe effects of such indusi.islir ation wen the home pﬂoduce ﬁf
Gameronn are shown in the following table :

- Total investment in the ten factories , 143380
Annual turnover for the ten factories 8,928
Total added value
~ Added value for factories ‘ ' | 4,152'
- Backward and forward linkage éffeCts o 224
- Multiplying effert 5,660

Twtal increase in home product 10,036

1/ Document S.E.D.E.S. 1960 : Industrial Development in Cameroun
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. The effects of sucn industrializaetion on the tradb baglan—
cevof Cameroon are estlmated in the follomnm table :

e Us$

Imports _

Tmports supressed by industrialization 7,360

‘New imports required | = 2,500
Positive balance : reduced inmports 44860 1, 860

fxports =

Possible new exports ' " ' 1,080

Former exports suppressed : - 400
Positive balance : increased exports . 680 680
Direct effects on tmde balance of
operation of factories : improvement D4 550

The above FTigures should be considered as approximate and
applying to a specific case. They cannot therefere be generallzed
but tend to prove that industrialization provides a powerful sti-
malus for the growth of the home product. They explain the- deter-—
mination of the developing countries to industrialize, and the
efforts they are making feor that purpose, In practice, unforvuana-
tely, industrialization limits are quickly reaoched at the natiocnal

level,

In an interview published by the weekly paper "Jeune AIri-
que'l/ a speclalist on the Subaect, Mr. George Woods, Presidont
of the Intern,tional Bank for Reconstruction and Developmeny,
pointed- cut the limitations of this method

- Gnestion

"One of the ambitions of the developing countries is bto oot

"'up'natiohal industries. Yet it seems that industrial efforts will

not be enough unless agriculture is glven priority ?

1/ Jeune Afrique : N~ : 257 of 28. 11 1965, Da 24 et seg
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Answer

That is trueu Morv than Lwo~th1rds of the population in The

under-~developed countries are engaged in agrlcultureo I beliove it *
is not realistic to tnznk that the aim of industrialization iz T<
manufacture and export produota towards the industrialized cowml.leos:

which are much more compebitive.  The main chjective is to salisfy
the requirements of the population. As long as the people engagced 14
‘agriculture have not achieved a decent living standard and suiii-

cient purchasing power to buy ordinary consumer goods, there can be

no market for industrial products. The lcaders of the young nd-

tions are increasingly -~ware of this problem, whercas a few years
ago they were convinced that industrializ.tion was a miracle solu-
tion.: Today, they readily give priority to agriculturs'.

This stressecs the importance of the conbept of trade, which
'is easy to explain., The new African oroduétﬁ will have to take the
‘place of former imports. and must therefore be able Lo compete with
‘them as regands quality and price. Teshnical DProgress, howevor, calls
for a system of production which is increasingly capitalicsic ¢« 7

- production units are getting blgger :.nd bigger, there is wore
and more automation, and the total investment per unit is constintly
increasing. In determining prime costs, financial commitments and
structural costs are beginning to out-weigh orferationagl eXpenscs.
The law of increasing returns is gaining ground steadi;y9 and tho
volume of production corresponding to the cconomic optimum is bo--
coming more and more considerable 1/,

‘ In this respect. undertakings in the industrislized world
exporting to the developing countries are in an extremely good Jeé
facto position, Racked by an extensive national or communitymprou
tected market; they operate in ths neighbourhood of optimum produc Hion

~

1~

1/ This does not mean thb disappearance of small and medlum ind
tries; for which the intersticial market is stlll COﬂolderdolb
Vide HERBERT GROSS : "Petites entreprises et erand. aarché'» Los
Fditions d'Organisation (Paris) and "Econ-Verlag' SARL (Dussel~
dort)
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“his enables them to reach the minimum mean production cost por
unit in relation to the local price of production factors, EXparts,
slways uncertain, generaslly account for = small fraction of produc-
tlon which is not indispensable for the ‘balance of these undertu—
Zings. According o document E/CN.14/INR/87 (paige 28 of French
Texs), world oubput of steel in 1963 came to 386 million tong, ~nd

of that amount only 41 mllllo“ tong were placed on the %§tern:tia~
, : . OO¢Oﬂ ,
nal market, including 11 ml¢l¢on tong inslide The @uropean pmunivy .

The 30 million tons 501d on the open inbernational markets thus
accounted for only 7.77% of production., In the fight te win over
the African markets these sdvantages are, however, partly offsc
by distance. Maritime transport between Burope and Africa costs
between 10 and 25 US dollars per bon, which constitutes a natursl
protection for African firms selling on their own national markot

Another factor is tkat of pricos CIF African port becausc
supply is infinitely clastic in relation to the small quantitiesn
of goode imported, '

In studying‘the~nrosneots‘0f'ﬂfrioan enterprise today, ve soon
realise that it is impoosible %o lay down any general rule concer-
ning the relative position of production cwerations in Africa as
compared with the confirmed position in any of the industrialized
countries. This depends greatly on local conditions and cn the oro-
ducts themselves, Certain factors may favour Africa, like the lowcr
cost of some raw materials( crute petroleun and natural gas in The
Sahara hibh—dbﬂulby iron—-ore in Gabon, Hdur1t1ﬂla,and Liberia :
bauxite in Guines, fatty uuootancbu; fibres y Lextiles, etc...),
considerable reserves of hjdro—aluct i gowor, taxgtion which is
usually lower than in Burcpe loaer wages than those obtalning
in industrialized countrissy ( apart from producalv3ty), etc.,., As
against this, there are other iaotors pulling in the opposite di-
rection, A hig gher total investment when euulpmbnt must be imporieds
provision for 1acrcased‘mglnbgnance SeITVices; constructlon of housing
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for local and expatriate Perscnnels; Sometimes provision of watcer
electricity, alr-conditioning ete,, Running expenses are likewlsc
increased when 1t is necessary to £mploy better-paid expatriatc
personnel, or vhen extra spare parts must be provided in the ab-
sence of an industrial enviranment, or when the source of supplv
is Tar distant, ctc,. ‘

. In any case, such African production does exist and is sub-
‘Ject o the law of increasing returns, whiech explains the limits
of industrialization on the patiocnal scéle. On the one hand (see
Annex 1 - fig. 4), a fixed CIF price for imported products, tozc-
ther with an infinitely elastic supply and, on the octher hand, a
production cost ex African factory based on the volume of produc-
tion, and thereforec on the gecessible market. Several gituations
may then arise, as follows :

1. The national market is weak (50,000 tons) at the currcnt
rate of USH 50 per ton, For this voelume of production, the
African product would cost USH 160 per ton, and there ig

no hepe of seeing the Ilndustry in question bake roct without

resorting to unortheodox methods like subsidics for couip-
ment and balance, Cugstoms protectlon secms likewlise i;posm
sibley it would have to be as high as USH 110 per ton, and
at that rate would considerably reduce consumption throu. h
price~elagsticity for the cohsumer, thus incredsing thoe cost
of production still, further. To estsblish such an under-—
taking would run counter to the aim pursued, |

2o At the rate of USE 50 per ton, the national market is
| | 225,000 tons, For this volume of production, African manuy..
facture is possible 2t the rate of USH 60 per ton, that

1s to.say 20% more than the imported product. Customs pro-—
duction can ther he _iven (beczuse it is moderate) to
help the uandertaking.to get started. After a few yeors,
The normal increase in consumption through development
will enable 1t to operate alonc and unprotected. Short-
term inplanfation,isdpossibleo
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- There are many examples of such cases. Two cement-works
are planned in.Camerqon (see Annex I-fig.1). In South Cameroon,
the market came to around 65,000 tons in 1960 at the price of
US$ 24.6 per ton &x Customs at Douala, and consampbion estimabed
for 1965 ameunted to 90,000 tons. Production Ligures for the

undertaking showed an E£ facto cost of approximately US§ 22 per
ton for a production of 65,000 tons, and' US$ 19 per ton for a
production of 90,000 tons. Cameroonian production could therefore
compete with imports, and the faCtories were recommended, The po-
sition was different ia North Cameroon. In view of +the high cost
of road transport between Douzgla, Yacudé and Garoua (1260 km. at

USH 0.04 per t. km, , i;e,i US$_5O per bton Tor transport); the

» district was supplied from Benoué vig Nigeria, .and the cement
 delivered at_d%roua at She price of US$ 64 per ton. Notwithstand-

ing the Wéékﬁebs of the North Cameroon market (8,000 tons appro-
Ximateiy); a small Cement~works became economically feasible,
especlally if ‘it could éupply‘partiof the Chad (10,000 tons).
4 cement-works with a capacity of from 20,000 to 30,000 tons was
Proposed. ' This latter example shows how all other.things being
equal, the distance of the port of entry from the market to be
supplied (North Camercon)can Tavour industrialization, by adding
the cost of road ﬁransport to that of the imported product, .
Aécording toApreliminary studies in comnection with industria-
Iization in East Africa, the consumption of wire rods in ladagascar
Will reach 14,000 tons by 1980, The rods are delivered CIF East
African ports at an'approximate cost of USH 135 per ton, and produc—
tion estimates (excluding raw materials) show that the cost of maniu—
facture would be far in excess of USH 100 per ton for that amount
(see Annex I fig.2), whereas at optimum preduction it would be less
than US$ 20 per ton. Manufacture on a national scale therefore seems
to be ruled out 80 far as The Big Island is concerned. :
Smallness of the national market is therefore an sbsolute impe-
diment to industrialization with the exception of the usual cement-
works, breweries etc.. This is due to two factors:
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a) Insufficient income L{ whizh means that the people cannot
afford to buy manufactured products, No immediate action
.. can be taken without pre~supposing that-the development
provlem has been solved, The only way %o increase income
is therefore through agricultursgl priority. With the help
of time, the natural increaseﬂiﬁ the population znd the
cgrOWth of income, the national market will expand and it
will be possible to reconsider.the problem. Meanwhile,
studies can.help to determine which industries may become
feasible in the fairly nesr fﬁture.

b) foo few consumers. India with 397,500,000 inhabitants .
and a gross national produbt‘amounting to US$ 69 per capita,
.can have several siderurgical'undertakings te feed the natio-
‘nal market, whereas the Ivory Coast, with 542004000 inha-
bitants and a gross national product amounting US$ 186 per
capita, would riot be able to do so, even if it had all the
necessary natural resoufces.g/ This lack of consumers may,
however, be remedied if it is possible to conquer outside
markets.

o far as the size of national markets is concerned, Africa
is, on the whole,the worst—off continent. Not only is the standard
of liVing lowy, as in all the developing countries, but the popula-—
tion is small and scattered throughout many States as follows 3

4 Btbates have more than 20 million inhabitants
5 o 1 between 10 and 20 n i

— - — —— ———— " T e e e

1/ BSee studies on bhe relationship betwsen per capita income and
average consumption of steel, cement etc...

2/ Source : Plinification en Afrique - Vol., IV, p. 83 issued by
the F¥rench Ministry of Cooperation,
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facturcd prodacta in the developed countrics, Thelr industriez arc
in fact highly competiiive and, in this case, aariti transport
o AS ex-

would work agaimst the intereste of the Atrican producte
vorts are always uncertain, the African rmational marksts would
remain too reztricted to gupport an ¢oscentially exporting industrya
unlcees by agrecment with the big industrizl groups wilch control
trade channels for distributing products. lastly,

there is little probability thet the developed countries would
readily open up their markets to products manufactured in the de-
veloping countries.

Only C3al solutiomvstill ramaling 3 ths African counbtrics
must cooperate, ~SET Coomorobn wcolonicolly, T Thot is. fhi solu-
tion chosun by bthe Heads of State in 1963 and recomumcnded by tho
Goneva CGonforcnce on Trade and Development. It has now bocome the

declarcd poligy of the Economic Coummission for Afzica. 1, . . i i

1, -

Zconomic cooperation roisces many problems concerning policy

. . 2 .
alignment, standard *’fullulonu, ecc.o.-’ Only one aspect 1z envi-
saged here @ to enable African industrics to take rococt by extending

che market through a regrouping of countries, and tTo ¢nabile an in-

o)

lustry located in cone State o compete on an equal footing with

mported products in ancother Slate,

}.J

1/ Resoluticn E/CN.I4/RES/149 (V77 —Naircbl 22 Feb. 1965

2/ Sec Memorandum on the three conditions governing sconomic inte-
eration (connecctivity, cewmpatibility, cenvergence) by R. Brbos
(Ecenomic Review June 1965) and Mewmorandum on the integration
af economic spaced, by J.R, Boudeville (Cahicrs de 1'ISEA,
September 1964)
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Lven from this restricted agspect, cconomlc ccoperation
Cglives rigsce to sonme theorny problems by chifting the difficultics
from tThe technical nd cconomic ficlds Te the political field. It

will in factv bo necessary to detcrmine the f~llowing s

. [

1. The framewnrk Inr cooperation, that is to say the Bta

cf

(4]

C
wishing To join tegothoer
2. Bhe digtritution of industrices; an essentially political

problem,

The Iramewnrk fer integration could be a first s-urce of
conilict, because thce localization of raw materials, the geograpuleil
position of cach SUatc, the distribution of consumers, the structurc
«f vhe transport systom, noy lezd e suggestions for certain rogroud-
Inss - which zre zot in line with political affinitics. From the
Lcconomic standpeint, The predetermined administrative framewerk
for the BCA sub-regions is nct perhaps the best cheice. In practico,
and for opcrational reyuirements, it ig often divided up (Committec
for the Industrializatvion of the Maghreb, Committec Tor Lake Chad,
Committee for the Contr~l of the Waters of Take Tanganyika, etc..)
The possibility of ccrneomic cocperation and industrialtzation would
then be the rusult of cenflicting cconomic cxigencics and political
constraints, The Savannsh is vhe place Lo shoot buffalo, net the

forest,

Once the frambforh LTor cooperation has been chosen, the choice
a»f industrics will depend =n the facters »f svailable production and
the size of the market to be supplled. The distribution off thesce
industrices botween the States constituting the Community can be
determined only by the States themselr-~ , For many industries,
indeed, there will be secveral sconomically possible sites, and each
State will natur-lly try to reap the greatest bencefit from this
distribution. Such difficulties can be settled only bty negociations.
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The pursuit of cconomic cooperation presupposes a certaln
view of Africa's future. At the dawn of its independence, Africa
is deeply stamped by a century of so-called "colonial pact" policy.
That policy, closely linking the metropolitasn country and the Colo=-
ny, led to transport systems running inland from the coast, in which
large sums were invested, The African cconomy, therefore, is often
deminated by the transport system, which forces a State to trade
with the outside rather than with 1ts neighbours.

The will to economic cooperation is a complete reversal of
the Former trend. It would be astonishing if the instrument installed
for the "Colonial pact' policy were suitable for a policy of cooperas=
Tiens +To. envisage such cooperation within the framework of the
present transport system would be to try Lo use an instrument which
is not gt aill adsapted to the purpose in view . Anyone will tell you
not o hunt buffalo in the forest with a fishing-rod or a butter-
fly net, but to go after him in the savannah with a good gub.

, The shortcemings of the present transport system are parti-
cularly striking in the region of the Great Lakes.

BREAK DOWY OF THE AFRICAN MARKET THROUGH LINES
OF PENETRATION IN THE REGION COF THE GREAT LAKES

In contending with imports, African products will above all
encounter competition in the trade distribution centres, Trade in
imported manufactured products is crganized at different levels
importers, wholesalers and retallers. Importers and wholesalers
are Tound at the poris and at the main towns in the interior,
where they have their stores from which they distribute imported
manufactured products and assemble goods for export. It 1s there-
fore access te these trade centres - which are usually administra-
tive céntres, too - which should be made easier for African pro-

ducts§to enable them to compete with imports.
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As regards the operation of cconomic ¢ooperation, the lines
" gonstituting the African trrnsport system msy be divided into fThree
categories : (Sec Aanex 7 - Chart 1) : .
— Lines of penctration
' - Axes of Invegratiocn

~ Buppiy network

Lines of vpenctration and axes of integration

The linee of penctration arc those traditionally followed by
imports and cxperts. They ling the big ports and in7: 4 towns, =and
usually handle nuch traffic. They consist almost exclusively of
raillways and asvigable wabterways , along which The trade centres

T

are naturally located,

The axes of inf;m““twon consist of the llnes folleowed, cor
To be fullowédﬁ'by African nroducts traded between the African coun-
tries in the event of cconoric cooperation. Since the trade cen—
tres of cach counvry are located on the 1lnes of penetration, the
axes of integration link, or should link, Lhe lines of penctration

fo-

of the various countolrg, AL prociit, *hose axes of 1ntegr ation
are very diverse @ somebimes thoey are rallways or navigable water-
ways, bul nole ofbon they Arc vonds in fain or mediocre condition -

and even cuch roads do nol alwoys oxist,

- The supply network includes all the secondary roads which
supply the interior from the lines of penctration and the trade
- centres., Imporivcd goods-are disirlvuted through this network, and
tgoods for export conveyed to the experbers’ shops. It consists
"almost . entirels - of rodds and tracks. 1t is extremely impor-
tant Tor naticnal development. From the point of view of economic
cooperation and the struggle bebween African pmoducts and imported
products, it is of secondary interest, as African products and
imported products have to use 1t frum the trading centres on the
same footing, and costs are cequally affectecd in both cases. As
the supply network doss »ot invelve any dispavity between African
goods and imports, it will not be conslidered further.
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The distinction between these various categorics 18 not
absolube, ¢ ¢9013113§1n the c:se of surroundced ceuntrics., For
instance, in Uganda, Zambia, Rhodesia, Tpper Volta and Mali, toc
railAays_iinking these countrics with the ports not only scrve
as lines of penevration for overscas ir ports and cxports, but
are zlso axcs of integration for trade. sith the coastal country.
Lake Tanganyika is a line of penetrztlon,for Burundi nd an
axis of integration bebween Zamblian, Congo Luopoldv1lle,Taﬂzxn1“
and Burundi.

Failing sny adequate axis of inte seration (Kenyar— E%hiopia)
products for trade must take the lincs -7 penetration of both
countrics which involves trans-shipment to a maritime line and
the drewbacks of two chanzes, plus thosc of hlnollng, special
maritime backing, etc... Macitime trinsport z21lsc hizg the draw-
back of dirsctly exposing the Afvican product Mutbalis Mutandi to
competition with the imported product.

o “

‘Lincs of penctration in the region of the Great Lakes

on arc evident, and their effect
may be imagined, on studying the tromendous African reglon extond
ing  from the Sudan to icsia and largely condred on the r‘I‘aat
Lakes. Therc arce six of these linesz, and almost all 1mports intn

- .

the region =re carricd by one or other of thom.

1. The Sudanese line : See dnnex 1I - Chart 2

- The Sudancse reiluwys expend theif'network'very deeply
inland from Port Sudan, and complcte their service by water
transport alonz the wile which is run by the same company at
identical rates., A1l the main towms ~f the country are supplicd
by this system, which goes as far South as Juba, 2,600 km from

Port Sudan .
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2. The Xenya-Uganda line : Sce 4dnnex L - Chart 3

Past African Rz2ilways and Harbours (B.R.A.& H.) run
their main line from the port of Mombasa (PR 0) to Tororo (PX ..
1089); whore it divides in two : one branch coes north, =nd now
ends at Pekwach (PK 1589) on the File, pending its extension to
Okollio and Arua (PX 1729) =8 socn as +the ile bridge has been
completed. From Tororo (PK 1089) the southern branch goes to
Kampala (PX 1526) and Kasese (PX 1661) on the Congo Leopoidville
bordcr., There are several wminor branches of this main line, two

~of them going to Like Victoria at Kisumu and Port Bell,

5. The Tanzanian line : Sece Annex II - Chart 4

This r=ilway, 2lso run by the B.i.R. & H,, begins at
Dgr—eS~Salaam (PK‘O) and goes via Ruvu  (PK 79),'Kilosa (PX 289)
Dodoma (PK 464), Tabora (PE 850), Kaliua (2K 972), to its terminus
ot Mgoma (P 1260) on the shore of Like Tanganyika. To the north,
a branch line from Tabora goes to Myanza (PK 1250) on Lake
Victoria,vdle ancther runs south from Kilosa towards Zambia : it
now reaches Zidatu (PEK 398) and will cventually se to Makumbake
(PK 804) and ibeya (PK 1004), to link up with the Zambian railways
at Kapiri-llposhi (PK 2090) The opening of 2 branch line from
Makumbake 0 T1cla (PXK 1166), on the borders of Lake Nyassa, is
under consideratior,

From the port of Tanga (PX 0), another railway line leads
U0 Moyusi (PX 67), Korogwe (PK 82), Kahe (PK 328), Moshi (PK 249)
and Arusha (PK 436).,

4. The " rans-Mozambique lines : See Annex IT — Chart 5 & 8

From Zthe port of Peira, the railway goes to Dondo,
Salisbury, Lochimvar and Som-bula (PK 935). At Dondo, a line
branches off towards Malawi via Blantyre and Chipola (PK 793 )
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on lake Nyassa, and ends at Salima (X 819). from Lechimvar
(PK 610) another branch goes to Sinoia (PK 742), 374 kn distont
from Lusakza by road, and ends at Zawli (PX 776). '

E [ SN
(V10 BN TO RIS Koy

From Lourenéo-Marques (PX O) a'directlline'ﬁées
bula (PK 924) and conbinues~via Bulawayo (PK 1074) Iivingsteno
(PK 1559), Kafue (P¥ 1877), Tusaka (PK 2026), ispiri- Roshi
(PK 2213%), Hdola (P 2347),.~ centre of the Copper Belt - jola-
ing the Congo—Leopoldv1llb railway network at Sakaniz (PE 2565
From BulaJ1M6 a2 branch linc goes towards Couth Africa 201w0ss
Bechuanaland, thus giving Ac¢cess to the ports of Durban, FPort

Elisabeth nd Oapetowna

iy

Fd
93]
i

Two preojects unow in abgyance may alter the ecpnomy of ¥
port in this region :

- Transport along the Zambezi, alrecady studied by .the
Portuguese authorities, According to cortaln sourcul o
information, the river could be made navigablc Lo the
s¢ga in the neighbourhcod of The Kariba Dam by macane of
sluices and locks at Cabora-Bassa and ‘bhe Lupata Geroes.

~ " Construction of 2 link-line between Sinoia and Hafuc

"(ap“foXiﬁately 580 km) «/mich would shorten the di

ce from Beira to Lloﬁl“ by approxiaately G50 Iow,
cing i% from‘2,026'tofabout 1,176 km.

(3] e

The main project in Zombia 13 vhe rail.ay link with Thospiaiiz,

"between kaplri=ffposhi and XNidatu (1,692 km approx,), Lowm
bringing out copper and deecleping Northern Zembia wnd Seuthern
Tanzania, Ndola, centre of the Covper RBelt, i3 situated as follows
in pelation to various passible ports of exit @

Via Lobite 25578 kun of railway

" Beira 2y 47 & at present
" Beira . 1,500 i "PProX., 1L Sinoine

foarue l1iae 1S sulld

pr
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Vla Dar—es—Salaam 2,224 km of railway with the projocted
new line.
n Matadl : 2,215 W plus 800 ko of
. : navigable waverwly

I1 5. Trons—-Angola line : See Annex II - Oharts & and 7
' .

A ml e P Tati+a (07 Y the Rengucla railway

goes thfough Nova Lisboa (PK 426) and crosses the Conao—Lcopu*d—
ville border at Dilolo (PFK 1550). It then traverses kilwezl (X
1775) and links up with the Congolese system steTenke (PL 1370).
This line glves access to ildola in Zambia ebtC...s OT north to
Kamina (PK 2255), Fabolo (PX 2680) :nd Albertville (PR 205%) en
the shore of Lake Tanganyika, all by rail. '

6, The Congolese system : See AnneX II - Charts 6 and 7

The Congolsse system comprises first of all'ﬁ coraon
trunk line, which is the railway from Matadi (P 0) to Leopold-
ville (PK %66),; run by OTRACO. It then divides into three boan-
‘ches as follows

. (a~) To the East navigation on the Congo ;lves 20CCSS £~
Stanleyville (PK 2120) .diere thoe river ceases to be
navigable because of the rapids. This reach is du-
plicated by a railwvay line from Stanleyvilie to
Ponthierville (PK 2245), where navigation ig resuacd
on the Lualaba as far as idndu (PK 2555). From therc
onwards, the Congolese railway nctwork glves access
to Kabale (PK 2996) and Albertville (PX 5269) an
Take Tanganyika. ®rem Kabalo, a link-line connects
with thc rest of the Congolese ralliay--at Kamini.

(b=} To The North—Eust, nav1gailon up—rlver on the Cohb
28 far as Bumba (PK 1723) and®hen the Itimbiri,
leads to Aketi, head of the line for the Congo dig-
trict rail says (VICICORGD). An extension of the
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latvter 28 far as Bumba (185 km) is under consideration
because of The difficulties invelved in navigating the

. Itimbiri, From Aketi (PK 1908), this line gives access
-to Liznart (P 216%5), Paulis (PK 2466) and Mungbere
(X7 25791). An exvension of the VICICONGO railray to
kile et Moto was contempliated in the past. .

{c=~) To the South-East, the Congo, ind later the Kasai are
nsxvigable up to PortQFrancqui (PK 1155), vhere the rail-
way line starts out for ILuluabourg (PX 1588), Kamina
(PE 2144), Tenke (PK 2507), Jadotville (PK 2612),
Eligsabethville (PX 27440 and Z.mbli ab Sakania (PR 2144)

. The Kamina-¥abalc link-line (447 m) jodns up with the
Bastern line 2t Habalce (PK 2591) and the latter conti-—
nues »#n to Alvertville (PK 2864),

A3l these lines of penetration converge in the reglon of the
1

e

Great Lakes, which 18 densely populatved, highly mineralized, very
fertile, and has vast reserves of hydraulic power. A straight line
drawil on the map frem Juba to Albertville will show how, bearing
in mind the VICACOHGC extension project Trem iungbere to Kilo, the
5ix great lines of penetration come within 50 kmn of the pernem =

dicular,

In addition te the grest lines ef pewgetration, there are
othegs, which for the moment, are only of national or lesser im-

portance. ‘ _ oo

7. Dthiopian lines ; Sce A unex II, Charts 9

These i1nclude
- The Franco-Ethiocpian Railway : Djibouti (Fi 0), Naze-
reth (PK 679), and Adais Abiba (PE782), with an exben-

. Sion project towards Sidamo .
Province : fazreth - Dilla (PX 1010).
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-~  The

he

L50

- The

Axes of integ

/7

railuay from Massawa (PK 0), te Asmara (PX 1117),
terminus at Agordat (PK 206) being approximately
kilometres from lTessenel, on the Sudan railway line.,
road from Assab to Addis-Ababa (861 km).

ration in the region of the Great Lakes

The po
case of the 1

between rail :

1, =Fai

gition here 1g nuch more complicatced than in the
ines of penetration. 4 distinction will be drawn

ys, navigable waterwiys and roads,

1 AAVES 2

a)

The interoonnected railway system of Angola, Conge-
Leopoldville; Zzabia, Rhodesia, Mozambigque, Malavri,
S.aziland, Bechuanaland, South Africa and South-

Gest Africa provides, in theory, for railway traffic
in this zone, but often inveolves lengthy deviations,
Betuween Tusaka and. 3alisbury, for instance, a good
two-lone asph2lt rosd covers the 491 knm separating

the Gwo citiss, whercas the jo®rney by rall is aboutb
thres times zs long involving a debteur via Livingstone
and Bulawayc, a distance of 1,435 km.

Similarly, betucen Salisbury and Bloniyre, the
partly impreved road via tite eovers 619 kilometres,
frereas by rail the detour via Dondo means a tebal
distance of 1,101 km. er approximately twice as
long .

From Lysaka to Blantyre the road covers 1,110 Km.
whether via Fort James md Lilongwe or via S5alisbury
]

while the rail journey covers 2,536 km. more than
twice the distance.
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e ling-tine bhot oooan aslie and Sinoia would Lcaucc
the listance by rall fronm Lus;ka-tofbal;sourymirom

the present Timwrs of 1,455 km, APproxinmately 570 ki,

ond Menzania lincs of venetration arc

o o link-iine bet reen Voli,

R NaVich] \Dd Huvu and completed by two

Evs

3 ;aac-ﬂopnl—arusha.

B.AJ3. & H, Thrdlush vhe railas
i i

coitaon to Ugands, Henya ind fonzonia,

Lalrobi ods 1,045 Im. Tron dar-esmSalaam and 795 im,

froa khan 12, Then the brojected link-~line botwsen
Moshi and Ialomboani (192 km.) is buiit, the distance
1

from woirobi o tar—-es-Salasn 1 be shortened by

194 km. reducing it to 851 Iun,

ol P ,.‘ N, T T . - = . T aa -3
e consvruction of Chs Der-es=3alaam - Sovard -
rlposhi interconneesion ill enanle Tallvay tratfic and

the 4.0 interconncetad ave
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in (™Y zbove. Mo “letances fmen Kanurla vo Tthe main
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Whera _ FE 24062 ' i
Kopiri-Iposni P LBETE . o
Lusal: Fil 5765 N
o = R, T z LA e - (i - M d
malisbhury P4 55, Ath the 5inola~kafue
linik~line,.




[

i

B IR

-t

B/CN.14/48/IV/7

bage

d)

I . . =L : .
In Hfniopia a tean of experus*/ recommnended, inter
alia, an Assab/Addis Ababa railway, to be prolonged

to. Gambella snd - the Ludan, wether with secondany

lines from Addis Ababa serving the rich provinces

cof Wollega, Illubabvor ond Kefa, that is To say, the

southwest reglon of Ethiopia.

23 Navigable waserways

a)

b)

The Lower IMile

Until recent years tae [Tile was navigable and ex-
ploited fron Wadi-delfa, terminus of the Sudan rail-
ways on uvhe norder of the Unifted Arab Republic, ag

[y,

par a8 Baslal, 340 kaw, disvent, near Aswan.
The building of tne Aswan Dawm and the forazation of
the artificial lake, svreading over 500 km., will

21ter the former conditions of nmavigavion, Both ug-

‘river, and dovm~river through Tlow-control. g/

There appears o e ao provision for a sluice or
lock to enable snips tvo pass from the upper to the

lower rszaches. But dAswan iz To have 2 nort ssrved

When this —orx ig Linished and the railway and port
installations at Wadi-Halla are once more in nlace,
SHe Aswen artificial lavce will perivliv vraasit of
gocds - between the Lgyptlan and Sudanese railiways.

Lthe ile, The Sobat and the 3aroc

There is seasonal navizatlion now bebtween Malakal in
the Sudan and Gambella in Ethiopia, first zoing up
the Hile for 23 km., then along the Sobat for 348
km., 2nd finadly alon:; the 3aro for 201 km. CGaubeila

1/ See the Ethiopian Herald, Vol. VI, Mo, 134

2/ See A.

, of 5 August 1955

lederer: “Le Bagsin Aydrograpticue du ¥il e son

équipenentc Tluvial™ in tho "bullebin des ~eances de L'hcadé—
q P

mie noyvale dfs uCle ceg afQutre-iler de “elzique’™, VIL - 1961,

4, pages O48 gL se
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ig thug 572 ko. distant {row Malakal o Feaffic feoll
o 1958 to 900 tons in 1961 and 157

bons
Stons in 196% (including 141 tons of coffee).

c) The ¥ile and Lalze Al

Because o1 Ghe rapids, the ile is mot navig8ble
between Juba and ﬂi;@le.: Fut alter Nimule the Nile
and Laka Albert form 400 km. of waterway serving the
the ports of Kassenji, Butiaba, Wahagi, Pakwach,
Camp-3hino and Hiwule, locabed in three countries:
Uganda, Sudan and Congo-Tleopoldville. The E.A.R. & o
exploited this reach until 1964, but have stopped
since “he iuwprovenent of overland traﬁspért in that
‘area, snd also beciuse of difficulties due to irre-
culerities of depth. Only one local traffic still
conbinues, and 1t does nol, seem That this ssclon ¢-m

be of much interest for larme-scale international

- transport. .

d) Lake Victoria ) R
Covering an srea of 67,000 kﬂg, Lake Victeria is
common to Uganda, Henya and Tanzania aod is Ehe_head
of important navigatlon exploited by the L.A.H, & .
Traffic is in the vicinity of 200,000 to 300,000 tons
per saruw between The six main ports, @5 indicabed
in tre followin: teble a

Kisunu Pori-bBell Bukakata DBukoba Mwanza wmisc

. o . . . A

Kisuind’ (Renya) 208 373 360 367 UREY
Fort-Bell (Ugenda) - - 103 256 36% 255
Butaxata (Ugzanda) - = - - i%? 287 §55
Sukoba (Tanzania) = o= o= liio... 180 227
iiwanza (Tanzania) -~ - - 108
WMisona (Tanzania) — ~ - - ‘ - -

1/ Underlined wports are ssrved by the B.AWR. & M. Rallway necwori.
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e) Lake Tanganyika

Lake Tanganyika is more than 700 K. in length, and
borders on four nabtlons: Zanbia, Tanzania, Burundi

and Congo-Leopoldville. It can therefore form an

excellient axlis of integration from north to scuth. -
Two of its ports, Albertville snd Kigoma, are served
by the railway.
_Up'to the. present, it 'has been mainly used as a line
of penetr.tion by Tanzsnia, Congo-Leopoldville and
Burundi. Until 1964, the CFL (lake railway) company
was The only one linking the northern part with the
. ports of Kigooi. Rumonge, Barake, Bujumbura, Kalundu
and Kabimba, the respective disbances in Km. being
indicated in the following table ¢
Albert- ‘ : Kalun..
X S S mong S . el
Albert- ville iailmba Kigoma Rumonge Baraka Bujumbura Sy
villel/ ' ‘ )
(Congo-Leo) - 57 135 258 309 345 S5
Kabizha | o -
(Congo-Tec) - - 84 207 . 258 294 25
Kigoma o -
(Tanzania) - - - 123 174 210 210
Rumonge o e
ABurundi). - a ! 87 87
Baraka _ - o . _
(Congo=Ieo). . — «oomman L - - 102 - 1oz
Bujunbura a ' L
(BUIﬂpgdib - - - - - - 2
- Kalundu L .
- (Congo=Teo) = - - - - - -

Tn 1958, 220,000 tons were handled at Albertville and
also 220,000 et  Bujumbura. In the same year, traffic’

1/ Underlined ports are served by railway.
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on the Congo-leopoldville line from Rwanda and Burundi
via Tanzania amounted to 89,000 tons; all of which there-
fore passed through Kigoma.

The southwest shore of the Lake is likewise exploited
by the CFL company from Albertville (PK 0) to Xataki
(PK 10), Tembwe (PK 70), iioba-Badouinville (PK. 133),
Zongwe (PK 190) and Lunangwa (PK 320).

On the southwest shore the E.A.R. & H. ensure transport
between Kigoma and Mpulungu (480 km.), serving en roube

- Lagossa, Kibweza, Karema, Kirando, Xipili, Wapembe,

)

)

Kala and Kassanga. Tobal traffic is around 12,000 tons
per annum.

Lske Nyassa
About 480 km, in length, Lake Nyassa is bordered by
Malawi, Tanzania and Mozambigque. Two railways now reach

its shores at Chipoka in Malawi and Metangula in iozam-
bigque. In Tanzenia, a branch line from Makumbako to
Tlela is under consideration. At the moment, there 1s
but iittle traffic on the ialawi shore, bebween the
ports of Honkey Bay, Chipocka, Kota Kota, Hkata Bay,
Deep Bay, Kambwe, Itungi and ibamba Bay. In view of
its great length, it could be used for long-distance

international transport.

The smail lakes
The other internationzl lakes - Lake Bdward (Ugunda

to Conzo-Leopoldviile) Lake Kivu (Rwanda to Congo-
Leopoldville) and lake #oero (Zambia to Congo-Leo-
poldville) are used for pavigation of local interest,
but are apparently Loo swall to incorporate in an
international transport system. Leke Rudolph (Ethio-
pia - Sudan - Kenya), does not seem to be used at all.

The Zambezd

At present the Zambezi is not suitable for navigation,

except up-river from Livingstone and down-river from
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i)

Marromeu. The Portuguese plan to work on the river
at Cahcra-Bassa and in the Lupatsa Gorges might in the
future make it a waterway for trade between Rhodesia
and Zambia, on the one hand, and Wozambique and per-
haps Malawi on the other, ‘

The Congo and the Ubangzi

The Congolese system slso serves as a line of penetra~-
tlon for Congo-Brazzavilie and the Central African Repu-
blic. The rallwaj from Pointe Noire to Brazzaville

(510 km.), beyond tshe Congo, and then to Ubangi gives
access as far as Banqui in all seasons. Seasonal navi-

gation exists up-river as far as Ouango. On the right
bank of the Congo the Sangha, one of its tributaries,
gives access to Salo in the Central African Republlo

and Port Soufflay (by means of = winor confluent, the
N'Goke) as far as the Camerocon and Congo-Brazzaville
border, This networlk also serves as an axis of integra-
tion between the Central African Republic, Congo~Brazza—
ville and Congo-Leopoldville.

3) Roads
Apart from air travel,; the road 1etworm is the oole means of

transport between the varicus countries. It congists roughly of

the follow1ng

a)

b)

One feed rozd Matadi-Beira (4840 km,)

With a length of 4,640 K., asphalted from Matadi to
Kengo (650 Ku.) and from Kolwezi to Beira (1,900 km. )P
this road zoss to Loulusbourg, Kamina, Blizabethville,
Lusaka ang Salishury.

Five north-south roads

These Tive moads, fed by the above, consist of the

following:

- The Great north-south axiss 4,840 km.,
Starting from Asnara CPK 0), this road goes via
Addis-Ababa (PK 1066), Nairobi (PK 2549) and Dodona
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(P& 3256), to Tunduma (PK +025), and rejoins the feed-
sd at Ka01r1-ﬂposh1 (PK 4840). Approx1mately 700 km.

are asphalted but between EtthDTa and Keﬁya the road

is wust a tracn, acceuulble onlf to four—wheel drive

vehicles.

The Takes axis: 3540 km.

From Juba (PK 0), this road goes to &awoala (Ph 671)

Uvim#e (PK 1534), and Abercorn (FK 2162) and rejoins

the Great North-South Axis at Mpika (PK 2546).

The EastQGongolese‘axis: 2,820 k ,

From Juba (PK 0O), this road runs west of the Lakes o

Bunia (PK 657), Goma (PK 1230), Bukava (PK 1498), aﬂd

Albperbville (PK 1944), to rejoih the feed=road at-

Flizabethville (FK 2823).

The Central Concolese axigs 2,800 ko,

From Bangassou ( PK 0), it goes via tunlevv1lle

(PK 725), Kindu (PK71327), and Karina (PK 2%6%), and

ends at Guba (TX 2797), on the feeder, near Jadotville.

The “alaw1 axigs 1 980 km. - o

Noruﬂ—oouth Axis abt Tunduna (PK 235), sepves Fort Hill
(PK 329), Lilofzwe (PK 396), Blantyre (FK 1385) and®
18te (EX 1581), end ends ot Salisbury (PEKT1975).

Loke Tanganyika variant: 900 km.

An alternative lake -axis voute from Kanpala (PK 0)-
. zoes to Rwanda and Burundi vie figall (PX 584)% and
Bujumbura (PK 880) to ite terminus ab Kalundu (FK 903).

Trangversal roads

There are excellent roads To duplicate tne lines of pene-
tration, but here we are concerned éﬁly with thoge giving
~access from one ceuntry to another. They are mainly as
follows:

- Bangui/Bangassou/Bambouti/Juba: 2,075 km.
- Stanleyville/Paulis/Juba : 1,186 km.
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~ Stanleyville/Bunia/Pak jach/Gulu : 1,074 Ka.
-~ Stanleyville/Bukavu/Gitezax: 1,104 K.

- Stanleyville/Gema/Kanpala @ 1,444 km, *
-Stanleyville/Kasese/Fort Portal/Kenmpala : 1,236 km.
— Stanleyville/Kasese/ibarara/lampala : 1,220 lm. .

- Iusaka/Fort Jameson/Li;ongwe : 752 km,

On the whole, these roads, which permit or permrtted trade
between the varicus countries in the region of the Great Lakes,
are pediocre, and the charges are, in practice, very high as com—
pared with those obbaining on the lines of penebration.

R»ad expenses and charges

The read transport sector has certain rather charscteristic

features.

‘ The cost of fully-loaded speration (Supply‘per km., per ten)
varles according te the features of the itinervary {(width, length,
layout, road level, type of surface and density of traffic), the
type of vehicle used (petrel heo diesel engine, lorries, semi~-
trailers, 5-, 10- or 25— ton lorries and trallers), the cempeteney
of personnel employed and the levels of wages'and prices, Once
these faclors are determined, costs are in proportion to the volume
of transport : to trangport 5, 25 or 100 timez the gquanvity re.uires
5, 25 or 100 times mbre’vehidlgs. The advantazes of a big under—
talidng (disceunt from suppliers, repair shops, etc...) are ofiset
by an increase in general expenses (bureau cratization) and the
initiative of small carriers, The road transovort sector is there-—
fore a highly competitive one, run for profit, :ith big and small
undertakings evisting side by side.

On these technical factors of expenditure will be grafted
trade facters .hich will determine very variable prices , degree
cf competition, ceeificient of loading, provability of return
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freight, delays at either end, distance carried, long-verm contract
security, etc. 45 the road carrier can'd¢ litile about the techni-
cal fachors, he vill try to use trade the factors to best adﬁantafe
by choeclng tke most Tavouraole it.neraricss len Ly gou:neys carry—
ing a full load in both directions sithous delay at elvher end.

Read and re‘“Tz ions pb_mﬁctlig, the 1deal tThing -85 Transport bet-
ween a bis bown and the cort zerving 1b: PortlSqdan-thrtoumi Assab-

s

Addis Ababa, Hombisa—Nai:dbi, Pointe MNoire-Srazzaville, Douala-Tzoundé,
'‘etc, It «ill then be the natural volicy of the road carriers 301ned
togetaer in a Pre3surs groupland uacgﬂd by vowerful private interss
to try wrest from the public aubhoritias .the means of competing with
the railways alon, the linss oi penetration (improving the roads =
running. parallel To the rall;av,,relaxing-the regulations, etc)e -

"J.: t

Several studiss have been undsrhaken concerning the cost of
supply per ton %ﬂu pet Lllometre. Theyr all_tendkﬁoqprovggjhat in

averzgs trade CuquLLCJS the price per ten per kilometre can varely
be less 4 U.B. ccnbs, Sometimes 5 U.S. cents, with a transport
organization (operatlonAgirondelle in 4 zer~Dahomey),, but never
below 2 U.8. cents —“bi} carriers, fully-laden - eXcept as compensa-—
troes of merchandise (Addis Ababa/Assab).

"J
aj i
<y

tion bet.een difie;

In point of facs, hi

UL‘éQJ suition and ignoiance of the ¥ules of
accountcancy ani'of eo iﬁating prime cosvs leads soae.carriers to
offer below—cost “flces rezardlsss ol amorltlzsments, prov181on for
major repalirs, insuramc?s, 2tCey which explains 'some of ‘the pricaes

quoted today.

0

In Benecgal, (CINAM r\*‘Lu;fi,_;*, June 1961) pflc“f varied from
11.9 U.8, cents/t.Km, on She Tamoacounda/heboufou to 1.30 U.5. centcs/
t. Em. on ths Daltar/Kolack rocald, a good aspiialt road on whlch
comperition is very aigh,

In m¢5v1 a (m::ﬂ worbation: A Guide to Current Coztes in
Nigeria - June 1964), prices were from 7 U.3. cents/t EKm. to 2.8

U.S. cents/t.Mm. -~ a rave rogasted as eiuc ﬁtlonal, 3ou51ble only 1n
the case of long-term contracts with return irelght
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Tariffs on the F.A.R. % H. road services in Tanzania
(1901) vary froi 5.4 to 6.4 cents/t.Km; according to the type
of goods ca:fled

In Uganda (DtudX 0f the Bihenga-2iti AallJay EXLenuwon),
the rate for road transport bet een nampada and Bici (ij “m. )
ig 566 Ul.S. cents/t.km. 1t is est.maced, ho over, toac 17 the _
bradch Iine "is niilt Lhiy Tigare may ves reduced by aoout one~ Jgrd,
7hich would brine 1t to o |

L7 OUeE, cents,/t.. . '
1/

senda; Bl Hawkins” mentions the case of a call

-
je

e

Agzin in J
for offers %o CATTy z0o0ds Ln bulk dailv over S0 Lmey fully loaded,
without return “vei: ent,  on o3 stabllized dirt road.. Twenty-eight
offers were received, as follous:

Number of offers . Rate in U.8, cebbts/t. Km.

2 Bulb = 4,2
8 ' ¥ 4.5 - 5,1°
10" 5.2 ~ 5.9
g - 6.0 = 5.8 tT
2 6,9 - 7.6

] 7.7 = 8.5
1 ovéf.‘SJE )

Tariffs on the “"Central Afrigan Road, Ltd" between Nairobi
and some to.ns in Zambia and Shodssia vary according te the type
of goods (from 3 to 5.5 U S. cents/t. Km ) and according to the
welgnt carri ed’(less‘th anone ten, LrOﬂ one’ Lo flve tOJo and over

five tons). - S Lo e T . e -

The Rhodesian Railuvays uce a scale of charges for their
road services varying irom 5. b2 to 12,57 U.3, cents/%. Km., according
to vhe type of goods, ihe é ratzd also vary slightly aCQOPdlng (e
distance (up £0o )20 Km.) ' o | '

/5. k. Hawkins : Road and Road Transport in an Under~developed
Country. 4 Case Study of U.snda (p.97).
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In 1959, <he Tariffs in Torce on
Sujumbura to Astrida and Hizali (Burundl
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- Rujumbura/Asizida 160 km. 14 Us. @

* .~ Pujumbura/Iizali 299 lm. 22

—  Astrida/Bujumbura 166 km. 1l :

- Figzli/Bujumbura 99 km. L7 i
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The capacity «f the means of transport emplojed is limited
by considerations of depth. V-barges of 1,200 tons (76 m. X 11.50
m.) on the congo with a 2m. drausht ; X-barges ef 50 tons (24 m.
5.50 m.) on the Itimbiri with a draught of 0.90 m. (57-ten capa-
city if built of light alloy).

Perinanency cf depth throughout ohe year is a condition fer
making best use of equipment;. The capacity of V-barges en the
Congo is reduced in the frlliwing conditions accerding to how lew

they lie in Uhe water : _ 2
Depth in water . Capacity % of maximum
1.80 1,444 Tens - - -
1.70 m 1,005 ¢ 88
1.50m 805 .7 . 70
1.2C m 570 M 5
1,00 m 414 - 26

“Lack of depth causes increased resistance to the forward
movement, and therefore re uires greater efirort on the part ef the
tug., This often entails division of the cenvey.

"It limits the power of the tug-bdats, bec use of a draught
of 1. 50 instead of 1,20 m were available Ter k-tyve tugs, fer ins-
tance propellers of 1.80 =m in ditmeber could be adapted and made
to absorb a power of 625 HP, instead of 550 HP 2t 350 revolutions
a minute. Jth an additional 30 cm. of drsuzht, the pPower of a
tug-boat ef this type ceuld there fOlD be almost doubled l/"

]

1/ Conseil du Gouvernement du Congo Delge - Sessien budgétaire 1958 -
Notes documentaires — Annex 11 -~ Page 4, 59
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Navigation by night is possible through light-buoying, enabl-
ing better use of eguipment. In studying navigzafion on the Nile, a
duration of 4,000 mours of navication per annum 18 estimated Wlthout
the useesof night-buoys, as compared with 6,000 hours per dnnum
with night-buoying and two cress.

s[he insdequate size of locks involves az division of CONVOY S,
and consewuently a loss of time, (The usable measurements of the
loaks at Nag Hammadi, Assiout and Esnz afe 70 x 15 m. The five _
locks following the o0ld Aswan Dam measure 80 m x 9.50 ., Moderniza-
tion of the locks wwuld mean tﬂat shlpplng could go through quicker,
At present,” the hand-manipula* .4 locks -t Esna, ASniOUt and lag
Hammadi raoulre about an hour for each operation..

River worlks may also constitu?e an impediment to navigation,
The width between the buttresses of the W:g Hammadi bridge is »nly
16 m., which is not enough to accommodgteconvoys 15 m. wide.

Y/

The technique used also has a gzreat bearing on the cost- the
type of propulsion and method of uumblﬁon The method of propelling
two or more barges at a time is glving Nay to That of pushing and
of using integrated tow—boats which reduce the resistance to Tor—

ward mevement and can be operated with fewer hands.
. v L]
For instance, the following Tijures were drawn up by A. Lederer

for transporting timber along the Cong. between Dongo and Leopold-
ville (3,050 kr.), with # convoy of four 500-ton barges (2,000'toﬁé)
and ¢ne 500 HP pusher-night navigation'— rour deys down-river and
5ix days up - seven days loading and Tive unloading - duration of
rete, 22 days. Value of tug 240,000 US dollars, in use 240 days

per annum. Value of one barge, 60,000 US dolMars, in use 300 d.vs
per annum.

—~ Daily cost of pushor
~ Repalrs, wpkecp, amortisement, interest 120 US 2

Fuel and lubricants ' 120



P

: ¥y ¥ - p
- ~n E=] - — -
- Yages of crew ( 2 X

men )

-~ General expenses (crew)

- Dally cost oL parges

— Rewnalirs,

UpKeep,

amcrtiscement,

- Cost of transport

- Tug for 10 dzys

~ PFour varges for 22 days

Prime cest per ton (return emdty)

Prime cost per ©. lim.

The.relative value of the incidence of various factors (drﬁugii«

B/CN.I4/AS/IV /7
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2,473 US &
0,236 US cents

-

navigation by night - return carge - eculpment used) on the coz’t

were assessczd by A, Lederer in his study of transport on the Lile.

2,0

15,6

Daily 285 .4
interest 2
2854

L A

giiz
Do of wone Grip RSHG

e arpived at the fallowing results in which the figures indicate

the cost per t. ko,

arn she basis of 100,

—

Convey lcad (tons)
Diaught below 1.30 m.

M

-~

P i P

SO0HP 200HP

HOOHP 400 HP

450HP 80CHP 1,500

"Athout night naviga-—

Lion.,

- without return cargo 116

- 41Gh return cargo

(5687%)

490t . 470%,. 470¢t.
L FRO1ITR O 2PR 2 TB 4 PB4 EE
500t. 500t. 500t. S00t. 500t. 1,050°.
4770 570 Q70 1.000 1.0C0 2.000 4,200
Y
87 97 81 100 75 59
&7 62 65 56 69 52 47
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(continued....)

i P 7 P
2O0HP 20012 400HP 400HF 450HF 800HP 150CHL
570%., 4705, 470%.

+ 0 ¥ L +.. 4
1 P85 1% 2PB 218 4 B 4 i
500t. 5C0t. 500t. 500%. 500t. 1,050t.

e

Jith night ravigation _
- without veturn cirge 1C.0 4 80_ 69 8. a2 55
~ with return carge

(30:%) .75 55 59 47 58 45 58

L . m .
Permanent 1.80 &rausht

WitheUT nisht navicabien 2
~ without relturn cargc 92 58 72 + 64 79 60 55
- with return carge
57

(50%) 67 49 52 A 55 4L
Jith o ndcohd navigatien o '
- wthout return carge 82 58 &2 54 65 49 4%

c o= gith retura cargo "
(50%) B0 a45 46 27 46 24 29
M : Motorized (200 ar 40CV) ~ PB : Puched barze (500 or
. T . e e - . PR L . . Cimy--
P : Pushoer {400,800 or 1500 GV) 10509

Tug (450 CV) : TB ¢ Tusxged barge (500 t.)

- These Tew Lfilgures show that the price can be low if a o0 il i
~way . 1s avallable. This_is the case with the Congo, the Kasai, the
Hile = at least from Khartoum to Malakal - and the Great-Takes.
That 1s why Congo Leopeldville decided To:extend the railway fron
Axetl Te Bumba - the distance 1s shorter of'CdurSe; but él$o'thera

are navigational difficulties on the Itimbiri.

Generally speaking, the waterways - both river and lake - aro
eXpioited by The same companies a3 the railwayvs, and at the same
rates, as foilows :
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— The Sudan Railways exploit the navigsable reaches of the liile
2T the sane rates 18 The rallway.

- The B,A.R. & H. exploit Lake Victoria and Lake Tanganyika
at the same rates as the railwsy, allowing for expenses of
lozad transference.

- The Lzke- Rzlirays (CFL) exploit the Luluaba and Lake Tan-
"ganyika at two-thirds of The railway LTarifi plus transfer
expenses and harbour dues: (1959)

-~ The O0TRACO exploits the Congo, the [fasal and the Matadi” Leo-
voldville railway, Ne datz 18 avaliable concerning the rates
charged,

- A13 +the Congo carrciers (O””lCO CFL, BCK and VTICICONGO),
grouped vogether in the Coa”o Carriers Comﬂltueu (COMITRA),
apnly a coaceruvd.pollc\ iith the tariffe, and allow for gocds
carried on associated networks in ATplying che provisions

concerning lower rates for longer distances.

As the great lincs of venetration are maniged by a single com-
pany er group of companles, The tariff policy is The same as that
of the railways.

Rallway costs and tariffs

The business of rall Transport has a number of special charac-

teristics.

At the economic level, exsendluuvp on consitruction and flndnCng
is hlgh, Wheceas e?pbnthQfe én operatlon is low, Inceme increasecs
with volume’ of traffic,and pean eVgendlturc decfeasei ansre e The

ag%g %ua%%ﬁégathH Tor'a railway that there choul € conslider—

Insofar as accounting methods permit of analysis by asiring
and correctly assessing c¥penses, the actual costs vary around this
mean averzage in relation to the distance carried (incidence of
terminal loszds) and volume of load (small wantities, full trucks
whole trainicads), all other things being emal. | ‘
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The concepv of public service i3 usually preponderart in

railwzys which are of general intersst, The public autherities ) .
recuire them carry abt certain rates (approved rates) and wi,.

in certiin time~liwits. For pastenier serviee, they are like- .
wise rewired to ensure minimum regular connections. The concept
of profit in private enterprize gives place to thst of public ser-
vice. The railway is not regaired Lo nake a profit, bubt te cover
its expenses by receivts and do its best to nelp develop the

CONOMY »

The public authoritvies exercige close guvervision over the
railway and, by wiyy of compensation, allow it certain advantages
(power of expropriatioh and' of drawing up regulation) ; they pro-
‘Tect it (control of rODd Cﬁupchtwon alnnb routes pzaralliel to the
railway line) and help it o cwmply with the required conditions
(trafiic papers, ecc..) o The most remarkable characteristic of
Ghe railway, however, is undoubtedly the sconomic policy it enables
the State to follow in connection with the scale ¢f charges thanks
te 1ts monopclistic position. : “

Several Tacturs come inte play in fixing the mewm cost s lay-
out and conteir of the line, bracing of the track, Mp101ng of rail-
way=stations, degree of modernization (elcctrlc, diesel : welded
rails, heavy trains, autouatic coupling, ctc..); wage-levels, skill,
consclience and producuivity of persennel ; competenoy of management:
velume, type, strucbure and bal:nce of trafficy distznce of trans-—
port, O‘J:*oup charges, loan oan¢¢t¢ons, éto...30 that the mean cost
depends on local COﬁdlblOﬂS, and it i not possible to transposek
from one network to another. Oﬂlj one factor is common %o qll ; ébst

decreases yith the rising volume of traffic,

This 1s explained, first of all, by Bhe corl . ¥able financial
pendluu~e involved, The cost of a railway line v:ries bebween
Us% 50,000 per km. ( Uznda, Kenya) znd US$ 100,000 per k. (Camercom )
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At 7 per ceat per annunm, this méanS“B;BOO to 7,000 U@/km. For a

Ctralfic of 100,000 tens 'per znnln this expenditure 18 Letweeh 4.5
‘and .7.US cents t. km, Fer a tra f£¢o of 500,000 tons per annum 1t

. falls to vetween O, 7 and 1.4 S Genta Ge.Em. In pL&Cth;, evemts
'(devalua*ion, payuasnt of loans) have often eliminated them; and in

Cnew constructions” they are reduced by Tavoursgble financial condi-
tions {(grants, long~term loans at a low rate of interest).

8t - ural gypen@es (upke ep of Jck, prexmiscs 2nd telecenmmu—
Qicétions,'dtatlon.peroonﬂel, €UCe.) are almnost indepcendent of tThe
velume of tfafjio, 4w lud5+'uithiﬂTCLrtuln limits. In the gtudJ
for the Trans Cameroon rqllway, uhog are 255658 =4 at 1,640 USﬁkm.
For the Blﬂan S B t1 extansion in J anda, LheJ are cstimated at
1,480 US km, 2nd on the Moshi-kiu llnk—llﬂc (Uulﬂda-Tauzanla) at
i, 400 Us Lm.

z OP?fatiﬁn31“Costsy”on”thé“@tﬁéf“h&hdr‘ﬁ?é Fery low , BE US T
cents/t.km for the Bilhanza-Piti extension j; 69 US cents/t. km. for
the Lilofhamiﬁﬂjey Project ¢ 36 US cants/t.km.offefed fdrlthe_
$rano—0aﬂeroon, and 25 US cents/t. km. offercd for Moshi—Kiu'link—

line.

The incidence of this varlouu cxpenditure on the mean cost .
kn, is indicated in US cents in tne ;ollow1n5 tible, with Tfipgures
taken from the uld“ﬁoahl link (DLC graphic repres entqplon, AnnexﬁII,

fluures 5 and 6)

Volume - Ixp. on Sthuc- Rerie— ¢

4) Exp.on N =
of traffie Operat- tural (4) wal | + Fipan-, Egg+gfg
“in 1,000 ¢ ion - xp., + Annui-  (3) ce _.+
Gepeas o ) OG) G) iy (@ +@) Q)
100 0,25 1,40 1,65 0,30 1,95 3,15 5,10
200 i 0,70 G,95 0,15 1,10 1,57 - 2467 .
300 - m 0,46 0,71 0,10 0,81 1,05 1,86 °
500 & 0,35 0,60 0,075 0,67 0,78 1,455
500 2 0,28 0,53 0,06 0,59 0,6% 1,22
1,05

600 " 0,25 Oy48 0,05 0,53 0,52
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(continued)
. _ " — -
Volume Exp., on Struc- Rene- {(4) . Exp.on (W)+(3)
6f traffic operat- tural (&) wal + Finaq—
in 1,000. ion -EBxp, + Anmui - (%) ce (9)+( )
t.P.de (&) (z) () Ty (2)y +(2) AL
700 . 0,25 0520 0,45 0,043 0,49 0,45 0,84
800 T 0,17 0,42 0,037 0,46 0,39 0,85
00 " 0,155 ©,405 0,033 0,438 0,35 0,788
1.000 " 0,74 0,39 0,050 0,42 0,315 0,735
1.100 e 0,127 0,377 0,027 0,404 0,286 0,69
"1.200 - W 0,116 0,366 0,025 0,391 0,262 0,653
1.300 o 0,108 0,358 0,023 0,381 0,242 0,623
1.400 T 0,100 0,35 0,021 0,37 0,225 0,596
1.500 " 0,095 0,343 0,020 0,363 0,210 o,5i5

In any case, once a given tr af¢1c level is reqched « the
cost ef rail transport ig lower than that of road tqsnsport This
level varies w1th local conditions and is around 150,000 to BOOEOOO

t. km. per annum.

In vhe reglon of the Grea® L skes all the railways reach or
even greatly ‘exceed this level., In 19621963, the average den51tj
of traffiz on. the Sudan Railways was over 500,000 teons, On the

E,4,R, & H. 1t was 525 Q00 t. km,,(ﬂncludlnm tranuport in Se“v1cc
in 196 4) " The avera e trafiic on the qetﬂ&gk-ln Rhodesia and Zambi
is around 1,600,000 t/kn. In the Congo it was about 1,710,000

t. km in 1958 on the Matadi-LéOpQ;ivillé Railway 3 700,000 on. the
BOK ; 1¢3,000 on the CFL, but only. 52,000..0n_the. TLCICONGG, -On -
the‘Angola Railway the: average density of traffic wms 1,050,000

te km, in 1960, NearlJ a1l thplrallwajs *hus have 1OW'pr1me costs,

whloh enables then to follow & uarlff pollcyn ‘ ///”

[ - Y . ) /

F
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For a network, the muan cost varlcs according to the Li
in rel-tion to the volwne ef tralfic 1t carrsice, sinec struciural

expenditure would be distrivuted on a pre rate basis in DronorbloA

te such traiflic, ou¢bctu*4¢ exyenditure per t. Em. 18 lower mn the
Mombasa/Wairobi or Port Judan/Khartewn lizne , where traific ciceods

200,000 tons per annum, SAEN on the Kaliua/Mpand@ or Babancusa:

0o '~r VY
' \J

has not vet roached 100,0

tongper annum. A giazle

distance and reg.rdless of line 1s thus an initial

sy ke
SI=RTN

Ath a view Go the general lnser

Dis CrlleQLij Tates basaq sn Gthe type ef goods CArried are
roensatien, Te carry 2 truckicsnd of whisky or of f.-tili-
L

h the game amount, but the Ctariiis arc

very aili_erent, The following fisures aro for 500 km @
Roodesia Loi.Re & I, Suda
— - QA ; P - JRR g
Thi sl 57.0 US$/ton 15,0 U E/Sen 55,0 US B/ten
Fertilizer 2.9 © 5e5 0 5.7 "

. bl T LA - T IR T T ~rey N -
If the mean cogd is 1.5 JS cenbs/G.km. or 7.5 USE/ por ton

Tor 50U isky D00 xkm, “se SuLan

3

gives a prolit ef 28 of Fertiiize

l/

to be carricd 500 xa at the reduced race of 2.7 USE per bon .=

Too discricination of rates and bhe cconcmio policy thus por-
mitted cxplain the rescerved avvitudes towards projects. Tor major
reutes porcilel to the »ailwsy @ Mombosa/Nairobi, Port Budsh/ .
Kharteum, etc.. On these axes the road corricrs. would be in a - Dogie

ticit To charpe around 2.5 v % US pr-“/t-Aio(l”nd distaoncao,

~

fully loadcd in both dirccetions, with large carvier lorries and
without any apprecisble delay at either coud), thuos deprlving the

rail. sy of all tha pro;itablc trafiic which en+ables 1% Ho prac-—

tice 4 transport policy, or else Torcing it wvo Lower its Gariitis,

1/ inkers, “Yhis iadiprect subsidy in The present
an approxXimate rabc of o U3 cents z bottle,
well-filled glass. - Co
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In hoth Q\SbSa thic wounld lcad ©

bilitics and theroiors To =n in

tilizeis, foodstuils. cuberbs, etc..
o
DllLﬂthiﬂg rates
a compensation in so fax
inution 15 vVery mulis

in costs, bul rather amplifices

38 mAay bc szsen rrom the odesian Balloays in o

zory 10, for examyle (coffco-

L : . N o] v I I S TR [ B TTOL e e
vigtanse [ karihibi % U5 Tarirf din U5 ceatn.
inoTm o wel ton - o S PR SR UTC I

+d

100 - 517 5,17
500 10,80 2,16
1.C00- - - - R 1,51
1.500 | 3
2.000 ¢ po 22 : 1,11
2,500 Pl B8 0.98 g

CPDiscriminatlon zccordlryg

Khedeslen Fallwrys, I
figures 10, 11, 1z, 15.

~ . o
] bj the Congolesfe Syston-

gith an =dded compensavion © klnlzcd Letween the varlcus Comgolood

i b
carrisrs for invor-rosionsg tariffs @ (seo € gusport in The DBolgs
Congo, 1959, Chspter X, Tarl Pollcy) based on 5ixX principises.

ag follows

1. Expensive products pay Lor ilneipensive prodéucis

1/ Seec A. Hazlewcod ; Road .nd Rail in Basl Africa - Oxtora -

=t

" Basil Blackwscll, 1054.
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2, No product sho.uld Py more than it can aflfords
. 5. Ne product should normally pay more in internal .
~transport than it would Pay in export;
4. Tardiffs should correspond to transport illowancesy .-

5« The gcnersl tariff SﬂOUld 2pply equally to all

-
[

ustonors H . ) P
6.‘Proilts from tariffs as a shole should provide
carriers with whatever resources they require,

Tagtly, the tariff policy is also used io favour African
induStrializatjon and African products: in Nigeria, cement from .
Nkalegu and dbese; in East Africa, fibro-cement at Tororo, iron
and stesgl fron Jinja, etc. ‘

For prodicts resarded as most indispensable for the econoc-—
my. of the country, this policy allo.s of exbremely low tariffs
on vihe'lines of penctration < fre uently lover thanlUS cent/t.km.
over long distances and as litile ag 0.5 US ceats/t.kn. for pro-
ducts ‘such ac feftilizcrs, over a distance of some 25500 km.

On the other hand, tariffs are high (arounu 6 US cents/t k. )
on the zuzoes of. integration, «hich Consis, v mainly of mediocre roads,
Bven if the roidzs are improved, tariffs cannot in Practice be lower
than 3 US cents/t.kp.

This difference in tariifg between lines of pPeactration and
axes of integration involves = real break-doim of the African
market in favour of imsorts and 4o the detriment of the ifrican .
products. It 1g.an ougtacle to economic coopcration, thus para-
lyzing industrigli-ation,

Dismemberment of She Arican market ~ See Annex 1T, Fig, 7.

This is very evident on g1l the axes and lines. Take, for
instance, the Sudanese line, chere it ig most striking,
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In the case of an imported broduct lizted in Catesory 14
(cement), for instance, the rate for carriage alongz the line of
penetration from Port Sudan te Juba (2,500 km) is 11.76 US.$ per
ton. From there on, it must be zent oy read 2t & US cents/t.kn.
Over a total distance of 23000 km., the cost of transport is
41,76 US.$ per Lon, of vhich 30 US.3 per ton is in respect of the
last 500 km, (graph 1).

At the end of this ltinevary (Ug anda), if the intention is
o maxe and sell cement in the budan, the African product will be
heavily penalized. It ill have to vravel 500 km. by road at &
US cents/fF.kim.  thus adding 30 US.$/son to carrying costs at the
very outset. Then it will take the Sudancse line in the opposite
direction, paying the same rate as imported cement (graph 2).

The diagram shoss anu, for the sane outlay on transport,

I'J

<

the Africin product travels onls 050 km, while the imported product
can travel 2,650 km, or almost & +

~aes the distance. Half~way,
the Africsn product is tocrefore penalized at the rate of 28,32
US.& per ton. Althoush the 0if. cost of +the import is the same
1C

C
as the ex-factory price of the African product, the market for

o
Nt
<O
Ty
[
n
o
$4]
j
cf

the latler is only

Assuming now, that an improved Transport system and 1 tariff
policy allow of egual transport rates in both diresctions, then
the African product (glven equalltf ci Cif and ex-Tactory prices)
could compete with the import-d product up to half-say, or 1,500
km. (graph ). h oa Cu“*omy protection of 7.28 US.$ per ton,
the African product could be sold at 2,500 ka. from She place of
manufacture, but with the prassent syeten of transport it would
nesed a prot@thOW of 2u.o + 7.2, dlee., 35.8 US.$ per ton.

& change from the current rates to equal rates in both direc-—
tions would increase the salses radius from 350 to 1,500 km. For
a continent where consumption would be in rroportion to the



B/CN.14/A3/1IV/7
Page 43

sales radius (Same density of population, same tastes, same
income (brackets, etc.), this would nmultiply by 18 the size of
the market available to African enterprise,

The dismemberment of +the markst varies with tariffs, and
therefore with the category of goods transported (See idnnex II,.
Fig. 8). Categories for shich the tariffs are highest are only
lightly penzlized (1,500 km. sales radius for Category 1),
‘whereas for Category 17 the radius is only %00 km. For Catesory
10 (steel produced in Uganda), the sales radius would be approxi-
mately 500 kn.

By reducinz the natural sales radiuc the present systen
paralyzes indusc¢rialigation, for some types of industry which
cammeot exlst under the present system would become possible thanks
to sizeable economies in a bullt~up market.

Dismemberment T the market and economies of Scale — Annex II - Fig,9

It is presumcd in the 4o izram that an African producty the
productive operation of vhich is she'm in the ncrth-east quadrant,
is irn coxzpetition with an import costing 20 US.$ pef ton Cif.

The price of the import (Cif plus transport) is shown in the north-
aest quadrant, grapn IIT.

For a given localizafion of African enberprise it is possible
to determine consumption in the various trade centres (actual or
estimated consumpltion) and to dras a graph showing the size of the
market in relation to the sales radius (south-esst guadrant).

These graphs and hyosotheses regarding transport tariffs will
enable us teo determine the feasibility of starting up a new industry,
as follewss '

~- Starting out from D, 2,400 km. distant from the.site of the
propesed industry, the south-east quadrant gives a bearing on the
Size of the market: (DFG), i.e., 100,000 tons, which leads to a
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price of 54 US.% per ton (point L) ex-factory, 2,400 km. distant.
An improved transport system would lower the orice to 25 US.$/t.n

Repeating this opsération for the various sales areas, and
Joining all points obtained with the present transport systen
(point L), we come to graph I, showing the price at the market
limits with the existing transport system,

Repeating it again for an improved transport system (point K),
we have graph IT, which sives the market-limit price with +the
improved transport System.

iSsessing consumption, e obtain craphs I' and TI' based on
the present Ltransoort system and the iwmproved transport system,

The relative positions of graphs I, 1T, I', snd I1', and
gremh IIT indicate the possibilities of industrialization. Thege
relative sositions depend ~n the market, production operatinns,
transport Lariffs and the c.i.f. cost of the compebing impnrt.
Graphs I, 1TI. I% =2nd [' and II'; start to decrease sith distance
from the pr. posed centre of production (zconomies of scale are
greater than increased nswroyins costs), down to a minimum, and
then rise as optimum production approaches; economics of scale
weaken and increases due to Lransport costs become preponderant.

It is e=sy to interpret the digpran.

‘Graph I does not cut across s#aph 11Tt the industry cannot
be started, because in Ay case the African product is dearer than
the imported product. Industrialization cannct be contemplated

without the help of gvrong  customs protection.

Graph 1* docs not cut across sraph LIT either, Even by esti-~.
mating consumption. it is not poessible to forecast the date on
wiich industrialization could be contemplated wsithout recourse to

customs protection.
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Graph 11 intersects graph TII. If a bettcr htransport system
were evailable; the new industry could be considered at once. The
African product could naturally compete with the imported product
up‘ﬁé appfoXimdtély 2,200 kilometres, Graph IT confirms the possi-
bility of industrialization. | B

The diagram cannol be applied in cases where several lincs of
penetration lczad to the neizhbourhocd of a projscted centre of
production (for instance, Uganda hag the Sudanese, Kenys~Uganda,
Trans—Angola and Cengolese lines), because 1T presupposScs the

following conditiens:

1) that the c.i.f, price of the compeling product is iden-
tical in all sorts commanding the lines oi penctration;

2) that the lines of venstration and the axes of integration
linking them to the proposed production centre are the same
lengthy

%)  that the tariffs in force therc are the same.

These hypotheses, howsvery may casily e counteracted by malring
use of the isoline theory, with global production and transport
costs. It is best To retain the proevious dlagram, the presentatloil

being less intultive in thils cuse.

Mhe causes of the dismemberment of the Alricen market may bthen

be summed up as follows:

- on the axes of integration, high cost of transports road
transport on mediocre roads;

- An the lines of penctratiocn, low tariffs due to various
i%ﬁg“ééi%‘%hég“of zood navigable waterways;

- the usc of btechniiue: the raillway wnich, through an
cconomic factor of dense traffic, perults low average
cosvs;

- the appllcation of a tariii policy {discrimination
according Lo type of merchandise - reduction Tor
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distance) which permits a lowering of tariffs for the
mest useful products. '

How ¢an the African market be bullt up to facilitate economic
co-operation? There are many obstacles and vicious circlss to

be encountered.,

[%3

©
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. BUILDIWG UP HE AFRICAN MARKET:
ECONOMIC CO-OPERATTON:
OBSTACLES

To try to build up the ifirican market, some way must be
found to ontain the same tariffs on the axes of intasgration as

on the lines of penetration.

One Way would be to increase Lhe tariffs on the lines of
penetration to the same level as those obtaining on the axes of
integraﬁioa. From the political and social standpoints, hovever,
this is not practicable., Tt would be curing the disease by |
killing the patisnt. '

The sclution, therefore, would be to reduce tariffs on Ghe
xes of intezration, so that African oroducts to compete with

imported products on an egual Feoting.

A roaw solution is apparently not encugh. Considerable

improvement of the existing roads would mean, at best, =n averasze’

-

rate of 5 US cents/t.km., whereas ths btariff:  policy in force on
the linss o
as 0.5 US cents/t.km.

A wateryay solubilon scoms To be ruled out, because such
enormous investments would be required. At the present tine, it -
is not possible Ho conmsider seriocusly malking the Nile navigavle

from Juba to Lake Victoria, or digging canszls bet.oeen She likes and

over the mountaing ab a cost of hundreds of millions of dollars.

)

The only workasble hypothesis that remains is to inber-connecet

L/

the various railsay networks.=

T penctration permits, in some cases, a figure as low

1/ This hypochesis encounters cerbain technical diffisuldses due to .

The wvarious characteristics of the African networks: gauge of
tracks, coupling system, braking system, ebtc., As the ECA
Secretariat has undertsken a study of ways and means of over-—
coming such difficulties, they will not be considered in the
preseant Texit,
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But this is not a miracle solution. We have seen, indeed, how
high structural expenditure prevents the railwvay from offering
low=cost transport unless there is enough traffic, Otherwise,
the cost per ton per kilometre would be higher then that »f
road transport. 8o this sclubion is not suitable unless 2 cer—
tain mininum volume of traffic is assured - s8y, approximately
200,000 to 300,000 tons per annum.

It is perhaps possible to make this condition a little
more elastic., /n interconnecctiocn between networks consists of
extensions which are marginsal as compared with each individual
network. General expenses are not the same as for sn indepen- -
dent new line. Furthermore, the sanme compensation which comes
into play between existing lines could =zlso apply to the eXten~
slon, subject to slight changes in the tariffs as a whele, This
pussibility should therefore be studied in detail,

In any case, it is not witholt its limitatiuns, and harks
back to the fundamental cundition of a traffic minimur, Bvery-
one agrees that traﬁspurt Tacilities are the bottleneck for
African develupment., L/

1/ See interview with P, WMuussa, former Directur for Africa of
IBRD, Le Figaro, 19 Way 1064, .

Question : Which categorics of investment are most productive
an esirable ? '

Answer : Infrastructure, in some cascs 3 rvads, railways, purts,
canals, dams, puwer stations - these are the must degirable
investments. (fter her Liberation, it was c¢lear that the first
priority in devastated France was +to rebuild lines of communi-
cation. Similarly, they consbtitute the most serious buttleneck
in Africa, the one which must Le set rid of first. French aid
has long given very clear priocrity to infrastructure.

In the case of industry, ifrica is facing a serious diffi-
culty because of her extremcly restricted national markets.
Of 35 independent countries in frica, only tye - Nigeria and
Egypt - have norc than 20 million inhabitants, Twenty-six of
the 35 cquntries in question have less than 10 million , and
- 22 of"thém less thon five miliion . Eight independent African
covntries have even less than two miilion inhabitonts.
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but in point of fact ¢CONOILC justificavions zare lacking, because

of 2 series of vicious clrcles, contradiction and constraints.

1. Studiss on infustrialization and cconomic co-operatlion
Target-ycar in the documents submittoed

are on 2 long-term Dasis,
1975, even 1980 Cx the other” hand,

+o the Lusaka confevence was
the governments and those in ch.rge of day-to- day administration
are Faced with short-tera problems. Hence, 2 conflict 1n which
swect—and—sour words sre casily bandied: Jtopianisa and anllismy

broad views and down-to-gsrth considerations.
.

Kon-industiraliied agd.uomlaAULd uJ systons nanded dswn from
colonial times, States must first of all export raw materials zand
import equipment goods. iational development plans are based on
non-African, Torecign, trade, Most of The traffic that can be feiloe-
cast is concentratced en the lines of penetration, more. zspeclaliy

n the secters nearest to the ports, In making improvements, it 15
normal to give pricrity te these sectors - thus strengihening the

lines of penetration.

National planners and forign cxperts are inevitably drawn
touwards the sane attitude, Wearl - all the plans.advocate improving
Lhe supply network and lines of penebration, and overleok the
axes of 1ﬂte>r stion. The rezson fer this 1s simple nowadays Ttriiilc
iz nezlizible on all the:se 1xes, and there i3 no me:zns of " foretel-
ling /Mt it will become in the future., To apply even a 10 per
cent tread te traffic in the neighbourhood af 2,000 to 5,000 tons
per amnum does not lead te proposals fer any considerable chanzes.

The outlook for trade 1n agricultural products is not very
encwUTriging, because economics are ffecuently in competition and
tr2de in industrial preducts is unvredictable, s it depends on
an inter-State agreement on economic co-operation and the locavion
of undeitakings‘and markets, In the absence of such agreement,
plans to improve the axes of integration have ne foundation,
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The, quthorities rosponsible for national tra ansport uyotGMS,
faced with.the dally dif
financial equilibrivy, arc net anxious Lo overload their networks
vith lines Which might create further lisbilities bhrough Jlack of
traffic, Multi-lateral and billateral organizations decline to

€icnlt;es_of_operat1ng and of achieving

Tinanse infragbructurc which is not Jjustificd by traffic, becuusc
they are afraid of burdening the budget of the States with main-

tenance expenses, or of seeing equipment deteriorate through lack
of upkeep.

"

So far as transport is concerned, therefore, the economists
Ffind 1t:impossible to prepose any appreciable change - in. the pre-

sent system and o Justify it from an economic standpoint.

2 Indust T‘3,911 plannorb appOLnteQ to ofudy Lndus riaiization
and economic co- opmra+lon are obV1ously hampere by the pre ~detor-
mined f“amevork of the sub- rbglons and by the fact that tne prku,q%
bystem of transport is not adapted to 01rcumutances. The documonbb
~f the Lysaka conference are conv1n01ng in thls rgspect., '

Document B/CH. 14 /INR/85 (Chemical Industries) deals with
the transport system, nccepts the'eXisting framework but, resding
between the llnes, regards 1t as 111 adapted

LA

Document E/CH, 14 /TNR/89 (Eloctro—technlcal 1ndustrles)°goeo
“further. P ragraph 99 reads as follows s

"From the market pOLnt of view and considering: tranuport Al &
ficulties, it would be weli to treat the Sub-region in three GoC—
tions {sce map) :

(1) The North, covering Ethiopia, French Somaliland and
Somaliay which have better communicatiens with neilth-
bouring countries to the north Than with those to tL\
south, o

(1i) The Centre, comprising Kenya, Uganda, Tanzanis, Burundi

' and Rwhnda. These countries have considerable ties with
Congo (Lec,) tw the wesh.
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(11i) The South, comprising Malawi, Zambia and Rhodesla,., These
have ties with Mozambigque to the east and Angola to the
west.

Malagasy, Mauritius and Reunion could Jjoin either the cen~
tral or The scuthern sections, ™

Document E/CN/INR/87 (Metal Products Industries) gives Spécial
attention to projects for transport infrastructure (Chap. VII - |
paras. 36 & 37) which might change the picture (rail communications
between Zambia & Tanzsnia, link-line fran Sinoia to Kafue; navi—
gablility of the Zambeszi). Regardihg the projected metal products
industry at Torore, it makes a discreet appeal that the markets of
the Upper Congo & Equatorial Sudan be taken into consideration.

Yet none of these planners, taken individually, is able to
.-propose any change in the framework or in the system of presént—
day.transport. The quantities c¢f finished products tc be distributed
by each country are insufficient to Justify any appreciable chaﬂge.
The predeterminéd framework and the present transport system ine-
vitably tend te mask some of the possibilities, and perhaps lead
te an under estimation of the tre possibilities,

The result is therefore a viclous circle
- industrializgstion is impossible, because the market is not
big encugh. |
-~ to build up the market by improving the lines of communieation
18 not edynomically Jjustifiable because, through lack of in-
dustrializztion, there is no trading to be done,
5. Moreover, improvement the transport system is complicated
by conflicts of doctrines between the financial and the economic
soncepts.l/ This is cbvious in the case of tThe railways .

1/ See-éiggéhs :"The Raiiway must pay fnr itself", "The roads
bring wealth"™, "Transport is not an end in itself", etc..
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*We have scen that the railway costa i
~ =n initial laovestment on track and premises  and
—annual operaticrnal cxpoenges @ running expenses - strucius.

e¥panses - rencwils.,

According o bixe financizl concept, the railw QJ regardaed as
a private_enterprise mst bear tho anoertisement ¢f the initiasl

hag very marked effect on nean cost. In tho

®

loan.Such exponditure
cese of Aajﬂ R ﬂiguf@s 5 and O, these financisl Commitmeats,<WO“‘*
to 1.6 US cents km for a traffic of 200,000 tuns per snnum, wherc-

as the ﬁbt 2l amount for cother commitments 18 1.1 conts//takm. To
obtain a mean cost of 1a22 U3 cents/t.km. the traffic world have
ﬁb:raach 500,000 tons. per. annum, Lh@ financial conditiong of the

loan are of over riding ;hyOfﬁBﬁC%c

¢ the cconomic conceplb, Tthe initi»l invesbment 1g

ct .

Accordl q“
sebarated from annual operztional-oxpcnseso The invegtment (building
of 1nfro tructure) ;eads.to 1owburﬁnbnort cests ¢ 1,10 US-conts/t.knm.
fur a trafilc Tigure of'cOC;OOO tons por aanum, This low rate favours
econom1c growtbh and, una,:mor@,‘inzrcased national production. The
SOUﬂdﬂ@Do of fhe cpérqtiom ig thepn indged by the relationship between
the increasing s - L/

tional »roduction and the amount of the invesbhment ,=
If the projcct is net considered eoomomically‘souhdg financial L0
bleme are solved by vhctover means are Available grancs, long-torm
low—-interest loans; Iinancing Jrom the Statoe budget with maximum i+ -
aticn -of sommitments incurrsed by the rallway. N

. ‘ O S
Two conditions mUuu .z fulfilled in avplying this concept
- A traffic

however, is lower than in the case of ¢ the Flnmnclil concept

cininum Yo 2llow o low mean cost. This minimum,

because amortisement of the initial loan is -excluded. ~

1/ TFor further dﬂ#ﬂll s Investment +heory actualization;
C"UCnvuu T . - ’
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Tn the hypotheses considered in Annex II, figures 5 & 6, this
ninimum is approximately 200,000 tons per annum instead of 500,000
tons per annum, o obtain a mean cost of approximately 1.15 U5 cents
ok, '

- Keonomic scundness through cconomic growth made possible by
the low mean cost. This growth, by forward and backward linkage
effects and through the multiplier, gives added value to the GDP
which, in theory, is partly recoverable through fiscal channels and

thus facilitates loan repayments.

This economic concept was applied in studying the Trans-Cameroon
railway.

4, The econcmic concept tends to regard industrialization and
the bullding up of the market chrough improved lines of communication
28 an indivisible whole composed of factors whieh Jjustify one another.

The starting point is the presenv position in which the dis-—
membered market makes 1t impossible tu set up ilmportant industrics
because of the high tariffs charged on the axes of integration.

At the cost of a large investment, a rallway interconnection is
built between twe or more lines of penctraticn. If there is enough
traffic, the low mean cost on this interconnection will help %e¢ build

up the market.

This low mean cost, by bullding up the marked, will enavle Afri-
can undertakings A,B, and C to be 3t.rted on a sound financial basis -
which heretofore would have been impossible. Forward nd backward
linksge effccts plus wage distribubtlon and their multiplying effects
will give addcd value to the GDP (sce example given for Cameroon at
the beginning of the present text).

If these undertakings are financiaslly sound, that is to say, if
they reward capital outlay by making a profit, no further attention
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need be given to such outlzy, which laye no burden on the community.
Indeed the community profits by the value added So the GDP S0 come-
pensale for 1ts gacrilfics in m=aking the lsroc initial investment,
The conditions must tb 1 be condiirmed, as fullows s .
o The woluvms of traffic causcd by supplying raw matcerials to
factories 4,0,0C, ote.. and & stribubing their finished products

mist resch a cerdain minimum, to justify o low tariff and en~ble

the effective rebuilding of the market.

b} The oi2ed.valne fur thode factorics must be sufficient to

Justify the co 2l larable investment on the part of the community.

amounts may be estimated on the basis of the

figureaes siven 2w the start for shudies on he industrialiéatioq of
Cameroon, a5 7ollows _
- Copital Investnents Ton 10 Tactories - 14,000,000 US $
Annual Tormever . 8,900,000 M
~ Total incrssse in domosbic nroduct 10,000,000 v

>0

Let us ascius v o rollvey incer-connection for rebuilding

4 oooesy akcut 200.000:000 U3 3 and invelve annual finan-

: : - o Teren . ~
cial commitmeris of ZA4.000.000 US & (vt 7 per cent).

Ciutoroald cnale Llhe costab iishment of various
i

- : - - 1 - a l 4 .
fooay— s A, R B IV it - o
WEUESet ana motal froducto., fortilize

indusbrlos r3; ete..) involving
a volume of intoroouvional Granspors ansunting to 300;000 tons and
iue s 280:000,000 US $. The 300,000 tuns
would permit s low wonn cost of braosport. Moreover, it can be osbi~

mated that 5 pow cent of the added value ( or 14,000,000 US$) will

glving an addsd Total va

be coverable vhmwoush fiscal chaiels to amartize the construction

ro
L the inter-connection.
It is =lenr; therclfore, that from the economic standpoint indus-

trializoation., “ransport and cconomie croperation are inextricably



tinked, They are difforsnt astocets of one and the same objocbive,

ct
and casnot be solvod independontly of onc nnother. But these 1inks

make 1t poszible he Sugaest oo oapproach vhich would Sackle orch
problen in turn, sciving them one by onc. The sroab African Lakos

feglon secms appropriaste for such procedure,

HYPOTEELS OF WORK
FOR REBULILDING THE AFRICAN MARKET I
THE GREAT LAKRES REGION

I% has beon scen in conncetion vwith the lines of penchration
that six of then, vperating at very low tariffs, arrive closc o
the perpendicular of = straight line drawn from Juba to Albertvilic
{1,250 kn), I7 it is possible To intor-connect the six iincs and
to obtain the same L wiffs 28 on one lines of penetration, then She
market will be stro cngthened throughout thias and indgssr rialization
and economic cooperation w1ll aopear in 2 ddfferent light,

The method of work weuld consist in proviiin@ the various

0
industri«l cxperts with a rebullding hypothesis (polisical L1y accoepw-
seble to the States) that is to SaYy TN intbr—conhqulon with a
tariff to be confirmed p{st;riors, tascd on propesnls sut forwird
Ly the cxperts iT the bypothcsis i3 held to beo cconomically Jjusti-
fied,

Bypothesis of Layoub

I

The principlc is vhe int: cr=-connecticon of the lincs of peno-—
troation, Sever-l lsyouts mey be considercd, but the final chsice
can be deterpined only by ficld cbudies , cconomic studices, md
negotiation Lobtwucn GThe States. The Layout indicoted balow is qJL\FJ
AN eXample, and distances are Pproxigate (Sec Aunex II, Fi 1ge 1Y)
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Such o laoyout might comprisc @

JdJubn - Gulu Approx, A00 km
Gulu .= Kngsambia " 570 km
Eagzmbia - Bugenc i 280 km
Bugone - Kigali | i : 140 km
il - Bukavu i 220 I
Buliavu - Uvira i 130 kn
Jvira - Bujumbura " 20 kKm

Aoprox. 1,470 kn

2nd the following branch lincs s

Mungbere - Okillo “PRrOX. 280 kn
Bukavu - Kynpolo " 410 km
Pugene - Bukoba " 100 km
Bugene - Kaliua o ‘ 420 kn

Approx. 1,210 km

Some scetors lile Bugenc-Bukoba or Bugcene-Kaliun might not
perhaps be indispenaazble, It might be well to link up Kascne and
Stanleyville instead of Mungboere and Okollo. All-this would be

considered in detail in the studics.

The layout compriscs some 2,800 km of railway. The existing
African network consists of 80,000 km, built over a century 2t an
average rate of 800 km per snnum. A 2,200 km intcd-connccetion to be
bullt over half a dozen ycoars to promote ecconomlc ceooperation dogs

not tcherefore secem Too Utoplan.

Approximate costa

Scveral cxtensions now pliunned in Bist Africa are cstimated
=2t about 50, GO0 U“” ver kilometre, In West Afrlica, the Trans-—
Cameroon line will cost roughly 1,000 USH per kilometre. As some

[ w S - v 111 . Iy
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sectors of the inter-connection will have to be built in difficult
mountazincus country, the investment figure may be estimated at
from 200,000,000 te 300,000,000 US$, This sum docs not Scom cxXeccs—
sive whern compared with other investments.

Assistznce to the developing countries amounts to 8,000,000;OOO
US$ per annum. Over a period of § yearsy this work would nccount
for =beut 0,75 per cent of that amount.

The investment programme in the transport sector of 7 Latin-
American countries ( Argentina, Columbia, Chile, Bolivia, Peru,
Brazil and Venezuela), over an average 7-year period, is in excess
of 9,000,000,000 US § (sce Doc, E/CN.12/70%/ Add.2, Transport in
Latin America)

The cost of uwerk on the Aswan High Dam with the powor-station
and the¢ power tramsport network is in the region of 1,000,000,000
Us $.

The big African dams (Akosombo, Xainji and Kariba) together
with the work related thereto each represent investments in excess

The total amount for investments cetimates in Doce. L/CW,,14/INR/
102 for the Industrialization of East Africas (Lusaka Conference) from
now until 1975 - 1980 is more than 4,000,000,000 US $.

The steel and metal products industry planned for Tororo around
-1975 for an annual production of 460,000 tons (35,000,000 US $)
repreSents an investment of 114,000,000 US $, and would croste an.
added value of 23,000,000 US $ &/ * .(Sce Dod. #/CN.14/INR/102)

1/ The concept of added value in this document apparently does
not take account of forward and backward linkage cffects or
of the multiplier,
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THE GoUAT TAKES REGION

The Great Lakes Region can be considered merely by taking .
the Sudan and Congo-Lecpoldville into accpunt }n_stuﬁies o1
Bast Africa. The present population of the Sudan is around
13,000,000 and that of Congo-Leopoldville is 15,000,000 or
28,000,000 souls in &il, represcnbting some 40 per cent of the

population of continental'East Africa.

Covering about 1,200 ¥m, the proposed inter-connection
axls concerns 7 countries ( Sudan, Kenya, Uganda, Tanrzania, |
Ruanda, Burundi and Congo-Leopoldville ) hence the possibility
of creating an internat tional development axis to dlstrlbute
industries between several nearby countries.

All the extremities of the axis are far from the sea.
The cost of over-land transport is therefore a natural protection
against competition from imports. The inter-connection, by opening
Africs Lo horself, gives the shut-in countries a chance, as well

a8 the re_ions which are far frow the sca board.

The Great Lakes reglon appears suitsblc for industrial
activities. : important accessible market, dense populaticn and,
Therelfore cbundant man-power, plentiful naturdl resources, vast
revers.s of hyaraulic power, ctce.

P

_ The market could be cxtended as foliows;

- To the north-east Ethiopia, by improving communications with
Southern Sudan and Uganda, will naturally te called upon Lo form
Dart of tan narknt when the Ethloplaﬂ rallway nctwork is developed,
It Would then be shorter to scnd stoel from Tororo to Addis Ababa
via the intcerior than along the lines of renetration with maritime
transit, | _

~ To the South, the dovelopment of navigabtion on Lake Tanganyika
and improved communications betwoen Mpulungu and the rest of
Zambia would-lead %o .the inclusion of Zambis in the market.
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This leads to the concept of an industrial axis from nortl. o
south, in the heart of Africa, -centred on the Great Lakes and of

interest to ab least 9 countries.

Extending the markeét
A study might be undertaken, for instunce, on the limitations
of tHé market for- aﬁ"UBdCftaklﬂﬁ 1ocated av Tororo {near the Kenyu-

Uganda bordﬁr ).

On the absumptlon that ohe st sel and metal products industry
at Tororo could sell at Mombasa (1,089 km from Tororo) and at Dar-
" es-Salaam {at lesst 1,400 km from Tororo), This would mean that
in contending with 1mport@d products the stecl and metal products
1nau8ury would have an adVanuaue cqulvalunt to transport over
1,100 km or l 400 km (either thrdubh lower cozt or through custons

protbctlon)

With the . Snberconnection, Tororo would be roughly GY0 xm
“from Juba; 1,720 km-Trom Babanoussa {1,780 xm disb-nt from Port
Sudan) and 2,100 km from Khartoum (800kxm distant from Port Sudan) .
Assuming the ex factory cost ol the African product to bb the
gzme as the Cif cost of the_lmported product, an Airﬁcun prodlcb
nanufactured at Tororo could 20 béyond Babannugsa and be sold as far
away as Chéd in the Abechd region; With'é protection equivalent
to 1,400 km, it could competgjwitb the inporced product as far
Khartoumn, Which,meéﬁs that 1% Gould ca wplure practlcally nine
tenth of the Sudanese market. To the west a product mzaulact uvired

o
e

at Tororo could reach Kamina in Katanﬁa a2t the ond of approximately
2, 050 km whereas Kamina 15 2,140 kn distant fron Matadi on the Kasal
and 2 250 km fron Loblto. With a drowbucjon PQUqul“HT to only
400 or 500 ¥m, the Tororo Markst would extend to all the cast of
"Congo—Leopoldv1lle : ‘Kivu, Katange, and the castern Frovince.

. Conversely, a Sudanese umdeftaking could markot'its'products
throughout the whole of Uganda and even further away, and the sane
would apply to an und.rtaking located at Stanleyville,
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Cong aguences of extending the market

Studies on the steel and metal products industry at Torcro
were based on the following consumption estimates (in thousand cf

tons).
fﬁ%ﬁ?ﬁglénéo) o Projection§ (EQA 1980)
Pres-- 1970 1980 Direct Txigt- Propo- Total
cent consumps  ing sed
tion faqto— fac-
ries tories
Kenya 71 9% 165 98 38 160 296
Uganda 26 24 60 5% 11 29 103
Tanzanisa 45 56 100 89 20 194 Z03%
Rwanda- ‘
Burundi 1 2 3 1. . 1 5
Total ¢ 143 185 %28 241 . 70 - %94 705
BEthiopia 29 37 66 59 E 27 80
Somalia 5 6 11 6 2 - 8
Malowi 4 5 8 4 2 ’ 1 -7
Zambia S 70 125 100 22 120 onp
Rhodesia 168 220 395 200 9% © 168 461
Madagascar 34 44 79 5% 1% o2 88
Mauritius 20 26 46 33 o 1 41

Total ¢ 457 593 1,058 676 227 732 1,362

We therefore have a weak hypothesis (328,000 t. in 1980)
and a strong hypothesis (705,000 t. in 198C) for Uganda, Kenya,
Tanzania, Rwanda and Burundi. The adeption of the latter led to
the projection of a steel znd metal producﬁs industry at Tororo
around 1975 with a capacity of approkimately 450,000 tons.
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The statlstlcs for OongOHLeopoldv1lle steel 1mports“snow
the fOllOWing figures (netals snd metﬁllurglcul articles) :

1953 = 2l5,000 tons lq57 2 244,000 tons
1954 Ell,OQO tons’ 19)8_° 141,000 tons )
1955+ 7T 1959 : 117,000 tons '

1956 : 230,000 tons

The 1962 statistics for Sudsn are as follows 't
Cast~iron and 1ron—alloys 250,000 tons

Plates and sheets . 20,000 tons

Strips - 3,000 tons

~Rails- railway equlpment | 28,000 tons

Iron and steel wire l,OOO_ﬁoﬁs

Tubes &ndrplpes 7,000 tons

Total : 109,000 tons

‘ The Congo market shows very congiderable variation. Assum-—
ing that in normal Cchumstances it now amountes to 200,000 t/unnum
and that the Sudan market gmounts to lOO 000 t/wnnum, the total
for both is’ 300 000 t/annum, or twice the presept market of

Kenya, Uganda, Tanzanla, Rwanda and Burundl . If only half the
Congolese market and three-qguarters of the Sudanege market are
within range of the Torore factory, this will mean a further
175,000 t/annum,_@r more then the present: consumption cf Kenya,
Uganda, Tanzania, Rwanda and Burundi. L

In the case of the strong hypothebls, the 1nter—connectlon
would enable & blgger factory o be bull®y at Tororo or would
enable it to be bullt SCOner. In the case of the weﬂk hypothesis ,
assuming the same rate of growth of consumptlon in the Sudan and
Congo—Leopoldv1lle as in the other countries, it could at all events
be built around the year 1975 The 1nter-connectlon would tThus
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have a traffic of some 100,000 tons per annum northward and _
ollghtly more southward which would be a partlal Justlfloatlon. ¢

Another example : the Sudan 1moorted ﬂppf@leately 110,000
tons of sugar in 1962, of which 60,000 tons came from developed
countries. Uganda ig an exporter of sugar (5,000 tons in 1963)

It would perhaps be possible to develep this production in Uganda
for sale in the Sudan, which would lead to a not inconsiderable

traffic on the inter-connection.

Another example : the soil #hd climate of Bast-ifrica are
apperently unsuitable for growing Hevea. Advance planning in the
rubber industry forecasts a consumption of some 15,000 tons per
annum around 1975. The so0il and climate of Congo~Leapoldville arc
more suitable. In Kivu, in the Eastern Province, 13,900 hectares
were under Heveza cultivation in 1959, and produced 8,500 tons of
rubber. Perhaps rubber from Congo-Legopoldville might be used in
East Africa ? That would mean traffie on the inter-connection .

These few figures tend to show that re~traffie in the region
of from 2J0,000 to 500 000 %ons per annum nay be pessible in 10
demen .
Fears or 50, prov1de is reached on economic co-operatlon, align-

ment of plans and” locatlon of enterprlse.

Economic cooperation could then be concentrated on the con-
eept of building-up the market. As regards transport; studies should
moke a point of systematic research on the possible flux of
traffic. . _ : _
- imports from snd exports tTo the outside world for sec~

tors of the inter-comneetion to be used as lines of pe-
:netratlon, as in the case of Rwanda.

- development of agricultural agt1v1tles‘withih the frame-
work of the built-up morket, in order to- bring possible
complementary factors into play.

- research on new industrial activities made pogsible by
the extended built-up market.
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This leads to consideration of the practical method of
orgonizing and conducting an overall study of this nature. The
organization of the Mekong Committee in South-East A51am1ght well
be a source of inspiration.

The Mekong Committee

The Mekong is a maaor international river in south-east
Asia which is being cooper.tlvely developed by four States :
Cambodia, Iwosm, Thailand, and the Republic of Viet-N=

: Dewer
The aim is to develop the hydraulic resources of the/ Mekohg

basin, both on the main river =nd on its tributaries, for the pro-

duction of hydro-electric power, and ror purposes of 1rr1gatlon

'water-control drainage, improved navigation; development of the

watersheds, water supply, and other related fields, for the bene-

fit of all peoples of the Bagin regardlese of nationality or

" politics. Roughly speaking, the work is divided up as follows t

- a) Planning; pre-investments including connection of basic
data, general development programme for the basin, plan-
ning of various improvements on the main river and its
tributaries, planning of improved navigational facili-
ties and related projects 3 |

b) Construction ;

¢c) Fincncing

d) Menagement ;

(8ee 1964 report of +the Committec for Gto—ordination of Stu-

dies on the Lower Mekong Basin B/CN.11/679)

This precject, which covers a very wide field (et artogrophy,
hydrology, dam projects, transport studies, pilot farms, nining
prospection, studiss on the power market, studies on industries,
legal , administrative and customs probliems, professional training,
agricultural planning as & whole, food, ete..) it supervised by
a Committee of the four States, The stotutes snd rules of proce-
dure of the Committee are anncxed to tho Present docunment.
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The Committec appointed an Advisory Board of Experts of
world-wide renown. In 1964, there were six of these experts.

The big Unlt :d Netions family cooperates with the Cmﬂmlttee o
the secretariat of the Economic Committee for Agia and the Far-
Bast , the Special Fund, the BExtended of Technical Asgsistance
Programme, the Internationnl Labour Orgoanisation, the Food and
Agriculbture Organisation, UNESCC, WHO, WMO, IRELA, the world Bank
and the World Food Programme. | '

. The following countries likewise agssist the Oonmlttoe
Australia; Canada, United States, Indla, Japan, New Zeoland , Pakis-
tan, and the Unltedmklﬂgdon through The Colonbo Plang Belgium; |
China, Denmark; Finland, Frwhce, Iran, Israel; Italy, Norway, Ne-
therlands; Philippines, Federal Eepubllc of Germany and Sweden

- Three foundations nlsc assisting the Commlttee are the Asia
Foundation, the Ford Foundation =nd Regources for the Fubure Inc.

In addition to all These, four private companies have made
direct offers of assistance whieh the Committee hos accepted. They
are : Gestetner Eastern Ltd.,Price Waterhouse Co., Brell 0il Co.,
and Sycip, Gorres, Velaya and CCuy

Each of the programres for the development of the Mekong
basin (B/CN.11/679 page 120 of French text) operates within the
framework of a plan of operatlon, project ﬂgreemeht, Or exchange
of letters signed by |

— &4 representative of cooperation programne and,
- the Committee, a representotive of the Committee, or
' a country which is a member of the Committee, each
of these programmnsbelng part and parcel of the Mekong
project as & whole. Within the framework of each of
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of
work,

these programnmes, and after drowing up the plan of

supervision devolves to 2 large exbtent upon the
country or cooperating body which submitted the pro S )

in questicn. Each of these countries or cooperating

beodies reports

To the Committee on

progress of work

or on problems srising,

assistance and

adN

d from time to time reguésts

advice from the Committee and itgs

secretariat, but remains largely responaible, toge-

Ther with the oontcrp art perscunel collaborating with

it, for

proved by the Committes.

On.il January 1965,

the Mekong project were as follows :

achieving the predetermined objectives ap~

total “mounts puld in or pledged to

1) Studies, pre~investments and plang

rbm certain states 11,396,000

~ Bilateral contribution T
UsS L8, |
— United Naotions family
BECLFE 485,000
TAR -
BTAO 363,000
1O 12,000
FAO 134,000
UNESCO 17,000
WHO 5,000
WP 45,000
IAEA | 55,000
Special Fund 6,51%,000
Food Progromme 126,000
Total 7,756,000 7,756,000 US £
- Counterpart from States
to committee P7991,000 US. A
Tetal = 27 142,000 Us A
2) Investments for construction ;40,623,000 US %
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hccording to the method follewed by tho Mekong Comzitbec . whe
States in questlon can themgelves organize and supervise thelr ng-
siztance.  Assistance from the Statos coues within the general
fromework, and thus the donors are assured that their contributicon

»

forms port of o coordinated whoele-

The Great Lekes Reglon

Th@ifollowing procedure might be used. to. study the method of
building up Tthe market by means of a_r&ilwgy,int@rfconnection in
the;Great Lakes:region; coupled with industrializetion and cconoriic
cooperation;

1) The ECA secretariat might be asked to test the hypothesis
roughly, that is to say, to determine 1T the minimum-traffic
sondition (200,000 to 300,000 t/mmin) is within the realm of
possibilities or if 1t is Utoplen. ) |
The sccrebariat might also he asked to_sbudy. the various impli-

cations and consequéences of the sroject (duration: o Tew months) .

'2) T¢ the resulbts are favoursble, = ¢ onfererce of the States con-
cerned could be convencd, andlthe_filas submitted to it. In the
gvent of agrecnent, tie Spcci&l Fund could be asked to undertake
a study for the purpose of:

o) providing exact data: brief outlinc of layouﬁ, congtruction
costs, possirle Horiff, possible trade, etc. )

1) debtermining the nethods o be used, as studies should be co-
ordinated =nd would doubtless call for techniques such as
operational research, ete.

o) defining the laver sbtoge of rosearch: duration, cost, noture,
ete.

%) The Stotes might nmeet again to moke final arraﬂgéments for ap-
pointing o Committee to supervise operations. |

P.S.: The decision to draw up this report was token on Friday
17 December 1965. It mrd to be drafted in great haste, to allow
for translation, printing of graphs ebte., in tine for submission to
the Cairo Symposiunm. The manuscript woas finished on 2 January 1906.
" As it could not be checked in detall or discussed, compared
or adjusted, the author apologizes for sny obgeure polnts or errors
it ey contain.
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Committee for the co-ordination of studies

on the lower Wekong Rasin

Statutes (E/CN.11/475)

Adopted by the Preparatory Committee of the four Governments
at its meeting of 17 Sephember 1957, amended on 31 October 1957
at the first SGSSIOH, and anproved b the participating govern-—
ments. - e

Section T - Establishment of bthe Committoe -

The Committee for the co-ordination of studies on the lower
Mekong Basin hereinafter called "the Committee™ is herebypesta-
blished by the Governments of Cambodia, I)éos9 Thailand and the
Republic of Vet -Nam (hereinafter called "the participating Govern-
ments'), further to-the 'eClolOH cagen at its third session by
the United Nations Fconomic CO“WloSlOﬁ Tor Asia and the Far East
(hereinafter called "the Commission™), By this decision, recorded
in paragraph 277 of the annusl report of the Commission for +the
period 15 February 1956 to 28 March 1957, the Commission endorsed
the wish expressed by the participating Governments that studies
devoted by the Secretarist to the development of the lower Mekong
basin, that lS Yo say, that portion of the hydregraphic basin of
the lekong SLbthGd on the terrltorj of the participating Govern-—
ments, should be carried oub in conjunction with the sforesaid
Governments., The participating Governments hereby establish a
Committee whose terms of reference are set forth in the present
Statutes.

~ . Section IT -~ Organization

Article 1

1, The Committee shall consist of four members.

- 2 Fach of the participating GovernmentsAshall appoint one
full plenipotentiary member, together with such deputies,
experts and advisers it may wish to appoint.
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Article 2 &+ 77 e

The Committee shall be presided over by each of 1ts membors
in succession according to alphabetic-l order of mcmber countrics,
Each -member shall asssume the duties of Chairman for a period of
one. year,

Sectlon III : Cooperabion with the Sccretariat
of the Commission

_ In conformity with the decision taken by the Commission at

its third scssion, the secretariat of the Commission shall cooperate
with the Committec in the performance of "dutics devolving upon the
Committec. '

Section IV 3 Terms of Refercnce
Artigle_4 :

The committec shall encourage, co-ordinate, direct and supcrvise
planning and studies in respect of operations for develiping hy-
draulic resources in the lower lickong basin. For this purpese it
shall s ‘
(a)prepare and submit to the participating Governments plans
for coordinating rosearch, studies and field operations,

(v) on behalf of the participating Goveraments, rcquest special
finencial and technical assistancey and receive and adminis-—
ter autonomously any financlal and techniesl assistance
which may be forthcoming within the framework of the United
Nations Technical -Assistance Programme, er from the specia-—
lized agencies or friendly Governments.;

1/ It is understood that the provisions of this sub-paragraph
shall enter into force as soon 2s each of the four participa-
ting Governments shall have individually notified the Chair=~
man of the Technical Assistance Beard that it has expresscly
authorised the Committee®to recquest technical assistince on
its behalf for developing the lower basin of the Mekong.



(¢) submit or recommend to the participating Governmente
any proposals concerning the utilisation of the main
course of vhe river for the development of hydraulic
IreSOUrCES,

+

Section V: Sesgsions

Article. 5y

1) ' Subjéct to the provisiocns of the present Statutes, the
Commi ttee shall adept 1its Rules of Procedure.

2) Meetings of the Committee shall take place with the partici-
pation of all member countries, |

%) Decisions of the Committee shall be taken unanimously.

4% AL each meeting, the Executive Secretary of the Commissiocn
or his representative chall submit oral or writlten statement.

on matters under congsideration.

Section VI: General Provisions

The Comﬁittee shall submit reoso.vs to the participating
Governments as well as asnnual reporte to the Commission. On ite
recommendation, such reports, or summaries thereof, may be commu-
nicated to other governmehts or international organizations,

Article 7:

The Committee may invite repre.entatives of governments or
cpeclalized agencles to attend meetings in the capacity of observerc.

Article 8: ' )

L. 1t is understood that, although the Governments shall tale

sction through the Committee on all technical metters comin,:
within the terms of references of the Committe, the provision:
of the present Statutes shall not affect, replace er in any
way medify agreements in respect of the Mekong , which are

at present in force or which may later be concluded between

the Governments concerned,
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2. Amendments to the present Statubte may be proposed by aay
of the participating States. They shall be studied by The
Committee and shall Gake effect as soon as they have been

-,

approved by all the participsing Governments. )

Rules of Procedure (E/CN.11/475)

Adopted at its first session%/ by the Committee for ;he
Cowordinafion of studies on the lower basin of the Mekong% .

Section I ~ Sessions

Rule 1

"The Committee shall meet regularly-three times a year in
ordinary session. -

In addition, the Committee may be convened in special. seugsion
8¢ any time at the regquest of one or more of its members, or at the
request of the Executive Secretary of the Cammission.

Rule 2@

At least four weeks before the beginning of a session, the
frecubive Secretary of the Commission shall send out notification
of the date of the session, wogether with t.e provisicnal asgends
And the relevsnt basic documents.

Hule 3y
Unless the Committee decides ctherwise, all meetings shall

be in private.

Section IT -~ Co-operation with the Secretariat of the Commigsaiir.

Rule 4
The, Conmiitee may ask the Executive secretary of the Commiscion
to meke the necessary arrangements with a wiew to consultation, anc

Y,

Based on a draft drawn up at-the neeting of the Preparator:
Committee of the Four Governments held on .17 September 1957,
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and in particular to prepare documents, organize meetings and

draft nminuves.

Section III -~ General provisions

Rule 5:

In resgpect of any eventuslity for which no provislon is
made in the present Rules of Procedure, the sppropriate provisions
of the Ruleg of Procedure of the Economic Commission for Asia and
the Far Fast shall apply, in so far as they may be deemed suitable
for the purposes of the Committee.





