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I.'szTROﬁUCTION

1, The idea of a multinational coastal shipping line in Fagtern Africa has
been under sporadlc ‘dimcussion among the countries of the region for thse past
ten yéars, The current conaideratlon derives from the meeting held in Swegzi-
land in Aprll 1976 of ‘the Council of ¥inisters of the countries'o’ the ILusaka-
based ECA Multinational Programmlng ‘and Opérational Centre. The Council
observed the serious constralnt to- 1ntra-Afrlcan trade posed by inadequate
transport infrastructure; and’ ‘noted. the posaihle role of coastal shipping.

The Council then directed the LCA=MLC ‘ddéretariat to take note of previous
and current proposals in the countries of the region and to examine the

.technical and econonic fea51b111ty of a multlnatlonal reg1onal shipping line.

2. The presént report is the result 6f a one-man 51x—weekfmlssion in
Eastern Africa early in 1977. The mission sought to evaluate the attitude
of the different countries 1o the proposal, to observe the existing status
of coastal Bhlpplng and proposals for their expansion”ahd %o identify the
varioQs agencies in the countries both prlvate ‘and - publlc that may be

‘relevant to the 1mplementat10n of the proposal

Ty
“

3. The report is divided into four main parts. The first part conkiders
the need for coastal shippifig ’in Bastern Africa. This is a fiAdamental
issue which should be examined carefully as a pre-condition to exploring
waye of achieving the objective., The second part anilyses the’ present
status of coastal shipping enterprises in the region and current preoposals

;fonﬁthﬂ;r;expan31on.. It .is noteworthy that considerable. extra-national._

coaptal shipping operations exist, and there are proposals currently . bglng

. «-congidered. for_ joint .multinational shipping.operaticn_ by some countries in._
. 4héregion, . The..third .part outlin:s the reguiremen.s for the eatablzshment

of a multinational shipping line and the strategies for the implementation-
of the project. The report is concluded by a number of recommendatichs. '™

s
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II. THE ¥EED FOR COASTAL SHIPPING IV PASTSRN AFRICA ..

A, THE RELIVANCE OF COASTAL SHIFPING

' 4. The appeal of coastal shipping, like all maritime transport, is its

relatively low unit cost compared to other means of transport: asauming,
of courss, efficient oﬁaratinnal structure and management, kora@yer,afhii:.

coastal shipping service cain'be introduced more readily than othér alterna-—
“tive means of transport, especially rail or road. The capital requirement

and the volume of traffic that are needéd to gusitain the least viable
economic unit of operation are gmaller compared to the requlrement for the
comytruction=—sf a pe¥manent highway or—railway.

D In general, coastal shipping tends to be important in areas or circum=
stances in which more permanent surface transport cannbt be provided. A4s
technology improves,.and the economy expands; _the relative significance. of .
coagtal transport tends to reduce, as road transport, railways and air

- transport assume greater importance. In supgh a 31tuat10n, coastal transport
loontlnues to servlce bulk commodltles gnd locatlons clpse to the coastline.



6. It may be necessary to define, at the omset, the operational meaning

of the term coastal shipping. Coastal shipping or domestic shipping is
-commonly distinguished from foreign or deep-sea shipping. In this context, »
u_coastal shipp*ng refers to shipping services within'a national terrltory _
-as_opposed to those serVLGes to other qountrles. National- coastal shlpplng‘
may also be dlfferentlated ‘Prom regienal or, multlnatlonal coaata] shlpplng.
The latter refers 0 maritime. linkages between adjacent Statés., When the
range of reglonal shlpplng ‘bécomes extended, in the Bagt African subregion
say to the Red Sea and the Persian Gulf, the term cabotage shipping is
commonly appllad The concern of this report is thus essentlally with
regional coastal shipping in Eastern Africa.

1. The geographical sltuatlon of Bastern aAfrica approximates to the ideal
circumstances in which coastal shipping has an intrinsic relevance. _/ In
the first place, there are a number of off-shore islands. Water transport
is. the only feasible surface means of transport in archipelagoes and island
situations; and in Bastern Africa, shipping is crucial for linking islands’
like Zanzibar, Pemba, Comoros, Réunion, Mauritius, Seychelles and Vadagascar
with themselves and the mainland. Secondly, coastal shipping hae an immediate
place in countries with long, and sometimes rugged, coastlines and where
coastal overland transport is difficult, 2/ In Bastern Africa, sailing
distance between Mogadiscio and Vaputoc is as much as 2,000 nautical miles
(3,700.km), and in the cabotage range, Suez is 2,952 nautlcal miles (5,460
km) from Mombasa (table 1).. . . ,

Table 1: East African cabot

distances from Mpmﬁasa in nautical

miles
forts . Digtance Ports ‘ . Distance
‘East Africa ¢ % - Red Sea SR
Maputo : i 1,501 . Sues. ’ T 2,952
Beira 1,149 Agaba 2,842
Mtwars 370 Port Budan 2,253
Dar es Salaam 180 Jeddah - 2,296
Zanzibar 139 Massawa ' 1,995
Tanga 78 Djibouti - : 1,740
Mogadiscio 500 Hodeidah 1,700
S - Aden : - ' 1,615
Indian Ocesn o .Perstan Qulf . =~ o
. Seychelles . .. 969 . ~ Bahrein . . 2,643
Mauritioe o 1,445 Abadan .. . .. . 2,848
Réunion . C 1,410 Basrah L o . 2,879
NMajuga . .. .8B0T ‘ . o

_ _j Unitsd Natlons Department of. Economlc and Social Affalrs, Coagtal
hipping, feeder and ferry services, New York, 1970, p.5.
2/ 1In Torway, for example, coastal shipping accounts for 35 per cént of
total national ton-#iles -in thé transpert sector: B, Foss, "A cost model for
ooastal shipping", Journal of Transport Economids and Policy, May I969,‘pp.195—196.




8. The presant standard of surface transport in Bastern Africa makes
lateral coastal shipping the more relevant in {the area. The three big o
railway systems in the region are not integrated In the gouthern part, . .
the .railways of Malawi, Swaziland and' Zambia are part of the large South
African.and Rhodesian interconnected network which includes Zaire .and.
Angola .and has a gauge of 1 4067 mm, In the north, the railways of Sudan .
bave, the same gauge of .1 067 wm, but in between is the large network.of..
Tanania, Kenya and. Ugania with a gauge of 1,000 mm, In addition to theaa
three, systems, the FPranco-Ethiopian railway is of the 1,000 mm gauge, and
there ig a second geparate Ethicopian line with a gauge uf 950 om,. l/

9. More integrated lqng-dzstance transport ig likely to be achleved
through -the trans-African highway projeots. 4 trans-East African route is
proaected from Cairo to Gaborone; 53 per dent of its total length .of 9,027 km
is bitumen surfaced.‘g/ ¥When this route is available, it will afford an
important mpans of inter—country transport in the region. Road transporty .
however, has disadvantages compared 1o shlpplng’ over long distanoes, More-
over, beoause of the interior alignment of the route, more peripheral roads
or ahipping may be more appropriate to_llnk_coastal locations, - X

10. The more serious threat to the long~term relevance of coastal shipping
is the improvement of coastal lateral roads. It is proposed, for example, to
bridge the Rufigi river in Tanzania and provide a permanent and direct roagd
link between Dar es Salaam and Mtwara. The high cost of such an infrastruc-
ture was the justification for the introduction of a coastal shipping service.
It has alBo been decided to build a Unity PBridge over the Ruvuma, the river
that borders Tanzaaia and Mozambique, and.thereby provide a permanent surface
link beiween the two. countries. Such road improvements could influence the
viab}lity of. local coastal shipping, they are unlikely to drastically reduce
g sustained need for long-distance regional and cabotage shipping. These -
road proaeots, agaln, may not be available in the 1mmed1ata future -in light
of thalr high oosts of construction, : : :

11., The profitabillty and relevance of coes¢31 shipping has two tims dimen—
sions, The first period is when surface transport is underdeveloped and it
cannot’ offer a serious alternative. to shipping for long-distanoce interregional
movement. . The second phase is when. the provision of surface routes results in
competition with Hater transport. In the first time horizon, when shipping
has a pOBlthn close to monopoly, it plays an important role of stimulating
intra-regional trade. It is posslble to amortize well-planned investment in
shipping even in this period. When long-distance surface transport becomes
available, the overall role of coastal shipping could shrink but it may con-
tinue to be important if intra-regional trade builds up and there is linked
development in the countries, loreover, shipping has demonstrated a relative
advantage for heavy bulk raw materials, especially the inputs for coastal
industries.

1/ Railways in Africas Statistical survey, document E/CN,14/TRANS/103,
29 January 1974, p. 13. '

2/ Report ¢n the current status of Trans—African Highway Network,document
E/CN. 14/632 14 December 1976, p.4.




12. Under competition, the ralative significance of ceastal shipping

will depend on the type of traffia available. and the proximity to the ~ °
coast of the origina and destinations of movement. It has to be supple- . 1
mented by some overland movement between the inland orlglns/destlnationa T
and the loading and discharging ports. The total cost of moving a cobmo- -
dity from one inland location to another through coastal shipping has

three components: the costs of overland transport from inland origin to
port 'of loading; the shipping link-: between ports of embarkation and dis-
embarkationy and the surface transport from the port of discharge to the
ultimate inland destination. The sum of these three componedtmmust be less:
than the one~component cost of direct surface movement to make coastal
shipping attractive. Coastal shipping becomes the more competitive, the
negrer the coast the origins and destinations of movement are” suoh that
eost of supplament1ng overland mOVBment is. reduced.

13, A factor in the lpngwterm relevance of shipplng in the region ia the
continued importance.of: the coastal area, which has been the focus of BERN
colonial development.- Although there are attempts to shift the axis of
growth in many countries from the coast to the interior, the seaboard
retaing an advantage for mome types of industries which can contlnue to
generate sustained traffzc Ffor shlpping_

B, THE DEMAND FOR COASTAL SHIPPING

4. The profitability and scale of operation of a shlpping servicé will
depend on the characteristics of the-demand for transport;: eapdoially the
volume, types, seasonality and balance in flows, UWo penetrating wtudy has
been carried out of the existing or poitential.coastal commodity movements:
in Bastern Africa., The brief visits to the.countries for the: preparation

of this report was not intended %o achieve such az demand analysis which
needs more time and team work:; .Visits were not made to the islands and it
was not possihle to learn s+ first hand the condition of their traffic. No
attempt is made here to forecast future itraffic, which could e an elaborate
exercise if the resulits are to bs worth while. Such traffic projsction will
draw on the details of the prepsent patiern of movement, the intra-regional -
traffic components uf prospective development in the couniries and on move~:
ment. that may be induced by the provision of a low-oost regular transport -
service.. The intention of this section.is it put forward the‘évaiidbléﬂlﬁﬁﬁ
limited information on traffic as a prelude.to the needed market research
and forecasting that must be one of the ma;or phases of .the" implementation -
of the project. N . -

37

15, Three typea of traff1c ean move in coastal Shlpplng.

(a; Passengers;
{b) Transshipments; -
(o) Domestic trade between the countries.



(a) Passengors ol _ A - e

16, Paasenger traffis in the regicn may consist of "two types: tourlat
traffic and local traffic. -Tourism is important ir some of the countries
of the region, and the provision of cruising ships may be a line of expan—
sion of tourist amctivity. There could be substantial local passen-er .
traffic between the islands and the mainland, as well as along thes ooast,

Table 2: Paspenger movement between Tanzanian portis

1974 1975
Port I ouT___ I QU7
Dar es Salaam 7,823 8,049 13,258 15,373
Mafia 2,347 2,869 2,340 2,336
Kilwa 1,589 1,137 1,650 1,535
Lindi 1,672 1,613 3,235 3,827
Mtwara 4,538 4,301 . 9,836 7,248
Total 17,968 30,913

Source: TCSL, Dar es Szlaam.

17. Table 2 shows the passenger traf’ic of the Tanzania Cozstal Shipping
Iine which carried 15,600 pecple in 1973, 17,968 in 1974 and 30,913 in 1975.
The role of shipping is subject to greater competition from the other modes
in the passenger sector than for commodities. The expansion of reglonal
shipping should place emwphasis on the cargo trafflc sector.

(b) TPr neshipments

18, Transghipments are part of the cargoes of deep-sea trade routed through
an intermediate port from or to the final destination. There is tranas-
shipment when cargo is'small, or the port has poor facilities.or it is congested.
Traffic .of tle off-shore islands are reloaded commonly at mainland ports in
‘East Africa. Part of Somalian trade throvgh ¥ogadiscio ueed to te trans—
shipped at Mombasa. Mogadiscio is a lighterage port, and access to it is
difficult in the monsoon season; but an impressive project, to be completed
late in 1977, will create a harbour for ocean-going ships Such port itiprove-
ment could oause a decrease in transshipment in the negion. On the other
band, the h@bption of unitized shipping technology is likely to concentrate
deep-sea traffic in a few equipped ports and generate feeder services,

19, The two main centres- of transshipment in the region are Mombasa and
Dar os Salaam, Table } gives the tonnages of transshlpments at these ports.:



Table 3: Transshipments at NMombasa and Dar es Salaam (in '000 metric tons)

Tears __ Mombaga Dar es Salaam

1960 " 28, 5[‘i | 13

1961 22.4 15

1963 36 7 11

1964 o 38.1 18

1965 42,8 17

1966 | 303 13

1967 25.7 17

1968 39 T |
1969 : 29.6 17 :
1970 | 35.3 7

1971 A 278 :

972 30.4 2. L A
1973 5.0 2 o
1914 n.a. o4 L
1975 N 21,5 3

Source: EAHC Annual Reports and Accoints.

Three important features of this table are the mbre_prominent role of
Mombasa as a traneshipment centre, the decline of transshipped traffic at
both ports, and the rather pronounced fall in traffic at Dar es Salesam.

20. VYMombasa's gre:ter role in tranashipments is due to ite overall status
as the largest of the ports of the Bast African Harbours Corporation, in
terms of both facilities and traffic.” It is also the best served in
respect of variety and frequency of shipping connexions. Both ports have
actively discouraged tranashipments 'in the last few years as a result of
congeation; and preference had to be given to domestic and transit traffic
to land-locked States,

21, Dar em Saiaamiwas under greater pressure ag a result of the rapid
growth in Zamhian traneit traffic, and the port had to impose a limit of .
20 tons of transshipment per- ship call. Facilities in the two ports have.-
been expanded recently, and it can be hoped that’ the ports can again
encourage transshipments.

Table 4: Trangshipments at Tanga and Ntwara in metric tons -

Years- Tanga Mtwara
1969 440 1,136
2970 3,204 8
1971 4,142 9,508
1972 2,552 1,186
1973 1,096 22
1974 196 1,963

Source: FEAHC Annual Reports and iAccounts, 1969-1974.



Table 4 gives the available data on transshipments at Tanzania's.two main
ports other than Dar es Salaam-and demonstrates their relative 1n91gn1fi~
cance compared to the .two. maJor texrminal ports. I

22, The flgures in tablel 3 and 4 are not det&iled enough for plannlng.
Purther to the monthly disaggregation of total traffic, as is provided im
table 5 for Mombesa's transshipped traffic in 1967 and 1975, further
information ieg required on the commodities maklng up these totals and on’
the grlglns and destinations of the flows.

Egb}eA5:” Tragsshipments at Wembasa: Monthly tounages

0

)

Montha ‘ 1967 1975
January 1,749 1,075
- PebRusry 3,190 3,915
Marsh = o 1,216 1,312
april - - = L 2,099 1 11,287
May : 2,378 942
June _ ‘ 1,389 7,750
July B C 2,871 820
August S S 3,144 1,921
September - ‘ _ 1,713 - 539
October = - : Y 71,902 1,185
November - - ) ' ,466 o 364
' December - ' 1,548 367
Total 25,665 21,497

Source: Port of Mombasa Blue Book.

" (o) Regional traffic

23. - Domestic coastal traffic is derived from the intra-regional trade
between the countries and consists of agriculture, mineral and industrial
products. The volume of domestic traffic is determined by the extent of
complementarity of the economies and how far inter~State exchanges are
facilitateﬁ..

24, Some idea of potentlal coastal shipping can be gained from a study of
inter—-State trade, This approach can only indloate what could move by
coastal ‘shipping, ‘and not what really moves. Moreaver, it is not all of
intra-regional ‘trade that need be taken into aoccount in the search for
potential coastal traffic. Coastal shipping is not relevant to movement
between East African land-locked States and their immediate neighbours, for
example, between Zambia and Tanzania, Malawi and Tanzania, Malawi and
Tanzania, Malawi and Mozambique, Zambia and Mozambique and Uganda and Kenya.
There could bée coastal movemente, however, between land-locked States and
distant coastal or inland countries depending on their situation., Some
Zambian traffic, for example, could move coastwize to Kenya, Somalia or

~ -
[ e ,_‘_... e e -

Ty -



Ethiopia. Trade between adjacent maritime ocountries with large land .
border will tend to be conducted more by land but coastal traffic may be
significant for such countries when their coastlines are long or when
lateral surface transport is not well developed. Coastal traffic can
thus be expected between Kenya and Tanzania, Kenya and Somalia, Kenya
and mthlopla, Kenya and Sudan, and Tanzania. and, Mozamblque. .

25. The follow1ng fifteen pairs ofrcountrlesrare relevant to an-analysis
of the likely traffic that can move by coastal shipping north to south in
Eastern Africs in the Djibouti-Maputo range: Ethiopia—Kenya, Ethiopia~
Zambia, Ethiopia~Malawi, Ethiopia-Tanzania, Ethlopla-Nozamblque, Semalia-
Kenya, Somalia-Zambia, Somalia-Malawi, Somalia~Tanzania, Somalla-Nozamblque,
Kenya-Zambia, Kenya~Malawi, Kenya—Tanzanla, Kenya-NMozambique, Tanzania= =~
Yozambique, Guite obviously it is not all of the movement between thege,“
countries that can be attracted to a shipping service. Several parameters
of the cargoes must be known to evaluate the likelihood of movement by sea:
espeoially its value to-weight ratio, and the location of the origins' and
destinations in relation to the coast or to alternative surface transport,

26, ¥enya, at present, generates most of the intra-regional trade in the
region. MNozambique would be another foous of regional trade and coastal
traffic as the economy is rebuilt. Tanzania and Somalia can also partlcl—
pate profitably in regional trade. What is needed is a greater commltment
on the part of all countries tc substiitute local sources of supply, as much
as possible, for their external 1mports, and dismantle existing impedimentsa
to regional trade. i/ N
27. Tanzania and Mozamblque are taklné steps to stlmulate trade between
each other, Tanzania has signed Tor 60,000 tons ¢’ cement per year for the
next five years and lozambique could uake iarge quantities of meat and’ of
gypsum from Tanzania if the latter is orushed to make it easily loadable;
50,000 to 80,000 tons of coal were shipped from Mapato to Mombasa for the
cement industry in Kenya. Somali imports from Kenya in 1974 were 22,756
tons, valued at 43 million Somali shillings and exports were 1,113 tons
worth 3 million Somali shlllings._gf According to an official source, B
Nozambique exported 1, OOO tons of sugar to Somalia in 1976 ‘

28, An 1mportant traffic in cabotage and regioral shipping 1é'bu1kibétroleum.
Crude 0il is moved from the Middle East to feed the refineries of the regzon
and refined products are disiributed to small ports in parcel tankers, ' ‘There:
are refineries at present at Maputo, Dar es Salaam, Ndola, Vombasa . and one
projected for Mogadiseio., 3/ 'The annual crude input into these plants is of
the order of 5 million tons a year whlch 1s adequate to sustain & tanker
gervice,

‘

1/ Intra-subregional trade:
ECA fUNDAT/Iusaka/34, Farch 1976..

*/ Somali Republlc, Forelgn Trade Returns 1974, Fogadlsclo, 1975

Development of etroleum refineries in Afriea: Present status and
T o8 ects, document E/CN. L475BSTD7E77, 3 PFebruary 1976.

kEéétefh-and Southern Africa, dooument




29. The actual volume of inter-countiry commodlty movement by-ssa is best
mesured by anzlysing’ the marltlme origins and degtinations of the traffio
through -the ports, PL “the’ reglon. Such an analysis can clearly separate
shortmsaarmavemenfﬁ*from deep#sea traffic., Such information is not at’
preseat gvaiitsble for thé ports of Eastern Africa, It was learnt, howsver,
that the. Intergovernmental Standing Committee on Shipping (ISCOS), based
in Mombasa,.has begun such a project, The result of the study would be"
useful to future analysis of shippiung in the region. A :7f

Jo
30, The overall impression gained through contacts in- the - region e that
regional shipments have decreased in the last few years.eapecially at/NMomkasa,
and also at Dar ea Salaam, The main reasons are lack of suitable port faci-
lities for coastal traffic, port congestion, and increase in port charges.
These problems have led to the discontinuation of some services.

Table 6: Coastal traffic at Kilindini Wharf, Mombasa

_Year Ipport - Export Total
. 1969 - U985 L 53,344 . .~ 54,309
.1970. . o 12597 52,604 ...... ' . 53,863

“-lQJ&w - ' 11,401 35,723 - 47,127
1972 St '5,924 . 20:995 26:919
1973 . 10,094 18,996 . 29,090

—

Sourge: EAEC, lFonthly ‘Beview of Port Working.

31, . At Mombasa, coastal shipments handled at the main port (Kilindini wharf)
declined from 54,309 tons in 1969 to 29,090 tons in 1973 {(tadble 6), Coastal
traffic at the Mombasa old port, which is carried by small crafts, has fallen
less drastically (table 7).

_Table 7:.. Traffio at old Port Wombasa

Yeap .. - - Impoxt Export"' . Total A

1968 12,022 18,052 . 30,084 -
1969 ' 3,382 : 16,736 S 20,128
1970 4,857 : 14,392 19,249
1971 ‘ 7,440 ’ 29 3496 36:940 .
1972 . 5,181 13,055 18,236 ..
1973 . ...6,023 13,620 19,643 .
1974 - 54051 : - 23,262 28,313
1975 2,301 - 22,205 24,706

Sourcea: Poriwof ﬁoﬁbasa'Blue Book.,

32, At the Tanzanian ports of Dar es Salaam and Tanga, regional coastal .
traffic handled ‘at the main wharfe bas fallen (table 85 Coastal traffic
within Tanzania, on the other hand, grew immediately following the introduc~
tion of the Tanzania Coastal Shipping Line. The fall in traffic as between
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Table 8: E_gzonal coastal traffic at’ Dhr es Salaam and Tangi

L0

S Dar g8 Salaam - - Tanga
Years , Import Export Total " Import Export Total e
1969 S 2,047 13,647 15, 694 2,930 4,283 ., T,213 - =
1970 3,550 12,506 16,056 ... 1,961 2,128 4,089 .l
1971 7,173 11,241 18,4;4 1,881 1,061 2,942
1972 692 7,997 8,689 1,224 1,845 3,069
1973 L1719 6,070 | 7,249 . - 1,024 1,024

o Source‘ EAHC - Monthly Report of Porthbrklng.

1974 and 1975 was prlmarlly due’ to the polioy of local self—rellance which
has reduced the need for the movement of foodstuffs to the southern part of
the ocountry (table 9). :

U R Rt . e

Table 9: Traff:e of the Tﬂgﬁ, by_ports T *ff

. 1974 ' 1975 .
Ports - Tnport Export Total Import Export_ Total
Dar es Salaam 36,215 76,959 113,174 38,172 58,514 96,686
Mafia - 1,832 2,584 4,416 620 604 1,224
Kilwa T 2,162 1,394 . .3,956.... 1,910 1,192 - 3,102 -
Lindi ' 7,515 1,648 . 9,163 o 2,661 - 1,347 4,010
Mtwara 61,279 32,446 - 93 725 50 549 33,913 84,462
Tanga 1,663 1,407 . 3,070 . 807 550 1,357
' Zénzibar 6,099 . 2,235 _-8 134 - 5,884 1,788 ~ 71,672
-Pemba : 3,83% . -~ . 3,83 ... 3,285 - - 3,285
- Mombasa 143 2,448 2,591 292 - 6,468 - 6,760
Others 377 - 377 198 - 198
Total 121,121 121,121 242,222 103,378 . 104,378  208,756.. .

Source: TCSL, Dar es Salaam. et e g e

33. Figures of ocastal movements according to ports in NMozambique are
available for 60 per cent of the total coastal traffic of the country
{table 10).. This wae the fraction handled by the larger of the two coastal
operators in the country. The three main ports of the country, Maputo,
Beira and Nacala, are according to their order of importance in external .
trade, the leading ports for coastal traffic, accounting for 66 per cent,

of cargoes loaded and unloaded in-1975. Coastal-shipping is important
within Mozambique -on-account of “the long tdastline of the country and also
because inland transport facilities are not completely 1ntegrated from -
north to south., The commodities carried are a range of agricultural exports
southwards -to Beira-and Maputo- and general cargo goods from the main porta
to the sub51diary ones.
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Table 10: Coastal traffic in Mozambigue in 1975, by ports

Ports Ioaded % Unloaded %  Total %
Maputo 18,384 27.4 18,513 30,0 36,897 28,7
Beira 11,194 16.7 14,602 23.7 254796 . 20,1

- -Quelimene— . -~ 5,803 8.7 4,920 ~ B.07 "TUI0,T23 B3

. Maolise .. 2,807 4.2 11777 oer T TRy 2y
Pebane 7,000 10.4 675 T 1.1 7,673 6.0
Moma i 1,113 1.7 91 0.1 1,204 40,9

- --Angoehe . oo 5,997 8.9 3,591 5.8 9,588 W4
Mocambique - - 507 0.8 507 0.,4-
Naoala ' 8,249 12.3 13,498 21.9 21,747 16.9
Pem'ba-1 L 4,079 6.1 4,736 1.7 8,815 6.8
Ibo - S - - - - - -
M001mBoa ‘da Praia’ B26 1.2 o 31T 0.7 1,203 0.9
Dar es Salaam 630 0,9 PR - 630 0.5
Ntwara to - 998 1.5 oy - 998 0.8
Total 67,077 100.0 ' 61,626 100,0 128,703 100.0

%éqﬁrpe=7 Eﬁprgga Qu'limpopo, Maputo.

III7 THE PRESENT STATUS OF COASTAL SHIPPING
34, Bastern Afrioca, like the rest of the continent, is served predominantly

by“ﬁeep}éea shipping enterprises organized in confereunces which link the
region 'with the outside world, Cbastal shipping which should promote inter-

‘change between the countries has beén relatively neglected. This situation

is'a dimension of colonial transport development which on land was manifested
in ‘national routes perpendicular to the coast with little lateral intercon-

nexions., Colonial transport was an instrument of dependent economic develop-
ment which vertically 1ntegrated enclave production in Africa with the metro-

politan countriés such that th&¥e was little or no neéd for. regional connexions,

by land .or sea., The long-distance shipping services-eecocasionally picked .

cargoes in the cabotage range which was serviced, by default, mainly by non-
mechanized shipping. Tramps, irregular cabotage operators and a few.formal
OOastal enterprlaes have emerged more recently..

~{(a) The -dhows and schooners

35 Dhows have, for many centuries, provided.the vehiocles of transport link-
ing'parts of Bastern Africa with each other, with the off-shore islands, and
places farther afield like the Red Sea, the Persian Gulf and India. These
unmotorized craft could be as large as 300 tons, but the majority are between
150 and 200 tons, and some are even smaller, The dhows have been on the

decline, and have been replaced by schooners, small coasters with engines.
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36, Mombasa is the ocentre of the dhow traffic in Bastern Africa, and
lable 11 gives the number of- diows calling a4 the port in recent yearsy ' ..

§ e e - e

NOmbasa old port carried by dhows and schoonars, o Ld e -

t

Table 11: Dhows calling at Konbaga g
: N

Year 1064 1965 1066 1067 1968 1969 1970 1971 1972 1973
No, of '
vessels 4 43 34 41 58 59 . 58 85 30 45

Source: . Port of lombama.

The Amphees Shipping Agency at Mombasa is a apecialized agency for these
sm3ll oraft and at present manages six ships ranging from 40 tons to 300
tons which operate along the coast and to the islands. Sailings are arranged
_.according to availability of cargo, but there are usually up to three or
 four sailings a week to Pemba and Zanzidar and about once a week to Dar es.
,mSalaam from Yombasa.

37. In Tanzania, the surviving schooners have been brought under the control
of the Tanzania Coastal Shipping Line (TCSL) which bhas exclusive right $5 all
coastal traffic in the country., The TCSL allocates cargo to the sohooners as
appropriate but their private c¢wmers are responsible for operation and main-
tenance. There are at present 11 private schooners that operate under the
TCSL with deadweight tormages between 100 and 275 tons. The schooners
carried 30 per cent of the traffic of the TCSL in 1974 and 23 per cent in-
1975, It can be observed from tatle 12 that. the schooners are deployed
mainly to the small ports 1like Mafia, Kilwa, Lindi and Pemba that are rather
inaccessible to the large coasters.  The trend is that these small - craft
will decrease in algnlflcance, especially at the present poor poris, are»
irmproved, e

Table 12; Tanzanian coastal t:aff@c bx_txpg of carrier and:ports, 1975

E Inward traffic Outward $raffic
Ports Schooners . Ships  Total Schooners Sh;ps Total
Dares Salaam 7,250 30,922 = 38,172 10,497 48 017 . 58,514
Mafia 620 - 620 604 604
Kilwa 1,910 - 1,910 - 43 1,149 1,192
Lindi 2,614 47 2,661 1,349 - 1,349
Mtwara 1,683 48,866 50,549 3,343 30,570 33,913
Tanga o © BoT - 807 . - 550 - BKRO
Zanzibar 5,334 550 5,884 1,788 - -+ 1,788
Pemba ' 3,285 - 3,285 .- fa— o e
kombasa : 39 253 . 292 5,918 550 6,468,
'Others o= - 198 © 198 L -, N L=

Total ' 23,542 80,836 104,378 23,542 80,836 104,378

Source: TCSL, Dar es Salaam.
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38. .Information wae -not immediately available on the status of these
informal operators in Mozambique and Somalia, but the genetal impression
is that they are relatively unimportant for inter-State-mévements.”

{b) Tramp service

39, These. gonsist of modern conventional break-=bulk ships;‘ﬁut they do ™
not offer guaranteed services in the coastal range. The tramps operate

on charter or irregularly as traffic is available,: Two Russian tramps-

are reported to have been operating along the East African coast in the-
last two, years. .They are said to quote much lower rdtes than other opera-
tors, It ‘wge not. pessible during the mission to contact these ships: and
obtain detaxls of their services. Such tramps can be elimifiated By a '
regular low-priced service,-and by applying customer-~retention techniques
such ag special rates and loyalty rebates which are standard practice in
conference shipping., External tramping, like all other foreigu partioipa-
tion in coastal shipping, can be eliminated by legislation:..i.

40, Bulk cabotage tranaport of petroleum and cement are ‘undertaken’ on
contract .or charter basis by local shipping interests ( Stifthern Line and -
Bamburi Cement, Co. ). _Other bulk *transport of coal from Maputci+to Kombasa
and mangreve poles from lamu to the Perasian Gulf are handled Nlargely on
trip chartered shlps.,;/

(e) 'I‘he East Coagt Conference

41.. Nembers of the East Coast Conference Llnes 1nterested in cargo rightse
in wayside ports constitute the BEast Coast Conference, The Conference is
designed to regulate services and rates in the coasiul and cabotage range
in Bastern Africa and the Red Sea area. The parent body, the Bast African
Conference, is the most important shipping institution in Bast Africa and
it controls 40 per cent of all the external shipments of the region. It ,
groups the major carriers operating between the region and the United
Kingdom, Western Europe, Scandinavia and the Mediterranean; and controls

_ virtually all the shipments on these routes.

42, The Bast Coast Conference has about 20 line members, but most of them

do not function in wayside ports since their ships are better utilized on

the long—range service to.and from Burope., The cargo for a wayside has to

be substantial to make ;diversion worthwhile, and the ships for the deep-sea
gervices (about 10,000 tons. dwt) are not suitable for numerous calls in
small ports.. Attract1Ve tonnages are available often batween Kenya and
BEgypt but Conferenca members hardly take such c¢argoes, ma1nly of tea,

because of payments arrangements imposed by the Egyptian Government: freights
are .paid in local purrancy.but the Qovernment insists on having canal dues

in fqrelgn exchange Ships of the Conference do not usually go as far as
Faputa since the opening of the Suez Canal, In terms of the members of the
Eagt Coast Gonference it can be said that there is hardly any regular coastal
service and whatever they offer is inadequate in terms of periodicity. The
only ocne member of the Conference which is active in the coastal range ia

1/ UNDP/UNCTAD, Hestern African Shipping Study, February 1975, Pp.170.




the Southern Line dnd this'exéeption is explained by the fact that the -
compaay -does not engage in the long-distance service to Europe or the
Mediterranean but specializés in thé coastal and cabotage range. The
operation of this company is discussed below.

43.

The Eaat African Crast Conference is important to the structure of

coastal shipping from one important consideration, It is the freight tariff
of the--Conference that is applied both by mémbers and non-members for deter-
mining freight charges in the region: with the exception of the TCSL that
has issued its own simplified tariff, The tariff of the Conference is in
three parts for the southern, northern and central sectors of the coast.

The southern sector covers porte in East Africa, Mozambique and South
Afrieca, the northern sector consists of ports in East Africa, Somalia and
the Red Sea, and the central or dowestic seotor relates to ports between
Laru and ¥twara,

44.

(4) The non-conference lines - -

There are a numbey of lines operatihg outside the conferendeé between

Bast Africa and otber destinations which cover the ports in tlhe region as
wayside ports. Their services, though better; in térms of avéilébility,

than by the conference members cannot be desoribed a® adeguate nor dependable.
There are at present only five of these lines that can be taken® as substan-
tial cabotage operators. They are: Deutsche Secreederei Rostock (DSR),
Polish Ocean Line, Hellenic Line, Bank ILing’and YNesseeries-Maritime, The
Eastern African Shipping Study provides a longer list of companles that i
operate over the range but many of these, like’ members of ‘the Bast COast
Conference do not, in. fact, partlclpate effectlvely in way31de ports. ;/

45.

DSR operates a twice-monthly service from East Afrlca to’ northwest

Europe calling at Red Sea ports if there is substantial cargo.” Polish .
Ocean Lines offers two.sailings monthly from ! twara, Dar es Salaam, Tanga
and lorbasa through to Red Sea ports and the Persian Gulf to Burope. This
is a regular service and cargo is ususlly moved from East Africa to Red
Sea ports and the Persian CQulf. Hellenic line operates two services. The
first ia southwards from East Africa round the Cape of Good Hope to the
United States, east coast and Gulf ports; and some cargo may be moved to~
¥aputo from: Nowbasa/Dar e8 Salaam. The second service, northwards, 1s one
sailing a month from Mombasa to Piraeus, Trieste and Venice. BSubstantial
cargo can be accepted on the service for Red Sea ports if the ports are not
congesated, Bank:Line operates two sfervices from Durban through East Africa
to the Far East with one 6r two sallings per month, and from Durban thrcough
East Afriea %o the eastern:coast of India with one sailing once in three’
‘months., For both services Mombasa is the last port of loading and the
ships branch through Madagascar to Singapore. The aspects of their service
within which cabotage cgrgo can be accepted are the links from Maputo to
lombasa .and from Monbaga to Madagascar. Vessageries Maritime operates
between Burops and Vadagascar. Consignments for Réunion are discharged at
Fauritius and ships -return via Mombasa to Europe. Some trafflc between the
islands and the mainland may be moved on this service.

1/ UNDP/UNCTAD, Eastern African. Shipping Studyy Febr:iéry- 1975, pp.163-164.



-5 -

(e) The Eapt Africsn-bec~d ccasial operators-

46. The companies are discussed under their individual countries of owner—
ship or registration.

(i) Kenya-

47. Southern line Limited is the only important coastal carrier operating
from Kenya., It is a private company owned by a number of conference lines
in Europe. ;/ It war founded in August 1952 with headquarters at Southern
House, Mombasa, The Line has a subsidiary, Southern Engineering Company
Ltd., which are marine and general engineers and they maintain the fleet -
of the parent company. Southern Line holds a share of 10 per cent in the
Kenya Shipping Agency as a parinexr with the Kenya Government. The ocompany
algso held one third of the shares of the Eastern African National Shipping
Line (EANSL) in partnership with the Governments of Kenya, Tanzania, Uganda
and Zambia. It managed the EAYSL from inception in 1966 until November 1973
when the management agreement wag terminated and its shareholding bought by
the countries. The company maintains agents at the following places indicat-
ing its area of interest: Amman, Port Said, VYuscat, Hodeidah, ¥ahe, Dar es
Salaam, Tanga, Vtwara, Aden, Khartoum, Djibouti and Addis Ababa.

48, The company owns a fleet of three tankers and two cargo ships (table 13);
the newest is ten years old and the oldest is 19 yeara. The tankers of +the
coupany move refined products regularly on the following routes: Dar es----
Salaam to Tanga, Pemba, Zanzibar via Nitwaraj Mombasa to Seychelles; Aden to
Seychelles; Aden to North Yemen {Hodeidah); and also make spot voyages to
Somalis, Comoros, Réunion when carge is awvailable. The Line ocarried 45,271
tons of fuel from Dar es Salaam to other Tanzanian ports in 1975 (table 14).

Table 13: Fleet of Southern_Line 1td., January 1977

Name N . Ty.e When built DWT
Southern Isle Carge ship . 1363 2,700
Southern Trader ' Cargo ship 1962 1,500 -
Southern Dawn_ Tanker 1958 - 2,000,
Southern Cross Tanker 1967 1,500
‘Southern Venture Tanker 1963 950

Source: MVinistry of Power and Communications, Nairoti,.

Table 14: Refined petroleum moved by Southern Line tankers from Dar es Salaam

Port of dischargs 1975 _ 1976
Tanga ‘ 23,187 18,685
© Zanzibar ' 13,504 11,706
Pemba ‘ P 2,759 2,993
Ytwars . 5,821 S 7,443
Total 45,271 40,827

Source: YVASACO, Dar es Salaam.

1/ UYDP/UNCTAD, Hasiern African Shipping Study, February 1975, p.380.



- 16 -

The company is not involved in the movement of crude to East Afriecan
refinerisa. Thias is undertaken by the o0il companies themselves uging
larger tankers. The company has a monopoly of the tanker trade—for
refined products along Eastern Africa, and it cannot at present meet all
the demand, There are requests for the movement of fuel to Ethiopia which
the company cannot meet,

49. The dry cargo trade is mainly to the Red Sea area with principal ports
of call being Suez, Hodeidah, Djibouti and iden. The company is considering
withdrawing its regular trips to Egypt because of payment problems. DMost

of the Line's trade is said to be 95 per cent one way consisting of exports
of Kenyan goods, and the ships come back largely empty. There is also a
fair amount of ocross trading within the Red Sea area on sach voyage before
returning %o Mombasa. The company operates less regularly to Tanzania,
Somalia, Seychelles and other Indian Ocean islands. In 1975 it loaded

6,227 tons of cargo from Dar es Salaam; 5,083 tons for Safaga, 34 tons for
Agaba and 110 tons for lombasa. Table 15 gives ithe traffic of the company
through the port of Mombasa, but information was obtained only up until 1969.

Table 15: Traffic of Southern Line through port of Mombasa, 1964-1969

Tankers . Dry cargo
Year Import Expert Import Export
1964 11 - 32,056 2,200 26,302
1965 80 30,190 2,252 47,888
1966 182 24,194 4,367 38,066
1967 986 © 39,133 - 6,032 33,677
L1968 ... . ... _B .. .28,317 . . 4,126 57,332,
1969 .43 34,958 . _3,793 16,024

Source: Port of Mombasa Blue Book:; no figures after 1969,

50. The company is planning to restructure and expand its servicea, to

sell off part of the existing fleet and buy new ships of more suitable sizes
. and types. The company is, for example, considering.the purchase of gpe=.
cialized refrigerated vessel to carry chilled meat to the Red Sea and the
Gulf. There are also proposals which are being considered to expand into
deep—sea services to India and the United States.
51, The company alsd has a $taff training programme *o improve the Affricaniza-
tion of the sea~going staff. All the enginesrs and captains &¥e 'at present’
expatriates, but there are 13 engineering cadets and five deck cadeta, They
are trained at the Mombasa Polytechnic, through correaspondence courges, under
the Southern Engineering Ltd., on ships and ultimately in Britain for advanced
courses leading to final professional examinations,
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(i1) Somalia ' ,

52, The Somali National Shipping line (SNSL) is the only national ghipping
enterprise for deep-sea and cabotage services. It was established in 1972

to enable. the country participate:in ‘the carrzage of its.trade, save foreign
exohange and build up a cadre of trained manpqwer for the shlpplng induatry.
53. SNSL owns a fleet of five shipas: one liVestock oarrier, two refrlgerated
vessels for carrying bananas and two dry carge vessels (tadle 16)., 4s at
,January 1977, .the two refrlgerated shipe were on time charter. The Juba

was on clarter, to the Somali Banana Board, operating to Italy and the

Benadir was hired to the Aradian Agency for Cold Storage, carrying bananas

to Jeddah, XKuwait and Iran. The Berbera, whioch can accommodate 11,000 head

of sheep or 2,000 head of cattle, but unsuitable for camel, is kept buay on
the run to Arabia. The two dry cargo ships are operated essentially as tramps
and: deployed as necessary along the domestic coastline,to Kenya, Tanzania,
Yozambique, Yemen, Aden and Djibouti to carry tea, cement, sugar and other"
general cargp that could be available, The full utilization of the shipsg
calls for oareful management in order to flnd cargoes and plan their opera~
tions. :

Table 16: Fleet of the Somali Wational Shipping Line, January 1977

Name Type . ' When built DWT .
Berbers - - Livegtock 1948 3,500 -
Benadixr - Refrigerated 1964 7,000
Juba ? Refrigerated 1963 . 7,500
Boolimoog Dry cargo 1972 1,850
Puntland Dry cargo 1960 . 1,390

Source: Somali National Shipping Iine, Noga&iéoio.

54. . It is the policy of the lLine to achieve rapid Somalization. One of the
ships, the Boolimoog, is now .completely manned by Somalis, The three leading
officers of the Puntland and two -of :the Berbers_ are Yugoslav, but all the. -
other ratings are Somalis, There &re about five expatriate offloers eagh ... .
on the Benadir and the Juba which are more technically sophlstlcated than . ...
the other ghips. There are plans to upgrade the marine school a% Mogadiscio,

55. SHSL is studying plans to review its fleet because the maintenance cost
of ite old ships is high. The Line intends to expand its activities to
increase its share in the carriage of the country's trade, At present it
hardly participates in the import trade, and its share of exports is about
20 per cent, The two leading exports are live animals and fruite (mainly
bananas) accounting for .57 per cent and 21 per cent respectively by value
of the total export trade of 391 million Sowali shillinge in 1974. The

rogt important destinations in 1974 and their share of total exports are
Saudia Arabia, 57 per cent; Italy, 10 per cent; Iran, 7 per cent and Kuwalt,
5 per cent, 1/

1/ Somali Republic, Foreism Trade Returns 1974, logadiasecio, 1975.
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56. The Line is planning to purchase another refrigerated banama ship,
and at least one other animal carrier, which should be able to carry camel,
The company also intends to aoquire a tanker which can transport crude oil
to the country's refinery which is under construction. The tanker may also
bé ugsed for the distribution’' of refined products along the coast. - A pro-
mising area. of future expansion is the import trade which is-at present
"almost entirely carried in foreign ships., SISL is alsco currently studying
" the possidbility of developing a transshipment trade between.Bérbera or
..Djibouti across the - Red"Séa for Saudi Arabian foreign traffie. which cannot
be handled directly at congested domestic porta, The Line is .also actlvely
pursuing Operational collaboration with its counterpart in Tenzania,

(iii) ozamb1gue

5T. There are at present two coastal companles in Nozamb;que, Campanhia
Mocambicana de Vavegacao (CMJ) and the Fmpresa do Limpope, which are pri-
vately owned but which could be natlonallzed Each of the two companies
ewn three ships. All the six ships are general cargo carriers, but the
Llwungo, the Liazi and the Linde have tankage ecapacity of_58 33 and 49
tons respectively for liquid cargees (table 17), Table 18, glvea the
traffic performance of the companies, and shows the lepopo as the more
important, ‘ o R

Table 17: Nozambiaue'é coastal {leet o

Name = Type When built ~ DWT Owmer

Liazi General cargo 1957. . - 1,500 Limpope
Liwungo , General cargo 1948 . . 1,170 Limpopo -
Linde _ General cargo 1971 . 2,944 Limpope
Chinde - General cargo 1957 . - 1,532 oM~
Muanza.. . - General cargo 1969 - 2,028 - C¥Y
Polana General cargo ' 1967 2,624 cvy

Source: Directorate of Marine Services, Maputo. e

Pable 18: Fozambique's coagtal traffic in tons

Yeari... . “; Limpopo CMY ) . Tbtgl

1973 260,444 140,560 401,004
1974 235,191 116,719 351,910

1975 - - 128,703 CL 60,678 ' 189,381
Source: Direc?drate of ¥Varine -Services, Naputo. |

58, Table 19 provides some detail of the operation of the CMW. The company .
has suffered decline in number of voyages mainly as a result of poor turn-—
round at the ports, especially at the main railway porte where the declining
cargo handling rate is now said to be inferior to that in the smaller ports.
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.-Pable 19: Traffic of CMN, 1973-19T75

T Transe o "Average

i Coastal ‘shipped Total Fo, of *° WMo, of:  ton per,
Year traffic’  cargo cargd - voyages ships voyage
1973 111,534 29,026 140,560 47 4 2,991
1974 93,485 23,234 116,719 27 w4 - 4,323
1975 48,540 12,138 60,678 18 3 3,371

59. There is an urgent need to expand the fleet of Mozambique to cope with
domestic trade and operate to neighbouring countries. 4 proposal %o aoquire
a shipping unit of two barges of about 2,500 tons each and one jug is being
studied by the marine administration. The country whlch, at present, has
one fully certified ocean~-going capiain is faced with a manpower problam
in the shipping sector. A nautical school is to be established in Maputo,

.- (iw) Tanzania

60, The Tanzania Coastal Shipping lLine was established in May 1971 in
response to a need for secure transport service between Dar es Salaam and
Ftwara  in' the south. The available lateral coastal road could not. be used
for most of the year because the unbridged broad valley of the Rufiji river
ig flooded, and the cost of a permanent road link was proh1h1t1ve.

61;,'The first ship of the company, the m,v, Mtwara, 650 DWT, built in
Noxway, was put in operation in April 1972. The Line has since acqu;red

two other ships, the m.v. Lindi, 550 DWT, built in 1974, and the m.v. Mwenge,
2,240 DWT, a second-hand ship., The liwara is a conventional dry cargo vessel
with additional accommodation for 150 passengers, but the Lindi is especially
designed to be able to call at shallow ports like Lindi and ¥ilwa whioh the
¥iwara cannot vieit, loreover, the lLindi is built for roll-on roll-off opera~-
tion. It bas.accommodation for carge and 150 passengers and it can be used
as an animal carrier when necessary, The Mwenge is a conventional dry cargo
vessel which was intended, after conversion, to carry cattls to Saudi
Arabia. It was found after purchase that it would be unecoromical for the
purpose. The company has since tried to operate it in the Nogadiscio-Kaputo
range for general cargo.

62. Both the ltwara and the Lindi were partly financed by a loan from
Yorway under the auspices of the V. Yorwegian Agency for International Deve lop-
ment (JORAD). . NORAD provided the first general manager of the company,.who
has since been replaced by a Tanzanian, but all the chief officers of the
two ships and the marine superintendant of the company are from Jorway.

The captain of the liwenge is Indian, '

63, The Line. facad ‘a number of operational problems largely due to lack of
local personnel to manage the ships that are rather sophisticated. Some
cost-gaving modifications to the original design of the :Lindi now make it
difficult to manoeuvre in ports. Its shallow draught is also a serious
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disadvantage in rough weather, ‘when some times it has to. cruise at 5 knota,
The operation of the Line is also handioapped by the poor condition at the
cogBter berth in Dar &8 Saldam. "A8 & result of the absence of needed faci-
lities, the Lindi cannot operate as a roll-on roll-~off ship. The surface
of the quai ie rough and the tran81t shed is in a poor state. The Rast
ATH cari HATbOUrs” Céiporation ‘tlaimed they wére hot given adequate notice -~
before the introduction of the service, but unfortunately there has been

no 1mprovement of the wharf since then.

64, Thé“éompany carried 74,000 tons of cargo in 1973, 121,121 tons in
1974 and 104,378 tons in 1975. It adopts palletization as a means of
improved carge handling. Pallets, stacked on the wharf with incoming
cargo, are loaded by ship derrick and placed in position with a fork 1ift
truck on board. The company has recently assumed responsibility for lake
trangport on lske Nyasa and may have to. provide similar services on Lake |
Viectoria where the East African Community's lake gervices have been with=-
drawn. :

65. Several proposals are under consideration to expand the services of
the company. Partly as a way of achieving a better utilization of the
Vwenge, but also: to.develop new trades, the administration of the company
bad, in 1976, rade seVQral trips abroad: to the islands, Maputo, Fogadiscio,
the Red Sea and the Gulf ports and Bombay to evaluate traffic potential -
and,. port Condltlonﬂ.h A report of these missions was being studied in the.
company and the D;nlstry of - Transport early in 1977. In addltlon, the-
Government hae contacted the African Development Bank (ADB), Abidjan, for
aid to expand the WCSL,.. The ADB commissioneged an evaluatlon study of the
company as a precondition for a loan. The report has put forward a. number
..of recommendations for 1mprov1ng the present operations of the company as
. well as on potentlally profltable 11nes of expan31on. }/

(v) Zanzibar and Seychelles

66. There is a Government-owned Zan21bar Steamshlp Serv1ce operating from
the island. It wakes an average of three calls a week at Mombaea and Dar

es Salaam and runs to othe¥ "iglands, Red Sea ports and haputo where the

ships of the company have recently been involved in carrying ocement. :Voyages
_.are not regular but are arranged according to available cargo, The fleet at
‘present consists of three vessels: two small ones with & cargo capacity of
about 300 tons each and a larger third vessel which can carry 1,500 tons of
cargo. All the ships. can also carry some passengers in addition to cargo.

) 67._ The Ministry of Port and Marine Services in Seychelles opérates a:fleet
of two small coasters. .One of them, the m.v. Nordvaer, waas taken over from
Southern ‘Line in June 1976. 2/

i/ .Shipping Research Serv1ces, Tanzania Coasgtal ShlEE ngs Dréft .
Final Report, Osla, Vovember .1976. . L :

. 2/ Soutlern Lind, ‘Staff Newsletter, Wo.2, Decémber 1976, p.17.

3.




(£} Implication for multinational co-operation ‘

68. The present structure of coastal shipping has several implications
for the establishment of a muitinational shipping line., The first is that
there are already in existence a numbeér of companies in the ccastal and
cabotage trade which have to be taken into consideration in planning a new
gervice. Dloreover, the existing companies all operate outside their base
country and to varying extents along the coast, to the islands, and also to
the Red Sea and the Persian Gulf.: All the local cabotage: operators are .
planning to expand their flesat for gervices in the multlnatlonal area. i

69, There are two otherxr sh:ppmng progects, besides those alre;&y dlacussed,
whoge projected programmes could touch on the prospective-role of a regiona.
coastal shipping line, The first is a proposed joint shipping service
btetween Tanzania and India which is to specialize in the carriage of animals
from Tanzania to the Persian Guilf and’ India, The second project is the
on~going Chinese-Tanzanian Joint Shlpplng Company establighed in 1967.

The four-ships of the company,:each -of about 1{,000 DWD, now operate to

- the Far East;: the Peramian Guif, theﬁmediterranean and Europe. It has been
proposed that the two countries.sextend their collaboration io the tanker -
trade, esp901ally to lift petroleum for 1ocal refineries, ,

70. An 1mportant current development in the region is *he emerging under-
standing between Tanzania, Mozambique and Somalia in the field of shipping.
Shipping is an imporiant topic under the permanent joint commiseion for
economic co-operation between Maputo and Dar es Salaam, The itwo countries
have agreed to use their local currencies as the basia for trade and trans-
port remains an outstanding deterrent to trade. The officials of the two
countries have already agreed-to e~tablish a joint ¢ .ipping service,
initially iv link the wwo States, vui @0 expand iaver to other parts of the

- region or even deep-sea . operations. Preliminary contact has been made for

- external assistance to support a . market survey and officials of the countries
are working on the plans for this joint service. Consultations are also-:
going-on: to introduce a common tariff to apply to ports in the countries.-
Agreeuwents bave alse been reached to allew their existing ships free access
to cargo in both countries.

71. Similar collaboration is also envisaged between Tanzania and Somalia.
"The Somali Wational Shipping Line is keen on co-operation with other East.
African national lines, A meeiing linking Tanzania, Somalia and kozambigue
was béing planned early in 1977 to discuss OOuoperatlon in the field of
Bhlppihg.

~ s
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IV. STRATEGIES:AND REQUIREMENTS FOR INPLEMENTATION

72. This section explores how the objective of a multinational ceastal, '
skipping line in Eastern Africa can be achieved in terms of ‘the alternative
lines of action and the wain necessities for implementation.. o

A.  COPTIONS FOR IMPLEMENTATION -~ . y

73, The following five lines of action can be taken to develop a multina-

tional shipping service, given the present situation in the region: merger

of existing lines, extension of a wmultinational shipping enterprise, con-~

- ference type co-ordination of lines, a consortium for-multinational services,

or a new multinational joint enterpriee. Before these altermatives are con-
sidered, an 1nitial issue is the need for collaboration.

(a) Need for multinational action

74. The present pattern of shipping services and their anticipated expan-
sion in the region emphasize the need for multinational co—operation., Ovexr-
tonnaging will result if each country continues to plan- the expansion of its
fleet in isolation, Such a situation will reduce the profitability of all
the enterprises. Koreover, a shipping business becomes wore viable if it

is able to count on the traffic from as wide an area as possible,. This. is
an important benefit of collaboration, Traffie can be assured from the
participating countries and the developmﬂnt of the line can be planned with
security. -

T5. There are other advantages of a multinational enierprise which may not
be achieved easily by a national:or: private one. 1/ A joint shipping enter-
prise can have access to international financial sources and secure ships

on advantageous terms because of: the sharingz of risks among several countries
‘and the backing and involvement of govermments. Such an undertaking can also
draw its managerial and technical staff from a larger home area and reduce
the external dependence which is necessarily high for a asimilar proaect in
one country.

(b) Merger of existing services

76, A multinational shipping 1ine could be oreated 1mmed1ate1y 1f the ship—
owning countries agree to fuse their existing fleets and put them undexr
centralized control. . This approach has a number of problems. . An arrange-—
ment has to be worked out to accommodate non-ship-owning countries in the
region willing to participate. Dloreover, the merger of the fleets will
tranafer not only zasets and liabilities but also various domestic operating
responsibilities which may be difficult tc¢ bhargonize and manager under &
centralizaed contrel. The TCSL, for example, has obligation to develop ser-
vices of internal lakes. This is an important economic and social task to

;/ UNCTAD, Yultinatlonal shipping enterprise, document TD/lOB/Suppl.,
16 December 1971, Pp.g:iﬁ.
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assist development in these areas, ‘at present denied access to regular
transport., But this is a function that is best performed by a local
enterprise rather than s regional one. In general, intranational coastal
shipping, which may be conceived from the political and social objectives

of the country, may be better controlled locally rather than transferred

to a disfant multinational undertaking. The taskas of co—operation may be
made eapier if the countriea collaborate in the provision of regiomal extra~
natlonal coastal shipping rather than for purely local traffic,

‘(o). Exten81on of . the EANSL

77. It is posslble %0 consider using an existing multinational shipping
organization a8 g base for prov1ding regional coaastal servigeps. Four coun-
tries ipn the region already oo—operate in the East. Afirican National Shipping
Line (EANSL) which can develop a coastal arm to serve the region.. It can.

be argued that ‘such an approach will avoid the initial huddle; of- seakmpg
concurrence of several countries in ‘starting a new venture, and that ‘the:

new service can benefit from the operational structure of an exlstlng organlza—
tion. Many reasomns make this an unattractive sirategy, -

18. Thpre are countries interested in coastal shipping outside the EANSL,
and thetr membershlp need not be a pre-condition for participation in a
‘regional - project. Yoreover, deep-sea and .coggtal shipping are different
kinds of industry sich that little economy may. result from putting both
under a common undertaking, The area .each serves its level of cargo reguire-
ment, the iypes of ships and even tethnical personnel needed,-and the struc—
ture of Operations are different. J}oreover, EANSL is at present a small
deep—-gsea line owning only four Shlps, ‘and frequently has tc resort to
chartering others to meet minimum sailing requirement of the conference
system, The Line has had management and financial problems which are now
. being solved., The obvious approach to its expansion is to consolidate its
.position as a deep—lea carrier and’ improve its role within the Conference.

(d) A conference of national ooastal oogpanles

79 A conference type of oo—ordlnation of existing coastal operatora and
poseibly new ones can ‘achieve the aim of a regulated multinational. -shipping
service in the region. The individual lines can maintain their separate
identity, but they operate according to a commori sailing schedule and under
identical terms of carriage and freight rates. This approach alsoc thas the
advantage that both State—owned and private enterprises can be accommodated,
Moreover, each line can look after its fleet and monitor ‘costs and revenue
directly and also honour any additional operational obligations other than
subgeriding to the co-ordinated service.

80, This approach has a number of disadvantages., Interested countries who

do not as yet own ships have to start new ventures before. they can be

involved in coastal shipping. This may lead to-a proliferation of businesses,
whereas the intention of multinational action is to mave effort in the organi-
zation of enterprises. Moreover, the planned expansion of existing lines may
not be co-ordinated adequately under a conference system., They could avoid
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possibie Oveilap in the acquisition of ghips if they apomsor a Joint fleset
development study after which they can share responsibility for buylng new
tonnages that can be complementary. ’

“:(e) A coaaortium

81, The conference type of arrangement can be improved if existing lines
collaborate in a consortium to operate in the nultinational area., Each
line can still retain its identity, but tonnages reguired for operation can
be acquired and registered under the names of the participating companies

s0 that, in essence, each component line owns part of the joint operating
fleet. The example of the Scandinavian Airlines System (SAS), which has
three members, is given commonly %o illustrate pooled operation of a nunber
of constituent companies. This arrangement schieves centralization of
control and development but =till permits some national identity which is
sometimes an important consideration. Such a siructure could be more appro-—
-priate in a large capital~intensive industry than in coastal shipping.

(£) A joint enterprise

82. Another approach %o the problem is for the countries to form a new
joint=venture company to manage multinational shipping in the region. The
existing compenies could coantinue to operate solely for lake or internal
~coastal services. All inter-State operations can be placed under the ‘malti-~
netional company. Any owned ship not required on local services can be
transferred to the joint venture. Such a transfer, when valued, can be
taken as a part of the contribution of the owning country. The i,v. Mwenge
of the TCSL, and which 1s not required for domestic services, can be’ treateu
in thls way.' :

83, The establishment of a new joint venture can permit countries which do
not at present own ships to contribute %o, and participate in the project if
they so desire. An important advantage of this approach is tha centraliza~
tion of fleet expansion, ' The board of the company can always appraise the
market and decide on what ships are neaded, and these can be acquired from
financial cortributions made by the partlclpat1ng countries or from credit
acquired from local or international firancial institutions.

' 84, The registration of the shipe of the joint company qén 8till be shared,
ag it is done under the EANSL whereby the four ships owned by the company

*  are registered, cne each, in the four participating Statés.l Legal proce-

dures for the establishment and operations of the company w1ll need to be
looked at more closely.

B. REQUIREMENTS FOR IMPIEMENTATION

85. There are a number of pre-conditions needed to achieve the goal of a
multinational coastal shipping line, These are commitwent, definition of
obaectlvea, establishment of inmtitutional arrangement for implementation,
:governmental gupport, determination of level ol operation, procurement of

' materials, finance and manpower, determination of suitable operational

erganization.
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(a) Compitment

86, It is vital for the countries interested in %he prOJQOt t0 get together
to commit themselves to a firwm prdgramme of implementat1on. It is also
necesgary for’ the countries 10 conatitute a permanent intergovernmental _
commitdée: of bfficials to supervise, on a continuing basis, the implementa-
tion metivities. Recommendations of this committee can be passed directly

. to the govérnments of the individual countries for ratification or to a

council of ministers responsible for transport in the ~collaborating coun-
tries.

87. There should be a project contact man in each country who will relate
the activities of the implementation committee-afnd of the ECA-MOC to the
component ministries and agencies in each country. He will assist in
obtaining necessary information for the 1mplementat10n activities and make
loocal arrangements to facilitate the investigations by project staff. The
contact pergonnel could even constitute a national project committee to
bring together related persons in governmeni and the private sector.

88, An important dimension of commitment is for participating countries to.
agree 1o pursue all their plans for the development of coastal shipping in
the context of multinational collaboration. In this regard, countries in
the region like Tanzania, Somalia and Mozambique that have plans to expand
their coastal mervices and have initigted atudies should agree that further
action on the implementation of these studies should be within the ocontext
of the proposed multinational coastal line,

89, It is also necessary at the beginning for the participating countries
to agree on the scope and objectivés of multinational action, Confliocts
cormonly arise when some members of a joint enterprise stress economic
efficiency but others emphasize social and political objectives. The pro-
posed multinational shipping line should aim at profitability and economic
efficiency, and avoid undue political interference in the routine management
of the oompany, which may lead to over-staffing and the employment of unsuit-
able persons as compensation for political loyalty. The line should also

be operated as an instrument of trade promniion between the participating
countries in which rates can be kept as low as is compatlble with profit-
ability.

90, The government(s) could agree to give special subsidy to support
unremunerative traffic or service that is considered important on other
grounds, . Skéh operating subsidies are commOnly applied even in the developed
countries. t6 'assist domectic shipping as in the case of the United States
which grants éperating subsidies in respect of about 31 trade routes deoclared
"essantial"“_/ ‘The countries can aleo agree that profits derivable from

the company shall be ploughed back to strengthen its operation, at leaat in
its first years, rather than be shared as dividend.

1/ S.4. lawrence, United States Merchant Shipping, Policies and Politios,
Washington, D,C., 1966, p.142, cited in UNCTAD, Establishment or expangion of

.merchant marines in developing countriesg, New York 1968, p.49.



- 26 -

91, The participating countries can enact legislation to reserve all
regional coastal traffic in their-territory to the multinational line.

There are precedents for such support which doeg not appear to be againgt =
the code of .conduct for liner conferences since coastal shipping can be
viewed as intermal to the countries. Tanzania alreatdly reserves all coastal
traffic rights in the country for the TCSL. <Chile; Auastralia and the United
States are examples of countries with imporisnt reserved coastal trade, The
American case even includes transport between Hawaii and the mainland which,
although it is conducted by ocean-going ships, is classified as coastal
trade. 1/

() Preparato ry activities

92, The beglnnlng of the preparatory studles needed to launch the multina~
tional line .is an analysis of the potential traffic over'a planning period '
of five to ten years, This involves a review .0of the économic programmes

of the countries and a projection of the aggregate 'volume of 'trade between
the countries, the types of commodities, the spatial derivation of the
traffic and the relative share that can be attracted to a competitivaly
operated coastal shipping -line compared to alternative means of transport.
This detailed traffic projection is an input for ‘cost-benefit analysis of
fleet. acquisition and operation., - Investment appraisal could dbe performed
for partloular potential traffic ‘like tanker trade, -carriage of animals’

and general cargo, rather than attempt a global study of all possible trade
between the countries, ‘

93. . The type of shipe %o purchase will depend on the type of traffic and -
also the facilities available in the ports as well as in the hinterlands,
There is some controversy whether dry cargo ships for coastal services should
be of the conventional break-bulk type or designed for unitized operation,
especially for containers, pallets or roll-on roll-off. The use of the '
barge—traln has also boen: suggested as a suitable technique for Bast African
coaatal ghipping. The traln could coneigt of two or three dump barges of
between 1,000 to 3,000 tons, pushed by a tug. The advantage of this concept,
liks the LASH syetem, ie that the utilization of the propulsive unit is very
much 1mpr9ved Some barges oan be discharged at a port, %o be loaded or
unloaded, while the tug plus other units continue the journey without any
delay. Palletization is at present a feasible and relatively cheap technigue
that can be adopted in the ports of the regionm,

94. Port facilities for more capital-intensive forms of unitization have’

to be provided to justify investments in specialized ships. Improvements

are needed in inland-transport infrastructure and trading structure to seoure
the ‘advantages of unitization. The ships of the TGSL, designed to operate

as roll-on roll-off vessels; use-unsuitable port facilities and are marked

at present as conventional vessels, Any additional cost inecurred to construct

A . ;/ UNCTAD, Establishment or expansion of megrchant marines in -developi
~cnuntr1es, Few Yofk 1968, p.lO A :
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them as special vehicles has thus been a waste. Containers being handled
at Dar es Salaam at present are stuffed for export and incoming ones are
broken down, in the port premises. This procedure, due to absence of
adequate backstopping infrastructure, hardly achieves any savings in port
operatin . costs, The planning for the multinational shipping line should
be done in collaboration with the port authorities in the region who have
to be persuaded to pursue policies that can induce coastal‘traffic.

35. Capital is a major requirement to achieve the aims of the project.

The size of the needed financial outlay can only be perceived clearly.after
the survey for the potential demand and a decision taken on the types. of
~shipa regquired and the programme for their acqulsltlon.; The collaborat;ng
countries may need to make some contribution from their internal resources
as a token of commitment. TFunds and other assistance can be sought from
international financial btodies and friendly countries. Tanzania had developed
useful contacts with the ADB and the Norwegian Agency for Internatlonal
Development (WORAD) Joint application by the countries can be made to
these and other mutually acceptadble agercies, early in, the 1mplementat10n
programrme.,

96, The level of operation of the line will determine the type and number

of managerial and sea~going personnel required. A dsarth of suitable per-
sonnel is a major problem limiting an effective participation in the shipping
industry by the countries in the region. There are training components to

a number of multinational shlpplng progects in the region, for example, the
FANSL, the Tanzania=TORAD agreement and the Chlnese—Tanzanlan arrangement.
The impact of thesge training programmes has been minimal., Most of the cadets
who have completed"their training‘undsr these arrangements have not. been
retained in the countries. An important indication of the inadequacy of
present training arrangements is the abgence of suitably equipped institute(s)
located in the region. - Some training is conducted in loecal polytechnics,

but the countries s8till rely heavily on outside institutions. The organiza—
tion of training facilities is an important area for multinational action, -
Regional arrangements will not be faced with the serious problems of shortage
of funde, equipment, staff and under-utilization wihich are likely to attend
national efforts.

97. Preparatory work is needed on the organizational structure of the
company which will link the board of management, which has to be constituted,
with a general manager and other chief officers, the operating branches and

_ departments. The dreft articles of agreerent bétween the countries have to
be prepared as well as a freight tariff and an operational schedule., In
addition, branch eoffices and agency arrangements have to be establighed
before the line can be launched.
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V. CONCLUSIONS AND RECOFMENDATIONS‘-

98 This report has rev1ewed the relevance of coastal shlpplng in Bastern
Africa, the present pattern of demand and organization of services and the
requirements and . atrategles for establlshlng a. multlnatlonal ‘1ine,

(a) Helevanqe.

99, Coastal shipping is relevant to Eastern Africa in view of the long
coagtline and the presence of off-ghore islands., This relevance has two
time dimensions. The first is now when there .is no adequate long-distance
interregional surface transport such that coastal shipping is a means of
stimulating regional trade. The second. period - is when long-distance surface
alternatives are available., In this second period,. shipping may still
poesess a cost advantage for bulk commodities, especially industrial raw
materials and products moving between. locations on the coast.  Coastal
shipping is protected from competition as its range of operation is
lengthened. The planning of shipping services in the region should be
viewed in a broad cabotage range from Maputo to Mogadisecio and further -
afield to the Red Sea and the Persian Gulf.

(p) The present demand

100, Three types of traffic can move on coastal shlpping services: pass~
engers, transshipped cargo and domestic trade between the countries. There
is some potential for local as well as tourist coastal traffic. Water
transport is a poor competitor with other reaneg of transport for passeager
trafflc.‘ Future development of coastal shipping would be more secure for -
cargo serv1ce rather than for passeagers,

101, Transshlpped traffic like coastal traffic in general has declined
markedly in the region as a result of lack of adegquate port facilities and
excesaive port charges., The situation of the main ports is improving and
prospective changes in shipping may emphaslze the role of the major ports
and once again maké transshlpment traffio important.

102, The domestic traffic at present conasists of both 11qu1d bulk and dry
cargoes, Crude o0il is moved from the Persian Gulf to the refineries of the
region by tankers hired by the oil companies. Swmaller parcel tankers dis-
trivute products from the refineries to .smaller ports. bome coal moves in
bulk from Mozamblque to Kenya. Substantlal cargoes of cement are -moving -
from Eozamblque to Tanzania and fertilizer is another potential traffic in
the same dlrectlon. "Some sugar also moves from ¥aputo to lMogadiscio, Kenya
is at present the main centre of generation of domestic coastal traffic being
the most industirialized country. Civen a positive attitude to inter-State
trade, further traffic ocould be generated that may move by coastal shipping.

103. Wo thorough study of existing pattern of coastal shipping has been made
and thig is a vital necessity for planning a new service. It can be concluded
that although the present traffic is not euormous, it is a sufficient basis

to launch a2 multinational line. It has to be borne in mind that the traffic
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requirement and the size of ships needed for a ‘coastal service are of a
gimilar order compared to deep-sea shipping. Moreowsr, what is envisaged
inmedlataly it not a mammoth coastal fleet, but a well-run relatively amall
bu31ness, prov1d1ng vital linkages between the countries and helping to
facilitate further trade relatians,

104, The following trades, which can be studied further, appear attrac-
tive areas of investment for a3 multinational shipping line:

(i) Carriage of animals from Somalia and from Tanzania to Saudi
Arabia and to off-shore 1slands, :

(ii) Transport of chilled meat to the Figdle East,

(iii) Transport of crude oil from -the Middle East to oil refineries in.
Somalia, Kenya, Tanzania-and Mozambique;

(iv) Transport of refined petroleumr along the East African coast from
the refineries to smaller ports, and albo’ 1n erogs trades in the
Middle Rasti

(v) GQeneral cargo trades along the coast in thé Tange from Maputo
through logadiscio to the Red Sea and Gulf ports.

(¢c) Present coastal services in the region

105, Eastern Africa has been served mainly by deep—seca shipping lines which
operate to destinations ocutside Afrieca. It is not economic for these lines
to serve wayside ports in the region, It is'in the last two decades that
coastal shipping enterprises have been established, based in the countries
of the region,.

106, The oldest of such coastal services is the Southern Line, a privately
owned company registered in Kenya. It has a fleet of ‘three tankers for the
movement of refined petrcleum along the coast, and also twe cargo ships,
The Somali Wational Shipping line was established in 1972 and it engages
both in deep-sea operation in the country and aoross the Red Sea. It has a
fleet of,flve ships. The Tanzania Coastal Shipping Line started operation
in 1972 and now ocontrols a fleet of three ships and 11 schooners, 1t is
legally the only coaastal operator in the country, The line was developed
with flnanclal and technical assistance from Norway through NORAD, In
Fozambique, two privately owned companies rum i fleet of six coasters. On
the islandsg, Zanzibar Steamship Services owns three coasters, and the
Seychelles Covernment has a fleet of two vessels,

107. The variocus coastal lines have plans to expand their services, Tanzania,
for example, has established contact with the African Development Bank., The
ADB financed an evaluation and investment study of the TCSL which was completed
recently. Nozamblque and Tanzania have agreed to set up a common shipping
service and Somalia bas shown interest in joining this collaboration. The
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Chinese-Tanzanian Joint Shipping Service could intreduce’ new sailingn &
w1th1n the possible area of operation of a maltinational shipping line.
T, nzania is also planning new ventures with India. The shipping industry -% -
in the region is faced with serious manpower problems and there is an

urgent need to improve training facilities.

(d) The way shead

108, The present situation of the shipping industry in East Africa calls

for immediate muliinational consultations and collaboration in the planning
and expansion of gervices. There is a real poseibility for the duplication
of investments and for eventual over—tonnaging if there is no consultation.
Several other advantages will also. derive from joint action. The countries
should also, with the aid of international organizations, establish regional
training centres to provide much needed manpower for the shipping industry.

" This will enable them to derive more bhenefit from their participation in
shipping.

109, There are a number of alternatlve strateglee for planning a multina-
tional coastal service given the present situation in Eastern Africa, The
least attractive is to make a multinational ooaetal service & sub31dlary of
the RAW3L, Other .alternatives are:

(i) herger of all exlstlng natlonal coastal ehipplng llnea;
(ii) Conference-type collaboration between.exleting lines;

{iii) Pormation of a conaortlum £rom the preeent 11nes to operate a
' Jjoint regional mervice; .

(iv) Formation of a new multinational shipping line,

Representat1Ves of countries interested in the collaboration can decide whioh
form of co-operation is acceptable. It is important that whichever alterna-
tive 1s chosen, fleet development is planned JOlntly

110 The first pre—condition for the implementation of the project is an
expression of commitment on the part of the countries which are willing to .
collabtorate. An intergovernmental implementation committee bas to be set
up, and an 1mplementat10n agenda adopted. The participating countries
should enact legislation to reserve their extra-national coastal traffic

to the joint enterprise. The countries should also agree to channel all
their on—g01ng propoeals for shipping development in the regional and '
cabotage range into the multlnatlonal project.

111, Other requiremente to ensure 1mplementat10n of the progect are:

(i) Market survey and trafflc projection to°determine in detail the
level and characteristics of possible demand for a coastal shipping
line in aggregate or for specific merviceas taken aeparately, Sefey

- transport of animaly, tanker trades or general carge operationj
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112, 1% is recommended that:

- 31 -

Fleet requirement: - to identify the itype of ships to be purchased;

- Port facilitiss: the planning for a multirnational linsg'should bYe

undertaken in consultation with the port authorities in the region
80 that policies conducive to the growth of coastal traffic is
pursued;

Financial requirement: depending on the phased fleet acquisition,
the proper cost-banefit analyses, the financial regquirements for
the line have to be determined. Collaborating countries may

‘establish a develOpment fund to which they can contribute, and
“"ghip~owning countries may contribute ships. The countries should

also make joint approach io international financial institutions

" like ‘the ADB and ageucies like NORAD for assistance. But the
‘plannlng for the line should be controlled by the 1mplementation

commzttee set up by the countries;

Vanpower requirement: . beth managerial and technical (saa-g01ng)
staff will be required., Outside recruitment should be tiken as a
short-term measure and the countries should endeavour to achieve
self-gufficiency through leocal training;

‘Legal and organizational frahework: the articles of association

have to be preparsd; the board of management constituted and the
chief officers appointed., The freight structure, agency arrange-
mente and operational scheduls for the line have to be prepared
before a service can be launched.

Rec~mmendations

-

Multinational aeotion is vital for the organization of coastal
shipping services in Eastern Africa;

'In view of the available traffic and prospects for trade in ths

region, a viable multinational shipping enterprise can be estab-—
lished given good plauning and management

Such a multinational line will engage in lateral trade along the
coast in the region, to the islands and also in the cabotage range
to the Red Sea and the Persian Gulf areag

A meeting of shipping, transport and trade experts in the region
should be summoned to consider the proposals of this report;

Countries interested in the project and committed to collaboration
should set up a permanent intergovernmental committee of experts to
work out the phases of implementation and superviae implementation
activities on a continuous basis;
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‘(vii)

(Viii)
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(ix)

(x)

(xi)

(xii)
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Intereésted ‘countries should agree to channel all their on-going o
proposals for related shlpplng development into the multinational
proaect, ' 1‘ ) e !

“r,

__M
-

Collaborating countries should make an early and Jant approach
to possible external sources of support and finance like ADB and
NORAD;

In planning the execution of the project as much use as possible
should be made of local expertise in order to avoid some of the
mistakes in previously externally directed shipping projects;

The countries in the fegion;‘inucollaboration with international

.agencies, should embark, as a matter of urgency, on joint training

programmes in the region: the provision of ship repair facilities
on a multinational basis'is also an area for collaborations

Collaborating dountries should enact legislation to resexrve their
coastal traffic for: the multinatlonal enterprise,.

An immediate decision should bé taken by the collaboratlng coun—
tries on the acceptable form of collaboration: conference-type

-co~ordination of - serv1oes, merger of lires, consortlum, or new

301nt enterprlse,

The follow1ng preparatory studies to determxne the requirements
for the line have to be commissioned by the implementation com-
nittee: detailed demand analysis, fleet, finapcial and manpower
requlrements and the legal and organlzational strudtire.





