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I. 'INTRODJCTION

1. The 1dea of a multinational coastal shipping line in ‘Fagtern Africa has
been under sporadlc discusgion among the countries of the region for the past
ten yeéars; The current consideration derives from-th&''meeting held in Swazi-
land in Apidil 1976 of the Counolllof Finisters of the countries'o’ the. Lusaka~
based ECA Multinational Prograuming and Operational Cenvre.” " The Council
observed the serious constraint to intra—-African trade posed by inadeguate
transport infrastructure; and noted the possible role of coastal shipping.

The Council then directed the LCA-MUC secretariat to take note of previous

and current proposals in the countries of the region and to examine the
technical and economic feasibility of a multinational regional shipping line.

2, The - present report ig the result of a one-man six-~week mission in
Bastern Africa early in 1977. The mission Bought to evaluate the attitude
of the different countries to the proposal, to observe the existing status
of coastal shipping and proposals for their expansion and to 1den%1fy'the
“various agencies in the countiries both private and public that may be

' relevant to the implementation of- the proposal.

3. The'report is - divided into four main parts. The first part considers
the need for coastal shipping in Eastern Afriea. This is a fundamental
issue which should be examined carefully as a pre-—condition to exploring
ways of achieving the objective. The second part analyses the preseant
statug of coastal shipping enterprises in the region and current propomals
-for their expansion. It is noteworthy that considerable extra-national ...
coastal shipping operations exist, and there are proposals currently.being
..congiderad for joint . multinational shipping operation by some .couniries in .
.the region, The third part outlines .the requirements. for the establishment..
of & multinational shipping line and the strategies for the implementation
of the project. The report is concluded by a number of recommendations.

e

II. THE YEED FOR COASTAL SHIPPING IN EASTYRN AFRICA .
A. THE RELTVAWCE OF COASTAL SHIPPTNG -

4. The appeal of coastal shipping, like all maritime transport, is its
relatively low unit cost compared to other means of transport: assumlng,
of course, efficient operational structure and management. koredver,ia

- coastal shipping service can be introduced more readily than other alterna-

- %ive means of transport, especially rail or road. The capital requirément

“ and the volume of traffic thit are needed to sustain the least viable
economio unit of operation are smaller compared to the requlrenent for the

“gonstructivn of F-perhEreNt Highway oF railway.” 7 T

5. In general, coastal shipping tends to be important in areas or circum-—

stances in which more permanent surface transport cannét be provided. As

technology improves, and the economy expandgj . the .relative significance of

. coastal transport tends to reduce, as road transport, railways and air

L transport assume greater importance. 1In such a situation; coastal transport

.~ eontinues to service bulk commodities and lqcat}ons close to the coastlins.



6. It may be necessary to define, at the omset, the operaticnal meaning
of the term coastal sbipping. Coastal shipping or domestic shipping is
cormonly distinguished from foreign or deep-sea shipping. In this context,
- coastal.shipping refers to shipping services within a national territory
-as opposad t0 those services to other countries. National coastal shipping
may also be differentiated from regional or multinational coasial shipping.
The latter refers to maritime linkages between adjacent States. When the .
range of regional shipping becomes extended, in the BEast African subregion

say to the Red Sea and the Persian Gulf, the term cabotage shipping is

commonly applied. The concern of .this report is thus essentially with

regional coastal shipping in Dastern Africa,

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

Table 1:  East African cabotage shlpplng (dlstances from Nombasa in nautical
mileg) . ‘

Ports . .. Digtance  Ports : Distance

Eagt Africa o ' ©"+ " -Red Sea
¥aputo - 1,501 - . Sues. S 2,952
Beira 1,149 Agaba 2,842
Mtwara 370 vort Sudan 2,253
Dar es Salaam 180 Jeddah 2,296
Zangibar 139 Massava 1,995
Tanga 78 Djibouti 1,740
Mogadiscio 500 Hodeidah 1,700

o R ' Aden , 1,615

Indian Qcesp . ‘ Persian Gulf.
Seychelles 369 .. Bahrein ' 2,643
Mauritive 1,445 Abadan : 2,848
Réunion 1,410 Bagrah S . 2,879
Vajuga . | 807 .

_/ United WNations Department of Economic and Social Affazrs, Coastal
shipping, feeder and ferry services, New York, 1970, p.5.

g/ In Horway, for example, coastal shipping accounts for 35 per ééht‘of
total national ton-miles in the transport sector: B, Foss, "A cost model for
coastal shipping", Journal of Transport Foonomics and Policy, May 1969, pp.195-196.




8. The present standard of surface transport in Eastern Africa makes
lateral eoastal Shlpplng the more relevant in the area. The three big
rallway aystema in the region are not integrated. In the gouthern part,

the rallways of Nalaw1, Swaziland and Zambia are part of the large South -
Afrloan and Rhodesian interconnected network which includee Zaire and

Angola and has a. gauge of 1,067 mm. In the north, the railways of Sudan
have the same gauge of 1 067 mm, but in between ig the large network of
Tanzania, Kenya and Uganda with a gauge of 1,000 mm. In addition to these
three’ systema, the Franco-Ethiopian railway is of the 1,000 um gauge, and
there is'a second separate Ethiopian 11ne with a gauge uf 950 mm.‘;/

9. More 1ntegrated long-distance transport is likely to be ‘achieved
through the trans-African highway projects. A trans-Bast African route is
projected from Cairo to Gaborone; 53 per cent of its total length of 9, 027 km
is bitumen surfaced. _/ When thisg route is available, it will afford an
imporfant means of inter-country transport in the region. . Road transport, .
however, has disadvantages compared to shlpplng, over long distances. More-
over, because of the interior alignment of the route, more peripheral roada
or shibping may be more appropriate to link coastal locations.

10, The tidre 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 road
link between Dar es Salazam and Mtwara. The high coat of sguch an infrastruc-
ture was the justification for the introduction of a coastal shipping service.
It bas' also been decided to build a Unity Bridge over the Ruvuma, the river
that borders Tanzanla and Mozambique, and thereby provide a permanent surface
11nk betheen the two countriee. Such road improvements could influence the
viaﬁility of local coastal shipping, they are unlikely to drastically reduce
a sustalned need for longndlstance regional and cabotage shipping. These
read proaects, again, may not be available in the immediate future in light
of their high costs of construction.

11, ' The profltablllty and relevance of corgtal shipping has two time dimen-
sions. " The first period is when surface transport is underdeveloped and it
cannot offer a serious alternative to shipping for long-distance interregional
movement. The second phase is when the provision of surface routes results in
cempetition with water transport. In the first time horizon, when shipping
has a position close to monopoly, it plays an important role of stimulating
1ntra-regmonal trade, It is poasible to amortize well-planned investment in
shlpping 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 materlals, egpecially the inpute for coastal
industries,

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

g/ Report e¢n the current status of Trang-African Highwey Network,document
B/CN.14/662, 14 December 1976, p.4.




12, Under competition, the relative significance of coastal shipping
will depend on the type of traffic available-and the proximity to the
coast of the origine and destinations of-movement. It has %0 be supple-
mented by some. overland movement between . the inland origins/destinations
and the loading and discharging ports. The total cost of moving a commo-
dity from one inlund. location to another through coastal shipping has
three components: -the costs oi overland transport from inland origin to.
port of loading; the shipping link between poris of embarkation and dis-
embarkation; and the surface transport from the port of discharge to the
ultimate inland destination. The sum of these three componerttgmust be laass
than the one-component cost of direct surface movement +o make coastal
shipping atiractive, Ceastal shipping becomes the more competitive, the
nearer the coast the origins and des*inafions of movement are such that
cogst of supplementing overland movement ls reduced.

13, A factor in the long-term relevance of shipping in the region is the
continued importance of the cocasial area, which has teen the focus of
colonial developmenti. Although there are attempte to shifl the axis of
growth in many countries from the coast-to the interior, the seaboard -
retains an advantage for scme typer of indusiries which can continue to
generate sustainazd traffic for shipping. :

B. THE DEMAND FOR COASTAL SHIPPING

14. The profiiability and mcale of cperation of a shipping service will
depend on the characterigtics of the demand for tranoport, especially the
volume, types, ssaconality and balance in flows. ¥Wo panetrating study has
been carried out of the existing or potential coastal commodity movements

in Eastern Africa. Ths brief visits to the countries for the preparation

of this report was ncot intended 4o achieve such a demand analysis which
needs more time and team work. Visiis were noi made. to.the islands and it
was not possible to learn ai first bhand the condition of their traffic. No
attempt is made here to forecast fusure traffic, which could ve an elaborate
exercise if the resu.its ars to be worth while. Such traffic projection will
draw ont the-details of the presomt pattern of movenent, the intra-regional
traffio compomnentas of prospective development in the countries and on move-
.. ment that may be induced by the provisica of a low-cost regular transport
service., The intention of this scction is v put forward the available
limited information ¢n traffic as a prelude o the needed market research
and forecasting that must be one of the major phases of .the implementation -
of the project. ‘ . . : :

iE, Three types of traffic can move in caastal shipping:

(a) Passengers;
(b) Transshipments;
(c) Domestic trade betwesen the countries,
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16, Passenger traffisd in the reglon may consist of two types: tourist
traffic and local traffic. Tourism is important in sowe of the countries
of the region, and the provision of cruising ships may be a line of expan-
sion of tourist activity. There could be substantial local passenger
traffic between the lislands and the malnland, gs well as along the coast,

Table 2: Pasgenger movement between Tanzanian ports

1974 1975
Port IN OUT N OUT
Dar es Salaam 1,823 - 8,049 13,258 15,373
Mafia 2,347 2,869 72,340 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 a 30,913

Source: TCSL, Dar ss Szlaam. e - s
17. Table 2 shows the passenger traffic of the Tanzania Coszetal Shipping
Line which carried 15,600 people in 1973, 17,968 in 1974 and 30,913 in 1975.
The rols of. -shipping is subject to greater competition from the other ‘modes
in the passenger sector than for commodities. The expansion of regional
shipping should place enphasis on the cargo traffic secfor.

(b) Tranashipments

18, Transshlpments are part of the cargoes of deep-—sea trade routed through
an intermedlate port from or to the final destination. There is- trans—']r;
shipment when cargo is small, or the port has poor facilities or it is congested,
Traffic of the off-shore islande are reloaded commonly at mainland ports in
“agt Africa. Part of Somalian trade through Mogadiscio used to be trahs—
shipped at Mombasa. Mogadiscio is a lighterage port, and aocess to it is
difficult in the monsoon geason; but an impregsive project, to be oompleted
late in 1977, will create a harbour for ocean-going ships. Such port improve-
ment could cause a decrease in transshipment in the reglon; On the other
hand, the adoption of unitized shipping technology is 11kely to concentrate
deep—sea traffic in a few equipped ports and generate feeder serv1ces.'

19. The two main centres.of transsnzpment'1n‘the reglon are Mombasa anéwﬂ-_“_
Dar es Salaam. Tabla 3 gives the tonnages of tranashipwente at these ports... .



Table 3: Trangshipments at Mombasa and Dar es Salaam (in. 000 metric tons)

_Tears Momba sa Dar es Salaam
1959 19.8 16
1960 28.5 13
1961 - 22.4 15
1962 40.5 12 | -
1964 . . .. .. : 38,1 . 18 -
1965 . . . 42.8 : 17
1967 25.7 17
1968 35.9 13
1969 — 29.6 ST
1970 7 - 35.3 LT
1971 . 27.8 9
1972. . ... B - 30.4 RNECIEEE e e o -
1973 , 25.0 2
1974 . . oo o~ n.a, e g -
1975 21,5 3

Source: EAHC Annual Reports and Accciiits.

Three important features of this table are the more prominent role of
Fombasa as a transshipment centre, the decline of transshipped traffic at
both ports, and the rather pronounced fall in traffic at Dar es Salaam,

20, MNombase s grerter »rle in trarneshipmentr g due to its overall status
a8 the largest of the ports of the East African Harbours Corporation, in
termg 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 transshipments in the last few years as a result of
congestion; and preference had to be glven to domestic and translt trafflc
to land-locked States. :

21, Dar es Salsam was under greater pressure as a result of the rapid .
growth in’ Zambian tranait traffioc, and the port had %o impose a limit of
20 tong of transshipment per ship call. PFacilities in the two porta have
been expanded recently, and it can be hoped that the ports can again
encourage transshipments,

Table 4: Transshipments at Tanga and Mtwara in metrio tons

Years Tanga Mtwara
1969 440 1,136
1970 3,204 8
1971 4,142 9,508
1972 2,552 1,186
1973 ‘ 1,096 22
1974 196 1,963

Source: EAHC Annual Reports and Accounts, 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 insignlfi-
cance compared to the two maJor terminal ports.

22, The figures in tables 3 and 4 are not detailed enough for planning. -
Further to the monthly disaggregation of total traffic, as is provided in
tadble 5 for Yombasa's transshipped traffic in 1967 and 1975, further
information is required on the commodities making up these totals and on
the origins and destinatiéns of the flows.

Table 5: Transshipments at Mombasa: Morithly tounages

Months 1967 : 1972
January : - 1,749 1,075
Pabruary 3,190 3,915
March : ) 1,216 1,312
April : : 2,099 - 1,287
May 2,378 942
June . 1,389. T+750.
July I 2,871 820
Avgust : _ 3,144 1,921
September 1,713 559
Ooctober L 1,902 1,185
Kovember ; 2,466 364
December 1,548 167
Total _ _ . 25,665 . 21,497

e

Source: DPort of Mombasa Blue Book.

(¢) . Regional traffic

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

24, Some ides of potential coastal shipping ocan be gained from a study of
inter~State trade, This approaoh can only indicate what could move by
coastal shipping, and not what really moves. .Moreover, it is not all of
intra-regional trade that need be taken into account 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, ¥alawi and Tanzania, Malawi and
Tanzania, Malawi and Mozambique, Zawbia and Mozambique and Uganda and Kenya.
There could be coastal movemcnts, however, between land-locked States and
distant coastal or inland countries depending on their situation. Some
Zambian traffic, for example, could move coastwise to Kenya, Somalia or



Ethiopia, Trade beiween adjaceni marivime countries with large land
border will terid ‘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 Keriya arid Tanzania, Kenyd and Somalia, Kenya .
and bthLCpla Kenya and Sudan and TaHZanla and Mozamblque. o o

25, The follow1ng fiftoen palrs‘of countries ‘are relevant to an analysls
of the likely traffic that can move by coastal shipping north to gsouth in
Eastern Africa in the Djibouti-Maputo range: Ethiopia-Kenya, Ethiopia-
Zambia, BEthiopia-Malawi, BEthiopia<Tanzania, Ethiopia-Mozambique, Somalia-—
Kenys, Somalia-Zambia, Somalia-Malawi, Somalia-Tanzania, Somalla—Mozamblque,
Kenya—Zambia, Kenya-Malawi, Kenya-Tanzania, Kenya-Mozambique, Tanzanig—:
Mozambique. Quite obviously it is not all of the movement between these
countries that can be atiracted to a shipping service. Several parameters
of the cargces must be known to evaluate the likelihood of movement by sea:
especially its value to weighi ratio, and the location of the origins and
destinations in relation to the coast'qg"ﬁo alternative surfaoce transport.

26, ¥enya, at present, generates most of the intra-regional trade in the
region, Mozambique would be another focus of regional trade and coagtal
traffic ag the economy ie rebuilt. Tanzania and Somalia can aleo partici-
parte profitably in regional trade. What is needed iz a greater commltment
on the part of all countries to substitute local sources of supply, as much
as possible, for their external imports; and dismantle existing impediments
to regional trade, 1/

27. Tanzenia and Mozambique are taking gteps. to stimulate trade between
each other, Tanzania has signed for 60,000 tons ¢ cement per year for the
next five years and Mozambviyue cvould uaka iarge quanuluxes “of weat aud”of
gypsum from Tenzania if the latier is crushed tq make it easily loadable;
50,000 o 80,000 tons of coal were shipped from" Maputo +0 ‘kombasa for the
cement 1ndustry in Kenya. .Somali imports from Kenya in 1974 were 22 756
tong, valued at 43 million Somali shillings and expo:ts were. 1,113 tons
worth 3 million Scma 14 shllllngs. ﬁf According to an offlcla‘ source,
Nozamblque exported 1,000 tons of sugar to Somalia in. 1976

28, An important traffic in cabotage and regional shipping is bulk petroleum.
Crude o0il “s moved from the Middle FEast to feed the zeflnarles of the region
and refined produqts are dlsurlbuted to small ports in parcel tankers. . There
are refineries at present at Maputo, Dar es Salaam, NdoIa, Mombasa -and one
projected for Mogadiscio, _/ ‘The annual crude input into these plants ig of
the order ‘of mllllon tons a year whick is adequate $0 sustain a tanker
serv1ce.

-

1/ Intra-subregional trade: Eastern'and Southern Africa, doocument
ECA /U'NDAT/I.usaka /34, ¥arch 1976, : '

k/ Soma li Hepubllc, Foreign Trade Returns 1974, Nogadlsclo, 1975.

_/ Development of petroleum refineries in Africa: Present status and
rospects, document E/CN,14/NRSTD/E/7, 3 February 1976.




29, The actual volume of inter-country commodity movement by sea is best
mesured by analysing the maritime origins and destinations of the traffic

- through -the ports of the region. Such an analyeis can glearly separate
short-sea movements from deep-sea traffic, Such information is not at

‘ pregent available for the ports of Eastern Africa. It was learnt, however,

. tha+ the Intergovernmenial Standing Committee on Shipping { ISCOS), based
in Mombasa, bhas begun such a projoci. The result of the study would be

‘ useful to future analysis of shipping in the region,

‘ 30, The overall impression gained through contactes in the region is that

‘ regional shipments have decreased in the last few years especially at Mombasa,
and also at Dar es Salaam. The main reasons are lack of suitable port faol-

‘ lities for coastal traffic, pori congsstion, and increase in port charges.

‘ Thase problems have led 'to the discontinuation ef some services.

‘ Table 6:; Coastal traffic at Kilindini Wharf, Mombasa

Year Import . Export Total -
. 2969 . 965 I 53,344 : 24,303
2970 . | 1,259 - 52,604 - 53,863 .. —
AT Coo 11,404 0 35,723 47,127 ‘

1972 5,924 20,995 26,919

1973 10,094 18,996 : 29,090

Source: EAHC, lonthly Review of Port Working.

31, At Mombasa, coastal shipments handled at the main port (Kilindini'uharf)
declined from 54,309 tsns in 1969 to 29,390 tons in 1973 {table 6). Coastal
traffic at the ¥ombasa 0ld port, which is carried by small crafts, has fallen
less drastically (table 7).

Table 7: Traffic at old Port Mombasa

Year o - Import : Export Total
1968 12,022 18,552 30,084
1969 3,382 16,736 20,118
1970 4,857 - 14,392 19,249

| 197y _ 7,440 29,496 36,940
1972 5,181 13,055 18,236

| 1973 . 6,023 13,620 19,643

| 1974 5,051 23,262 28,313
1975 2,501 , 22,205 24,706

Source: Port of Nombasa Blue Book,

32, ‘At the Tanzanian ports of Dar es Salaam and Tanga, regional coastal

traffic handled at the main wharfe has 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



- 10 -

Table 8: Regional coastal trafflc at Dar es Salaam &nd: Tangg '

L Dar es. Salaam S Tanga - -
Years Iwport Export Total - Inport “Export Total
11969 2,047 13,647 15,694 2,930 4,283 7,213
1970 - 1,550 12,506 16,055 © 1,961 2, 128 4,089
1971 ' 7,173 11,241 18,414 1,881 o1 061> 2,942
1972 692 7,997 8,689 1,224 1,845 3,069
1973 1,179 6,070 7,249 ‘ - 1,024 1,024

* Seurce: EAHC, Yonthly Report of Port Working.

1974 and 1975 was primarily dus to the éélicy of local self-reliance which
has reduced the need for the movement of foodstuffs to the southern part of
the country (tabdle 9).

Table G;. . Tra Trafflc of the TCSL, by ports

1914 . 1975

Ports Import = 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 ~ 2,162 1,394 3,556 1,910 1,192 3,102
Lindi o 7,515 1,646 9,163 2,661 1,347 4,010
VMiwara 61,279 32,446 93,725 50,549 33,913 84,462
Tanga 1,663 1,407 3,070 807 550 1,357
Zanzibar 6,099 2,235 8,334 5,884 1,788 7,672
Mombasa - 143 2,448 2,591 292 6,468 6,760
Others 377 - 377 198 - 198
Total 121,121 121,121 242,242 104,378 104,378 208,756

Source: TCSL, Dar es Salaam.

33. PFiguras of coastal movements according 1o ports in Vozambique are
available for 60 per cent of the total ccastal traffic of the country
(table 10), This was 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 coastline of the country and also
because inland transport facilities are not completely integrated from
north to south., The commedities carried are a range of agricultural exports
southwarde to Beira and Maputo and general cargo goods from the main ports
to the subsidiary ones. :
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Table 10: Coastal traffic in Mozambique in 1975, by ports

Ports Loaded % Unloaded % Total A
Maputo 18,184 27.4 18,513 30.0 36,897 28.7
Beira 11,194 16.7 14,602 23,7 25,796 20,1
Quelimane 5,803 8.7 4,920 8,0 - 10,723 8.3
Vacuse = 2,607 4.2 117 0.2 - 2,923 2.3
Pebane 7,000 10.4 675 1.1 7,673 6.0
Moma 1,113 1.7 91 0.1 1,204 0.9
Angoche 5,997 8-9 3,591 5-8 91588 T.4
Mocambique - - 507 0.8 507 0.4
Nacala 8,249 12,3 13,498 21,9 21,747 16.9
Pemba 4,079 6.1 4,736 7.1 8,815 6.8
Ibo - - - - - -
Mocimboa da Praia 826 1.2 317 0.7 1,203 0.9
Dar es Salaam - 630 0.9 - - 630 0.5
Mtwara 998 1.5 - - 998 0.8
Total 67,077 100,0 61,626 100,0 128,703 100,0

Source: Empresa do Limpopo, Maputo.

III. THE PRESENT STATUS OF COASTAL SHIPPING

34. DBGastern Africa, like the rest of the continent, is served predominantly
by deep—sea shipping enterprises organized in conferences which link the
region with the outside world. Coastal shipping which should promote inter-
change between the countries has been relatively neglected. This situation
ig 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 integrated enclave production in Africa with the metro-
politan countries such that there was little or no need for regional connexions,
by land or sea, The long-distance shipping services .accamionally picked .
cargoes in the cabotage .range which was serviced, by default, mainly by noun-
mechanized shipping. Tramps, irregular cabotage operators and a few formal
coastal enterpriges have emerged more recently.

(a) The dhows and schooners

35. Dhows have, for many centuries, provided the vehicles of transport link-
ing parts of Eastern 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, lombasa is the centre of the dhow traffic in Bastern Africa, and
table 11 gives the number of dhows éalling at the port -in-recent: years;
and in 1975, a total of 24,706 tons of traffic were handled at- the -
VMombasa old port carried by dhows and schooners, - .

Table 1ll: Dhows calling at Mombass

Year 1064 1965 1966 1967 1968 1969 1970 1971 1972 1973

Ko. of
vepsels

43 43 34 41 S8 59 58 85 30 45

Source: Port of Mombasa.

The Amphees Shipping Agency at Mombasa is a specialized agency for these
small oraft and at present manages gix ships ranging from 40 tons to 300
tons which operate aleng 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 Zanzibar and“abbut once a week to Dar es
Salaam from Fombasa. : :

37. In Tanzania, the surviving schooners have been brought under the control
of the Tanzania Coastal Shipping Line (TCSL) which has exclusive right to all
coastal traffic in the country. The TCSL allocates cargo to the schooners as
appropriate but their private owners are responsible for operation and main-
tenance. There are at present 1l private schooners that operate under the
"PCSL with deadweight tourages between 100 and 275 tons. The schooners
carriad 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 sciooners are deployed
mainly to the esmall ports -like Mafia, Kilwa, Lindi and Pemba that are rather
inaccessible to the large coasters.  The trend is that these small craft.

will decrease in slgnlflcance, espe01ally at the present poor ports, are
irproved,

Table 12: Tanzanian coastal tvaffic by type of carrier and ports, 1975

Invard traffic . OQutward traffic
Ports Schooners Ships Total Schooners Shipa Total
Dares Salaam 7,250 30,922 38,172 10,497 48,017 58,514 -
NMafia - 620 - 620 604 - 604
Kilwa 1,910 - 1,910... - 43 . 1,149 1,192
Lindi _ 2,614 47 2,661 1,349 - 1,349
¥itwara ) ©1,683 48,866 50,549 3,343 . 30,570 33,913
Tanga - - 80T - - 807 | - 550 - 550
Zanzivar 5,334 550 ° 5,884 1,788 o= 1,788
Pemba 3,285 - 3,285 - S R
Mombasa = 39 253 292 5,918 550 6,468 -
Others - 198 " 198 - - -
Total 23,542 80,836 104,378 23,542 80,836 104,378

Source: TCSL, Dar es Salaam.



38, Information was not 1mmed1&tely available on the status of these
informal operators in Mozambique ond Somalia, but the geéneral 1mpre331on
is that. they are relatively unlmpo:tant for 1nter—btate movements,_

(v) Tramp service

. 39. These con31st of modern.conventlonal break-bulk Shlps, but they do
not offer gUaranteed services in the coastal range. The tramps operate
“on charter or. 1rregu1arly as traffic is available. "Two Russian tramps
are reported to have been operatlng along the Bast African coast in the
last two years. They are said to quote much lower rates than. other ‘opera-
tors. It was not possible durlng the mission to contact these ships and
obtain details of their services.. Spch tramps can be eliminated by aJ‘;,
regular 1oW-priced service, an& by applylng customer~retention technlques
such as special rates and loyalty rebates which are standard practice in
conference shipping. External tramping, like all other foreign participa-
tion in coastal shipping, can be ellmlnated by leglslat;on.“

40. Bulk cabotage transport of petroleum and cement are undertaken on
contract or charter basis by Iocal shipping ln%erests (Southern Line and’
Bamburi Cement Co.). Other bulk transport of coal from Maputo to Mombasa
and mangrove poles from Lamu to the Persian Gulf are haadled largely on
trlp chartere&‘shlps. 1/ —

(c) The East'Cbast.Conference

41, Yenbers of the East Coast Conference Lines 1ntereated in cargo r;ghts_
in wayaide ports oonstltute the East Coast Confersnce, The Conference is
designed to regulate services and rates in the coasial and cabotage range
in Eastern Africa and the Red Sea area. The parent body, the East African
Conference, is the most important shipping institution in East Africa and
it controle 40 per cent of all the external shipments of the region. It .
groups the major carriers operating between the region and the United _
Kingdom, Wéstern Europe, Soandlnav1a and the Medlterranean, and controls
v1rtually all the shlpments on these routes.

42, The East Coast Conference has about 20 line members, but most of uhem

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

the long-range service to and from Europe. The cargo for a wayside has to

be substantial to make diverslon worthwhile, and the ships for the dsep-sea
services (about 10,000 tons dwt) are not sikitable for numerous calls in

small ports. Attractlve tonnages are available often, between Xenya and
Egypt but Conference members hardly take such cargoes, mainly of tea,

becaude of payments arrangements 1mposed by the Bgyptian Government: .freights
are paid in loecal currency but the Government insists on having canql dues
in’ forelgn exohange. -Ships of’ the Conference do not usually go.as far as
Faputo @ince the openlng of the Suez Canal. In terms of the members of .the
Eagt Coaat Conference it can bs ‘gaid that there ig hardly any regular coaetal
serv1ce and whatever they offer is inadequate in terms of periodicity. . The
only ‘oné member of the Conference which is active in the coastal range is

l/ 'UNDP/UNCTAD7 Ezatern Af;ican Shipping Study, February 1975, §.170.



the Southern Line and thls exceptlon is explained by the fact that the
companhy does not engage in the long~-distance service to’ Burope or the
Mediterranean but specializes in the coastal and oabotage range. The
operation of this company is discussed helow.

43. The Bast 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 members and non-members for detér-
mlnlng'frelght charges in the region: with the exception of the TCSL that
has issued its own 51mp11fled tariff, The tariff of the Conference ig in
three pabts for the southern, northern and central sectors of the coast.

The southern ssctor covers ports in East’ Afrlca, Mozambxque and South -
Africa, the northern sector consists of ports in East Africa, Somalia and
the Red Sea, and the oentral or donestlc sector relates to ports between
Lamu and Ftwara, ' '

(d) The non-conference lines

44. There are & number of lines operating outside the conference between
Tast Africa and other destinations” which cover the ports in the region as
wayside ports, Their services, though better, in terms of availability,,

than by-the conference members cannot be described as adequate 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 Line and Nessageries Maritime. The
Eastern African Shlpplng Study provides a longer list of companies that
operate over the range but many of these, like members of the Zast Coast
Conference do not, in fact, partlclpate effectlvely in way31de ports.. }j

45. DSR operates a twice~monthly service from East Africa to northwest
Europe calling at Red Sea ports if there is substantlal cargo. Polish
Ocean Lines offers two sailings monthly from thara, Dar es Salaam, Tanga
and Yombasa through to Red Sea ports and the Persian Gulf to Furope, This
is a regular service and cargo is usually moved from Bast Africa to Red

Sea ports and the Persian Gulf, Hellenic Line operates two services, The
first is southwards from Fast Africa round the Cape of Good Hope to the
United States, east coast and Gulf ports; and some cargoe may be moved to'
Faputo from Mowbasa/Daf'eé Salaam. The second service, northwards, is one
sailing a month from Mombasa to Piraeus, Trieste and Veriice. Substantial
cargo -can be accepted on the service for Red Sea ports if the ports are not
congested, Bank Line operates two services from Durban through East Africa
to the Far Dagt with one or two sailings per month, and from Durban through
East Africa to the eastern coast of India with one sailing once in three
months, PFor both gervices Mombasa is the last port of loading and the
ships branch through Nadagascar to Singapore., The aspects of their service
within which cabotage cargo can be accepted are the links from Maputfo to
Fombasa and from lombasa to Madagascar. DMessageries Maritime operates
between Europe and Fadagascar. Consignments for Réunion are discharged at
Mauritius and ships return via Mombasa to Europe. Some traffic between the
islands and the mainland may be moved on this service.

l/ UNDP/UWCTAD, Fastern African Shipping Stﬁdxg February 1975, pp.1l63-164,
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(e) The East African-based ccastal operators

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

(1) 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. 1/ It was founded in August 1952 with headquarters at Southern
House, lombasa. The Line has a subsidiary, Southern Engineering Company
Ltd., which are marine and general engineers and they maintain the fleet .
of the perent company. Southern Line holds a share of 10 per cent in the
Kenya Shipping Agency as a partner with the Kenya Government. The company
algo 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 EANSL from inception in 1966 until November 1973
when the management agreement was terminated and ite sharebolding bought Dby
the countries. The company maintaine agents at the following places indicat-
ing its area of interest: Amman, Port Said, Muscat, Hodeidah, Vahe, Dar es
Salaam, Tanga, Vtwara, Aden, Khartoum, Djibouti and Addis Ababa.

t-f"‘

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 years. . The. _tankers of -thé.
company -move refined products regularly.on,the,folldwingwroutea: Dar.ea. ...
Salaam to Tanga,. Pemba, Zanzibar via Mitwaraj; Mombasa to Seyshelles; Aden to
Seychelles; “Aden-to Horth Yemen (Hodeidah)j.and also make spot voyages.tol
Somalia, Comoros, Réunion when cargo is avazilable., The Line carried 45,271
tons of fuel from Dar es Salaam to other Tanzanian ports in 1975 {table 14).

Table : Fleet of Southerm Line ILtd,, January 1

Name Type When built DWT
Southern Isle .77 Cargo ship 1963 ) 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: Ninigtry of Power and Communications, Nairobi.

Table 14: Refined petroleum moved by Southern Line tankers frow Dar ed Salaam

Port of discharge 1975 ' 1376
Tanga L 23,187 - 18,685
Zanzibar. . 13,504 11,706
. Pemba - - 2,759 2,993
Viwara _ 5,821 7,443
Total 45,271 40,8271

Source: VASACO, Dar es Salaam,

1/ UNDP/UNCTAD, Bastern African Shipping Study, February 1975, p.380,




The company is not involved in the movement of crude to Bast African
refineries. This is undertaken by the 0il companies themselves using
larger tankers. The company has a monopoly of the tanker trade for
refined produots 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 thh principal ports
of -call 'being Suez, Hodeidah, Djibouti and Aden. The company is consldsring
withdrawing its regular trips to Egypt because of payment problems. Moat .

of the :Line's trade is said to be 95 per cent one way consisting of exports
of Kenyan :goods, and the ships come baok largely empty. . .There is also a
fair amount of oroes trading within the Red Sea area on each yoyage before
returning to Mombasa. The company operates less regularly to Tanzania,
Somalis, 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
Agqaba and 110 tons for Y¥ombasa., Table 15 gives the traffic of the company
through the port of NOmbaaa, but information was obtained only up until 1969.

Table 15: Traffic of Southern Line through Eort of Mombasa, 126&-1262

Tankers . Ce Dry cargo :
Yaar . Import Export L Import : Export
1964 ' 11 -+ 32,086 - 2,200 26,302 -
1965 - 80 30,190 2,252 47,888
1966 182 24,194 4,367 38,066
1967 986 e 3%ed33 . 6,032 . 033,677 - L
1968.. . . 8. . . . 28,317 4,126 57,332 . ..

1969 . 43 - 34,958 - 3,793 76,024 .. LR

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

50. The company is planning to restructure and expand ite services, to

sell off part of the existing fleet and buy new shipe of more suitable sizes
.-and types._.The company is, for example, considering.the purchase of .gspe~ .
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. 1o India and the United States.
51. The company algéo hag a staff training programmé” to imprové thé Africaniza-—
tion of the sea~going ataff, All the engineers and ¢éaptains are at present
expatriztes, but there are 13 engineering cadets and five deck cadets. They
are trained at the Mombasa Polytechnic, through correspondence courses; under
the Southern Engineering Ltd,, on ships and ultimately in Britain for advanced
courses leading to flnal prof9351onal examinationa.



- 17 -

{(i1) Somalia

'52, The Somali National Shipping Iine (SVSL) is the -only national ghipping
enterprise for deep-sea and cabotage services, It was established in 1972
td enable the country participate in the carriage of its trade, save foreign
exchange and build up a cadre of trained manpower for the shipping industry.

53. SNSL owns a fleet of five ships: one livestock carrier, two refrigerated
vessels for carrying bananas and two dry cargo vessels (table -16). As.at..
January 1977, the two refrigerated ships were on time charter. The Juba

was on charter, to the Sowali Banana Board, operating to Italy and the

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

to Jeddah, Kuwait and Iran. The Berbera, which ocan 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 shipa are operated essentially as tramps
and deployed as necessary zlong the domesiic coastline,to Kenya, Tanzania,
t'ozambique, Yemen, :dden and Djibouti to carry tea, cement, sugar and other:
general cargo that could be available. The full utilization of the shipe
calls for careful management in order to find cargoes and plan their opera-
tions,

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

Name Type - When built DWT

Berbera .. . Livestock 1948 3,500
Benadir S Refrigerated 1964 7,000
Juba . . Refrigerated 1963 7,500
Boolimovg : Dry cargo 1972 1,950
Puntland Dry carge 1960 1,390

Source: Somali National Shipping line, FMogadiscio.

54. It is the poliey of the line to achieve rapid Somalization..  Cne of the
ships, the Boolimoog, is now completely manned by Somalis. The three leading
officers of the Puntland and two of the Berbera are Yugoslav, but all the
other ratings are Somalis, There are about five expatriate offiters each

on the Benadir and the Juba which are more technically aophisticated than

the ‘other ships. There are plans to upgrade the marine school at Mopadiscio,

95. SNSL is studying plana to review its fleet hecause the maintenanoce cost
of its old ships is high. The lLine 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 fruits (mainly
bananas) accounting for 57 per cent and 21 per cent respectively by value

of the total export trade of 391 million Somsli shillings in 1974. The

most important destinations in 1974 and their share bf total exporis are )
Saudia Arabias, 57 per cent; Italy, 10 per cent; Iran, 7 per cent and Kuwait,
5 per cent, }J

1/ Somali Republic, Foreign Trade Returns 1974, logadiscio, 1975.
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56, The Line is planning to purchase another refrigerated:banana ship,

and at least one other animal carrier, which should be able to carry camel,
The company also intends. to acquire a tanker which can transport crude oil
to the country's refinery which is under construction. - The tanker may also
be used for the distribution of refined products along the coast. A pro-
mising aresz of future expansion is the import trade which is at present

" almost entirely carried in foreign ships. S7SL is also currently studying
the possibility of developing a transshipment trade between Berbera or
Djibouti across the Red Sea for Saudi Arabian foreign traffic which cannot
be handled directly at congested domestic ports, The Line is also actively
pursuing operational collaboration with its counterpart in Tanzania.

(iii) Yozambigue

57. There are at present two. coastal companies in Mozambigue, Campanhia
¥ocambicana de Tavegacap {CMJV) and the Ewpresa do Limpopo, which are pri-
vately owned but which could be nationalized, BEach of the two companies °
evwn three ships., All the six ships are general cargo carriers, but the
Liwvungo, the Liazi and the lLinde have tankage capacity of 58, 33 and 49
tons respectively for liquid cargoes {table 17), Table 18 gives the -
traffic performance of the companies, and shows the Limpopo as the more
important.

Table 17: vMozambique'srgoastal fleget

Name . Type When built DWT Owner
Liazi o Gensral cargo 1957 - .- 1,500 Limpope
Liwungo ' Gensral cargo 1948 1,170 Limpopo
Linde 7 ‘ Usneral cargo 1971 2,944 Limpopo
Chinde ~ General cargo 1957 1,532 - -TMd
MYuanza General cargo 1969 2,028 N
Polana General cargo 1967 2,624 CMN

Seurce: Directorate of Marine Services, Maputo.

Table 18: lMogambiqueis coastal traffic ia tons

Year Limpopo ' (4] -“&%fal

1973 26Q,444 140,560 401,004
1974 235,191 116,719 351,910

1975 . 128,703 60,678 . 189,381
Source: Directorate of Farine Services, Naputo. o

58. Table 19 provides some detail of the operation of the CNN. The .company
has suffered decline in-number of voyages mainly as & result of poor turn~-. -
round at the ports, especially at the main railway ports where the declining
cargo handling rate is now said to be inferior to that in the smaller ports.

L et
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Table 19: Traffic of CMV, 12[3-1215

PTrans— Average )

Coastal shipped Total No. of No., of ton per -

Year traffic cargo cargo voyages ships voxgggh“'
1973 111,534 129,026 140,560 47 4 2,991
1974 93,485 23,234 116,719 27 4 4,323

1975 48,540 12,138 60,678 18 3 3,371

99, There is an urgent need to expand the fleet of Mozambique to cope with
domestic %srade and operate to neighbouring countries. A proposal to acquire
a-shipping unit of two barges of about 2,500 tons each and one tug is being
studied by the marine administration. The country which, at present, hag’
ome.fully certified ocean-going captain is faced with a manpower problém
in the shipping sector. A nautical school is to be established in Maputo,

(iv) . Tanzania

60, The Tanzania Coastal Shipping Line was established in ¥ay 1971 in
responge t0-a need for secure transport service between Dar es Salaam and
Mtwara in the gouth. The available lateral coastal road could not be used
for most of the year because the unbridged brodd valley of the Rufiji rlver
ig flooded, and the cost of a permanent rocad link was proh1b1t1ve.

61. The first ship of the company, the m.v., Mtwara, 650 DWT, built in
Horway, was put in operation in April 1972. The Line has since acquired

two other ships, the m.,v. Lindi, 550 DWT, built in 1974, and the m.Vv. Mwenge,
2,240 DWT, a second-hand ship. The Miwara is a conventional dry cargo vessel
with additional accommodation for 150 passengers, but the ILindi is especially
designed to be able to call at shallow ports like Lindi and Kilwa which the
Ftwara cannot visit. Tl'oreover, the Lindi is built for roll-on roll-off opera-
tion. It has accommodation for cargo and 150 passengers and it cdh be used -
as an animal carrier when necessary. The Mwerige is a conventional dry cargo
vessel which was intended,; after conversion, to carry cattle to Saudi
Arabia. It was found after purchase that it would be uneconomical for  the
purpose, The company has since tried to operate it in the Nogadlsclo-haputo
range for generzl cargo,

62. Both the Viwara and the Lindi were partly financed by a loan from
VTorway under the auspices of the Vorwegian Agency for Internationzl Deve lop~-
“ment {TORAD). WORAD 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 Uorway.

The captain of the lwenge is Indian.

63. The Line faced a number of operational problems largely due to lack of
local personnel to manage the ships that are rather sophisticated. . Some.
cost~saving modifications 1o 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 knots.
The operation of the Line is also handicapped by the poor condition at the
cogster -berth in Dar es Salaam. As a TYesult of "the absence of needed faci-
litiea,_the Lindi cannot operate as a roll-on roll-off ship. The surface
of the qual is rough and the transit shed is in a poor state. The Eagpt
African Harbours Corporation ¢laimed they were not given adequate notice’
vefore the introduction of the service,: But unfortunately there has been

no improvement of the wharf since then.:

647 The company carried 74,000 tons of carge in 1573, 121,121 tons in
1974 and 104,378 tons in 1975. It adopts palletization as a means of
improved cargo handling, Pallets, stacked on the wharf with incoming
.gargo, are loaded by ship derrick and placed in position with a fork 1lif¢
‘truck on board, The company has recently assumed responsibilitiy for lake
tr=nsport on lake Wyasa and may have to provide similar services on Lake
Victoria where the Bast African Comrunity's lake services have been withe
drawn, ‘

65. Several proposals are under consideration to expand the servieces of
the company.” Partly as a way of achieving a better utilization of the
Fwenge, but also to develop new trades, the administration of the company
had, in 1976, made several trips abroad: to the islands, Maputo, Fogadiscio,
the Red Sea and the Gulf ports and Bombay to evaluate traffic potential
‘and port conditions. A report of these missions was being studied in the
company and the Einistry of Transpert early in 1977. In addition, the
Covernment bhas contacted the African Development Bank (ADB), Abidjan, for
aid to expand the TCSL.  The ADB commissionemed an evaluation study of the
company as a precondition for a loan. The report has put forward a number
of recommendationa for 1mprov1ng the present operationg of the company as
well as on potentially profitable lines of expansion. l/

(v) Zanzibar and Sexchelles

"~ 66, There is a Government-owned Zanzibar Steamship Service operating from

. the island. It makes an average of three calls a week at Mombasa and Dar

es Salaam and runs to other islands, Red Sea ports and kaputo where the

ships of the company have recently been involved in carrying cement. Voyages
are not regular but are arranged according to available carge. The fleet at
present consists of three vessels: two small ones with a 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 1n addltlon to cargo.

167.” The Ministry of Port and Narine Services in aeychelles operates a fleet
of two emall coasters. One of them, the m.v, Nordvaer, was taken over from
Southern Line in June 1976, 2/ ~

1/ Shipping Researoh. Services, Tanzania Coastal Shipping: Draft
Final Report Oslo, November 1976

2/ Southern line, Staff Newsletter, J0.2, December 1976, p.17
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(£f) Implication for multinational co~operation

68. The present structure of coastal shipping has several implications
for the establishment ¢f a multinational shipping line. The first is that
there are already in existence a number of companies in the coastal and -
cabotage trade which have to be taken into consideration in planniug a new
service. Moreover, 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 fleet for services in thHe multinational area,

69, There are two-other shipping projects, besides those already discussed,
whése projected pregrammes could touch on tle prospective role of a regional
coastal shipping line, " 'The first is a proposed joint shipping service
between Tanzania and India which is to specialize in the carriage of animals
from Tanzania to the Persian Gulf and India, . The sedend projest is the
on-going Chinese~Tanzanian Joint Shipping Company established in 1967.

The four skips of the company, eacdh of about 1C,000 DWP, riow operate to

the Far East, the Persian Gulf, the Mediterranean and Europe. It Yas been
proposed that the two countries extend their collaboration to the tanker
trade, especially to 1lift petroleum for local refineries.

70, An important current development in the'region is the emerging under-
standing between Tanzania, Mozambique -and Somalia in the field of shipping.
Shipping is an important topic under the permanent joint commission for
economic co-operation hetween Maputo and Dar es Salaam. The two countries
have agreed to uge their local currencies as the basia for trade and trans-
port femaina an outstanding deterrent to trade. 'Thé officials of the-two
‘dountries lave already agreed to e-tablish a joirnt £ .ipping-service, ' - ‘
initially to link the two States,; but to expand later 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 officiala of the countries
are wotrking on’ the plans for this joint service. Consultations are also
going on to introduce a common tariff to apply to ports in the countries,
Agreemente have algso been reached to allow their existing ships free access
to cargo in both countries.

-

71. Similar collaboration is also envisaged between Tanzania and Somalia,
The Somali National Shipping Line is keen on co-operation with other East
African national lines., A meeting linking Tanzania, Somalia and Mozambigue
was beifig planned early in 1977 to discuse co-operation in the field of
shipping.
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IV. STRATEGIES AND REQUIRSMENTS FOR IVPLENENTATION

72. This section explores how the objective of a multinational cecastal
shipping line in Eastern Africa can be achieved in terms of the alternatlve
lines of action and the main necessltles for 1mplementat10n.

A, OPTIONS FOR IMPLENENTATION

73, The following five lines of action can be taken to develop a multing=-
tional shipping service, given the present situation in the region: merger
of existing lines, extension of a multinational shipping enterprise, con-
ference type co-ordination of lines, a consortium for multinational services,
" or a new multinational joint enterprise., Before these alternatives are con-
sidered, an 1n1tial issue is the need for collaboratlon.

(a ) Yeed for multinational action

T74. The present pattern of shipping services and their anticipated expan-
sion in the region emphasize the need for multinational co-operation, Over-
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, Xoreover, a shipping business becomes more viable if it

is able to count on the traffic from as wide an area as poasible., This is
an important benefit of collaboration, Traffic can be assured from the
participating countries and the development of the line can: be planned with
securlty.

75. ‘There are other advantages of a multinational enterprise which may not
be achieved easily by a national or private one. ;/ A joint shipping enter—
prise can have acoess to intermational financial sources and secure ships

on advantageous terme because of the sharing of risks among several countries
-and the backing and inveolvement of governments. Such an undertaking can also
draw-its managerial and technical staff from a larger home area and reduce
the external dependence whieh is necessarily high for a slmilar project in
one country.

(b) Verger of existing services

76, A multinational shipping line could be created immediately if the ship-
owming countries  agree to fuse their existing fleets and:put them under -
centralized control, This approach has a number of problems. An arrange-
ment has to be worked out to accommodate non-sghip-owning countries in the
region willing to participate. DNoreover, the merger of the fleets will
tranafer not only assets and liabilities but also various domestic operating
responsidilities which may be difficult to barmonize and manager under a
centralized control, The TC3L, for example, has obligation to develop mer-
vicea of internal lakes., This is an iwmportant economic and social task to

;/ UWCTAD, Yultinational shipping enterprise, document TD/lOB/Suppl.,
16 December 1971, pp.6~16,




assigt development in these areas, a* present denied access to regular
transport. But this im a ,unctlon that is best performed by a loocal
enterprise rather than a regional one. In general, intranational coastal
shipping, which may be conceived froa the political and social objectives

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

to a distant multinational undertaking. The tasks of co—operation may be
made eagier if the countiies cellaborate in the provision of regional exira-
national coastal shipping rather than for purely local traffic.

(o) Extension of the EAV3L

77. It is possible o consider ising an existing multinational shipping
'organlzatlbn &8s a base for providing regional coastal services. Four coun—~
tries in the region already co~operate in the East African Wational Shipping
Line { EANSL) which can develop a coastal arm %o serve the region. It can

" be argued that such an approach will avoid the initial huddle of seeking
concurrence of several countricyg in starting 3 new vontur:, ard that the. .

new service can beneclit frea the operailicmal struotu 2 of an existing organiza-—
tion, Many reasons make this an unattraut1Ve strateg

78, There are countries interzsted in cocastal shipping outside the EANSL,
and their membershiy cesu not be o pre—condition for participation in a
regional project. Yoreover, deep-sea and coastal shipping are different
kinds of indusiry such *that litlile economy may result from putting both
under a commor: undexrtaking., The area each serves ite level of cargo regquire—
ment, the types of ships and cven technical personnel needed, and the struo-
. ture of operations are different. Dlorcover, EANSL is at present a small
deep—sea line cwning only ou“ ghips, and fregquently has %o resort to
chartering others %o meed riiniiim =ailing requirement of the conference
system. The Iine hns M2 raragener.t and financial problems which are now
beirig solved. The eobvioug approach to its expansion is to consolidate its
position as a deep-usa carriasr and improve its role within the Conference.

(a) A conferer e of naticnol coastal companies

79. A conference typo of co-ordination of axisting cozstal operators and
possibly new ones can achicve the aim of a regulated multinational shipping
gervice in the region. The irdividual lines can maintain their separate
identity, but they conerate according to a common sailing achedule and under
identical terms ~f carriage and freight rates. This approach alsoc has the
advantage that both State-cwhed and private enterprizes can be aceommodated,
Voreover, each 1ine can look after ite fleet and moniitor costs and revenue
directly and also honour any zdditional operational obllgatlons ather than
subgcribing to the co-ordinated seorviecs,

80. This approach has z numisr of disadvantages. Tnterested countries who

do not as yet own shins have %o start rew ventures before they can be

involved in coastal shipping., This may lead to a proliferation of businesses,
wh-=reas the intention of mulitinational action is to save effort in the organi-
zation of enterprises. lMoreover, the planned expansion of existing lines may
not be co-ordinatc. aiiuywdtely under a conference system. They could avoid

’
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poasible overlap in *he acquisition of ships if they sponscr a joint fleet
developmeni study after which they can share responsibility for buying new .
tonnages that can be complementary.

(e) A comsertiun

81. The confersnce type of arrangement can be improved if existing lines
collaborate in a consortium to operate in the multinational area. Each
line can still retain its identity, but tonnages regquired for operation can
be acquired and registered under the names of the pa:i iicipating companies
so that, in escence, zach component line owns part of She joint operating
fleet, The example »f the Secand’navian Airlines System (SAS), which has
three members, is given commenly to illustrate pooled operation of a number
of constituent companies. This arrangement achieves centralization of
control and development but still permits some national identity which is
sometimes an important consideration. Such =& structure could be mere appro~
priate in a large capital-intensive industry than in coastal shipping.

(£) A joint enterprige

82. Another approach to the problem is for the countries to form a navw
jeint-venture coupany to mamage multinational shipping in the region. The
existing comparies could continue to operate solely for lake or internal
coastal services. All inter-State cperationg can be placed under the multi-
natiornal company. Any ovaed ghip not regquired on loczl services can be
transferred *o the joint venture. Such a transfer, when valued, can be
taken as a part of *he contribution of the owning country. The &.v. Mwsnps
of the TC3L, and which is not reguired for domestic services, can bs treated
in thls way.

832, The eztablishment of a new joint venture can permit countries whlch do
not at prencnt own ships to contribute to, and participate in the project if
they oo daclrs,  An ippovizud alvanitage of this approach is 175 contraliza—
tion of fleet expana..cn. .The board of the company can alwaj s oppraise the
market and uvecide on whalt zhips are needed, and these can bn acquired from
financial contributions made by the participating countries or from credit
acquired from local or Latcrnational finaneial institutions.

84, The registiration of the ships of the joint company can s%till be shared,
ae 1t ig done inder the EANSL whereby the four ships owmed by the company

" are reglstel*d, ore each, in the four participating States, Legal proce-
dures for the establishment and operations of the company will need to be
looked at more cloeely.

B, REQUIRELENTS FOR IMPLEMANTATION

85. Therec are a number of pre-conditions needed to achieve the goal of a
multinational coastal shipping line. These are commitment, definition of
objectives, establishment of institutional arrangement for implementation,
governmeatal support, determination of level of operation, procurement of
materials, finance awud wanpower, determination of suitable opsrational
organization.
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(a) Commitment

86. It is vital for the countries interested in the project to get together
to cormit themselves.to a firm programme of implementation. It ie also
necessary for thé countries t9 constitute a permanent intergovernmental
committee of offictals to supdrvise, on a continuing basis, the implementa-
tion activities. Recommenddtions of this committees can be passed directly
to the governments of the Individual couniries for ratification or to a
council of ministers respon31ble for transport in the collaborating coun-
tries.

87. There should be a project contact man in each country who will relate
the mctivities of the implementation committee and of ths ECA-MOC to the
component ministries and agencies in each country., He will sseist in
ebtaining necessary information for the implementation activities and make
local arrangsments to facilitate the investigations by project staff., The -
contact personnel could even constitute a national project committee to -
bring together related persons in government and the private sector.

88, An important dimension of comnitment is for participating ocountries.to
agree to 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, Somalis and Mozambique that have plans to expand

their coastal services and have initiated studies should agree that further
action on the implementation of these studies should be within the context

of the proposed multinational coaastal line.

89, It is also necessary at the beginning for the participating countries
to agree on the scope and objectives of multinational action. Conflicts
commonly 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 company, which may lead to over-staffing and the employment of unauit-
able persons as compensation for political loyalty. The line should also

be operated as an instrument of irade promotion between the participating
countries in whioh rates can be kept as low a8 is compatible with profit- .
ability.

90, The government(s) could agree to give special subeidy to support
unremunerative traffic or service that is considered important on other _
grounds, Such operating subsidies are commonly applied even in the developed
countries to assist domestic shipping as in the case of the United States
which grants operating subsidies in respect of about 31 trade routes declared
"essential". 1/ The countries can also agree that profits derivable from

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

1/ S.4. lawrence, United States Merchant Shi Policies and Politics
Waghington, D.C., 1966, p.142, cited in UWCTAD, Establlshment or expansion of
merchant marines in developlng,countrles, New York 1968, .49,
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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 does not appear to be againet
the code of conduct for liner conferences since coastal shipping can be
viewed as internal to the countries. Tanzania already reserves all coastal
traffic rights in the country for the TCSL., Chile, Australia and the United
States are examples of countries with important reserved coastal trade. ' The
American case even includes transport between Hawali and the mainland whioh,
although it is conducted by dcean-going ships, ie classified as ocoastal
trade, }/

(b) Preparatory activities

92, The beginning of the preparatory studles needad to: launch the multing~-
tional line is an analysls of the potential traffic over a planning period”’
of five-to ten years, This 1nvolves a review of the economic programmes .

of the countries and a projection of the aggregate volume of trade—between““
the countries, the types of commodities, the spatidl derivation of the
traffic and the relative share that can be attracted to a competitively
opé:ated‘coastaI“éhipping line compared to alternative means of tranaport.
This detailed traffic projection is an input for cost-benefit analysis of
fleet dcquisition and operation. Investment appraisal could be performed
for particular potential ftraffic like tanker trade, carriage of animals

and géneral oargo, rather than attempt a global study ‘of all popsidble trade
between the countries,

93. The type of shlps to purchase will depend on the type of traffic and
also the facilities avallable in the ports as well as in the hinterlands.
There ias some controversy whether dry cargo ships for coasetal services should
be of the conventlpnal.break-bulk type or designed for unitized operation,
especially for containers, pallets or roll-on roll-off. The use of the
barge~train has also been suggested as a suitable technique for East African
coastal shipping. " The train could congist 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 system, is that the utilization of the propulsive unit is very
much improved, Some barges can be discharged at a port, to be loaded or’
unloaded, vhile the tug plus other units continue the journey without.any
delay. Palletization is at present a feasible and relatively cheap technlque
that can be adopted 1n the ports of the region,

94. Port facilities for more capltal—1ntens1ve forms of unitization have
+o.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 TCSL, demigned to operate

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

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

1/ UNCTAD, Establishment or expansion of merchant marines in developing
.'countrles, New York, 1968, p. 10,
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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.

95%. Capital is & major requirement to achieve the aima 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
ships required and the programme for their acquisition. The collaborating
countries may need to make some contribution from their internal resources
as a token of commitment. Funds and other assistance can be sought from
international financial bodies and friendly countries. Tanzania had developed
useful contacts-with the ADB and the ilorwegian Agency for International
Development {NORAD). Joint application by the countries can be made to
thege and other mutually acceptable agencies, early in the implementation
prograrne,

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

of managerial and sea-going personnel reguired. A dearth 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 shipping projects in the region, for example,. the
BANSL, the Tanzania—-NORAD agreement and the Chinese-Tanzanian arrangement.
The. impact of these training programmes has been minimal. DlNost of the cadets
who have completed their training under these arrangements have not been
retained in the countries. An important indication of the inadequacy of .
present training arrangements is the absence of suitably equipped institute(s)
located in the region. Some training is conducted in loecal polytechnics,

bhut the countr1es gtill rely heavily on outside institutions.. The organiza-
tion of training facilities is an importarnt area for multinational action.
Regional arrangements will not be faced with the serious problems of shortage
of funds, equipment, staff and under—utilization which are likely to attend
national efforis.

97. Preparatory work is needed on the organizational structure of the
company which will link the board of management, which has to he constituted,
with a general manager and other chief officers, the operating branchaes and
departments. The draft articles of agreement between the countries have to
be prepared as well as a freight tariff and an operational schedule, In
addition, branch offices and agency arrangements have to be established
before the line can be launched.
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V. CUNCLUSIONS AND RECONMFENDATIONS

98, This report has reviewed. the relevance of coastal shipping in Eastern
Africa, the present pattern of demand and organization of services and the
requirements and strategies for establishing a multinational line.

(a) Relevance

99, Coastal shipping is relevant to Eastern Africa in view of the long
coastline and the presence of off-shore islands., This relevance has two
time dimensions., The first is now when there .is no adeguate 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 ars available. In this second period, shipping may still
possess a cost advariage for bulk commodities, especially industrial raw
materials and products moving between locations (n the coast. Coastal
shipping is protected from competition as its range of operation is
lengthened.  The planning of shipping services in the region should
viewed in a broafl cabotage range from laputo to Mogadiscio and further
afield to the Red Sea and the Persian Qulf,

{(b) The‘preéent’déménd

100,  Three types of trafflc can move on coastal shlpplng services: pagg-
enger"; transshipped cargo ana domestlo trade between the countries. There
is some potential for local as well as tourist coastal traffic, Water
transport is a poor competitor with other means of transport for passengeéer
traffic, Future devélopmen: of ccastal shipping would be more seoure for -
cargo sorvicss rather than for passcagers. R

101, Transshipped traffic like coagtal traffic in general has declined
markedly *n the region as'a result of lack of adequate port facilities and
excesgive port cnarged. The situation of the main ports is improving and
prospective changee in shipping may empbasize the role of the major ports
and once agaﬁn make transshipment traffiec ‘mportant.

102, The domestic traffic at present conaists of both liguid bulk and dry
cargoes. Crude oil is moved from the Persian Gulf to the refineries of the
region by tankers hired by the oil companies. Smaller parcel tankers dis-
tribute producte from the refineries to smaller ports. Some coal moves in
bulk from Mozambique to Kenya. Substantial cargoes of cement are moving

from Fozambique to Tanzania and fertilizer is another potential traffic in
the same direction. BSome sugar also moves from Maputo to Fogadiscio. Kenya
ig at present the main centre of generation of domestic coastal traffic being
the most industrialized country. Given a positive attitude to inter-State
trade, further traffic could be generated that may rove by coastal shipping.

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

to launch a multinational line. It has to be borne in mind that the traffic
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requirement and the sizZe of ships needed for a coastal service are of a
similar order compared to deep-sea shipping. DMNoreover, what is envisaged
irmedistely is not a mammoth coastal fleet, but a well-~run relatively Bmall
business, providing vital linkages beiween tha countries and helping to
facilitate further trade relations.

104. The following trades, which can be sgtudied further, appear atirac-
tive areas of investment for a multinational shipping line:

(i) Carriage of animals from Somalia and from Tanzania to Saudi
Arabia and to off-shore islands;

(ii) Transport of chilled meat to the Fiddle Fastj

(iii) Transport of crude oil from the Middle East to oil reflnerles in
‘ Somalia, Kenya, Tanzania and Mozambiques;

(iv) Transport of refined petroleum along the Last African coast from
the refineries to smaller porta, and also in cross trades in the.
Middle BEastj

(v) General cérgo trades along the coast in the range from Maputo
through logadiscio to the Red Sea and Gulf porta.

(o) Presenf coastal services in the region

105, Eastern Africa has been served mainly by deep-sea shipping lines which
operate to destinations outside Africa. It is not economic for these lines
to serve wayside ports in the region. It is in the last two decades that
coastal shlpplng enterprlses have been establighed, bamed in the countries
of the region,

106, The oldeat of such coastal services ie the Southern Line, a privately
"owned company reégistersd in'Kenya. It has a fleet of three tankers for the
-movement of refined petroleum along the coast, and also two cargo ships.
The Somzli ¥ational Shipping Line was established in 1972 and it engages
both in deep-sea opsration in the country and across the Red Sea. It has a
fleet of-five ships. The Tanzania Coastal Shipping Line started qperation
in 1972-and now controls a fleet of three ships and 11 schooners. It is
legally the only coastal operator in the country. The Line was developed
with financial and technical assistance from Norway through NORAD. In
Fozambique, two privately owned companies run ¢ fleet of six coasters., On
the islands; Zanzibar Steamship Services owns three coasters, and the
Seychelles Government has a fleet of two vessels.

107. The various 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, Mozambique and Tanzania bave agreed to set up a common shipping
service and Somalia has shown interest in joining thls collaboratlon. The
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Chinese~Tanzanian Joint Shipping Service could introduce new sallings
within the possitle area of operation of a multinational 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 abead .

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

for imrediate multinational consultations and collaboration in the planning
and expansion of services. There is & real possibility for the duplication -
of investmente and for eventual over-tonnaging if there is no consultation,
Several other advantages will also derive from joint gction. 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 benefit from their participation in
shipping.

109, There are a number of alternative strategies for planning a multina-
tional coastal service given the present situation in BEastern Africa. The
leaat attractive is to make a multlnatlonal coastal service a subsidiary ef
the EAN3L. Other alternatives are:

(i) Merger 6%1511 existing national coastal shipping lines;
(ii) Conference-type collaboration between existing liness

(iii) Formation of a consortium from the present lines to operate a
~Jjoint regional service;

{(iv) Formation of a new multinational shipping line.

Rapresentatlves of countries interested in the collaboration can decide whlch
form of co-operation is acceptable. It is important that, whichever alterna-
tlve 1s chosen, fleet development ig planned jointly.

110, The first pre—condition for the implementation of the project is an
express;on of commitment on the part of the countries which are willing to
collaborate An intergovernmental implementation commlttee has to be set
up, and an 1mplementat10n agenda adopted. The particlpatlng 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-going proposals for shipping development in the regional and
cabotage range into the multinational project.

111. Other requlrements to ensure implementation of the progect are:

(i) Market gurvey and trafflc projection to determine in detail the
level and characteristics.of possible demand for a coastal shipping
line in aggregate or for specific services taken separately, e.g.,
transport of animalg, tanker trades or general carge operation;
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(iv)

(ii)
(ii1)

:Port £ac111t1es-

-Flnanelal requirement:
.. the -line have {0 be determined.
_ship-owning countries may contribute ships.

. -like the ADB and agencies like WORAD for assistance.
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Fleet requ1rement° to identify the type .of ships to be purchased;
the planning for a multinational line ehould be
undertaken in consultation with the port authorities in the region
go that pOllOleS conduelve to the growth of coastal traffic ig’
pursided; ‘ : ,

depending on the phased fleet acquisition,
the proper cosi-benefit analyses, the financial requirements for
Collaboratlng countriea may
establish a development fund to which they can contribute, and
The countries should
also make joint approach to international financial institutions
.But the

~.planning for the 1liné should be controlled by the implementatlon
v1;comm1ttee set up by the countrles; .

| (vi)

(o).

:Legal and organxzatmonal framework. :
. have to ‘be prepared; -the board of managsment constituted and the

ranpower requlrement' both managerial and techniocal . (sea—g01ng)
staff will be required.” (Cutside recruitment should be taken as a
short-term.measute ‘and the countries should endeavour to achiGVG
self—sufflclancy through 1oca1 traznlng, : v

the_artieles of assogiation

chief officers appointed., The freight structure, agency arrange—
ments and operational schedule for the llne Jhave, to he prepared :

_before " SQTVIVB can be launched

Recnmmendatione

R l-

112, It is recommended that.

(1)

(ii)
(1ii)

(iv)

Fultinational action is vital for the organization of coastal
shipping services in Bastern Africa;

In view of the available traffic and proapects for trade in the
region, a viable multinational shipping enterprise can be estab-
lished given good planning and managements

Such a multinaiional line will engage in lateral trade along the
coast in the region, to the isglands 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
ghould 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 phaees of implementation and superviae implementation
activities on a continuous basiss



(vi)

(vii)

(viii)

W

(ix).

(x)

(zi)

(xii)
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Interested countries should agree to chamnel all their on-g01né ‘
proposals for related shipping dovelopment into the mulitinational
projects

Collaborating countries should make an early and joint approach
to possible external sources of support and finance like ADB and
NORADs

In planning the execution of the project as much use as possible
ghould be made of locsl expertise in order to avoid some of the

_mistakes in previously externally directed shipping projects;

The countries in the region, in collaboration 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 collaboration;

Collaborating countries should enact legislation to reserve their

.coastal traffic for the multinztional enterprise; .

An immediate decision.should be' taken by the collaborating coun—

tries on the acceptable form of collaboration: conference-=type
co—ordination of serv1ces, merger of llnes, consortlum, or new
Jjoint enterprises;

The following preparatery studies to determine the requirements
for the line have to be commissioned by the implementation com-
mittee: detailed demand analysis, fleet, financial and menpower
requirements and the legal and organlzatlonal structure, =

e =





