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ABSTRACT

Before economic developmént can taﬁe plaée in a
country, there must be a minimal amount of social and economic
infrastructure. Good transportation is regarded as one of the
prerequisites to rapid economic-growth. To be effective, how-
ever, it must be related to needs of the country concerned.

In the early develcpment of Tanzania, transportation
facilities were built mostly for strategic and administrative
purposes. FEconomic motives were secondary, and paramount
onlj in cases where there was hope for immediate returns,
like the exploitation of a new mine. The'only other economic
reason.was to facilitate trade. in raw materials and manufact-
ured goods between the metropolitan power, other industrial-
ized countries, and Tanganyika. It was also believed that
the provision of railways would lead to rapid economic develop-
ment. |

However, the provision of railways in the hope that
they would generate economic growth was unsuccessfﬁl.

Instead, railways became a burden to the country because they
operated at a loss and had to be subsidized. At the same
time, the loans borrowed to build the railways had to be
amortized at an annual rate of between 4 - 4~1/2%. Thus, the
railways proved %00 costly a mode for initiating economic |

growth.,
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The "cost of capital” used to build railways was
.totally beyond the means of the counbtry in its early stages
cf_economic growth. It crippled ﬁhe financial and capital
.availability for economic devéloPment in general. Not only
had the country limited cépital for development, but other
disadvantages, such as being a Mandate Territory, which re-
sulted in further flight of capital. Thus, the total amount
of capital used to repay the railway debt before 1948,
diverted capital which should have been invested in other
sectors of the economy to establish a base for future develop-
nenv.

It was at this stage that rcads came to be preferred
as a less costly mode than railways for opening up new areas
for development. The policy adopted was to provide a
"country-wide Low-Cost" road éystem. First, this policy
placed too much emphasis on building trunk roads at the ex-
pense of feeder roads. -Second, it overlooked the geoéraph-
ical characteristics of the country. Finally, the roads
~ which were>built were of too low a standard. The net result
was the road systém did not provide effective links to the
rural areas, the mainstay of the population and economy of
the country. Also, areas with high growth potential had in-
sufficient number of roads, while less prosperous areas were
oversupplied with them. But, even more so, the roads deter-
iorated very fast with the rapid increasc in volume of heavy

vehicles and traffic. Consequently, maintenance costs rose
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very rapidly, calling foi increased expenditure. This limited
the amount of money which could be spent in further road con-
‘struction, such as the building of rural feeder roads. In-
creased maintenance costs diverted capital,reéources from
other sectors of the economy, thereby inhibiting balanced
econonic growth.

In contrast, other'factors, though accounting for less
capital investmént, have been very érucial in the econonmic
growth of the country. The most important factor has been
world prices for export crops, especially that of. sisal.

This crop becane importént after the fall of rubbér prices
at the beginning of this century, and not with the building
of the railways to which it is usually attribuved. Since
then, flucbuation in the world price of sisal has affected
the revenue 5f the country and levels of expenditure on new
capital works. During the Korean boom, when prices for this
crop were favourable, it provided sufficient revenue and en-
couraged increased expenditure in capital works, in Which
road development ranked very high.

Other factors which accounted for a stable growth in-
clude the centralization of marketing of cash crops through
cooperatives and marketing boards. The establishment of
these institutions made possible the payment of high prices
during years of unfavourable world prices from funds accumu-
lated wher world prices viere gooG. This has enccuraged in-

creased agricultural production, resulting in a rise of
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income to the farmers and hence demand for donsumer items,
especially imports, These institutions also undertake to
process, auction, and ship the cropé of the farmers té markets
overseas, in return for a minimal charge on the farmers' |
income. This has enabled the subsistence farmer to produce
his croﬁs at a much more edonomioal basis than if he was on
his own.

Despite deficiencies in the transportation system,
the economy of the country grew. But the levels of growth
achieved have remained low because of inadequacies in othexr
sectors of the economy. In agriculture, the continued use of
priwitive methods of production has been the major limiting
factor in increased levels of production.

The failure to take cégnizanoe of these problems in
the past has limited the effectiveness of transportation on
economic development and has resulted in an unbalanced growth.
The impact of transportation has alsco been limited because it
depended on imports for equipment and other essentials. A
local transport industry, as in the case of the developed
countries, is still far from being established. This has been
confined to railway repair shops, garages and gas stations.

The above are the findings from the examinastion of
the thesis of this study, in that:

Rail and Road transportation as initially developed,
and despite increased investment in the facilities

of these two modes, was not as conducive to economic
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developrent as’compared'to othier factors accounting
for levels of economic growth achieved. In view of
this, and of limited capital resources for develop-
ment, increased investment and expenditure on rail
and road transportation diverted scarce resources
froﬁ other essential seétors of the economy, such

a8 agriculture. Aiso, because the tangible benefits
from rail and road transportatidn were less than 1its
costs, the opporvunity cost of invested capital was
‘high. This was the case for capital invested in
railways before 1948, and in roads thereafter.

This study also points to the fact that the role trens-
portation can play iﬁ the economic development of a developing
country is different from that experienced in the developed
countries. In addition, in the light of growth based on
planned development, & sectorial approach to transportation
is not enough. Transportation has to be evaluated in terms of
how it can assist in rapid fulfilment of the goals of the
Five Year Plan. In making decisions on future investments in
the econony, priority shouvld be given to those sectors of the
economy which are central in enabling the achievement of
goals of the Five Year Plan.

Within the transport sector, decisions on further in-
vestments should be based on a proper evaluation of transport
needs of the country. It should also be guided by the role

transportation has played in the past to assist rapid growth.
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For example, a closer examinabilon gnd assessment of past per-
formances of’raii and roads in the develcpment of the country
will provide guidelines for a transportation system to service
increased production. It will also enable the planner to dis-
cover where the deficiency lies in the econdmy as a whole.
The inadequacy of a transpoftation system may be due to lack
of other facilities, such as storage, or a processing blant
as has been the case in some parts of Tanzania. |

In future, organization of transport, especially rail
and road, should be pursued through policies which will facil-
itate coordination and integration of the two modes. Another
immediate need is a transportation plan to assist in develop~
ing a well balanced transport systvem. In view of the forma-
tion of the East African Community, this should be done both
at National (micro) and Regionel (macro) levels. A National
Transport Board should be formeé to carry out the above
functions. |

The issue of whether to develop rail or rcad as the
most suitable mode fer further development should élso be
properly evaluated. It would appear, however, that both modes
have a role to play because of their complementary nature, the
geographical characteristic of the country, and in assisting
the formation of a Regional Iconomic Group including Kenya,
Tanzania, Uganda, Ruanda, Urundi, Zambia, Somalia and Eth10péa
Transportation should also be made an integral part of the

"Ujamaa Village" planning process. Finally, there should be
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continuing research in appraising transportation problems in
developing countries, so as to establish a theory for trans-

port research and development.
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INTRODUCTION

Statement of the Problem
and its Importance

The ﬁajority of the developing countries are seeking
to accelerate their economic growth through planned develop-
ment based on priorities and allocation of rescurces in pro-
Jjects, which will ensure the highest benefits and fulfilment
of the geals set out in the development plan. Two factors
which underlie this type of development are: first, the time
factor, since most of these dévelopmeﬁt plans relate to é
period of five to seven years; and second, the Capital, which
tends to be limited. Thus,'proper evaluation of proposed
projects in different secfors of the economy becomes impera-
tive in order tc allocate scafce caplital resources where it
is most urgently needed. |

A distinctive feature of resource allocation in the
developing countries, has been the large amount of capital
being invested in transportatioii° In Nigeria, at one time,
transportation constituted 46.5% of the public sector invest-
ment.l In India, in the first three development plans, ex-
penditure on railways was 47% in the Tirst plan, 67% in the

second plan, and 60% in the third plan. Expenditure on roads

Yowen, V., Strategy for Mobility (Washington, D.C.:
Brookings Institution: Transport Research Programme, 1964),
p. 45.
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CHAPTER I

TRANSPORTATION AND ECONOMIC DEVELOPMENT

1. The Function o0f Transportation

| Thé function of transportation is to move people and
goods from one place to anothef° By so doing, friction in
space is ovérdome-and factors of production are made mobile,
in response to market forces. .Transportation,las a factor in
production, therefore, creates "place utility", by moving
goods from where they are produced to where they are wanted
for consumption, An efficient transportation system ought to
provide this service in the shortest possible time and at +the
lowest econmomic coSt.

| The way a transport system develops and its subsequent
improvement will depend on the physical environment of the
country, its economic, social, and political characteristics.
These,factors in one couniry may lead to the developnent of a
-successful transport systen, while'in another much less so..
Transportation is nbt an independent variable in economic
development., Its role, in assisting rapid economic growth,

will not only depend on the "economics of transportation", but

lFair, L.M. and Williams, W., Economics of Transpor-
tation (New York: Harper and Brothers), p. 3. '



how these are influenced by physical, economic, social, and

political factors.

2. The Provisiocn of Modern Transportation in
a Developing Area '

The establishment of modern transportation in the
developing countries was to prove superior to primitive
methods éf transport which prevailed in these areas. The
major reason is that mechenized transport was capable of
ovércoming the vast distances guickly and cheaply as compared
to porterage, which was inefficient and expensive. Thus the
need to link hinterlands to ports and; subsequently, to over-
seas markets, made railways‘superior tc porterage both in
terms of cost and time saved. In the case of Uganda, for ex-
ample, the arrival of the railway at the beginning of this
century reduced transportation costs from six shillings per
ton mile to twenty cents per ton mile, and travel time from
over half a year to between two or tﬁree days by porterage
and railway, respéctively.2

As shown above, the impact ¢of a modern and efficient
transport system is evaluated by the extent to which it makes
- reduction in transport costs and travel time possible. In-
creased speed leads to capital savings which can be channelled
for development in other sectors of the econom&.

It is now over half a century since modern means of

2Hawkins, E.K., Road and Road Transport in aun Under-~
developed Country: A Case Study of Uganda (London: Colonial
Research Studies No. 32, Her IMajesty's Stationery Office,
1962), pc 250 :
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transport were provided in devéloping countries., But in these
countries, the picture is still a mixture of primitive and
modern modes of transportation.. This reflects the immaturity
in the transportation system of these countries and their
inability to provide an all round modern transport system dué
to limited capital° Although establishing'a modern transpor-
tation system is the goal of practically every developing
country now engaged in the modernization of her economy, it
is unrealistic to overlook the primitive transport methods
altogether for two reasons. First, the establishment of a
modern transport system will take a long time u—.in the meaﬁ-
time, dependence will be oﬁ the primitive methods of trans-
port which are‘gradually being replaced. ©Second, primitive
transport methods may still satisfy certain types of demand
more economically and efficiently than modern means cf tranu?

port. This has been pointed out in relation to some economic

activities in West Africa.

3. The Nature of Transport Investment

The establishment of a modern and efficient.transpor-
tation system involves considerable capital investments. The
magnitude of this investment is further complicated by the
fact that, once the money has been invested, it can only be

recovered either from revenue or social benefits which are

SUnited Nations, Transport Problems in Relatiocn to
Lconomic Development in West Africa (£/CN. 14/6%), p. 2.
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4 .
intangible.  This factvor is significant in areas with limited

capital for economic development and is far more relevant to-

day than in the past, when the administration of most of the

develcping countries was in the hands of colonial powers. In

the past, decisions to invest in transportation were motivated

by immediate returns in the'form of profits by the exploita-~

tion of'minerals; In the present situvation; both local and

outside capital for development is scarce and in big demand

by all the different sectors of the economy. Moreover,

capital from outsidé sources in the form of aid and loans is

in competitibn between all the developing countries. Also,

the socio-political principles adopted‘by some of the

countries have tended to frighten away private capital. Thus,

the responsibility of providing the infrastructure lies solely -

with the natidtnal government or publicly ownea agencies,
Despite limited capital funds for development, however,

transportation is being allocated a bigger proportion than

- other sectors of the economy. This has been pointed out as an

indication of the importance of the transport sector in the

over all economy. It can also be argued that this is a

"forced invéstmént", because many of the developing countries

have inherited a transportation system which does not

4Fromm, G., (ed.), Transport Investment and Economic

Development (Brookings Institution: Transport Research
Programme, Washington, D.C., 1965), pp. 36-37.

5Owen, W., Trensportation and Economic Development:
Highway Research Record, No. 115 (The National Academy of
Sciences ~ National Research Council, Washington, D.C., 1966),
p. 1. _
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facilitate rapid internal mobility. Since one of the devélop- -
ment objectives is to expand internal markets. for import sub-
_stitution industries, there is no alternative except %o
establish an internal transpor% system which will enable quick
movement of people and goods at reduced costs.

When dealing with tfansport problems in a developing
country, it may be necessary to distinguish between transport
~problems connected withlfacilitating-external links and those
which are for internal movement. The former are usually well
established and the problem is not of providing completely new
facilities, but of improving the existing ones. This is not
the case with problems related ‘o internal links in which no

facilities may be present.

4, Trensport and Economic Growth

Transportation is a necessity, bub it is not a suffi-
cient condition for economic development: This appears to be
the current view pertaining in most studies on transportation
and economic development. For example, Heyman attributes the
American development not so much to the provision of transpor-
tation but rather:

by the golden opportunities, the powerful attractions

of the west: the vicsion of denser forests, richer mines,
wider fields and busier towns that pulled the trapper,
the lumberman, the miner, farjer and the cattleman

irresistably westward 6

A survey of literature on the economic development of

6Fromm, Op. cit., p. 51



the developing countries tende to lead one to a similar con-
clusion. The hope for quick returns from the exploitation of
hidden "El Dorados", in unexplored parts of regions like Africa, 
was an important force encouraging investment in railways,

But there are other factors, too, which ought to be |
overcome. These may be environmental, economic, social or
political. A fransportation facility which influences a great
number of people, as well as being ap@reciated as to what it
might accomplish, and followed by improvement in methods of
agricultural production, better marketing facilities, and
stable prices, will have a greater impact on the economic
- development than the one which does not consider the overall
economy. Investment in transportation should he balanced with

investment in other sectors of the economy.

5. Organization of Transpoftation

Transportation is a service to the land; it is also a
link between all sectors of the economy and can constitute a
separate entity of the economy. As a traunsportation system
progresses to maturity, competition tends to develop between
the different modes. In the case of rail and road, each mode
has speCific advantages for carrying particular kinds of
traffic economically in respect to the leng%h of haulage in~b

volved. Raillways are well suited for movement of bulky goods

7Wilson, G.W., and others, The Impact of Highway
Investment on Development (Brookings Institution: Transport
Research Programme, washington, D.C., 19656), p. 193.
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at long distances while rbad transport is suitable for short
distance movement of less bulky items. In the case of rail
and road, this competition has resulted in the former losing
high priced traffic to the latter, with consequential loss in
profits and, in some instances, resulting in uneconomic opera-
tiéns, This phenomenon is characteristic of the mature trans-
port envifonment in the developed countries. Control was ex-
ercised in order to avoid misallocation of resources and to
safeguafd the revenue of rallways, especlally if these were
publicly owned.

' Based on the experience of the developed countries, it
vas feared that the above situation would occur in the developé
ing couﬁtries in the process of rail and road development.

The tendency was, therefore, to discourage competition and
safeguard raiiway revenue by restricting and regulating road
transport. In the former British Colonies (e.g., East Africa),
the method used was restrictive vehicle licensing on the model
" operated in the United Kingddm,S This move was premature
because of the inadequacy of tfan5port facilities. 1In deveiop—
ing countries, unlike the developed areas, policies were

needed which would have maximized the use of all modes of

transportation in such a manner as %o facilitate co-ordination.

8Hawkins, 0p. cit., p. 130,



CHAPTER II

1. THE EVOLUTION OF RAIL .AND ROAD TRANSPORTATION
' IN TANZANIA

Introduction

The first attempt to establish a modern transport
system in Tanganyika dates back to the 1870's. In 1876,
Maékinnon and Buxton undertook to construct a road from
Dar-es-Salaam to Lake Nyasa, as an attempt to open up the
interior to modern commerce to replace the slave trade. The
road extended inland for seventy-three miles but because of
tsetse fly it.proved to be of little use.l Attempts to use
bullocks for transportation were also unsuccessfu1.2 The 1ast
ettempt to open up the mainland was when the Sultan of
' Zanzibar, Seyyid Majid, who claimed suzerainty over the area,
granted Mackinnon and his friends avconcession - The

Mackinnon Concession. This concession included among other

privileges, "the exclusive right to regulate the navigation

lCoupland, R., The Exploitation of Fast Africa:
The Slave Trade and the Scramble (Faber and Faber Ltd., 2A
Russel bquare, London), pp. 502-303.

2

Smith, E.W., The Barliest Ox-Wagons in Tanganyika -
An Experiment Which Failed. Part I: Tanganyika Notes and
Records, Vol. 40, Sept. 1955, pp. 1-14; Part I1: Tanganyika
Notes and RGCOLd89 Vol. 41, Dec. 1955 (Government Printer,
Dar-cs-— Sa]aam) pp- L - ]/




of rivers and lakes and the construction of roads, railways
and telegraphs". The scheme never came off the ground.

The development of a modern infrastructure had to wait until
.after the scramble for East Affica was settled by'fhe
Heligoland Treaty in 1890, when Tanganyika became a German
Colony. The initial»develobment of the Colony was undertaken

by the German East Africa Company.

A. The Development of Railways

1. 18% - 1919

The Germen East Africa Company built the first rail-
way line, the Nordbéhn (Tanga Line). The line was constructed
from 189¢ to 1911, during which time 220 miles of railway
track was laid. The slow construction of this line is attrib-
uted largely to the inadequacy of funds. Work on the line had
to Stop for five years after the initial year of construction.
The Imperial Government had no interest in the line, although
in the end it came to the rescue of the railway.4

In contrast, the"Mittlelandbahn" (Central Line), was
built at a speed and excellence of construction nowhere
equalled in Tropical Africa. Proper financial arrangenents,

in which the railway company operated virtually like a public\

5Coupland, op; cit., p. 507.

4'Ebe:;:'lie, R.F., The German Achievements in East Africa;
Tanganyika Notes and Records, No. 55, Sept. 1960 (Government
Printer, Dar-es-Salaam), pp. 196-197. '
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corporation, ensured the rapid construction of the lime.

This line has remained the most important undertaking in the
railway history of Tanzania in terms of mileage. 'The iine
begins at Daf—es~Sa1aam harbour on the Indian Oceéan and ends
at Kigoma on Lake Tanganyika, a distancé of 780 miles. It
divides the country almost into two halves. Other railways
built during the German Administration included the Tabora-
Kaﬁama line, which was part of a projectved railway line_to
the south west part of lake Victoria and Ruanda Urundi; and a
tram line of 60 centimetre gauge from Lindi to some 55 miles
‘inland. A line from Kilosa to Iringa and subsequently to
Mbeya and Mbozi was also proposed.6 But the First World VWar,
vhich was to result in the transfer of German East Africa to
Britain (Tanganyika) and Belgium (Ruanda-Ururndi), ended
German plans and marked the eﬁd of the first era of railway

development.

1920 - 1945

The second era of railway development was bhegun by
the recomstruction of the railway lines, especially ﬁhe
Central Line which was destroyed during‘the German retreat.

In this period, railway construction was mostly in the

OTpid., pp. 201-202.

6Gillman, C., A Short History of Tanganyika Reilways:
Tanganyika Notes and Records, June 1942 (Government Printer,
Dar-es-salaam), pp. 2750,
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form of extension of existing lines. The Tabora-Kahama line, -
started by the Germans, was extendéd to-ﬂwanzé on the south

. of Lake Victoria, from February 1925 to April 1928. A total
of 236 miles of railway lines were built. The Tanga line
wags exbtended to Arusha in 1929, a distance of 55 miles from
Moshi. The only new railway line built at this period was
the Manyoni-Kinyangiri branch line started in 1930—and com-
pleted -in 1933. The line was 93 miles long, bringing the
total railway mileage constructed in this period to 384. The
Manyoni-Kinyangiri railway, however, p;oved to be unecononmic

and was removed between 1944 and 1947.

1945 ~ 1961

A total of 280 miles of railway was built in this
'periodo The first 135 miles of railway construction between
1946 and 1950 was precipitated by the discovery of lead at
Mpanda. The area was linked to the Central line at Kaliwa.

.The other 145 miles of railway line.were associated
with the Groundnut Scheme. The scheme led to the construc-
tion of the Southeranailway and 2 pew port at IMtwara between
1948 and 1954, After the abandonment of the Groundnut Scheme,
the line was never operated at a profit. It had tc be subsi-
dized by the government until it was.removed in 1962.* A
shorter line from the Central line to Kongwa, also associatéd

with the scheme, was removed and replaced by a road.

7Tpid., p. 112.
*
(for details, see Chapter IV, Case Study No. 2).
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An important feature of railway development in 1948
was the amalgamation of the Taunganyika Railway system, to-
gether with that of Kenya-Uganda railway, to form the East
Africa Railways to be administered by the East Africa High
Commission. The significance of this amalgamation will be
discussed in detail later. Dbut the move wWas described by the
East Africa Royal Commission in 1953, as:.

a most necessary first step in the rationalization
of transport in East Africa, and it is very doubt-
ful whether without it Tanganyika could have raised
the loan capital which has since been authorized for
expenditure on the Tanganyika Section. 8

Since 1948, therefore, the railways of Ténganyika
became part and parcel of the East African Railway System.

It ceased to be a responsibility of the Tanganyika government,
although the government undertakes to guarantee loans on

international markets borrowed by the East African Railways

and Harbours Administration.

1961 to Present

Between 1961 and 1965, a total of 141 miles of rail-
ways have been built; The Ruvu-lMnyusi Link Line, providing
a link between the Tanga and Central Lines, has a total
length of 120 miles. The line was begun in 1960 and opened
to traffic iﬁ August 1963. The othef rail construction is

the Mikumi-Kidatu exbtension into the Kilombero Valley built

8East Africa Royal Commission 1953-~1955 Report
(London: "H.M. Stationery Ofiice), omd. 9475, p. 124,
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‘between February 1963 and June 1965. This line now forms
part of the proposed Tanzania-Zambia Railway. Over half of
the investment to be spent on railway developmeht during the
Five Year Plan was for the Mikumi-Kidatu railway extension.
The total expenditure during the plan period, including

9

funds carried over from previous allocations, is as follows:

TABLE 1 -

F.Y.P. - 1964-G9
PROPOSED RAILWAY EXPENDITURE

Project ” ' £1000

1. Completion and extension of railway
beyond KidatUecoccoccococassoccsons £ 6,410
2. Moshi/Kalambweni cut=0ff..ceovecoecooos - 1,100
3. RO11ing St0CKeesocooooscasosossoscoossos 1,120
4. Train Control, Mwanza/Tabor8cecscoscccscs 22
. 5. Air-brake CONVErSiONeceecoocecsceccsassss 115
6. Baliasting, Central Lin€.cccecccossoccas 100
7. Mwanza Line, relaying.ccoecseccccossscs 2,600

Total £11,467

P.Y.P. - Five Year Plan.

9Tanganyika Five Year Plan for Ecconomic and Social
Development, 1st July., 1964 - 30th June, 1969 | p. 57.
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The railways built between 1896 and 1965 are shown on
Map 1. Table 2 summarizes the total number of railway track .

miles in Tanzania at the end of 1966.

TABLE 2

RAILWAY'MILEAGE OF TRACK IN TANZAWTIA IN 1966,
BY CLASSIFICATION

~ Total
Running Mileage of
Lines Single Track,

incl., sidings

T. Main Lines:

Dar-es-Salaam - Kigoma 779.48 919.08
Tanga - Moshi _ 218.68 - 257.72
Mnyusi-Ruvu Link 117.06 119.51

171, Principal Lines:
Tabora - Mwanza 2%35.99 265.55

11T, Minor Branch Lines:

Moshi - Arusha . 53,62 59,02
Kilosa = Mikumi - Kidatu - 66.85 74,65
Kaliwa - Mpanda 1%30.86 135.78

Total 1,602.54 1,831.31

Ny Source: ZEast African Railway and Harbours Annusl

Report 1966 (Nairobi, Kenya: Government
Printer), Statement No. 14, p. 55.
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- B. The Development of Roads

The development of rdads was not as systematically
carried out during the German .colonial administration as was
the case with the railways. Virtually no important road
development took place during the Gérmaﬁ administration. The
Germans coucentrated their efforts on providing bridges,
ferries and rest houses on important caravan routes, as well
bas sebtling soldiers on small holdings which supplied food tov

. 10
travellers.

1920 - 1945

After the First World War, roads were made by improv-
ing tracks made hurriedly to facilitate the movement of war
supplies. Tack of funds made any extensive road programme
impossible. Despite poor road standards, road transportation
began to assume importance and by 1938 long distance porterage
had almost disappeared as buses and -lorries became a familiar
feature in settlements and main roads.,ll

The earliest major road improvement was undertaken on
the military track between Kilosa and Iringa.12 Unfortunately,

this road passed through a tsetse infested area, thus making

a choice of another route necessary. In 1927, the first

10gariow, V., Chilver, E.M., and Smith, A. (eds.),

A History of Fast Africa, Vol. II (Oxford: Clarendon Press,
1965), p. l43.
1pid,, pp. 625-626.

Mottet, I.P. (ed.), Handbook of Tanpanyika
2nd Edition (Dar-es-Salsam: Government Printer, 1958), p. 92.
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survey“of'the route, which was to form part of the Great
North Road, was undertaken between Iringa and Mwenzo, and ‘
from Dodoma to Arusha.lBIn the same year, a‘decision was made
to build the Dar-es-Salaam - Morogoro Road. * The construc—
tion of the Great North Road was completed in 1932. The -
total length of this road is more than 800 miles, and has
remained the most important road work ever to be built in

the transportation history of Tanzaniao' Its outstanding
feature arises from the fact that both its sections, lying
north and south of the Central line, were built through some
of the most difficult (but also beautiful) high terrain
assocciated with the Great Rift Valley.

A number of roads were also built to provide access
to gold mining areas. The road from Itigi to Chunya, some
250 miles in length, was completed in l93'7°l In 1939, a
road was built %o link the Urwira goldfields with the rail-
way at Uvinza.l6By this period, all the important gold mining

areas of the time —- such as those in the Musoma District --

1pia., p. 97.

Wyia,

Lrpia., p. 117.

16Provincial Conmissioners® Annual Report 1939

(Dar-es-Salzam: Government Printer), p. 100.
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had been provided with reasonable road communications, some
17
of which were reported to be all weather roads.
By 1936, a total of 13,928 miles of roads were .
’ 18 . :

reported, classified as follows:

TABLE 3

CLASSIFIGATION OF ROADS, BY 1936

Class of Road ' . Miles
Township RoOAGSccceecscecsccssnnase ' 213
District Headquarters RoadsScccess o7
Main RoadSooooooooooooooonooooooo 2,784
District Roads, Grade A ececccoocoe 1.478
DiStI‘iCt ROadS, G’I‘ade B o000 o0eo0aoe 9,356

Total- 15,628

By 1945 only a rudimentary road system had been .

developed, mestly on an ad hoc basis.

1945 -~ 1961
A definite policy for rocad development came into

force with the adoption of the first Development Plan in

1946. A nunmber of factors had contributed to this. First,

17Stockley, G.M., "Oubtline of the Geology of Musoma
District: Being a Preliminary Geological Survey of Musoma
Goldfields with the exception of the Nigoti and Ikoma Areas",
Geological Survey Dept., Bulletin No. 7 -~ 1935 (Dar-es-
Salaam: Government Printer), pp. 5-4.

18An Economic Survey of Colonial Empire, 1936,
Colonial Studies No. 149 (London: H.M. Stationery Office),
p. 46. .
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the failure of the Manyor-Kinyangiri railway led to the
belief that road construction provided a less expensive
method of opening up new areas for developmenu.lgsecond, with
the btransfer of railways to the East African High.CQmmissibn
in 1948, the responsibility of the Government in providing
communications was confined.to roéd development. The main
policy objective for road development was to provide a
country-wide "Low-Cos?t Road" system,e»The aim was to develop
a pattern in the form of:

a "grid" of trunk roads, four running from north to

south, and three from east to west. To these trunk

“routes; main feeder roads must be provided and to

these latter district feeder roads to the outlying

markets and productive areas. 21

There is no explanation given in the "Development

Plan" for adopting the "grid" pattern of trunk routes, al-
though the WOrid Bank Report'attribﬁtes it to "the fact that
the natural flow of traffic carfying the territory's main ex-
bort crops and the bulk of the trade in imported and locally
produced goods is along lateral routes".ezThus, the road
pattern was complementary to the railway system which runs

from east to west. The North-South trunk roubtes were to

19Development Plan 1955-1960, Capital Works
Programme (Dar-es-Salaam: Government Printer, 1955), p. 12,

2OIBRD., The Economic Development of Tangeanyika

(Ddr~es—Salaam Government Printer, 1960), p. 153.
21

Development Plan 1955~-1960, op. cit., p. 1l3.

22TBRD., op. cit., p. 155.
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provide for movement in a north-sogth direction. The system_'
also evolved as a result of 1inking roads which were already
in existence at the promulgation of the 1955-1960 "Development
Plan". In fact, the.major feature of road development at this
period was the improvement and upgrading of the existing roads,
rather than the constructioﬁ of new ones. Map 2 shows the
proposed pattern of Trunk Roads under the above-mentioned
Plan. The proposed expenditure under this Plan was allocated
as follows:25 |

- TABLE 4 (a)

PROPOSED EXPENDITURE
UNDER 1955-1960 DEVELOPMENT PLAN

Developnent of Nabural ResSources cccos.. £ 4,950,000
Communicablion coeocscoocsccscosccsconcsncass 7,470 ,000%
Urban Development ceocecscsoccecoscsccoos 3,215,000
Electricity © O 0 ©0 00 O & 00O 0 0D e OO & SO U OO O O O OO 2,000,000
S0Cial SEIVICES ceveccecoscscecsscssosrcons 5,293,667
Public BuildinZS eoveecocessecocasscscssa 1,950,000
Africa HOUSING ecececoceccoscscocccososees 970,000

L] [ ] L] *

<

~J O\ WUV B
L ]

<

Total £25,848,667

* Of the approximate £7.5 million allocated for provision of

communications, roads accounted for over 50% of this total,
24
which was to be spent as shown in Table 4 (b) following.

23Development Plan 1955-1960, op. cit., p. 4.
2% 1pid., p. 4.
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TABLE 4 (b)

PROPOSED EXPENDITURE UNDER
1955-1960 DEVELOPMENT PLAN - ROADS

PrUNK ROULES oevocoscesessncnsocvennes £2,24%,000

1.
2. Feeder Roads (incl. Territorial main

and local 10283S) scoecocccccecscsos 1,282,000
3, Urban RO2AS eoceecococoosocccocsaecssose 588,000
4, Reserve for unforeseen roadsS eccccescos 150,000

Total £ 4,270,000

Appendix A gives a detailed analysis on how much was
to be spent on Trunk, Main and Local feeder roads during the
plan period.

By 1950, the country had a total number of 17,012
miles of classified roads. - This number was increased to
21,459 miles at the end of 1962. The total increase of
Territorial, Local_and District main roads between 1950-1962
was 4,183 miles. Within the three classes, the greatest in-
crease was that of Local (provincial) main roads. There was
an increase of 3,194 miles of Local main roads, as compared
to 722 miles of Territorial roads and 167 miles of District
(feeder) roads. The high increase of Local main roads was
largely for administrative reasons rather than for encourag-
ing agficultural development, in view of the lack of feeder
(District) roads linking them to the rural areas. Table 5,
on the following page, summarizes the number of miles of

roads built between 1950 and 1962.
It is of interest to nocte at this stage that the policy

of concentrating on the provision of main roads at the expense



TABLE 5

MILEAGE OF CLASSIFIED ROADS

23

1950 - 1963
- ~ Other Terri-
Town~ Settle~ torisl Local
Year ship ment Main Main District Total
: Roads Rozds Roads ~ Roads Roads

1950 338 87 3,039 3,055 10,493 17,012

1956 502 126 3,506 3,993 11,055 19,182

1957 490 135 3,507 4,319 10,934 19,395

1958 00 135 3,593 4,521 11,029 19,768
1959 0 138 3,588 4,781 11,033 20,030
1960 95 186 3,774 5,176 10,833 20,464
1862 456 203 3,861 6,249 10,660 21,459

1963 - - 45005 6,105 -

Sourcs: The United Republic of Tenzanla, Statistical Abstract

1964 (Centrzal Statistical Bureau ~ Directorate of

Development and Plenning - 1965, Government Printer,

Dar-es-Salaam), p. 61.
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of feeder roads was praised by the World Bank Report:

Up to the present, the Government's policy has been to
build up the main road system to all weather standard,
passable at all seasons, and to altend to feeder road
improvement at a strictly limited scale. This was the
right policy to start with; a feeder road could sexrve
little improvement until the main road could take its
traffic. The alternative of providing a complete
system of main and feeder roads area by area, would
have prejudiced the economic development of importent
areas of the territory and would have severely hampered
administration. : '

1961 {o Present

Rbad.devélopment'since independence is first marked
by a furthér change in policy during the Three Year Plan
1961/62 - 1963/64. This Plan had three main objectives, one
of which was the deﬁelbpmenﬁ of communications with particu-
lar emphasis on providing feeder roads in the rural areas.26

Thé allocation ofrthe tofal capital expenditure |
under the Plan is shown on Table 14 (b), Page 70, Chapter III.

Of the £6.9 million allocated for communications,
power and works, about two-thirds of it was for rcad develop-
ment. Trunk roads were allocated £3.2 million as compared to
£950,000 for feeder roads.27The rationale guiding these allo-~

catlions is discussed in detall on page 71. However, the

©2IBRD., op. cit., pp. 155-56.

26Smith, H., Readings in the Economic Development and
Administration of Tanzania (Institute of Public Administra-
tion, University College; Dar-es-Salaam: Oxford University
Press, 19656), p. 349. |

27 Thid., p. Sk
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extent to which the road programme under the Three Year Plan
could be implemented was limited by the amount of finance
available. Not all the money needed to accomplish the road
programme under the Plan was obtained. This has necessitated
the carrying forward of road programmes of the Three Year
Plan to be included in the:present Five Year Plan. (see
Appendix B)

Under the Iive Yeér Plan, thé,policy>proposed for
road develcpment is still that of providing a country-wide
"Low-Cost Road".zaThe four objectives set out in the plan
are:29

2) The trunk and major link roads will be déveloped‘
as necessary to meet traffic requirements.

b) Major feeder roads will be improved or constructed
to prov;de for the economic transport of an ever-
increasing quantity of produce and other goods.

¢) Minor feeder roads will be improved or coastructed
to provide satisfactory access to developing areas.

d) To ensure the econocmic soundness of each méjor
project, preliminary feasibility studies will be
undertaken as reguired.

Ovjectives (b) and (c) of the Plan should be commended

since they reflect the government's intention to provide

economic transport tc the peasant farmer, as well as access

28pive Year Plan, op. cit., p. 53.

291pid. ., p. Sh.
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to areas with growth potential -- two factors overlooked in
past road planning programmes. The expenditure under the
Five Year Plan on different roads in the country is as

follows: -

TABLE 6
FIVE YEAR PLAN - 1964/1969
PROPOSED EXPENDITURE ON ROADS
Roads ’ ’ Provision
1. Great North ROULE eeeveeeeenn. £ " 98,500
2. Western Trunk Route .ccceecese 1,000,000
3. Eastern Trunk ROUtE eceececscee © 928,000
4, Central Trunk Route eieeeceaece 231,900
5. NOI‘theI‘n TI'unk Route s 0000000 1’173,375
6. Southern Trunk Route ......... ‘ 257,000
- Total - Trunk Routes .ce.. £ 3,688,775
7. Major Link Roads ® & & ¢ 0 % OO0 00 l\,515’625
Total - Trunk & Major
Link RoadsS eececes - £ 5,204,400
8. Major Feeder ROBAS eeeevecenen £ 4,890,600
9. Minor Feeder RoadsS ceceecececcee - 935,000
Total Feeder R0ads «eo.... £ 5,825,600
10. Miscellaneous eecccssecccscsss £ 970,000
Grand Total £11,800,000

The total expenditure envisaged during the Plan period

is approximately £22.9 million, of which £2.1 million is a
i | 30
carry-over from the Three Year Plan. Appendix B gives the

Ombid., p. 55.
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phasing of expenditure on the different roads. Map 3 shows.

the actual Five Year road development programme.

Road Mainbtenance and Construction Costs

On the whole, the physical geography of Tanzania does
not provide a very difficult terrain for road construction;
Highland areas are confined fo peripheral areas and, in par-
ticular, to the southern part of the country. The only other
physical obstacles worthy of mention are the Rift Velley and
Swanp areas 6f the Malagarasi and Rufiji River Basins. .
ﬁecause the country lacks suitable road bullding materials
(eog.,'”murrﬁm" gravel.found in Uganda), it is dependent upon
imported ones, especially for building hard surface roads.

But prices of construction materials have been rising, and
heﬁée constfuétion oosté; At present market priies, cénstrﬁc-

tion costs for different types of surfaces are:

TABLE 7
ROAD CONSTRUCTION COSTS

Pavement Terrain ' Cost per

ZIypes - : , Mile - £

Bitumen Flat & rolling country 10 - 15,000

Bitumen Hilly country ' 13 - 25,000

Gravel Flat & rolling country 3 - 10,000

Gravel Hilly country ) 10 - 20,000
31

Personal Letter from the Ministry of Communications,
Labour and Works, The United Republic of Tanzania. Ref. . Ho.
CW.44019/72. Avgust 12, 1967.
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‘Most of the roads in Tanzania are of earth surfaces.
Of the total 9,727 miles of roads maintained by the Céntral
Government in 1962, only 871 miles were of bitumen surface.
Gravel surface accounted fbr 1,556 miles and the’femaining
7,398 miles were of earth surface. _

The standard of roéds in Tanzania has been vefy much
conditioned by the low standards of roads initially provided.
These are usually badly destroyed by heavy rains in the wet
season. With the rapid increase in volume of traffic and use
of heavier vehicles, road conditions deteriorated véry fast,
causing increased maintenance expenditure. Maintenance costs
have increased from under £281,000 in 195132to £1.5 million
in 1963/64. The average annual cost of maintenance of differ-
ent pavement types now is:54

TABLE 8
ROAD MAINTENANCE COSTS

Cost per mile

Typ¢ of Road per year — £

Bitumen .9.-0'0;09000009 450
Engineered Gravel ..... 220
Eal‘th/GI'avel © 9 e 00e 080 eo0 120 - 140

32Tanganyika Government, Statistical Abstract 1959
(Dar-es~Salaam: Government Printer), p. 102.

335tatistical Abstract 1964, op. cit., p. 11l.

3
4P‘ersonal Letter, Ref. CW. 44019/72, op. eit
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The low standard of roads has restricted vehicle

speed, while 0peratinglcosts have tended to be high on the
earth roads, depending on the size of the vehicle. Operat-
ing speed on different road surfaces given in the Tanzania-

35
Zambia Highway study are:

TABLE 9

OPERATING SPEEDS FOR VEHICLES

R-oad Classificatilion
Type of Engin~-
Bitumen eered Improved Tnimproved
Vehicle Gravel Earth Farth
Cars & Land- '
rovers 50 40 35 < 35
Trucks and
Buses 45 35 30 < 30

Reliable figures on vehicle operating costs on a
country-wide basis do not exist. But Jjust to gilve an idea on
how these vary with road standards and terrain, operating-A
costs for East African Railway Road Services iﬁ the southern
part of the country have been quoted. These have declined
from 1/86 S.Eéshilling)*in 1960 fo 1/6% s. in 1963, per

vehicle mile, a reduction of about 12%. Most of the roads

554TD., Tanzania-Zambia Highway Study (Stanford
Research Institute, 1966), AID %/00/02971, p. 56.

2

)6Personal Letter from the Assistant General Manager's
Cffice, East African Railway and Harbours, Dar-es-Salaam,
Tanzania. Ref. No. ACM48B, October 10, 1967.

.
.- 1 East African shilling equals approx. thirty
Canadian cents.
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in this part of the country are of stabllized earth standard.
The reduction in operating costs is due to the tremerndous
improvements done on the Great North Road between Morogoro
and JTringa, and on sections passing through diffidult terrain,
all of which have been brought up tq engineered gravel or
bitumen standard. n

The volume of traffic on the main roads is still low. .
Ag Map 4 indicates, in 1962 the number of vehicles, per day,
on most roads was still less than 300, except near or between
urban centres where, in some places,'the number exceeded 500.
The growth of traffic volumes on selected road sections and
junctions is shown on Figure 2. Thus, rcad transportation
has been growing in importance. This is further reflected in
“the steadyvinorease in number of motor vehicles shown in
Table 10 on the following pagé. The greatest increase has
been in private vehicles and, in particular, automobiles,
The other reason for the predominance of private motor
vehicles is due to the licensing system, by which private
- commercial vehicles are registered under "C" licence.  But it
should be noted from the Table, too, that the government owns

the second largest number of vehicles.

C. Organization of Rail and Road Transportation

In East Africa (Tanzania, Kenya, Uganda), railways
are owned by the "East African Public" and organized as one

of the self-contained services within the East African Common
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Services Organizationsfb Thus, the'Railway Administration

is a public corporation responsible to all of the three Egst
African governments. In contrast, road operations are 6rgan-
ized on a private basis, either by individuals or business
firms. The Railway Adninistration also operates bus and
trucking services in the Southern part of Tanzania.

The rapid growth in volume of motor vehicles led to
early concern about rail/road competition. This concern was
accentuated by the poor performance of railways, which
operated at a loss. Thus, by 1931, legislation was passed
to control road transport. In that year, the "Carriage of
Goods bj Motor (Control) Ordinance" was passed. It sought
by means of high priced licences ﬁo afford some measure of
compensatvion to the government resulting from loss of revenue
bj railway and, also, to discourage competition. The oxdin-
ance was not efféctive. 1t was repealed in 1934, and re-
placed by the "Carriage of Goods by Motor (Prohibition)
Ordinance 193%4", which was designed to prohibit competition cof

- 38
motor traffic with the railway on certain scheduled roads.

*Since 1961, following the achievement of Independ-
ence by all the East African countries, the E.A. High
Commission was replaced by the E.A. Common Services Organiza-
tion, responsible for railways and harbours, telecommunica-
tions, airways, customs and excise and income tax, to mention
but a few examples. Recently the E.A. Common Services Organ-
ization has been replaced by the E.A. Community, with the
Railway now separated from the Harbcurs forming one of the
Public Corporations.

374n Economic Survey of the Colonial Empire 1933,
Colonial No. 1OY (London: H.M. Staticnery Office), p. &4.

381114,




TABLE 10: THE GROWTH OF LICENCED MOTOR VEHICLES 1953 - 1963

1953 1954 1955 1956 1957 1658 1959 1960 - 1961 1962 1963

Private (ILicence) :
Motor Vehiecles 19,000 22,000 24,316 26,205 29,675 32,057 35,046 37,046 38,893 41,526 45,620

Government Motor : ‘ : . '
Vehicles 1,620 1,817 1,986 2,231 2,215 2,546 2,613 2,742 - 3,151 3,406 3,631

Total 20,680 23,817 26,302 28,436 31,800 34,603 37,659 39,788 42,044 44,932 49,251

Total - 21l types ' A
of Vehicles® 20,809 23,928 26,21 28,545 32,019 34,712 38,527 39,968 - - 19,674

Sources: (a) Tanganylke: Statistical Abstract 1959 (Govermment Printer, Darfes-Salaam),'p. 55.

(b) United Republic of Tangania: Ststisticsl Abstract 1964 (Central Statistical
' Bureau: Directorate of Develomment and Planning, 1965, Goverrment
Printer, Der-es-Salasm), p. 60 _ E

¥ cars, lendrovers, light vans, trucks and heavy trailers, tankers,

motoreyeles and acooters, ebe.

qg -
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After the Second World War, road restriction was continued
through the mechanism of licensing. The reasons for control
w/ere:39

(1) to discourage competiﬁion within the industry;

(2) to safeguard the misallocation of resources for
restricting free entry into the industry by
‘unsuccessful operators;

(3) to enable the provision of a better organization
of the industry;

(4) to limit competition with other modes -- especially

railways.

In the 1960'5; road restriction was nob strictly en-
forced, although the policy tools for doing sc were there.
However, rail/road competition is still cauéing concern,
though not from the government circles this time but the ,
Railway Administration, and was‘a subject of a recent studyfo
Present government attitude on the issue seens to favour the
encouragement of road transportation, especially by African
operavors, organized on a co~6perative basis. There is no
legislation limiting the movement of goods along routes
running parallel with the railway. The formation of a
Tanzania National Co-COperative Transport Company is further

reflection of government intention to encourage road trans-

portation. = (This experiment, however, has proved a faillure

5%Hawkins, op. cit., pp. 136-139.

*Ofazelwood, A., Rail and Road in East Africa:
Transport Coordination in Under-developed Countries
(Oxford, Basil Blackwell, 1964).
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because the company went bankrupt -- dbub it iéfstill the
declared-polic& of the government to establish a new National
Transbort'Company, once the causes which led to the failure |
have been investigated). |

In the-Five Year Plan, a provisiod of £300,000 has -
been al]ocated to prov1de credlt to purchase vehicles by

42
transport co-operatives.

D. The Transportation Problem of Tanzania

After the historical narrative of tho evolutlon of
raLLway and road transporcablon thc questlon to be answpred
is hhether there is a tvansporoatlon problem in Tanzania.
How serious is it and which components constitute the major
problem in the system?

In 19561, the World Bank Report held the view that
lack of transportation facilities as an impediment tb econ-
omic development was exaggeratedo43It appears the World Bank
Report confined the transportation problem to facilities in
terms of miles of roads and railways. To appreciate the
problem, and to measure its size in terms of present and
future needs for economic development, the entiie systen nmust
be examined: techniéally, €.8., all the elements in the

. system, the way, vehicle and motive power; administratively,

42

“21BRD., op. cit., p. 153.

Five Year Plan, op. cit., p. 55.
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from the point cf view of organization of thé individual
modes as well as their co-ordination; and, lastly, the
spatial operation of eacli mode.

In assessing the problem, the views of shippers
suggest where the problem lies. One view.is that of the
Lint and Seed Marketing Board and hence tranéportation re-
quirements of the cotton industry of Tanzania. Up to 1962,
it was not possiblé to move all the cotton grown in the Lake'
Regions of Tanzania along the Central Line and export it via
Der-~es-Salasm. . Part of the crop had to be moved via Kisumu
and along Kenya~Uganda railway to Mémbasa for export. The
ressons for diverting part of the traffic was due to lack of
sufficient wagons along the Cenvral Line. The construction
of the Ruvu-Mnynsi Link Line‘was, therefore, a necesary
improvement‘in‘the East African Railway System, because it
enabled the transferlgf wagons fron Kenya—Uganda-Tanga Lines
to ﬁhe Central Line,FTThis objective has been fulfilledo45
But it is still not possible to move all the cotton crop fron
the Lake Region along the Central Line. It is not implied
here that all the cotton from the Lake Region should be nmoved
along the Central Line. However, this is preferred by the

Lint and Seed Marketing Board as it will save them the problen

) =

i he Tint and Seed Marketing Board: Report and
Accounts for the Year ended 30th June, 1962 (Printed by
Tanganyika Standard, Dar-es-Salaam), p. L7.

#Letter, Ref. No. ACI:S8, op. cit.
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of paying fof storagé,facilities ip Mombasa.by using their
own at Dar-es-Salaam harbour. The_diversion of not only
cotton but other traffic, too, to the Kenya-Uganda Line,
thereby easing congestion along the Central Line, does not
relieve the increased cost of shipment of cotton by the Lint
and Seed Marketing-Board dﬁe to storage charges at HMombasa.

Agricultural pioduction seems to have grown faster
than anticipated, making the available stock of wagons in-
sufficient. This has combined with lack of storage facili-
ties at Dar-es-Salaam harbour to aggravate the situation.
Because'of lack of storasge facilities, part of the already
inadequate supply of wagons are delayed at the wharf awaiting
direct loading on to ‘the ship..-

Congestion along the Central Line is another problem.
It is attributed to insuvfficient motive powef°47lmprovement
of motive power on the Central Line has been slow compared to
the Kenyanganda Line. The latter line'is giveh priority
because if follows a route with a difficult terrain, in some
places reaching an altitude of 9,000 feet. In confrast, the
only difficult section along the Central Line 1is Saranda,
which is hardly S,OOOeret high. The other reason is the

volume of traffic. The Kenya-Uganda.lLine has a higher level

46Personal Letter from the Lint and Seed Marketing
Board, Dar-es-Salaam, Tanzania, Ref. 105, Vol. V (51), :
Sept. 25, 1967. :

47Letter Ref. No. ACMAS, op. cit.
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of traffic than the Central Line beoausé of the predominant
use of Mombasa harbour for both export'and‘import traffic of
East Africa as a whole. |

The first schemes of dieselization of the Bast African
Railway System was confined to the Kenya-Uganda Lins, and was
due to be intioduced on the.Central'Line between Der-es-Salaam
and Morogoro. 8Congestion,'as well as the disadvantages assoc-
iated with using a nixture of steam and diesel engines, might
have to be tolerated durihg the Plan period, since the improve-
ment will take some time because it involves not only the
ordering of more locomotives but replacing existing railway
track with heavier rails.

The main problem in road transportation is the absence

f feeder foads due to past policies of.concentrating on
building trunk roads. Therefbre, the present road system
does not provide efficient links to the mainstay of the rural
population and the subsistence economy of Tanzania.

The poor standard of roads is another problem. The
policy of constructing "Country-Wide Low-Cost Roads",
described by the World Bank as defensive, was to provide, in
the majority of cases, poor roads which in the rainy season
became impassable theréby cutting off rural settlements from
urban and mair supply centres.

Next is the. problem of orgenizing and co-ordinating
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rail end road transport; vThe problem to be fesolved in
policy formulation as regards bthe two modes, is:

(1) to maintein the principles under whiéh the railway
will continue to provide cheap means of transbort,
as well as receiving sufficient revenue for operat-
-ing and. maihtaining the system;

(2) to encourage an orderly development of road trans-—
portation which does not cornstitute a threat to the

economical operation of the railways.

It is here that the problem of making the. two modes
complement ~- rather than compéte -~ becomes significant. As
far as the different mddes of'tran5portation (rail, roéd and
inland waterways) in Tanzania are concerned, in most cases
they are complementary'rather than competitive. Both export
and import traffic move by rail or road; at one time or
another, before reaching their destination. The World Bankl
‘emphasized the need to strengthen this feature in the systeg?

The transportaticn problém of Tarzania is varied. It
ranges from the need to nodernize the railways by improving
motive power, the inadequacy of wagons, congestion on the
Central Line during the crop season, and lack of storage
facilties at the ports; to substandard roads, lack of a well
developed feeder roads system, and organization of rail and
road transport to ensure economic operations and efficient use
of limited facilities and equipment to meet the demand of

rising traffic..

H918RD. , op. cit., p. 153.



CHAPTER III

RATIL AND ROAD COMMUNICATIONS
AND ECONOMIC GROWTI

A brief examination of the role transportation has
played in the economic growth in other parts of the wbrld
will provide & general framework upon which the achievement
of Tanzania may be compared. The United States and India
have been selected for illustration purposes.

Railways and Economic Growth
in the United States

It was pointed out earlier regarding the view that
pailways were responsible for opening up new land in the
west wés not wholly true. Fogel_has shown in another study
that railroads were not the cheapest means of traunsportation
as compared to water transport, which had preceeded railway
development. The only adventage railroads had over river
“transport is that they eliminated ﬁagon hauvlage and hence its
cost. Thus he concludes: |

It is very likely that even in the absence of rail-

~ roads the prairies would have been settled and ex-
ploited. Cheap transportation rather than railroads

1

Supra, p. 5.

2Foge1, R.W., Railrcads and American Economic Growth:
Essay in Economic History (Baltimore, John Hopkins Press,
1964), p. 214. ' : |
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was the necessary condition for the emergence of the
‘North Central States as the granary of the Nation.

The railroad was vndoubtedly the most efficient form

of tramsportation available to the farmers of the

nation. But the combinaticn of wagon and water trans-

portation could have provided a relatively good sub-

stitute for the fabled iron horse. | ' 3

The role of railways in the economic growth of the

United States cannot be confined to the examination of the
level of service alone. It must be extended to the opportua-
ity they offered on the growth of the iron and steel industry
and fuels, such as coal and o0il, by providing a ready and ex-~
panding market. Between 1840 and 1850 alone, consumption of
iron and steel by railroads rose from 4.3 to 25.2 thousand
tons, respectively. ©Such wers the indirect benefits from
railway building. The development of the railway in the
United States did not depend on imports for building materisls
and rolling stock. Rallways, in addition to providing an
efficient transport system, opened new opportunities for ex-
ploiting the country's natural resources and hence ecouncmic
expansion and diversification.

Railways and FEconomic Growth
in India

There are two schools of thought on the part played

by railways in the early economic growth of India. One

5Tbid., p. 219.

4Anstoy, V., The Economic Development of India
(Longmans, Green and Company, 1936; srd edition), pp. 133-144,
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'school of thought condemns the development of the iailWays
for having disrupted the indeginous cottage industries and
replacing them with the factory system. Railways provided
access of British goods to the Indian~market, and in so doing
making it difficult for the craftsmen to compete profitablyQ
The other schocl of thought sees nothing wrong in the
disruption of the indeginocus Indian socio-economic organiza-
tion; since this was compensated by 1inking the country to
the rest of the world. It provided an effective system to
deal with the famine probiem, by linking villages and increas-
ing contact between pecple and places., While perhaps the
former school of thousht hes a case to prove against railway
development, it is logical to concur with the latter view.
The issue to be examined, therefore, is to what
degree did railway development benefit India and not the
netropolitan power which ruled her at that time? The volune
of trade which developed and which was oriented towards
Britain, minimized the benefits which would otherwise have
aécrued ﬁad the rallway stimulatéd markets for the development
of intvernal resouwrces of India. As Lansing argues:
"eoobhe Tuperial Government in the construction of
railways in India in the 19th cenbtury did not seek
primarily the economic development of the country.
. - - In the details of the planning and operation
of the system other considerations were paramount.” 5

The economic policy which sheped the transportaticn

5Lansing, J.B., Transpo
(The Free Fress, New York: . 1966

rtation and Economic Policy,
N - 4
/s pa -L,t'6o
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system of India served outside interests —~vunlike that of
:the United States, which was geared‘towa:ds opening up new
areas and stiﬁulating economic growth from within. Defence
considerations, for example, over-ghadowed economic oneso6
Whnere economic factors counted, these were designed to nmain-
tain'thé role of India as.én ex?orter of raw materials and
importer of‘manufactured goods. Thus, the linking of ports
to the interior arsas was given hore preference than internzl
transportation facilities.

These few examples are intended to show that the de
facto politioal status of India in the 19th Century and first
half of the 20th Century, made the economic effects of rail-
way development not entirely beneficial to her.

1. Rail and Road Communications
in _the mconomic Growth of Tanzania

Introduction

The examination of the part played by rail and road
communication vis-a-vis other factors affecting the economic
growth of Tanzania has been broken up in four periods:
1904~1919, 1920-1948, 1949-19¢0, and 1961-64. The last
years of these periods mark times (except for the last period)

when significant changes occurred,; which influenced the

6Saxena, K.K., Indian Railways =~ Problems and Pros-
pects (Vora & Co., Publishers, PVI Linited, Bombay, india),
P. 6. .

’

ibid.
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tfansport'and economic development; namely, the transfer of

- the country from German to British Administration, Tanganyika
Railways to East Africaﬁ Railway Adminisvtration. Thellast.
period (1961-1964 ) represents the first four years of

Tanzania Independence.

1904-1919

Early railway buiiding in Tanzania has been attrib-
uted to strategic reasons. While the railways did fulfil
this objective, commercial motives weré also.paramount®.
"Peaceful penetration through competitive development and
capture of traffic"Bfeatured more as & stimulus to railway
development than strategy. Like many bther colonial powers
bf the time, Germany needed colonies as sources of raw
materials for her domestic industries and markets for manu-
factured goods. Railways were built to meet this requirement.

German policy in Tanzania was geared on developing
plantation agriculture in the areas where the Tanga Line was
to be constructed; based on rubber, covton, coffee and sisal.
Much research was carried out -~ what one historian has
described as "the Age of Scientific Colonization" -- to find
out what crops werevsuited to the environmental conditions

of the country.

8¢illman, op. cit., p. 15.

4

' 9Eberlie, op. cit., p. 11,
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Coffee plantations were unsuccessful as compared to
native grown coffee in Bukoba, which accounted for the greater
part of the export of this commodity. Favourable prices in
the world market led to rapid expansion of rubber.on & plan-
tation basis. However, the sudden fall in rubber prices,due
to over-production in Southeast Asia, doomed the rubber
industry and resulted in most of the rubber estates being
converted igto sisal plantations. From this date, sisal grew
in importance and became the dominant export crop in the
econony of the}country° |

The success of plantation agriculture alsc depended
on the availability of labour. This problem was solved by
resorting to compulsory labour -~ the so-called "Wilhelmstal
System”lo~~ by which Africans had a choice of either working
on a plantation or on a public works programme one month oub
of every four.

Attempts to gréw cotton on'a'plantation basis were
unsuccessful, Africans agreed to grow it when the government
guaranteed a minimum price higher than the world‘price, which
had dropped in 1908°11The present "Cotton Belt" in the Lake
Regions, during‘this"period, was notable for peanub produc~

tion and exportéd via Mombasa along the Kenya-Uganda Railway.

lOHarlow, op. Ccit., p. 189.
11 ‘

Ibid., p. 144,
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Between 1906 and 1912, export and import trade in-
creased as shown below. The import trade was accounted for
by railway construction material, requirements for civil

adminigtration and plantations.

~ TABLE 11

1906-1912: EXPANSTION OF TRADE
"OF GERMAN EAST AFRICA

1906 1907 1908 1909 1910 1911 1912

Exports 52.2  23.8  25.8  33.9  38.7  45.9 50.3
Imports 11.0  12.5  10.9  13.1  20.8  22.4 31.4
Total 63.2  36.3  36.7  47.0  59.5  68.3 81.7

(in million marks)

Source: Harlow, V. and others, History of East Africa,
: (Oxford: Clarendon Press, 1965), Il, 153.
The Germans laid the foundation for the beginning
of a modern eéonomy in Tanzania, in which plantation agricul-
ture played a leading role. Gillman concludes, in respect to
the Tanga Line, that the railway was a great stimulant to |
rapid expansion of plantation enterprise.l20n the other hand,
Henderson attributes the success to several factors, in-
cluding the railway, special tarrif privileges, labour supply

and credit facilities., It is true all these factors

12il1men, op. cit., p. 21.

lBHarlow, op. cit., p. 190.
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were resPOnéible for establishing the initial economic growth
of Tanzania. As for future years, the decisive factor was
the fall in rubber prices. This, rather than the railway,
established sisal as the major expoft crop of the country.
This period was brought to an end by the First World
War, during which time greaf damage was done on the railways,

and the incipient economic base was disrupted.

1920 - 1948

The immediate task affer the war was to re-establish
lines of communication by rehabilitating the railways and up-
grading the tracks to motorable roads. The extent to which
réconstruotion could be effected,to establish a base for
- further development, was limited by the amount of capital
available. As a mandate territory, Tanganyika could not
borrcow money on the London Market -- the country had to depend
on loans and granﬁso;4 But the only type of loan which could
be raised under the Palestine and East African Loans Acts of
1926, 1928 and 1931, ‘respectively, were for either building
railways oxr roads,l5 Thus, she was able to raise about
£3% million, under the above-mentioned Acts, to be spent on
railway construction. The Mwanza branch line was built by

capital from these loans.

1

*Cameron, op. cit., p. 69.
lSLeubuscher, C., Tanganyika Territory: A Study of
Economic Policy under Mandate (Uxtord University Press, [S4%4),
. 158, :
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The world depression between 1930 and 193/ retarded
further development. The fall in the price of primary
products affécted the revenue of the country and the purchas-
ing power of the population. The price for sisal fell from
£2% in 1930 to £12 per ton in 1934; that of coffee fell from
£35 to B4 per ton at that time, and bees wax prices fell
from £107 t0£80 per ton,16 Demand for imports declined affect-
ing revenue from customs duties. Revenue fell from £709,670
in 1929-30 to £411,354 in 1951~32,l7

Throughout this period, there was uncertainty sbout
the political future of the country. The fear that Tanganyika
wes going to become "a pawn on the international chessboard"
repelled capital from the country. Simultaneously, there was
a campaign to unite Tanganyika with Kenya and Uganda. This-
union waS‘effected in 1923, and further strengthened in 1927.
The Customs Union, however, proved a large disadvantege to
the development of the country. Bj creating a Free Trade area
and a Common Tarrif between the three countries, Taﬁganyika
lost revenue; while prices for some consumer items imported
from Kenya were higher than those imported from outside East
AfricaolaThe other disadvantage this union had was on the

discouraging growth of local processing industries, such as

tea and sugar, as a result of providing protection to those

16Moffet, op. cit., p. 106.
17 1pia4.

188m1th, A., Financial Missicn to Tanganyika (London:
His Majesty's Stationery Offlce, 1932) Cmd. A182, p. 22,
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of Kenya and Uganda. - It was at this time that the trade
_imbalance, lérgely favouring Kenya,'was initiated; thereby
creating much friction among fhe three countries, which was
reflected in their efforts to create an East African Common
Market.

The queétion of closer union was significant in the
development and co-ordination of tran5port on an nast
"African level. It was regarded as eséential for deciding a
future paﬁtern of rail and road communication, as well aSZO
providing a better framework for financing'such projects.

Efforts to use rate policies as a means to foster
economic growth were disCriminatory in that the differential
‘rate system used charged low and high rafes on export and
import traffic, respectively. The system has been criticized
because it did not raise high enocugh revenue for the railway.
In particular, it was of a discriminatory nature in that it
tended to subsidize those economic activities in which . 5
Europeans were engaged at the expense of the native people. '

As the country was beginning to recover from the

shocks of the First World War, the Second World War set in.

19LeubuScher, Oop. cit., p. 11l.

2ORonrt of the Commission oﬁ Closer Union of the
Dependencies in Fast and Central Africa (London: His Majesty's
Stationery Office, 1939) Cmd. %234, pp. 107-129. .
21

Leubuscher, op. cit., p. 113.
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Althovgh this time Tanganyika was not used as a battle ground,
there was government pressure put on the country to meet war
demands. Notable among these was food'production, namely,
maize. It was at this time that the road services by the
" Railway Administration was established to encourage the pré;
duction of maize and rice in the Southern Highland; where
development had been retarded by inadequate transport facil-
ities°22 The go#ernment also institufed’a system-of subsi-
dized prices, which encouraged the cultivation of food crops
in areas which had not been brought under cultivation because
of high transport costs. The need to meéet war requirenments
overlooked the economics of production and resource alloca-
tion. A heavy strain was put on the infrastructure of the
country and the transport system proved inadequate. The_
improvements which were carried out during this period were
costly and had little bearing to the pattern of economic
growth takiﬁg pléce. Indeed, transportation facilities were
improved at the expense of other essential community needs
like educa-bion,25

Import trade increased in periods before and after
the depression, as shown on the graph (Figure 1). The list
of imports was dominated by cotton gdods, mostly from Japan.

. R . k4 . .
Being a mandate territory, Tanganyika could not pursue a

2240t fet, op. cit., p. 124.

23Harlow, op. ¢it., p. 618,
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discriminatory trade policy. The policy enforced at fhis
time, opened the Tanganyika market to import trade from all
other parts of the world, while in return she had'only limited
items to export to these countries. Thus, the "Open Door-
Trade Policy", like the EaSt African Customs Union pointed
out earlier, was to the advantage of other areas and --in-
particular - Japano'

The problem in raiiway develobment at this period
was that the line was operating at a loss and because railway
receipts were included in general revenue, it affected the
financial position'of the country as a whole. The loss of
railway revenue had been c:ausec’izzﬁ4

(1) by the loss of the copper traffic from the Congo

in the 1920°'s, which had been}diverted from

‘Dar-es-Salaam to Lobitoj; .

(2) the movement of export and import trade for areeas

‘around Lake Victoria, which moved along the Kenya-

Uganda railway;

(3) the railway administration staff was a costly one;

(4) the heavy burden of the railway debt.

In the financial year 1931-32, out of the total debt
. 25

of over£f 8 million, two-thirds was accounted for by railways.

2Smith, A., op. cit., p. 84

22Ibid., p. 46



The unhealthy financial situation of the country,
which Armitage Smith attributed to a provision of an expens-
ive econpmic and social infrastructure comparable to those of
rich countries, resulted in his recommending the’provisidn of
low standard roads in the future expsnsion of transport facil-
ities instead of railwayé.26mhe failure 6f the Manyoni-
‘Kinyangiri branch line to operate at a profit was Lo confirm
- further that railways were too expensive as modes of trans-
port for assisting economic growth,

The amalgamation of Tanganyika rail system with that
of Kenya and Uganda in 1948, was a desirable Gevelopuent as
far as the finance and the conditions of the railways were
concerned. The significance of this move in the growth of
Tanganyika, apart from eliminating the burden of operating
the railway, was that the gofernment was saved the prcblen
of providing new railway facilities, and was thereby ensbled
in recovering £ 414,000 loaned to the railway department.27

There were two other sigrificant developments. First,
the newly formed railweay administration was to function on a |
commercial principle and, in particular, ﬁrovide cheap trans-
port to assist agricultural, mining end industrial development

28
in the three kast African territories. Despite this declared

201513, , p. 85.

27 Rast Africa Royal Commission, op. cit., p.V123.

28Hawkins, op. cig;,'p. 32,
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objective, the rate‘policy which was devised was no different
from the past one: npamely, the'"differential tarrif".l The
low rates were geared to assist agricultural, mining and in-"'
dustrial development, and the high rate charged on import
“traffic was to make up for the loss.

The pattern of the.rail system of the three countries
provided effective links to Kenya and Uganda and only in-
directly to Tanganyika. In view of ﬁhis, it perpetuated the
loss of export and import traffic from the Lake areas of the
country as pointed out earlier.

The second aspect was the international nature of
the railways. By making it a single system, it became poss-
ible to distribute the gains, for.example, of moving the
Tanganyika export and import traffic of the Lake areas from
a central financlal rool, ﬁpon which Tanganyika could draw .
for improvement of her rail system.

Towards the end of the period under discussion,
anticipation of prosperity after the war, and, in particular,
with the passing of the Colonial Development and Welfare Act
in 1940, a "Development Plan" was drawn up in 1944, The
plan envisaged the expenditure of53l2.5 million over a period
of three years for Resource, Social Service and Communication
development,d9

Two othexr plans came into being in 1946 and 1947,

2JBurke, F.A,, Tenganyika: Pre-Planning (New York:
Syracuse University Press, 1965), p. 46.
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which were revised versicns of the 1944 égd 1946 plans,
respectively -- with the revised plan period extending for
ten years. The Ten Year Plan of 1946 is significant in this
discussion because it put greét emphasis on communication.
One-fifth 6f the £10.6 million pfoposedeas allocated for
railway development. Although the revisibn of this plan is
attributed to increased prosperity of.the countrg? the war
time pressures'mentioned above cannot be overlooked. As -

pointed out earlier, the emphasis on communication was geared

to the war rather than for stimulating economic growth.

1949 ~.196O

This period saw Colonial Planning come into full
swing. The type of planning being referred to here was not
comprehensive. It was a ”conglomeration of ad hoc schemes
and public work projects"alto be completed bver a2 specified
period of time. The process was aided by the Korean boom
which reached its peak in Tanganyika in 1954,

During this period, the'population of the country in-
creased by 1.3 million;from 7.4 million people in 1948 to
8.7 million people in 1957. The grbss domestic product is
estimated to have grown at a rate of 6.5% per annum, giving

. : 32
a net growth for this period of 5%.

Ormpia.
3lmpia., p. 54.
521pid., p. 51.
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Production of'main-export-crops increased throughout
the period, as shown in Appendix C.. High increases were in
sisal, coffee, cotton and cashew nuts. Diamond dominated
production in the mining sector. There was an overall incre-
mental change in agricultural production of 64% between 1949
and 1955, but this dropped to 6% by 1958. Rapid increase in
export production is attributed to price changes. This did
not only affect production, but it ied to significant changes
in terms of value of the main agricultural exports towards
the end of the period. ©Sisal remained the most important
export crop, but its relative importance declined from more
than 50% in 1949-50 to about 30% in 1960-61, as compared to
tea, meat and cashew.nut55 which increased in importance be-
cause of favourable prices compared to those of sisel.55 The
importance of sisal in the economy of Tanzania, and hence the
repercussion it had on the revenue of the country, is dealt
with in the "Case Studies" section further on.

But it should be mentioned in passing that, during
this period, Tanganyika had the highest annual rate of growth
of 7% in the quantity of agricultural production, as compared
to that of Kenya and Uganda. But because of unfavourable
ﬁrices for sisal, the rate of growth by value was less. The
price index for Tanganyika remained at the same level in

34
1962-6% as it had been in 1949-50, nanmely, 108.

_ ] 33Keysimira, Y., Agricultural Export Development in
E, Africa, Institute of Social Research, Conference Papers,
1965, (MakeTeTe Umiversicy College, Kampald, Ugemda) ;) p. 6.

%1pid., Table 2¢, p. 17.
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Other factors which explain increased agricultural
production, especially for coffee and’cotton, were ~-- first,
‘the control imposed over production and marketing_of cash
crops during the war; second,'the development of Native Co-
operative Marketing Societies end Marketing Boards,
encouraged by the government.

‘The first co-operative society,'the Kilimanjaro
Native Co=Operative Union, came into being in 193%2. Until
1952, the cotton from Tanganyika was sold by contract to the
Raw Cotton Commission in Britain. In that year, the Lint and
Seed lMarketing Board became resPOnsible for selling the crop.
This Board, together with the Victoria Federation of Co-
operative Union, becane the main agents for handling the
cotton crop as weli as éupervising and encouraging better
production techniQues.r |

Co-operative handling of crops eliminated middlemnen,
while the Board stabilized cotton pficeé. In years of favour-
able prices, the Board accumulated funds which were used to
subsidize the farmers in years of poor prices.. In recent
years, the Board has extended its activities by channelling
some of its profits into building and improving transport
facilities, such as feeder roads and storage facilities.56

The formation by coffee and sisal estates owners of

the Tanganyika Coffee Growers Association and Tanganyika Sisal

5OLetter, Ref. 105, Vol. V (51), op. cit.



TABLE 12

GOVERNMENT OF TANGANYIKA: REVENUE & EXPENDITURE
BETWEEN 1948 - 1959 :

Year “Revenue Expenditure
1948 6.7 5.8
1949 8.6 7.1
1950 - ©10.4 8.2
1955/56 18.7 y 18.5
1956/57 17.5 17.8
1957/58 18.8 18.7
1958/59 19.2 ‘ 19.5

Figures rounded and in £'000,000.

Source: IBRD., Economic Development
of Tanganyika, op. cit., p. 25.
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Merketing Association, respectively, also played significant
roles in marketing these crops as well as improving their
production. | |

The revenue of the country in this period was rising
at a ratekof 9% per annum. It rose from £8.6 million in
1949 to.£22.l million towards the end of this period.57 The
main sources of revenue were from rising expenditure from
export‘earnings;, This increased demand for imports and hence
increased revenue from customs and excise duties.

"The level of economic growth achieved in this périod
wags reflectéd in government expenditure. Between 1945 and
1954, revenue exceeded expenditure, after which time expend-
iture tended to outstrip revenue, as shown on Table 12. The
increase was mostly~for capital works, in which road construc—
tion featured very high. Thus, the 1947 Revised Plan was
revised again in 1950, to take into account the increase in
road construction costs, while the transfef of railway to
East African Railway Administration also made revision
necessary.58 The 1950-1956 "Development Plan" envisaged a
capital expenditure of £24.4 million, of which£2.7 million
were to be spent on capital programmes;

However, continued prosperity, which boosted the

government purse, encouraged the government to revise the

571BRD., op. cit., p. 25.

58Moffet, Op. cit., p. 139.
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l950n1956,p1an before it was compleﬁed in 1956, by raising
proposed expenditure to £25.8 million. This new plan, which
was to cover the period 1955 to 1960, included an expenditure
of £% million for constructing the Ruvu-Mnyusi Rail ILink.

The plan tended to incline towards allocating more money for
social éervices, esPecially education. But in aggregate
termns, allocation on communications and, in particular, roads,
was the highest, as shown in Table 13 (a). Table 1% (b)
compares expenditure on economic and social infrastructure;
and Table 13 (c) compares the total economic infrastructure.
As it was pointed out in Chapter II, the road policy

aimed at providing "quantity" rather than quality of good
roads. Neither were the roads provided based on transport
needs, which existed in differentv parts of the country. The
road pattern ‘'which finally evolved was unrelated to the
pattern of economic activities of the country. It has thus
been criticized as having been unrealistic, in that by:

attempting to spread its limited resources over a

vast territory, and buying experience and knowledge

at great cost, the Tanganyika Government provided

transport facilities which were under utilized in

backward areas and inadequate in developing areas.

By 1960, Tanganyika found its infrastructure im-

proved, yet incomplete and expensive to maintain.

. « o The mere creation of physical capital is no

guarantee of economic growth. Indeed the Tanganyika

Government had, in the groundnut scheme, ample and
ccstly evidence that it could actually slow down the

progress of the economy., 39
594, s : t-
Smith, op. cit., p. 15.



TABLE 13 (a)

GOVERNMENT OF TANGANYIKA -~

DEVELOFMENT PLAN 1955-1960

Ttem 1955-1960
£9000,000
Natural Resources........ 4.9
fommunication..... ... . 4 T 7.4
Roeds Lo
Railways _ 3.0
Aerodomes 0.2
Urban Development........ 3.2
Social Services......... . ' 5.3
Public Building.......... 2.0
Electriéity....f ........ . 2.0
Africa Housing.....eeev.. E _E;?Z}
Totgl , 25.8

Proportion of Experditure - %
1955-60 compared to 1946-50

Plan
19.2 17.8
28.9 25.9
12.5 B VX
20.5 - 12.0
7.5 . 14.2
7.7 -
3.7 s
100.0 100.0

Scurce: Develovment

Flan 1655-1060: C2pital Works Expenditure

(Govermment Printer, Dar-es-Salasm, 1955), pp. 4 =nd 6.

# includes miscellaneous expenditure

<9



TABLE 13 (b) GOVERNMENT OF TANGANYIXA - CAPITAL EXPENDITURES ON ECONCMIC & SOCIAL SEGTORS
| 1948-1950, 1955-1956, 1956~1959, AND ESTIMATES FOR 1960-1961 - in £7000

- : 1955/ 1956/ - 1957/ 1958/ 1960/
Category | 1948 1949 1950 1956 1957 1958 1959 (1961)
o : ' est.

Economie

Agriculture & Animal : .
Husbandry........ 169 229 359 90 72 147 247 217

Water Supplies........ 140 162 168 311 470 492 634 715
ROAAS e aesesnnnnnenns . 112 180 1,094 - 1,172 939 906 819 1,386
Other.eecioesonccans e . il 301 113 - 208 85 0 140 401
Social .
Educational..eevv.nens L7 227 292 674 1,026 1,196 1,135 SYud
Township Development.. 73 104 450 570 1,292 1993 - 810 721
Publie Health & Social , o
Helfare.ieeeenaas 65 - 9 LA 346 419 309 291 303
Public Bulldings end , . .
WoTkSseeoeansns .o 272 341 906 707 - 9.2 1,253 966 1,471
OLRErS.esnnerrennnn. .. 47 134 13 6 38 68 g7 269
Total 996 1,687 3,439 4,084 5,283 5,454 5,159 6,180

Souree: I.B.R.D. = Eeoncmic Development of Tanganyika,
- (Government Printer, Dar-es-Salaam, 1961), p. 28.



TABLE 13 (o) GOVERNMENT OF TANGANYIKA - EXPENDITURE ON GERTAIN ECONOMIG ACTIVITIES
1943 ~ 1958/59 -~ in £000,000

Total Experditure Roads & Agriculture Water -

Year (inel. Development) Bridges and Veterinary Development
: : . o o Services

1942 6.8 03 o5 0.1
1949 8.7 0.4 0.7 0.2
1950 . 1.6 1.4 0.8 0.2
1951 o 14.6 15 0.0 0.2
1952 18.3 2.2 0.8 4 0.3
1953 . 18.0 _: 2.1 0.9 0.3
1954 Jan./June . 9.1 O.'9. 0.5 ' 0.2
1954 - 1955 19.8 | 1.9 0o 06
1955 - 1956 | 22.6 1.9 1.0 0.8
1956 - 1957 234 1.8 R 0.9
1957 - 1958 4.1 | 1.8 1.2 0.9
1958 - 1959 247 1.8 11 1.1

Sourne: Smitﬁ, H.E., Readings on Economie Development and Administration in Tanzania
(Institute of Public Administration, University College, Dar-es-Salazm,
London: Oxford University Press, 1966), p. 16.
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- When the country‘achievéd independence in December
1061, it had a deficient transport system incapable of

assisting rapid economic growth.

196). - 1964

In the first four jears of independence, the momentum
of economic growth experieiced in the preceeding years
continuved. _ :‘

In 1961, the population of the country was estimated>‘
to be about 9.5 miliion people,' The National Income stood
‘at £172.5 million and rose to £230.7 million in 1964. The
Gross Domestic Product increased from £185.1 million in 1960
to £244.% million in 1964.40 The increase in the value of
Gross Domestic Product in 1962 was 7.8% and 6.8% of 1960
and 1961 incceases, respectively.4l |

Agricultural production continued to expand. The
largest increases were in cobtton, ccffee and cashew ngts -
the latter increased by 39%. The continued increase in
casheéw nut production during this period was stimulated by
stable market prices. Contributing to this stability, was
the formation of the National Agrioulturél Products Board,

which was made responsible for marketing cashew nuts, as

well as other oil seeds, maize and rice.

.. *l1ey, ¢., and Robson, P., Federation in East Africa:
Opportunities and Problems (Nairobi?™ ~OXford UNLVersity Press,
1955 ), Appendix IV, p. 225,
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Although in actual fact the price of cashew nuts
fluctuated between £40 and £49, per ton, in 1960 - 1964,
these changes were not felt by the farmei. The increase
in cotton production a2lso reflects a response tO'favourable
prices, which were above world average, given to.growers in

42 :
the Mwanza area. Sisal production increased by 7%. but its

price continued to fall and was below £110 per ton, thus
~the valué realized was less. Diamond production continued
to dominate the mining sector accounting for 22% of the
value of mineral production. In 1964, investment in trans-
port equipment and machinery accounted for 42% of the Gross
Capital formation.t>

Government revenue and expenditure continued'to in-
crease. Recurrent revenue increased from about £27.9 million
in the fiscal year 1961-62, to £34.0 million in 1964-65.
Recurrent expenditure fluctuated betweenf 24,7 and £34.0
million, exceeding revenue Ey £2.8 and £0.5 nillion in
1961-62 and 1964-65, respectively. Expenditure on social
infrastructure, notably education, ranked high, follcwed by
expenditure on economic infrastrvcture with emphasis remain-:
ing on trunk roads, as shown in Table 14 (a).

The rate.of expenditure on Social Services throughout

this period was about 29% of annual total expenditure, while

428mith; op. cit., p. Sh.

“31pi4. , p. 59.



TABLE iA (a)

EXPENDITURE ON SELECTED ECONOMIC AND SOCIAL SERVICES
1961 -~ 1964

68

1950/

Sector 1961 | igg';/ :
I Econ,orﬁic Serviges
Road & Bridge _ i
- Maintenance...... 1.2 1.5
Agriculturs....oce. 0.8 1.0
Water Supplies....oo 0.02 0.10
II Social Sex;vices
Eduestion.seeseeneer 303 3.9
Medieal..vovueenrene 1.8 1.9
Conmunity .
Developmert..c... - 0.1

1962/

1943/

1963 1964
1.6 1.5
1.7 1.6
- 0.2 - 0.3
bed 4.9
2.1 2.3
0.08 0.2

196/
1965 *

1.5
- 1.9

0.2

5.9
2.5

% Approved estimate.

Figures rounded and in £*OOO,OOO.V

Source: The United Republie of Tanzania:
Statisticel Abstyact 1964 (Central

8tatistieal Bureau - Directorate of
Dsvelopment and Planning - 1965;

Government Primter, Dar-es-Salasm),
pp. 113-114.
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that on economic services wvaried b?tween 15% to 20%.

An important aspect in the development process of the
country in this period, was the implementation of the Three
Year Plan 1961/62 - 1963/64, based mostly on the World Bank
Report of 1960. The plan had three main objectives. First,
the development of agricultﬁre, livestock, water supplies,
and irrigation; second, the improvement and development of
communications; and, finally, the development of secondary
education.

This period'marks a departure from ”Coloniai
Planning", to the beginning of comprehensive planning. The
underlying economic objectives were to -increase the per'
capita income of the population and the general standard of
living of the people. The plan envisaged an expenditure of
£24 million in qontrast to £18 million recommended in the
World Bank Report. ZExpernditure on trunk and feeder roads
was allocated the highest proportion of the developnent
capital. These accounted for about 17% of the total expend-
iture, in contrast to 13.5% end 9.8% for Education and
Agriculture, respectively, as shown in Table 14 (D).

Thé policy guiding road development under the Three
Year Plan was to continue building trunk rather than feeder
roads. This was.in contradiction with the'recommeﬁdation of

the World Bank Report, which favoursd the development of

44Three Year Development Plan (reprinted in Smith),

op. cit., p. %49.




TABLE 14 (b)

GOVERNMENT OF TANGANYIKA: FROPOSED EXPENDITURS
FOR. DEVELOPMENT PLAN - 1961/62 - 1963/64

4. of Tobal

Main Category ¥ , Experditure Experditure
Communications, Power & Works. .. 6.9 | 28.8
Trunk Réads.... ............. . 3.2 .13.5
Foeder RoO2AS. . eeereeersosscasr . 1.0 4.0
Aerodromes.ceceeasrssscessnne 0.2 0.8
POVEY e eovaceececesecvascescone 1.8 7.5
AUt Ure.  eevesoresnoonnranas 5.7 ' 24.0
Education..eoeseoececccscsescnss . 3.3 13.7
Home AffalrS..everceveses. 2.2 9.1
Lands and SUrveys....ceooeesecscs ' 1.3 5.4
Prime Minister (office) cectevone 1.3 5.2
. Local Government................‘ | 1.2 » 562
Cormerce ard IndustTy.ceeveceseo f 1.1 | 406
Health and Labour...cccooeecocss ) 1.0 4.0
Total | 2,.0 100.0

¥ Execept in 1.

Figures rounded and in £¥000,000

Source: Smith, H,E., Rsadincﬂ in the Economie Developnent
and Adminiutration in . Tanzanie (Institute of
Public Adminigtration, University Collegs,
Day-es=Salasm, Oxford University Press, 1900,
London), po. 357-8.
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45

feeder roads. The reason for not undertaking a feeder road
development programme,Was that there were insufficient
surveyors who could undertake the job. The Trunk Road Pro-
gramme was given preférence because the system, as it had
been developed in pre—iﬁdependence period, was not serving
the needs of the country adéquately. Since the road pattern
“was oriented. "outwards", it facilitated the outflow of pur-
chasing power from the rich-provincés, ﬁarticularly in the
- northern part of the country into the neighbouring Kenya and
Uganda. .It did not pro#ide direct connections between the
fhree mnost developed regions in the country, namely, West
Lake and Northern Regions, as well as linking them with the
najor seaports in the country. The latter case was particu-
larly true in the case of the two former areas which did no%
have a direct road link with Dar-es-Salaam. Thus, the areas
depended entirely on the railway and, in particular, on
supply of their trade from Xenya and Uganda.. The Three Year
Plan road prbgramme was designed to eliminate this deficiency
as well as connect areas of agricultural and mineral producn
tion with the main outlets in Tanganyika.46

The implicationsvof'this policy oﬁ the future develop-

ment of a transport system is two-fold. First, it reflects

451BRD., op. cit., p. 156.
“smith, op. eit., p. 358.
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concern on the side of a National Government to re-orientate
the transportation system to the internal needs of a country
it was built to serve; and to provide more faciliuies in
those areas most developed and with promising potential for
future development. Second, it‘was,a declaration that road
~transport should be made to play the same role as that of
railways; This marked a deparfure from past policies, which
- avoided providing direct road connections to seaports as a
way of discouraging competition between rall and road.

Such a policy had worked against the development of
inter-regional trade within Tanzania., For exeample, both
passenger and goods traffic between the Lake Regions and
Arusha-Kilimanjaro Regions had to follow a circuitous rail
route through Kenya. Today, by completing the Sekenke road
Junction, it is quicker and cheaper especially for people to
travel between the two areas. In view of the rapid growth of
manufacturing activities in the two'areas, especisally in the
Arusha - Kilimanjaro Regions, inter-regional trade in itens
such as beer, matchés, sugarvand textiles, will be highly
encouraged and will reduce the dependence of areas around
Lake Victoria for the supply of these products from Kenya
and Uganda.

The value of having a direct road link wifh the main
ports, is that road haulage can be supplemented'to ease con-
gestion at .the ports by moving the less bulky and short—haul
traffic inlend. The use of lorries to ease congestion at

Tlombasa in receat years was pointed out in the last chapter.



“Although no similar development . has been reported in the

case of Dar-és-Salaam; congestion prevziled ét the port in
196:.47In view of the limited port facilities and the sudden |
dependence of Zambia for its import and export tréde via
Dar-es~Salaam, which is.mostly transported by road, traffic
movement by road ought to ?lay a big role in easing conges-
tion and, also; eliminating unnecessary and expensive delays
of ships in the ports. This in turn will. reduce expenses in

~ port operations.

Policies influencing traasport development in post-
independence days, and, in parficular, road transport, are
not concerned with the number of road miles per se. It re-
flects a concern with whether or not the existing transport
systenm meets the needs of Tanzania adequately and, in so
doing, begin to effect thoseAchanges neceséary to effectively

reorientate the system To meet internal transportation needs.

“7E.A.R. & H., Annual Report 1966, op. cit., p. 28.
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CHAPTER IV

1

CASE STUDIES

1. Significance of Tramnsport Costs
~in the Production of Main Export Crops

a) Sisal

Sisal is the most important export crop in Ténzania.
Its central position in the economy of the country is re-
flected in its proportionate share in the economy as a whole.
Sisal accounts for about 30% of the value of domestic exports.
In 1964, producers of sisal were the second largest employers
of the labour force, after the government, employing about
25% of the employed African labour force.2

Most of the areas producing sisal were located along
or near the first railway line to be built in the country.
This has led people to believe the crop was dependent upon
closeness to rail facilities for successful economic production.
It was also pointed out earlier how the crop came to occupy its
prominent position in the economy of the cocuntry, which was due
~to the fall in rubber prices at the beginning of this century.

Since the crop is not very much influenced by climate
(as in the case of coffee, cotton or tea), in .that it can
withstand drought conditions as well as poor soils, its loca-

tion along the coastal belt is not based on physical factors.

: lMap 5 has been provided for genéral refefence of
areas referred to in the Case Studies.

2h. .- <
Guillebaud, op. ¢it., p. 115.
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&
On the other hand, there seems to be a close correlation be-
~ tween important areas of production and éarly’Gérman settle-
settlement.

Tanga produces 56%, the Central area (coast region)
26%, Northern area (Arusha and Kilimanjaro) 7.8%, and the
Sbuthern (Mvwara region) 5.3% of the plantation sisal. The
remaining %.2% is produced on & nbn-plantation basis (e.g.,
hedge sisal), mostly from the Lake zone. Tangé'was’the
first to be developed by'the Germans, thus it has maintained
the leadership because of historical reasons.

Sisal production is only feasible on a large-scale
basis. It is both a capital and labour intensive industry.
The fact that the prsent industry occupies only about 1% of
the total area of the country (361,800 sq. miles), and the
type of land required is in ample supply, land cannot be
regarded as a limiting factor in the expansion of the in-
dustry.i |

The minimum capital investment for producing a ton of
sisal before the Second World War was £59, fThe comparable
figure at present market value is £200.4 The total capital
invested in the sisal industry of Tanzania is over
5:20 million. This has all come from‘private sources, not so

much by borrowing, but by plowing back profits earned from

Ibid., Appendix Table C, p. 133.

*Tbia., p. 60,

°Tbid., p. 60.
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increased production and good market prices. Thus, although
the country has been faced with a shortage of capital, the
sisal induétry has, by and lérgé,_been able to fipance its
own expansion. | |
The availability of labour was poiﬁted out earlier

as one of the underlying reasbﬁ% for the success of planta-~
tion agriculture during the German administration. Because
of the prevalent limited mechenized nature of the production
process, the industry requires a lot of labour. Supply of
" labour, as well as its cost, in terms of increase in wages
and other aspects related to it, will influence production‘
costs.
o | The labour force for the industry has remained
relatively stable. The industry retained much of the same
laﬁour force through high andvlow export earnings.6v But
labour is becoming expensive because of increase in wages
and fringe benefits, such as sick paj, holidays and annual
paid leave. In 1963, cost of labour represented 58% of the
net total expenditure. Between'l958 - 1963, the average
net total expenditure, per ton, increased by 58.8%, that of

labour averaged 67% at the same period of time, Table 15

- shows the cost of labour compared to other major costs of

6MacBean, Export Instability and Economic Develcpment
- (London: Allen and Unwin, 1946), p. 155

Guillebaud, op. cit., pp. 72-73.
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production of one ton of sisel. The small proportion of

transport costs is reflected by the fact that this is in-

| cluded in the heading of "All other costs'.

TABLE 15

. SISAL PRODUCTION
-LABOUR AND CAPITAL COSTS PER TON
1962 and 1963

Shillings Per Ton

Cost n 1962 196% . Increase
Labour ' 30,6 . 33,2 + 2.6
Depreciation 9.5 11.9 + 2.4

All other costs*
(incl. building :
contractors) 99.1 119.3% + 20.2

Total 139.2 164 .4 + 25.2

* (includes stores, power, staff, salaries and commissions,
administrative expenses, transport to port, sisal cess)

Source: Guillebaud, C.W., An Economic Survey of the
Sisal Industry of Tanganyika (England: James
-Nisbet & Co. Ltd., 1966), p. 69

The cost of transport must be weighed against the
cost of labour to have any significsnce at all in the total
production costs of sisal. Two types of transport cost should
be distinguished. First,is the cost of transporting sisal
from the plantations to the port either at Tanga, Mtwara, or
Dar-es—Salaam. Second, is the cost of shipping the sisal from

the port to its destination (e.g., c.i.f. or f.o.b.). Only
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the first costs are of concern here.

Most of the sisal is moved by railway to the ports of
Tanga or'Dar-es—Salaam.8 The railway tarrif rate is "tapered".
Thus rates charged on traffic decrease with increaeing
distanee. In other words, tarrif rates are not proportionate
to the length of haulage. |

The tapering of rates and the low value nature of
--sisal,'fequiring-subsidization by'high value traffic, combine -
to reduce thevsignificance of transport costs in over all.
production of the crop. Most of the plantations are within
one or two hundred miles from the ports, thus, they do not
really benefit from feduction_in freight charges with increas-~
ing distance. ‘A ton of sisal from Morogoro to Dar-es-Salasanm,
a distance'of 125 miles, costs about £1.5 per mile to trans-
port. By comparison, similar'weight of sisal from Ngomeni
to Tanga, a distance of 15 miles, costs about a £1/4 to

transport.

8Except in the Southern (Mtwara) area, where there
is no railway, in which case the product is moved by road
to Mtwara. Also, in a few instances, in the Tanga and
Central "sisal regions", where some estates have begun
transporting their sisal to sea ports by road.

9Hazelwood, op. cit., p. 83.

1OThe Economlst Intelligence Unit: Investment
Opportunities in Tanganyika (The Government of the
United Republic of Tanzania), p. 28.
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9Hazelwood, op. cit., p. 83.

10The Lconomist Intelligence Unit: Investment

Opportunities in Tanganyika (The Government of the
Unlied Republic of Tanzania), p. 28.
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On the other hand, if the Railﬁay Administration were
to adopt a "Cost-Tapered Actual'Tariffﬁ, charges for short
distances will be too highj; consequently increasing transport
costs in arcas where most of the sisal is now produced.
| Charges for medium distance will be reduced substentially,
and chafges for distances greater than 400 miles will be in-
creased. But transport charges as a percentage of the f.o.b.
value of the commodity will still bé small.llBut this is
"if" the tarrif rates will be changed. At the moment, how-
ever,"sisal is unaffected by the difference between charge-
able and true mileages.”l2 Therefore, the view that transport
costs discourage the establishment of sisal estates is not
altogether justified.

It would appear that sisal estate owners have pre-
ferred to indfease their production by intensive rather than
extensive methods. Also, wherever there has been a heed to
bring new land into production, it is economically cheaper
to make this expansion in areas where the industry is already
well established, rather than in new areas. The latter
alternative would have involved new capital investment to
establish seif-containing production units. The increasing
productioh from "hedge sisal”, growing in semi-wild condition

around south eastern parts of Lake Victoria, is snother good

llHazelwood, OD. cit., pp. 98-99.

21pid., p. 9.

e v e
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example to indicate that transport costs do not influence -
greatlyvthe expansion of sisal production. 'The availability
of capital from the Victoria Federation of Cooperative Union
has made possible the construction of a factory to clean and
boil “home dicorticated" sisal. It would appear, in this
instance, lack of capital té build a factory to clesn and
bale sisal has been fhe 1imiting factor in the development
of an organized sisal industry around the Lake area. The
government is now encouraging Villagé settlements in the Lake
Zone, based on cultivation of sisal which will be processed .
and sold under the auspices of the Victoria Federation of
Cooperative Union. |

The aVailability of capital and the cost of labour
will continue fo remain the most important factors in the
production of sisal. These factors, in conjunction with new
markets, increased demaﬁd, improvement in the world price for
sisal, and secondary use of sisal for paper production, will
determine the role the crop will continue to play in the
economic growth of the country. Transport costs, élthough
they cannot be overlooked, 4o not constitute an obstacle to

the expansion of the sisal industry.

b) Coffee and Cobton

Unlike sisal, coffee and cotton are peasant crops

grown by farmers, the majority of whom belong to cooperative
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movenents. The most important are the X.N. C U., B.N.C.U.,
V.F.C.U.,lsand T.C.T. A16—— which handle the coffee crops of
smaller coffee unions in different parts of the country; such
as the Meru Union in the Arusha Region, Rungwe and Mbozi
Unions in Mbeya Region, and Matengo Union in Songea Region.
The K. N C.U. and V.F.C.U., the two largest cooperative move-
ments for coffee and cotton, respectively, in the Kilimanjaro
and Lake Victoria areas, have been selected for illustrétions.
The producing unit is the family "shambas";7averaging
two to three minimum acres per family and employing family
labour. Afﬁer harvesting the crop (cotton or coffee), it
is taken to a buying station either byvporterage or bicycle,
and, in some cases, on a lorry hired by a group of farmers.
The former method is predominant in the cotton growing areas,
where in Sukumaland, for example, bicycles are.used extensive-
" 1y for this purpose. In coffee areas, because of the mountain~
ous terrain and high ownership of lorries and vans among the
Chaggo people, motor transport 1s becoming increasingly
important.
The cost of trénsport in the first stage of crop

movement is borne directly by the farmer. At the store, the

15Kilimanjaro Native Cocperative Union.

14Bukoba‘Native Cooperative Union.

15Victoria Federation of Cooperative Union.

16Tanganyika Cooperative Trading Agency.

17Swahili word used for small peasaﬁt farms.
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crob is sold to the Piimary Cooperative Society, which is
responsible for délivering it to a Union's ginning 6r curing
- worke for processing and baling or bagging, depending on
whether it is cotton or coffee. The cost of transporting
the crop in the second phase is borne by the Union. After
the second stage, the crOpé are in the hands of the Market-
ing agencies -- K.N.C.U., B.N.C.U., and T.C.T.A., and
L.S¢M.3918‘These agencies are responéible for auctioning the
- processed crop and for its final shipment Ho the buyers over-
seas. Thus, they meet the cost of storage and transport of
the last phase -- from the curing factory and ginneries to
the seaports either at Dar-es-Salaam or Mombasa. Although
coffee from the Kiliminjaroc area is now auctioned at Moshi,
it is still exported through Mombasa instead of Tanga, the
nearest port in ?anganyika, because of the better port facil-
~ities of Mombasa as compared to the lighterage port of Tangé?

‘Since coffee¢, -a high rated traffic, is not subsidized
liké cotton or sisal, it is possible that the cost of trans-
it to Mombasa may be-as high as those of ex@orting it through
Tanga, plus additional ccsts due to poor handling facilities
of the port. The major Jjustification for continuing to ex-

port the Tanzania coffee through Mombasa, is the leading role

18Lint and Seed Marketihg Board.

19Hoyle, op. cit., p. 79.
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the city plays as a centre for "coffee exchange" between
East Africa and world markets.

| Continuing‘to export part of the cobtton groanin the
Lake area via Mombasa is intended to ease congestion on the
Central Line and storage space at Dar-es-Salaam port, as it
wvas pointed out earlier. The costs incurred in hiring
storage facilities at Mombasa, by the Lint and Seed Marketing
Board, constitutes -an important parﬁ of transportation costs
of cotton lint to the buyers. Appendix D shows the general-
ized pattern of the stages coffee and cotton pasé_through to
reach their destination.

| As far as the coffee grower in the Southern part of
Tanzenia is concerned, the second stage, namely, from- the buy-
iﬁg station of the primary society to the curing factory, is a
great limitiﬁg factor. Absence of a cﬁring factory in the
- area has meant that the perchment coffee has to be moved about
800 milkes to 1Moshi -- by road in the case of cbffee grown.in
the Rungwe and Mbozi areas, or by road to Mtwara then by sea
to Tanga and rail %o Moshi. The cost of trén5porting coffee
along these two alternative routes are 11 - £12 for the
former route and slightly higher for the latter route?l

The situation of the coffee production in the Southern

201p34., p. 79.

, 21Rowe, J.W.F., The World's Coffee: A Study of the
Economics and Politics of the Coffee Industries of Certain

Countries and of International Problem (London: Her Majesty's

btationery Office, 1963), p. l%6.




85
area should not be confused. High transport. costs for moving
coffee to curing works at Moshi are not the limiting factor.
It is the absence of a local coffee curlng factory, thus
nece851tat1ng the long movements mentloned prev1ously, vhich
is the limiting factor. The total amount of coffee now belngr
produced in the area is still too small to support a curing
works. The minimum . economical thioﬁgh~put of a curing works
is 5,OOO.tons.221f production can be increased to a level
where a curing factory will pe fea51ble, and capital found

to construct one, the long haulage to Moshi and, hence, the
transport costs involved will be eliminated.

As for the price given to the farmer: it is calcu-
lated to cover services, such as transport to ginnery'or
curing works, ginning and curing, baling, storage and bagging,
undertaken on his behalf by the Union. In tﬁe case of coffee
- transport to curing works, the cost constitutes 13% of the
total cost (transport, curing, sampling and storage) and only
about 3% of overall costs incurred. by K.N.C.U. per bag of
perchment coffee.25The cost for transport of cotton to
ginneries constitutes about 49 of overall costs (transport,
bagging, ginning and baling). The Lint and Seed Markebting

Board pays about 7% for transport and storage of lint cotton

227p34,

25Calculated from figures in Ruthenberg, H.,
Agrlcultural Development in Tanganyika (Berl*n Springer-
Verleg, 1964), Tablie 28, p. 101,
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24
being delivered to the consumer. .

Thus, on the whole, the burden of transport costs
shouldered by‘the peasant farmer is small. His major re-
sponsibility is .to deliver his crop to the primary society.p
From there on it is the job of his Cooperative Union and |
affiliated marketing agencies to'meet the remainder of the
costs. The two cents or so, which is deducted from his
income after selling,vto cover the direct costs for the
services which}will be rendered, are minimal compared to
the price he receives for his crop. Transport costs, there-
fore, are significant to the marketing agencies, such as
the K.N.C.U. and Lint and Seed Marketiﬁg Board. The import-
ance of traunsport costs in total costs incurred for provid-
ing all the necessary services by the Union and Marketing
agencies in the .past is.given on Table 16.(a) and 16 (b).

In the case of coffee, factory expenses (handling,
curing'énd handﬁicking), "cost" on interests and bank charges,
and for sisal bags, are higher than that for transport to
curing works. It is possible factory expenses include trans-
port costs to a sea port since these costs'are not very
obvious.

As for cotton, however, the épsts for transport,

veighing, loading and stcrage rank high, if those costs for -

2%1pid., Table 29, p. 102.



TARLE 16 (a)

KILIMANJARO NATIVE CO-OPERATIVE UNION LIMITED

COFFEE SELLING SECTION - 1961/62 SEASCN -

PROCKSSING o

‘Twine, labels, stencils & brushes...........  £2,638

Sisal bags for collection...eceecocccecocaes -

Transport, from Societies to Curing works... 9,753

Handling, curing & handpicking ceeeecerecnes 42,394

Sisal bags fOr eXpOrbececoscescescccssscccns 17,486 £72,281

SELLING
Warehouse rent, sampling & sorting....ee.... £ 1,075
Liquoring & techniecal serviceS.ceececeecsoes 425
Auction expensesi.‘..'.00."....'0.'.".05.0 751
Brokerage: Auctioneers...ceceeececscecsccns 51
ECOﬁomic AdViSOT........o.-.ea- 4’232 . 69534
GENERAL

COffee CESS.1ueicrncevonscecsersnssannsacaes & =
Interest & Baﬁk Chﬂrgeso.......a...o-..sw... 102621

InNaUranee..seeeesoerscssseeiessceassnosssosco 1,801

Maintenance of sesles at Societies....c.eos. 947

Printing stationery, incl. Kalamzoo Equip... 8,628

OVertime ., cevrnvacosncsororsorsacrsnossosvenne 1,221

Accountaney & supervision fees...ceeveeocess 575

SUNATY EXPONGS e e eeeecasrerocesassssssanecse 491 24,28/
Total £703,099

Source: Kilimanjaro Native Co~0pefative Union Limited,
Thirtieth Anmual Report 1961-1962 (Mgshi, Tanzznla)
Apperdix ©
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TARLE 16 (b)

AGCOUNT FOR PURCHASING COTTON LINT BY THE LINT AND SEED
MARKETING BOARD FOR 1961-19562 CROP SEASON .

PURCHASES
149,971 Bales A.R. Lint ...oveveses
11,549 Bales B,R. Lint ,,.........
DeliVery ineentlve paid to unlons......

Gimning quality DONuUS..cosecececasoscso

Transport, weighing, 1054ing..cvvceavss
storage & sundry chsrges

B‘an!{ chargESOOOOIGCOOOCIOOCCOIICCOQOOOO 3

Classification expensesS.cieeesccasees e
Claimg Paid:
Q‘Jalitybﬂlb.."l00000000000.

Bale Measuremenb.cceeeoeseos

TOTAL

£7,153,699
321,443 £7,415,132
68,875
8,615

40,682
18,682

7546/,

£ 6,649

80 6,729

£7,626,265

Source: ILinb and Ssed Marketing Board, Tanganylka.
_ Report _on Aceount for ths Yesr evded 30th June, 1962.

(Printed by Tanganyike Stardard, Dar-es-Salaam),

Appendix I, p. 32.
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purchasing lint and for delivery incentives péid tp the Unions
are overlooked. Bank charges constitute the second highest
category of costs. In comparing these two Tables (nmentioned
previously), it should be borne in mind that, unlike the
ILint and Seed Marketing Board, the K.N.C.U. is both a Coop-
erative ﬁnion arnd a Marketiﬁg Agency comparable to T.C.T.A.
This combines the functions performed by V.F.C.U. and Linﬁ
and Seed Marketing Board for cotton.' Because of this, some
costs are not very apparent &s has been indicated above.

In view of”these other high charges, which are necess-
ary if the farmer is to céntinue to benefit from the existence
of cooperative and marketing‘board institutions, reducticn in
transport cost due to delay and lack of storage facilities --
as was pointed out earlier —-- will assist in reducing overall
expenditure and provide a higher profit. One of the reasons
for high bank charges in the case of the Lint and Seed Markg;—

ing Board is due to the poor transport facilities and delays.

2. Railway and Road Transport
as Pactors in the kconomic Growth
of 5.E. Tanzania:

A significant happening from an economic development
and comprehensive planning view point in the economic growth

of Tanzania, was the Groundnut Scheme.

25Personal letter from Lint and Seed Marketing Board,
OE. Cito ' ’
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This Scheme was a plan by the British Government,
after the Second WOrld‘wér, to grow peanuts in the British
dependencies for export to England and Europe to meet the
shortage of vegetable oils. The 1argest portion of the scheme
was to be established in Tanganyika, under the auspices of the
Overseaé‘Foqd Corporation, ﬁith a capitél of £25 million.26
The Scheme involved the clearance of 20,000 acres; in the }l
former Western (Urambo), Central (Kdngwa) and Southern
(Nachingwea) Provinces. By 1950, however, the Scheme proved
a failure and was abandoned.2 This Scheme put a lot of strain
on the poor fran8port system of the country for moving
an inported supply of heavy machinery. But it also left the
country with transport assets of a railway and a new>seaport
at Mtwara in the feormer Southern Province,

From & planning point of view, the "consequence of
the massive groundnut scheme is the powerful reinforcement it
gave in view that modernization and development for Tanganyika
depends upon a nationally planned agricultural development”.

One of the areas selected for the scheme was Naching-

wea in the former Southern Province. When the scheme failed,

the railway was retained with the hope that "by lowering

ONMoffet, op. cit., p. 133.

27For details about the Groundnut Scheme, see Wood, A.,
The Groundnut Affair (The Bodley Head, 1956). '

283urke, op. cit., p. 3%9.
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freight costs . on both imports and exports it will encourage
business enterprise and in some parts will énable certain‘
vcrops to be growﬁ economically which have not beeggworth&ilé
in the past owing to the high cost of road haul". |
The traffic to be carried by the railway vas estimated
at 121,000 tons in 1953, and was expected to rise to 242,000
tons by 1960. Actual traffic carriéd, however, was'52,04
aﬁd 25,064 tons in 1953 and 1960, respectively,ao In'the-long
‘run, the railway became uneconomic to operate; Between 1955
and 1960, it operated at an overall loss of betﬁeen £210,000
and £250,000 per annum, which had to be made good by the
Tenganyika Government\to the Railway Administration. The line
was finally closed and.remoﬁéd in 1962.

- When the railway was under construction, there was a
detailed programme for construction and improvement of roads,
which included a trunk road linking the coaét with inland
settlements and, in particular, Songéa.BlThis road, When it
was completed and opened for public use, provided a more
flexible service of moving traffic than the railway. Road

tfansport, therefore, attracted more export and import traffic

than the railway. For example: out of the 34,000 tons of

29A Review of Development Plans in the. Southern
Province (Dar-es-Salaam: Government Printer, 1955), p. 42.

290'Connor, A.M., Railways and Development in Uganda
(E.A.1.8.R. - Oxford University Press, Nairobi, 1965), p. 142.

51Review of Development Plan, op. cit,, pp. 40-41.
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cargo received at the port of Lindi and Mtwafa 1221960, less
than 2,000 tons was moved inland on the railway. |

The Southern Province, before it was divided into the
present two regions of Mtwara and Ruvuma, formedbthe second
largest administrative unit in the country. Good internal
communiéations were essentiél both for administration and
economic development. The area is not poorly endowed with
resources,- both agricﬁltural-and miﬁeral, compared to other
parts of Tanzania. It has coal and iron ore deposits, 400
and 45 million tons, respectively,.still awaiting. development
when sufficient demand aﬁd capital exist. The World Bank
Report attributed one of the reasons which impedes production
on a commercial basis was the remoteness gf,the area from the
coast and from rail transport facilitieshj3 The area 1is the
leading prodﬁber of cashewnut, which has been shown to have
increased in importance as a major export crop of-the country.
DeSﬁite increase in production, however, a great proportion
of the export traffic of this crop did not move by rail. Out
of the export production of 30,000 tons, only 7,775 tons moved

by railway -- less than a third of the total production.

The area produces about 5.3% of the total sisal of

32 : . : _
0'Connor, A.M., Railway Construction and the Patteérn
of Economic Development in East Africa (paper now printed in
Transactions of the Institute of British Geographers, No. 36,
June 1965), p. 4. o - '

531BRD., op. cit., p. 148.
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the country. The production bf.sisai in the areg increased
from 8,074 tons in 1947;4tg 12,268 tons in 1965?/ Export trade
of major products between 1952 and 1962, shown in the table
below, increased except for timber which suffered.a decline

by about 50%.

TABLE 17

EXPORT TRADE OF FORMER SOUTHERN PROVINCE
' ‘ 1952 - 1963
Tons Exported
Comnodit o 56 57
_ d 1952 : 1963
CashewnUbs ecesccecoocss 9,740 | 36,138
COSSAVA eeovcsscocccacoanse 16,927 19,441
SIi88L eereeevoeconnenses 11,159 . 18,651
GI‘OundnutS s o0cee0o0eo0e00e 738 31504’
COFFEE tevevnernonnnceane 196 1,683

TinNDEr ecoeceecressccscsna 4,540 2,617

The lesson to be learned from the failure of the
Southérn Railway 1s that the line, in contrast to road

developmnent and improvement in the area, was not oriented to

34Review of Development Plan, op. cit., p.i4.

35Guide to Preparation of Regional Five Year Plan -
Mbtwara Region (Directorate of Development and Planning).

36

Review of Development Plan, op. cit., p. 14.

37Hoyle, B.S., The Seaports of Easf Africa:
A Geographical Study (Nairobi: East African Publishing
House, 1967), p. /0.
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~the,local'e§onomy.v The economié base and pattern of econonic
activities had already been established when fhe railway
entered into the picture. 4

- There was no doubt by 1952 that road transport was
vplaylng a leading role in the area, judging from the level of
tralec whlch on most roads exceeded 100 vehicles a day.58
Road improvement, which occurred simultaneocusly with railway.
construction, helped to strengthen.énd'maké obvious the
advantage the lorry had over the railway of having been vhe
first mode of transport to be established in the area.

Unlike the Northern area, where railway preceeded
moter transport as the first modern means of transportation,
in the Southern area motor transport was the first and is
still the dominant mode -~ though not necessarily the cheap-
est in some sreas.

Road improvement helped to reduce operating costs;
thus enabling motor firms and operators to charge the same
rates as those being charged by the railway. Contrary to the
belief at the time of building the Southern Railway, it was
the level of service, rather than lack of a cheaper mode of
transport, which was required. The railﬁay did not meet
this requirement because ab initio, it was not oriented to
the needs of the area. It only served to divert the atten-
tion of road programming and delay its implementation. When

this was finally effected, growth of the economy of the area

Z _
)8Review of Development Plan, op. cit., p. 41.
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was accelerated. .

If the level of development dehieved in the area was
less than it should have been, the reason must be sought in
other causes. Notably, in those factors other than inadeguate
- transport facilities; which, to date, still inhibit rapid ‘
development of tﬁe econony o Tanzania as a whole. Even if
the Groundnﬁtvscheme had succeeded and managed to provide
sufficient traffic for'thé line, it.ié unlikely that it would
have done much to influence the position of road transport in
the area. The railway was part of a superimposed schene
geared to outside needs. When the scheme feiled, the railway

could not be made to fit into a local economy which was geared

to road tranéportation.



CHAPTER V

. DHE ROLE OF TRANSPORTATION
IN TANZANTATS ECONONMIC GROWTH

1. Transport Investment Benefits

Exact figures on the amount inveéted in tranéportation '
for Tanzania as a whole are hard to arrive at, becéuse of
‘scarcity of daﬁa,~especially before'1948. Only a slight
attempt has been made here to assess the magnitude of pre-1948
transport investment. unghly £11.1 million was spent in
building railways, the purchasing of~folling stock, rehabili-
tation and compensation to Germany between 1919 --1939. Most
of this capital was provided by loans, the allocation of which,
between the territory and its railways, is shown on Table 18

overleaf.

TABLE 19
PROPORTION OF DEBT CHARGES TO DOMESTIC EXPORTS
AND REVENUE - 1928-1935
- % of Debt '
Debt Domestic  Charges to Revenue % of Debt
Year  Charges Exports Domestic Charges to
. Exports Revenue
1928 158 3,873 4.1 1,973 8.0
1929 214 . 3,722 5.7 1,993 10.7
1930 227 2,636 8.6 1,749 13.0
1931 211 1,645 18.9 1,522 20.4
1932 189 2,190 8.6 1,291 14.6
1933 385 2,543 15.1 1,565 4.6
1934 425 2,646 16.1 1,720 24..7
1935 431 3,445 12.5 1,974 21.8

Figures given in < T0C0,000. .
Source: Frankiel, H.S., Capital Investment in Africa
(Oxford University Press, 1938),
Tables B?, p. 179, B8, pp. 180-185,




TABIE 18

PROPORTYON OF PUBLIC DEBT ACCOUNTED FOR TERRITCRIAL AND RAILWAY SERVICES, 1931/32
Capital  Amount Lmual Service Charges
" Source and Type e . Expense .
of Loan Territory Railways - & Discount Total Territory Rallweys™ Total:
Tmperial Exchequer £ 761,400 £1,286,442 £ - £2,047,842 £ 46,400 £ 70,186 £123,586
Impérial_Exchequer : ' ‘
{no interest chgs.) 556,983 513,525 - 1,075,508 - - -
I Total £1,318,333 £1,804,967 £ - £3,123,350 £ 46,400 £ 77,186 £123,5%6
IT Guaranteed Loan , ' S
4#1/2,_1948/68 £ 144,411  £1,799,393 £126,196 £2,070,000 £ 8,761 £109,160 £117,921
ITI Guaranteed Loan : | .
4%, 1931-1971 633,853 2,122,794 238,343 3,000,000 36,062 115,838 155,900
IV Guaranteed Logn | o ,
L%, 1932 651,224% 78,756 20,000 750,000 32,563 3,937 36,580% .
Total I -1V £2,752,901 £5,805,910 £384,539 £8,943,350  £123,786 £310,121  £433,907
V Colonial Devslop-
nent funds; Loans _
(1932 - 1941) £ 39,900 £ - £ - £ 39,900 £ 5,29 £ - £ 5,279
. _ ‘ ' (average)
GRAND TOTAL £2,792,801 £5,805,910 £384,539 £8,983,250 £310,12)  £439,186

* (refers to £500,000 received by that time)

£129,055

Source:  Smith, A., Finengial Mission to Tanganvika
(London: H.M. Stationery Office, 1932), Cmd. 4182, p. 46.

L6
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_,Railways were allocated twp—thirds of total capital
from loans. In view of the fact that railways 0peratéd at a
loss, these loans had to be serviced from General Revenue.
Thus, although domestic exports and revenue increased’(except
in the period of depression 1931-1932), debt charges consuméd
a fair proportion of the eiport and revenue reéeipts.
Table 19 shows the proportion taken by public debt

from export revenue and generél revenue. By 1939. the. per
' 1

capita debt charges had amounted to. £1. 13s., 9d. In contrast, -

the net total revenue of the country in the same period was

only £33 million or about £ 2-1/2 million per annum.

&hus, in these two decades the budget of the country
was meégre in comparison to the needs and problems of the
country. But this small budget had to accommodate the rail-
way debt!

After 1948, the investment referred to, with regards
lto railways, is that which was incurred by the government to
subsidize non-profit making lines. Between 1954 and 1960 -
1961, slightly over £1 million was expended by the government
to make gocd the losses of the Railway Administration.3

Investment in roads reached a total of about £1.4
million at the end of 1950. After that year, there was in-

creasing expenditure for maintenance, reaching a level of .

1Leubuscher,‘og. cit., p. 33%5.

®Hoffet, op. cit., p. 335.

5IBRD., op. cikt., p. 20.
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£1.6 million in 1961. Expenditure on road development tended
to decline between 1955 - 1959—60, when it went up again at
the beginning of the Three Year Plan. From 1962, it started
to fall off again until the beginning of the Five Year Plan.
Figure 3 depicts the trend explained above. The increasing
capitael expenditure on road maintenance reflects the rapid
deterioration of roads as traffic volume increased and because
of the sub-stendard condition of the foads.

The money used for road improvement came from General
Revenue., The road users' contribution to this pool was mostly
in the form of indirect taxavion on imported motor vehicles
and road transport equipment, motor fuel tax, and, more
importantly, from motor vehicle licences. Because of the
nature of the data on feVenue obtained from these items, it
is only possible to show the revenue derived for the. last
item. Revenue from motor vehicle licences increased all the
time, as can be seen from Figure 4. But this was only half
of what road maintenance was costing, which did not include
capital for new road development. In practice, the balance
needed to meet maintenance and the provision of new roads
had to come from other sources. Thus, road maintenance con-
sumed a sizable proportion of the limited resources. By
so doing, less had to be spent in other sectors of the economy
or even for the construction of new roads, e.g., feeder roads.
The decline of expenditure on road development between 1956

and 1960, supports this observation (see Figure 3). -
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Pigure 5: Vnlue of Imports.of Rail and Ro=@ Transrort Equipment
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Figure 6: A Comparison of Values of Imports emd Import Duties
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Both rail and road had to depend (and still do) on
imports for their equipment. To get these; the country had
to pay in foreign exchange. Although the post'Second World
War demand for transbort eqﬁipment has fluctuated; particu-
larly that oflrailways, because of the long life of this
equipment, it constituted a large investment as shown in
Figure 5.

Tﬁis demand created a market for foreign imported
transport equipment. Thus, the benefits from local transport
manufacture industry was non-existent. Whatever benefits
arose accrued to overseas suppliers. The benefit to Tanzania
. was mainly in the form of indirect taxation on such imports.
These, however, were small compared to total value of both
rail and road equipment imported in this period, as Figure 6
shows. To have charged higher import duties would have re-
sulted in the increase in the pricé of the equipment and,
also, in more foreign exchange payments.

2. The Past Role of Transport in Tanzania's
Economic Growth: An Assessment

‘The evolution of rail and road transport, and the
economic growth of mainland Tanzania has been discussed. If
we take the beginning of the establishment of German Cdlonial
Administration as marking the starting point of a modern
economic system of the country, it is important to remember
that all this has taken place in a very short period of time —-

Just over 50 years. The fact that the economic development
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of Tanzania is very recent, has been stressed by the World

Bank Report.v When assessing the role of rail, road énd other
transport facilities in general, this fact should be borne in
mind.‘_ |

The failways, whiCh in Tanzania, preceeded road
development, reduced travelling time and costs, particularly
between inland centres and the coastal areas. It marked the
end of long caravans of porters to'énd from the coast, which
had been the feature of pre-railway era. Internal movement,
however, relied on porterage, especially in a north-south
direction; and it was not until the building of roads after
the First World War and the‘subsequent»introduction of motor
transpdrt that the deficiency was met.

Porterage as a form of transportation, primitive as
it is, was ndt completely eliminated. It still forms an
important link of the distribution system,‘where it is more
economical than rail or road transport. It should, therefore,
be regarded as an integral part of a "modern" transport system
rather than a legacy of the past. Althbugh it would éépear
that its days are nﬁmbered in view of the increasing popular-
ity of the bicycle, which provides a better service and flex-
ibility.

The overcoming of distance in space, which was achieved
by the railways, was oriented towards export (raw materials)

and import (manufactured) trade. The road system which evolved



106

in post Second World War period, accentuated in a north-south
direction this "linear" aspect ofvrail/road transport facil-
ities. A network system is yet to develop. Although the
integration between rail/road was achieved phyéically, the
absence of a feeder road system reduced its effectiveness.
Thus the most important role played by railways was to facil-
itate export and import trade. This achievement was inevit-
able beéauSe it was the rdison d'etfe for railway donsfructionu

As in India and many former colonial»territories, the
railway linked Tanzanis to international trade as- a supplier
of raw materials and consumer of manufactured goods. This
role was stfeﬁgthehed by the "dpén door trade policy" pursued
under the'mandate system. By and large, the internal market
was neglected. Road'development, which could have been re-
garded as a more flexible transport mode for such development,
was notv developed to open up the internal market. Similar to
the railway after 1948, the main road system was intewnded for
administration, strategy and inter-territorial trade. When a
customs union between Kenya, Uganda and Tanganyika, was
established with a common tariff, theé presence of good inter-
territorial transport routes opened Tanganjika as a market
for Xenya goods and made the Northern part of‘the country
dependent upon the distributive trade of Kenya and Uganda.A

- It is not the argument here that if transport facil-

ities had been geared towards encouraging the expahsion of
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an internal markets'thié would have facilitated rapid growth.
Other factors, such as capitél and. increase in productivity
had to be present. However, assuming for the moment that the
amount of capital which flowea into Tanzania, ahd the level
of productivity achieved in_the period under review were above'
average, transport facilities oriented to internal market
needs would have encouraged the establishment of those in-
dustries for which the market existed and hence reduced the
increasing dependency of the country to Kenya imports. Iocal
raw materials could have been used to manufacture these
products. The policies which guided the development of cus-
toms union in East Africa did not favour Tanzania and thereby
limited an increased level of economic growth in a regional
framework.

Other factors were mofe significant than transPOrta-
tion in the rapid growth of export trade. The increase in
import trade was determined by the increase in income from
selling export products. The mostbimpoftant factor as far
as export trade is concerned is the world price for primary
prbducts upon which Tanzania is dependent for its revenue.
The effect of the fluctuation in the world price of sisal,
the mainstay of the country's economy, has been and still is
important in influencing the trend in the economic develop-
ment of the country. The favourable prices which were enjoyed

by this crop during the Korean boom, provided revenue which
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enabléd the government to embark on ambitious programmes and,
in particular, road development. To this day, revenue |
obtained from sisal by the government still affects budgetary
consideration in assessing annual expenditureron>development
. projects, as caﬁ be learned from a pecent budget speech:

The great disappointmenf,has been siéal export tax
revenue, which we originally estimated would yield
£2.8 million. The final yield is not likely to ex-
ceed £800,000 -- a shortfall of £2 million. Taking
all these factors into.consideration, my revised
estimate of total revenue for the year is £33 million
as compared with my budget estimate of £34 million. 4
| In addition, the viability of the sisal industry in
terms of production costs hds been the availability of
capital and labour. These two factors have been more sig-
nificant than transport costs (Inland). As shown above, the
tapering of railway tarrif rates and the closeness of the
sisal plantations to sea ports, makes transport a less sig-
nificant cost in the overall production process up to the
time when sisal is shipped overseas.: Neither can the present
locaticn of the sisal plantaﬁions be attributed solely to
rail facilities, aé was shown earlier. |
In the prodﬁction of other export crops, namely,
cotton, coffee and éashewnuts, world prices for these commod-~

ities have equally been important. However, the establish-

ment of centralized marketing through cooperatives and

*United Republic of Tanzania, Speech by the
Honourable, the Minister for Finance, introducing the
Lstimates of Revenue and hxpenditure 1965/66 to National
Assembly, on 10th June, 1965 (Dar-es-Salaam: Government
Printer, 1965), p. 6.
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marketing boards has Been very crucial “in that they have in-
sulated the peasant farmer from the affects of fluctuation
in world prices, and, in so doing, providing a stable price
incentive for increased production. These institutions also
carry out. on behalf of the peasant farmer those services whibh
would have been beyond the means of a single farmer if he
were to produce his cotton or sisal economically and receive
a good return. Although in theory oné can talk of transport
costs in subsistence production (with the exception of the
initial cost borne by the farmer), these costs are shared by
many peasant farmers. Therefore, the transport costs are
actually a small percentage of the overall income he receives,
plus fringe benefits for being a member of a cooperative
society.

These economic institutions, developed to meet the
need of a peasant and largely subsistence economy, have been
the key to the economic growth and prosperity of the rural
areas, and Tanzania in general. It must be remembefed that
the achievement, though far from satisfactory, has come about
despite an inadequate feeder road system, as well as poor
,tran5port service due to inadequate wagons and storagebfacil-
ities. Also, the level of economic growth achieved to date,
largely by incfeased agricultural production, was by use of
poor and primitive methods of production. In the light of

5

present knowledge of experimenting with new farming methods,

’Smith, op. cit., pp. 51-52.
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| present levels of productior can be doubled and even trebled
(e.g., cotton production). |

~ The prevailing low productivity of the subsistence
sector, which constitutes the largest market, haé been a
limiting factor, too. This provided only a subsistence level.
of incoﬁe and limited demands to basic needs. At the same
time, it has minimized pressure which would have been pﬁt on
the poor transport facilities. -Had this happened, if would
have acted as a catalyst in transport improvement by eliminaiv-
ing those bottlenecks, which constitutes the'present transport
problem of the country stated earlier. |

Also; although there was an increase in the supply of
capital from local sources due to increase in export produc-
tion, this amount has been less than what would have been
achieved had levels of production\been higher.6 To be effect-
ive, transportation must bé related to productivity and, above
all, to balanced groxqth. | |
When evaluating the role of transportation in a

developing country, such as Tanzania, the mostvimportant
factor is the cost of these necessary services. In the case
of Tanzania, and this is much more relevant to railway rather
than road develcpment, this price was too high. The "cost of

capital" used to build railways were totally beyond the means

6For a detailed discussion of the relationship between
Productivity, Market, Transportation and Capital, see:

Nurske, R., Problems of Capital Formation in Under-
developed Countries; and, Patterns of Trade and Develooment
(Oxford Un1ve151ty Press, 1967), pp. 4-321.




111

of the country in its early stages of economic growth. An
average of 4.48% interest had to be set aside for amortizing
loans borrowed to build railways. This crippled the financial.
as well as capital availability for economic devéiopment in
general. '

Although the high dost of capital was not confined
to Tanganyika, the many disadvantages the country had as
compared to other parts of Africa, which resulted in further
flight of capital, meant that austerity measures in the
allocation of the already limited amount of capital was
essential to achieve a balanced growth. Thé total amount
of capital used to repay railway debt before 1948, diverted
capital which should have been invested in other sections of
the economy to establish a base for future development. Thus,
when railways are compared to'roads, they inhibited develop-
ment because of diverting capital %o non-productive activ-
ities. |

The -roads, on the other hand, were largely financed
from internal capital. But, because the initial road stand-
ards were very low, this resulted in high maintenance costs.
After 1948, it was the roads rather than railways which
called for increasing expenditure in the government budget.

The experience of_Tanzania in rail and roéd develop-

ment poses two issues in transportation development. First,

“Frankiel, H., Capital Investment in Africa
(Oxford University Press, 1938), p. l74.
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in regard to the railways, is the size of the country. Can
it be said that fhe'initial failure of thé railways was due
to the smallness of the éountry, since the neighbouring Kenya-'
Uganda railway, which served two countries as well aé fhe
Northern part of Tanzania, operated on a prbfit? Also, it
was pointed out that one of the causes of. loss of revenue
for the Tanganyika railways was due to the diversion of Congq
traffic. |

The povertﬁ of the country has also been considered
as having been an obstacle to railway developmem‘:.8 When
the amalgamation took place, the proportion of traffic moved
‘along the Tanganyika railways was still less than that along
the Kenya-Uganda railway. It was the distribution of profits
from a central pool rather than the increasing earning capsac-
ity of the line which accounted for its solvency. As far as
volume of traffic along the two main lines is concerned, the
Tanzania sectioﬁ'still carries less traffic than that which
originates from the hinterland within the national boundaries.,

The second point to consider is the‘division of
responsibility in the proviéion and maintenance of railways
and roads. In East Africa, this is divided between the Rail-
way Administration, which is a public corporation, and the
individual governments. In the case of Tanzania, this divi-

sion enabled more money to be spent on road development.

81pida., p. 282.

e ——_————
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But there was no inter-territorial coordination of road
’develepment, as was the case with railway development after
1948. The suggestion to establish an Fast African Road
‘Corporation recommended by the Royai Commission of 1953-1955,
did not materialize. Thus, each country developed different
policiee as regards rail and road development.

In the case of Tanzania, traffic haulage by roads was
restricted; The problem in due course has become not so much
of control of road transport for the benefits of the railways,
but the role these two.modes can play in the development of |
the country. Given proper coordination, and with the en-
‘couragement being given to road development, the two modes
are complementary rather than largely competitive. It would
appear that there is an increasing need for coordination be~
tween railwaj and road operations and, therefore, between the
agencies involved. The solution of this problem in future
will go a long way to eliminate wastage due to unecopomic
competition between the modes and to make them more effective
in the economic development of the country. 7

In other parts of the world, the impetous provided by
the development of rail and road was the market these services
provided for counsumption of iron and steel in locomotive and
truck building and the development of the automobile industry.
No such developments took place in Tanzania. |

A transportation industry, as such, is still in the
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‘adolescent stage, although its inf}uence-is beginﬁing to
appear in the Gross Domestic Product. WAlso, railway repair'
workshops are one of the most important enployers in East
Africa. But most of the eﬁployment benefits have accrued tov
Kenya, where the main workshop depot is located at Nairobi.

As far as road transpert is concefned, the most
important development has been in the growth of gas stations
and garages for repair, while truck aesembly and body build-
ing businesses are still few in number. Since‘allgthesev
activities depend mostly on imported items, Tanzania spends
extra oﬁ charges for foreign exchange.

All these factors combine to explain why despite
increased capital investment in transportation, its impact
has not been as great as was the case in the developed areas.
Not only that, but the wastage that occurred because of war
damages and provision of transport facilities to meet war
demands, as well as activities unrelated to the economnic
development of the country, such as the groundnut scheme,
limited the role transportation would have played in the
economic growth of Tanzania.

How far does the role of transportation in the past
econonic development become useful in planning for future
developmenf in Tanzania, and developing countries in

general?
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What should be the role df transportation in the future
development of the country? These questions, as well as a
framework for transport planning at a national and regional
level; ﬁransport coordination; and transport as a tool to
facilitate the implémentation of some of the national
objectives, such as "Ujamaa Villages", are examined in <¢he

following chapter.
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CHAPTER VI

TRANSPORTATION AND ECONOMIC DEVELOPMENT

1. Observation and Conclusions

In a coﬁntry, which was completely uﬁdeveloped toward
the end of the 19th Century, with porterage as the major form
of transport,'railways were regarded as the prerequisite to
any form of development. The objectives guiding railway
development, and transportation in general, were mixed; the
main ones being humanitarian, politidai and economic.

Initially, in the case of Tanzania, strategic and
administrative reasons predominated, especially during and
immediately after the First and Second World Wars. Economic
motives were secondary, and oriented towards encouraging
overseas trade for sources of raw materials and markets for
" manufactured goods. The pattern of\transport routes which
developed was typically colonial -- linking sources of raw
materials to mérkets overseas and vice versa. The railway
system of Tanzania still reflects this trend, which is‘being
perpetuated by virtue of the country‘being a primary products
exporter. Mining and grandiose agricultural schemes also led
to transport development, especially railways.

In Tanania, railways proved to be too expensive a
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mode of transport for'initiéting économiC'develmeent. In

- developed countries like the United States and the United.
Kingdom, wherelwater transport preceedéd railways, the'latter
form provided better services but not necessarily cheaper.

In Tanzania, railways provided better and cheaper
Sefvice compared to porterage. ‘But, they became a financial
burden to tﬁe coﬁntry. The capital for comnstructing and
maintaining the system was beyond the financial resources of
the country. The line ceased to be a liability when it was
nade part of a regiornal railway system.
| The quesﬁion cf size oif the country as a féctor holds
good in Ekast Africa, which in essence constitutes a well
defined geographical unit. Since the two major railways of
East Africa were constructed by two rival powers, German and
British, strategic reasons overshadowed the geographical
unity of the area. When'fhe whole'of East Africa came under
“Britishvrule afﬁer 1919, events were to lead to the unifica-
tion of the two raillwey systems under one adminisfration.

The success of the Tast African Railway Administration
in being able to operate at a profit has made it a viable
public utility agency, with the support of the three East
African governments, abie to float bonds on international
markets as well as borrow from the World Bank capital for
further transport development. This is a very important
aspect of transport develoPment in Fast Africa. The existeﬁcecu?

the Railway Administration has removed obligation for railway
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" development from the individual three EFast African governments.

No allocation is madeAfor railways in the national budgets.
But any development planned by the Railway Administration
for any cne of the three East African céuntrieé,~and approved
by all three governments, is considersd in the over all annual
developments programmes.

The high cost of railways development favoured road
investment for stimulating economic development. The policy

for road development was to provide country-wide low-cost

‘roads, with emphasis on Trunk roads forming a "grid". This

?attern of main roads was achieved easily. But it was not
evolved as a function of economic activities. Its effective-
ness was further reduced by lack of feeder roadé.

The initial standard of roads provided, which could
be improved és demand increased with the volume of traffic,

were too low. Thus it called for higher maintenance costs

than would have been the case if, for example, an all weather

standard was adopted. In view of the fact that it is excess~
ive rains which tend to cause much damage to existing low
standard roéds, the choice of provision of all weather roads
would have been quite in order. The result of providing low
sﬁandard roads was that these consumed extra resources which
could have been used for completing the missing iink iﬁ the
system ~- the rural feeder roads.

An exanination of the Five Year Plan Road Programme

shows that at least a quarter of it is in the form of road
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improvements for upgrading earth-sprfaces to gravél, and the
latter type to bitumén surface. In view of the high demand
for scarce capital ih other sectors'of the economy, road
development policies should aim a¥b préviding roads which can .
stand up to wéather conditipns of Tanzaniaj; as well as vo
ensuré reduction in‘maintenance costs. Even more important
is that it is better to have few miles of main roads of good
standard, complete with feeder roads,'rather than to have
many miles of substandard main roads, which are expensive to
maintain, but at the same time incomplete because there are
no feeder roads and are warelated to exlisting economic
activities. | |

The organization of railway and road transport was
influenced by the desire to control rail/road competition.
On one hand, road development was ercouraged as é basié for
developing new areas; on the other'hand; it was being re-
.stricted so as to ensure sufficient traffic for railways.
The pursuance of a restriction policy on road development was
based on the experierice of developed countries where railways
were losing traffic to roads. The preoccupation with rail/
road competition retarded the movement of goods by road,
especially long distance haulage. ZEven more so, it distorted
the picture of a transport environment in.a deveioping
country. V

In an area where one mode of transport is not enough

for development, transport policies should have been to foster
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the maximum use of existing capacity of all modes of trans-
- port and make them complement rather than.cbmpete with each
other. This approach would have resulted in a better co-
ordinated transport system than at present. In view of the
fact that the interval between the establishment of one
transport mode (e.g., railwéy)'and another (e.g., road),
has been relatively short in Tanzania, and the fact tnat the
majority of the people cannot afford to buy their own
vehicles, competition to the extent which has taken place in
the developed countries is unlikely to occur in Tanzania.

There are other factors which suggest that comple;
mentary rather than competetive modes should bé the guilding
principle in transport organizatvion of Tanzania. The -
peripheral location of population and economic activities is
one reason. The pattern of wholesale and retail trade is
another. In the case of the latter, road transport is the
most convenient mode fof collection and distributibn, as
this is on a cross-country basis and transported in small and
iess bulky consignments. Road transport is aiso increaéing
in popularity‘fof passenger movenment even for long distances,
becéuse buses offer a better service than the railway. Rail-
ways will continue to be important er bulky and large con-
signments on long line haulage and, in particular, to ports
and vice versa.

The understanding of the role which different modes

of transport play -- in this case, rail and road -- in a
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.particuiar coﬁntry is essential if, co-ordination and,
finally, integration of the transport“hetwork is to be
achieved. The experiencé of the Soviet Union in this field
is worth noting. According to Zvonkov:

one of the fundamental principles of the planning of a
joint transport is that transportaetion be regarded as

a unified technological process for the transfer of
commodities from the sphere of production to the sphere
of consumption and not merely that part of this process
pertaining to the origination and termination of goods.
on a single medium of transportation such as from one
rail terminal to another. The unified technological
transportation process refers to the most efficient
utilization of all the inter-related transport media,
personnel, and organizations participating in the
movement of commodities. This process includes all

the components of a particular service, such as the
type of equipment, transhipment terminals, storage,
buses, and the distribution of commodities.

While perhaps this describes a very sophisticated
level of transport integration, there are other ways which
a developing country like Taniania canAadopt as a point of
departure. The imnovation of a new technology is a good ex-
ample. The introduction of wagon ferries on Lake Victoria,
which provides a model combination of water and rail, is an
illustration of the technclogical changes taking place in
the development of transport in East Africa. In the case of

rail and road, however, transport policies will still remain

lTéafe, R.N. (ed.), Principles of Integrated Trans—
port Developument in U.S.S.R. (Department of Geography,
University of Chicago), p. 14.

2East African Railway and Harbours Annual Report 1965
(Government Printer, Nairobi, Eerya), D. 3.
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the most important tools for co-ordination until such a time -
that a technological innovation will be introduced (€.g.,
piggy backs), which will enable the integratioﬁ of rail and
road. |

This co~ordination can be achievéd'through the forma-
tion of a National Tran3port Board. The function of the
Board, however, will not be confined to bringing about co-
ordination between rail and road, but will include the im-
portant task of transportation planning'on.a national level.
The basis fbr such a Board is existing already, namely, the
Tpanspdrt Licensing Authority. But if it can be formed on
the basis of the recehtly'established "Regional Road Boards",
it will be even better.

. The Regional Road Board Act (1967) enables the
Minister in charge of communications to establish for any
region a Regionai Road Board. The function of a Régional
Board is to make recommendations to the Minister respecting
the construction, improvement, alteration, recoanstruction,
maintenance and supervision of roads, ferries and aérodromes,
except for roads within an area of jurisdiction of a city or
municipal council. This Act, as can be gathered from above,.
includes the consideration of facilities for other modes.

The emphasis on roads is a recognition of what constitutes a
bottleneck in the country's transportation system. Due to

the emphasis of developing territorial main roads mentioned

' e”SO“ai Letter from Minist b aicati
Labour and Works, The United Reﬁuﬁiigyo% ngggggé?dthns,
Ref. No. CW.44019/72, August 12, 1967.
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eaflier, it meant that local areastremaiged.uncoordinated to .
tﬂe main road system of the country. Regional Road Boards,
therefore, are intended to £ill the gap by assessing trans-
portation needs at & regional or local level and deciding on
priorities for éxpenditure.4 : ‘

A National Transport Board can be formed by heads of
all Regional TransportsBoards. This will bring together what
amounts to a list of transport probleﬁs and needs from differ-
ent parts of the country.‘ It will reflect the type and magni-
tude of transport problems which exist. The disadvantage of
this approach is in the allocation of funds. There may be a
tendency by regional representatives to overlook national
priorities by concerning themselves with problems of the
areas they represent. It is here that the second alternative
is advantageous. A National Transport Board should be con-
stituted by members not connected with Regional Transport
‘Boards. It should include governnent officials from the
ministries of:

a) Communication and Labour;
b) Agriculture;
¢) Industry, Mining and Power;

v_d)'Lands, Surveys, Water and Settlements.

4. . | : :

Regional Road Boards have been established in Mwanza,
Mara and Shinyanga Regions, an important cotton growing zone
of Tanzania,

5"Transport" will be a better substitute for "Roads",
because it covers all modes.


http://prioriti.es
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Representatives should also be'ineluded from Railway Admin-
istretion in Tanzania, road transpert firms, business and
industrial firms, cooperavives aﬁd marketing boards. The
Regional Transport Boards will send all their traﬁsport needs
and problems to the National Board. These items will be ex~
amined in conjunction with-the transport requirements for
developnent of the country as a whole and the funds availiable.
will be allocated on the basis of "national transport prior-
ities". |

How much transportation does a developing country
need to ensure smooth economic development? Here again the
experience of the Soviet Union is relevant since'it is based
on‘planned development. In the Soviel economic development,
funds were diverted for transport improvement only when
capacity threatened to be a bottleneck in industrial develop-
ment, which was a priori in the country's planned developmeht.
The Soviet transport policy was also geared towards improving
railways at the expense of other modes, and concentrated on
the movement of freight rather than passenger traffic. In
so doing, the Soviet Union was able tofachieve an intensive
utilization of transport capacity'without too much investment
of new capital. '

Tanzania has embarked on planned economic and social

-6Fromm, op. cit., p. 124,

7Tvid.



125

development. Unlike the U.S.5.R., however, resources afe

- limited. The goals are also different. Tanzania aims at
dbubling the income of the people, becoming self-sufficient
in trained manpower and in doubling the average life expect-
ancy, by 1980.

Despite émphasis oﬁ social infrastructure, it is
economic infrastructure which is given priority, with the
transport sector ranking third and adCOunting for 16% of total
investment.8 In the case of the first goal, its realization
will depend on increased investment in the agricultural sector
which employs over 50% of the population. It was shown
earlier that had better agricultural methods been used,
higher levels of production would have been realized than
that achieved to date. |

Investmgnt in agricuiture should be a pribri in
Tanzania. The agricultural transformation approach advocated
in the plan can best be achieved &ithin the planned period
through investment in better methods of agricultural produc-
tion, as well as the-provision of facilities such és storége'
and curing factories which in some areas have limited the
expansion of certain cash crops as well as giving rise to
unnecessary long distance transport demand.

In contrast to the Soviet Union, in Tanzania there has
been increased allocation of resources to the tréansport sectér,

- with a rise in production. This has been the case in India,
too.

-8 . . .
Parer, T.J, (ed), Financing African Economic Develop-
(n.1.7. Press, 19835, §T 0zl RE AL TI08R, Seonone D
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Some of this eipenditure, in the-case‘of-Tanzéhia, was in-
tended to eliminate the "colonial legacy" in the tfanspbrt
sector, and ﬁot necéssarily reflecting increasing demand for
more transport capacity. This investment is Justified because
it is geared towards orienting the transport system iﬁto in-
ternal>needs and, therefore; Stimulate local markets.

It is this type of expenditure which was referred to
at the beginning (see Chapter I, p. &4 ) as a "forced invest-
ment". It seems to be unavoidab1e~if economic and social
objectives of post independence are to be fulfilled. The
increasing expenditure on transportation in developing
countries is not merely intended to create more capacity or
for modernization of railway and upgrading roads, but it 1is
- also due to the reorientation of the network to meet economic,
social and pélitical goals.,

Transport needs increase with rise in econonmic growth.
The higher the level of economic growth the more transporta-
tion a country needs. In Tanzania, the supply of transport
capacity ahead of demand was unsuccessful, as the failure of
the Manyoni-Kinyangiri railway showed. But in the light Qf
present planned development now taking place in Tanzania,.
provision of transport capacity ahead of‘demand would not
necessarily lead to the same results. It is.the scarcity of
resources which makes this approach undesirable. Resources

spent on providing transport ahead of demand will have greater
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benefits if used to alleviate problems in other sectors of ."
the economy and, in so doing, facilitate balanced growth.

| The role transport can play and its effectiveness in
economic development will be determined by all thé factofs
discuséed above. Thus, to be effective, transportation must
be planned carefully. Present and future needs ought to be
determined. Traffic should be allocated according to the
relative advantage of one mode over>the other for such
traffic. New technological possibilities should be con-

sidered. These, as well as benefits accruing from new trans-

‘port projects in relation to cost and the effects on the

country's balance of payments, employment position and inte-
gration with the existing transport system, have to be con-
sidered in allocating resources for further transport develop-
ment. |

2. Framework for Transport Plannlng

and the Choice of lMode for
Future Development

The effective role of transport in future development

of Tanzania will depend first on the extent which existing

‘problems will be overcome. The modernization of the railways

from steam to diesel engines now underway, the provision of
adequate rolling stock, storage facilities, upgrading roads,
and the provision of feeder roads, are some of the problems

which require immediate attention.
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 Port capacity and facilities also must be improved

if the heeds}of Zzmbia arenot to cause a bottleneck in the
capacity of the system. It also depends on the ﬁormulation
of good management policies which will ensure the‘maximum
use of limited transport facilities -and capital resources.

All these considerafiohs will require carefui plan-
ning, not only of the Tanzania transport system, but that of
Fast Africa and Zambia as a whole. Thus the proposed
Tanzania~Zambia rail link has to be corsidered in planning
the transport sector to meet future needs.

A transport plan for‘Tanzania as suéh does not exist.
All that is indicated in the Five Year plan is the amounf to
be SPent on different transport projects and, in particular,
road-projects. No attempt has been made to estimafe present
or future transport needs for-Tanzania. |

Transport planning for Tanzania can'be approached
either on a micro or macro scale; The first refers to
national and the second to regional level. The approach
selected will depend on whether the project involves Tanzania
alone or Tanzania and a neighbouring country. Also, Whether
the plan is for rail, road, water, air, pipeline or port
development. 1In the case of rail, water, air, and port, and
because they are organized on a regional basis, the macro
approach will be the best to use. Appendix E depicts a

suggested framework for determining trahsport needs at micro
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and macro levels, and the factors which shculd be considered.

- When planning transportation to meet future needs, |
the choice of mode usually arises. In the case of Tanzania,
this is reflected in the proposed Tanzania-Zambia railway
which will Jjoin the Centrallline to the Zambia railway systen.
Although the decision to build it has been accelerated some-
‘what by the Rhodesian crisis, it still provides a good ex-
awple of the dilemma facing developing countries in deciding
whether future investment in the transport sector should be-
in rail or foad.

The difficulty partly arises from the misunderstdnd-
ing of the role railways have played in the past. In the
case of the Tanzania~Zambia railway, the situation is slight-
1y more complicated. The crux of the problem is not the mag-
nitude of the investment invoelved, but rather the effect this
railway will have on existing railways now providing (or used
to) outiet to Zambia, and depending for moét of their revenue
on»the movenment of Zambian copper and import goods.‘ These
railways (Rhodesia and Benguela railway), as well as some
other less direct routes, are not being used at full capacity.
Thus, 1t will Dbe uneconomical to allocate scarce resources to
provide more transport facilities when ‘the present ones are
still under-utilized.

The opportunity costs of investing in a railway
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facility instead of agriculture will be very high -- if its
benefits will not exceed construction costs. Also, as far as
the provision of adequate transport between Zambia_and
Tanzania is concerned, it is argued that the improvement of
the existing road (the Great North Road) can best meet the
anticipated trade between the two countries. Resources,
therefore, should be invested in the upgrading of this road
to an all weather standérdo |

The other reascn against building Yhe railway is the
gauge problem. The Ekast African Railwéy system is on a metre
gauge, while that 6f Zambia is on a 5'56” gauge. This will
require a switching station to enable the transfer of engines
and waéons from one system to the other, theréby increasing
operating costs. Therefore, the World Bank declared the rail-
way project uneconomic and favoured financing the upgrading of
the Great North Road.

As far as Tanzania is concerned, a "southern railway™
seems to be overdue. The proposed railway‘will pass through
the Kilombero Valley and the Southern Highland, two areas of
high agricultural and mineral potential suffering from lack
of adequate transport facilities. The construction of this
line will make possible the exploitation of the coal and
iron ore deposits in the Ruhuhﬁ Basin. Thé proposed steel

rollihg mill will provide a ready market.

9African Research Bulletin (Africa Research Limited,
England), Vo. 1V, Ne. 12, January 13, 1968, p. 903.
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In the case of Zambia, polgﬁical considerations under;
lie the desire to construct the railway so that it can have a
‘reliable outlet, in view of being surrounded by "unfriendly"
countries, especially since U.D.I%Oby Rhodesia. But having
eommitted itself to the railway, Zambia will make sure that
it moves most, if not all, ef its export and import traffic
along it.

Thus, the fear thabt the new line will run at a loss
is unfounded. Ner will the diversion of traffic by Zambia
be contrary to what has been taking place in the area. The
pattern of traffic movement between the Rhodesia and Benguela
railway has nect been determined,by market forces only. The
pfedominant use of the Rhcdesian railway by Zambia, which is
a longer route to markets than the Benguela railway, has been
determined by "agreements among private companies and rail-
Ways, by railway tarrif.policies, and ocean shipping rates,
fand ) pOiitical'relations anong the colonial pewers or amnong
the countries themselves”.11

The probability of diversion of traffic by-Zambia to
the new line is the underlying objection to the building of
-this railway. The historical evidence provided'by railway

development in Tanzenie shows that the Centrai Line suffered

10Uni1ateral Declaration of Independence.

11Haefele, E.J., Steinberg, E.B., Government Control
on Transnort An African Case (Washington, D.C.: PBrookings
Ihstltutlon, Transport Research Programmes, p. 10. - '
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& loss when copper traffic from the Congo was diverted to
Lobivo afﬁer the completion of the Benguela railway. A sim-v
ilar diversion of traffic will turn these two railways, which
are now operating at a profit; to & loss.

The advantages of the railway to Zambia include the
benefit which will arise ffom being able to conﬁrol at least
half of the proposed raiiway and rblling stock in its own
national boundaries and those of a friendly nati&n. The new
employmeﬁt created by the project, and above all the stronger
links with East Africa, with-which it shares common political
and economic objectives, aré_additional benefits. Yurther,
there is the hope of being admitted into the East African
Economic Communitylg(including Kenya, Uganda, Tanzania, Ruanda,
Urundi and Zambia; and possibly Somalia and Ethiopia).

To appreciate the natﬁre of the proposed Tanzania-
Jambia railway, one must go beyond-political factors. It in-
Avclves the question of formingka large and uniform Regional
- Economic Group, efficiently served by transport facilities to
expénd the market for agricultural, industrial and economic
- .development in general.

The WOrld Bank's refusal to finance the project, how-
ever, was not the end of the story. The Maxwell-Stamp report
has found the railway economic and, therefore,'féasible.

This finding, as well as the debterioration of relations be-

tween Zambia and Rhodesia, has made the project a necessity.

12'I‘he Standard-Tanzania: No, 1153%8, 2nd Decenber,
1961, p. 1. '
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The constructidn of the railway has been brought close to
reality by the readiness of the Pecple's Republic of China to
give an interest free loan to the two governments for con-
~struction.of the 1ine.13 A préje?t planning agencj was formed
by the two countries last July,l#to'examine technical,matters,
such as the gauge problem; ‘An engineering study is now being
carried out. All these events suggest that the railway will
be built. When the railway, which has a total length of
1,042 miles, is eventually constructed, i{ will coanstitute
the biggest undertsking ever to be carried out in the present
cenbury, both in terms of miles and the size of capital in-
vestment involved which is-about £100,000,000. NThe railway

will take between five to seven years to build.

3. Transport and Ujamea Villages

Transportation, when it is properly utilized, is an
effective tool in.assisting the attainment of economic and
social objectives. In Tanzania, for example, transportation
has a rolelto play in "rural transformation” approach %o
agriculture, based on planned "Ujamaa" Villages. The govern-

ment will assist in the setiing up of these communities by

1pe Standard-Tanzania, No. 11467, Sept. 11, 1967, p.l.
14

The Standard-Tamzania, No. 11415, July 12, 1967, p. 1.

OFor details on the philosophy guiding the setting up
of "Ujamaa Villages", the reader should consultb:
Nyerere, J.K., Socialism and Rural Develovment
(Dar-es-Salaam: Government pPrintcer, 1967),
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providing capital, and capital equipment such as agricultural
machinery, technical advisers in agriculture and_animal
husbandry, teachers; és well és community facilities 1like
schools, health centres, and water supplies. Manf of the
'villages will be based on the produ@tion of agricﬁltural
commodities, and organized'on a cooperative basis.,

"The location of Ujamaa Villages will be determined by
the availability of capital, willing settlers to undertake
the initial pioneer work, the type of cfop to be grown, and,
therefore, favourable environmental factors. Transport
facilities and demand also have to be eiamined before final
decision to set up the villages is made. | \

Transport requirements will vary from accessability
of the proposed area for settlement, either by rail, road of
water. The relocation of_people and other requirements for
establishing the settlements will be influenced by existing
transport facilities. In an area where these are absent or
'vpoor, it is bound to increase initial capital costs, espec-
ially if new transport routes have to be surveyed and con-
structed. Consideration will also have to be given to the
level of service being-pfovided for passenger and goods
traffic. Distance from major centres of supply, as well as
- transport requirements for expected levels of production

from the settlements will be of major consideration in

planning Ujamaa Villages. Thus, transportation should be
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~

nade an integral part of the "Ujamaa Villageﬁ planning process.

The pronouncement that transport alone is not enough
for economical development has'been pointed out time and time
again. In this Study it still holds good. Transport as a
means to an end should be made to serve the needs for which
it is supposed to provide a. service. It'must not be developed |
in such a way that it results in misallocation of scarce
resources.

In developing countries, such as Tanzania, where
capital for development is écarce, austerity measures should
be practised to reduce increasing allocation of resources now
‘being channelled into tfan8portation. But this should be
done after a thorough investigation of the whole economy has
béen made to ascertain what constitufes the problem.

As 1t has been shown here, in some cases it is the
lack of storage fagilities or a processing factory which give
rise to unnecessary transport demand; and, hence, increasing
expenditurekon transportation. °

It is in pointing out such misdirection of resources
that past investment in transport guides futuré planning:
but this is not the end of the task.. The process ought to
continue through reappraisal of the transport problems of
the developing countries, and, in particular, establishment

. of a theory for transport research and development.
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APPENDIX A: DEVELOFMENT FLAN: 1955 - 1960
' ROAD PROGRAMME ' .
Proposed Expenditure
Road :
» 1955/56 1956/57 . 1857/60 Total
I The Great N¥orth Road
Sa; Arusha - Makuyuni £ 200,000 £ 75,000 £ - 275,000
b) Porotog Devietion 75,000 175,000 90,000 340,000
(c) Bridges ' 60,000 20,000 - 80,000
(d) General Improvements 10,000 - 10,600 70,000 90,000
Total £ 345,000 £280,000 £ 160,000 £ 785,000
IT Other Trunk Routes
(a) Dar-eg-SalaamMorogoro 20,000 £ - £ - 20,000
(b) Horogoro - Iringa 279,000 = - - 279,000
(¢) Southern Trunk Route:
Iirdi - Mtama 14,000 - - 14,000
Other Sections . 15,000 20,000 5,000 85,000
"~ (d) Eagtern Trunk Routes:
Coasgtal Road 15,000 50,000 300,000 365,000
(e) Tanga - Nrthn. Prov.: .
Korogwe Pare Border
Sectionz 50,000 50,000 50,000 150,000
(f) East/West Trunk Route:
Morogoro - Western ' '
Province 10,000 . 20,000 80,000 110,000
(g) Western Trunk Route:
Uganda Border - Abercern:
~Bukoba Dist. Section 25,000 25,000 50,000 100,000
~Westrn, Prov, " 10,000 10,000 20,000 50,000
(h) Lake Vietoria/Leke Nyasa:
Kenya Border - o o - '
Musoma Section - 15,000 20,000 80,000 115,000
Musome/Mwanza Sect. 10,000 20,000 30,000 60,000
Mwanza/Tabora " 10,000 10,000 20,000 40,000
GMR/Lake Nyasa "™ 10,000 10,000 50,000 70,000

Total Trunk Routes £ 483,000 £235,000 £ 740,000 £1,458,000
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" Proposed Expenditure

Road

1955/56 1956/57 . _1957/69 Total
IIT Territorial Main Rosads .
{a) Mwanza - Biharamulo £ 100,000 £150,000 &£ - £ 250,000
b) Ushashl - Nansio 10,000 - - - 10,000
(c) Feeder Roads to Southern ' :
Prov. Rlwy. 13,000 7,000 - 20,000
(a8) Luiche Swamp - Kigomo 10,000 . 15,000 - 25,000
§e) Njombe Roads 10,000 50,000 50,000 110,000
£) Kilombero Valley Roads 20,000 30,000 - 50,000
(g) Mpui - Ilemba 8,000 - - - 8,000
{h) Dar-es-Salaam - Morogoro
: Rd. to Handenl - 10,000 30,000 40,000
(1) Other Major Roeds | 10,000 10,000 100,000 120,000
Totsl Territorial Main Rds.f 161,000 £272,000 £ 180,000 £ 633,000
IV Other Road Projects
(a) Improvements Territorial & : :
_ District Main Rozds £ 20,000 £ 20,000 £ 60,000 £ 100,000 .
" (b) Bituminization Main Rds. 20,000 20,000 80,000 120,000
(c) Lake Prov. Cotton Roads 20,000 20,000 £0,000 80,000
(d) Eastern Prov. Cotton " 20,600 20,000 40,000 80,000
(e} Northern Province Rosds 80,000 10,000 10,000 100,000
() Surveys 8,000 5,000 7,000 20,000
(g) Ferries _ 10,000 10,000 20,000 40,000
(h) Minor Road Construction 8,000 28,000 24,,000 10,000
(1) Improvements Dist. Rds, 8,000 12,000 36,000 ' 56,000
(3) Road of Access - |
Agricultural Areas 2,000 5,000 113,000 20,000
Total £ 196,000 £130,000 £ 330,000 £ £56,000
Grand Total® £1,205,000 £917,000 £1,410,000 £3,532,000

% (exeluding Urban unforeseen roads)

Source: Deweloumant Plén: .1955-1060 Cavital Works Prosramme
(Dar-es-Salssm: Government Printer, 1955), pp. 16-17.




APPENDIX B: F.Y.P ROAD PROGRAMME -~ ROAD EXPENDITURE CARRIED OVER FROM T.Y.P.

AND ESTIMATED ROAD EXFENDITURE BY 1966/67

T. Y. P. F.I. P, 1566/67

Capital
Route and Project Designation Year BExpenditure Carry= Proviglon Approved
F, X, P, over Lshbimate
A. Main Roads
1. Great North Route
Arusha (Dodoms Corner) - Babati ) o ’ ' .
Extension of bitumen townrds ; 1968/9 £ 35,000 £ - £ 35,000 &£ -
Babhati '
Iringa - Makumbako - D - A ,
Extenaion of bitumen ) 1968/9 63,500 - 63,500 -
t»owards Utete ) o ‘
Programme Total 1968/69 £ 98,500 £ - £ 98,500 £ -
2. Wegtern Tr_u_nk. Route
Uganda Border - Bukoba - ) 1964/66
Biharamulo: Build Kyke Bridee, ) & ' S :
bltuninization of Uszanda ) 1967/69 £ 750,000 $- 250,000 £ 500,000 £ 195,000
Border — Bulkoba ) :
Nyakanazi - Uvinza - build ) o , o -
Yalogarasi River Bridze ) 1966/7 200,000 - 200,000 29,000
' Uvinza - Zambla Border - build ) o S '
Uvinza Bridge to replace ferry ) 1967/68 300,000 - 300,000 . 5,000
Programme Total 1964/68 £ 1,250,000 £ 250,000 £ 1,000,000 £ 229,000

8¢T



APPENDIX 1§ F.Y.P. ROAD FROGRAMME -~ ROAD EXPENDITURE CARRIED OVER FROM T.Y.P.

AVD ESPIMATED ROAD EXFENDITURE BY 1966/67

Route and Project Desigmntion

Year

Capital

Expenditure
FO' Y. P’

T. ¥. P.
Carry-
over

F, Y¥. P,
Provision

1966/67
Approved
Estimate

3. Eastern Trunk Route

Kenya Border - Tanga - Segera
Sizl River: Bridzse and N
Extension of bitumen towards
Xenya Border ’

Segera - Chalingze:
Bituminization of
(IDA acheme WNo. 3)

)
)
)
)
)
)
)
Chalinze - Naganga: Survey of )
new alignment (stabilized g
)

)

)

)

)

)

earth standard) AID scheme

Nanganga - Mingoyo - Mtwara,
Comnlete engineering egravel
to Vanoanga, Commence bitu-
minization of Mingoyo to

Nanganga. (Part I IDA Scheme
No. 59

Programme Total

1964/66

1964/67

1964/65
&

1968/59

1968/69

£ 100,000
625,000
235,000

225,000

£ 22,000

235,000

£

78,000

625,000

225,000

360, 500

. 13,750

1964/¢9

£ 1,185,000

£ 257,000

£

928,000

£ 384,250

- 6ET
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F.Y.P. ROAD FROGRAMME -~ ROAD EXPENDITURE CARRIED OVER FROM T.Y.P,

AND ESTIMATED ROAD EXPENDITURE BY 1966/67

Route end Project Designation

Year

‘Capital
Expenditure
F. Y. P.

To Y. P.
Carry-~
over

F. X, P.
Provision

1966/67
Approved
Estinate

A Central Trunk Route

Dodoma - Singida: Survey and )
reconstruection Manvoni - Issuma)

to engineering gravel standard )

Programme Total

5. Yorthern Trunk Route

Taveta Junction - Segéra:
Bituminization of Moumbara to

Kisangiro (IDA scheme WNo. 4)

Programme Total

6. Southern Trunk Route

Nanganga - Masagl - Songea
Engineered oravel Nanpanga -

Masasi
Songea - Wjombe - Wino -
Realignment

Mtwara~Zembia Link Road: to
ralse standard of existing

Kifanya:

Tunning surface hetween Mbwara
and G.HWR

LN L T Nt S e

Programme Total

1964/68

£ 231,900

£ 231,900

1964/68

£ 1,319,375

£ 146,000

£ 1,173,375

o

930,000

1964/66

1964/66

£ 221,000

£ 80,000

44,000

£ 221,000

36,000

50,000

650,000

1964/57

£ 301,000

£ 44,000

£ 257,000

1]

700,000

1

ont



APPEKDIX g  (F.Y.P. ROAD FROGRAMME — CONT'D.)

Capital T. ¥. P, F. Y. P, 1966/67

Route and Project Desiéﬁation Year Expenditure ferry- Provision Approved
F. Y, P, over _ Estinate
B. Major Link Roads . o e '

Mwanza - Usagara - Biharamulo:“' ) ' . S _
Bituminlzation of Usgara - Kikongo) 1967/68 £ . 50,000 £ 14,500 £ 35,500 £ = -
Nyakanga - Bunda - Myanzz: ) '
Comnlete Ensinsered gravel Mwange-) : o o - '
Nvakanga, bituminization of ) 1964/66 2/0,000 60,000 180,000 13,500
Mile 22 to Mam, )

Morogora - Iringa -~ Bituminization) T ' R '

of Morogoro Mile 38 Yo Mile 148, ) 1964/67 977,875 101,500 876,275 -
(IDA gsehemes No, 1 & 2) (has been ) .

reduced to enginesring design)

1964/65

Makuyun!l - Ngorongoro - Bariati- )
Mwanza - Arusha, Link Road ) & o o
Feasibillity Survey .) 1968/69 50,000 - 50,000 -

Keny= Border - Musoma: Engineered )
Gravel: Musoma to Mile 20, Drain-) ‘ ‘

ace Mile 20 to Kenya ‘Border. ) 126./66 187,500 - 187,500 -
(IDA seheme Vo. 9) ‘ _ ' ‘

Usagars - Nzega: Rituminizstion )
of 23 miles of road from Usagara )
to Maguil )
)
)
)

1967/68 186,250 - 186,250 =

Lindi - Masasi ~ IDA project ) '

' ' completed: - L. - 1C0,255
Dar-es-Salaam - Tunduma: '
Survey & Desiem for the section of) _

GNR_Tunduma_~ Iringa. AID project) : - - - -

Programme Total 1964/69 £ 1,691,625 £ 176;000 £1,515,625 £ 113,755

THT



APFENDIX B (F.Y.P. ROAD PROGRAMME - CONT'D.)

Capital  T. Y. P.  r. Y. P, 1966/67

Route and Project Desigﬁation ‘ Yeor Expenditure Carry- Provision Approved
- F. Y., P, over - TLstimabe
C. Major Feeder Roadg S

Magu-Bukwimba: FEngineered gravel ) ‘ L ‘
Magu - Bukyimbs = ) 1967/68 £ 130,000 £ - £ 130,000 &£ 500
Uyole - Itungi Port: .to bitumen ) S o ’ ' ,
standard 77 miles (IDA - No. 6 & 7) .  1964/67 . 1,071, 075 79,000 1,062,875 308,072
Kilondota - Bariati: Stabilized ) ’ ' - '
earth, Kilondoto-Barlati, (IDA #8 ) 10,000 30,000 780,000 5,000
Dar-eg-Salaam ~- Kibiti: Exienalon) '
of bitwmen miles 4 to Kibiti ) - ‘ ' .
Mile 88 (IDA secheme No. 10) .. ) 991,250 28,000 963,250 573,500

Burde - Nansio: anin°er9d Gravel ) T e o
(AID Scheme) : ) 1964/67 630,000 216,000 414,000 268,860
Eastern Trunk Route - Kilwa' ) .
Survey of new sliemment stabilized) 1964/65 C =
eorth standard, (Subject to AID ) 167,000 167,000 - 62,510
)
)

Feasibility survey) 1968/59

Bukindo - Katunguru - Karuno: ~
Survey & Stabilized earth Bukindo-)

Duechenzl (32 miles); engineered ) 1965/69 130,000 - 130,000 8,875
oravel Ruchenzi - Karuma (49 miles) ' . ’

Katunguru - Sengerema: Survey & ) ‘ ' R - o
engineered eravel - 14 miles. . ) 1967/69 113,500 - 113,500 4y 450
Kasemwa - Buyagu - Busisi: Survey ) S - ’ :

& gtabilized earth on new ) 1968/69 126,225 - 126,225 22,000 -
alizonment ) '

2HT



APFENDIX B (F.Y.P. ROAD PROGRAMME - CONT'D.) L _
) ‘ - o Capital T. Y. P, “F. Y. P, 1966/67
Route and Projeet Dzgignation Year Experditure Carry- Provision Approved
. . F, Y, P, over - Egtimate
C. Major Feeder Roads (eont'd.) v
Marangu - Usseri: Survey & bitu- ) - SR ‘
minization of Milumi - Nsolwa ) 1968/69 £ 304,750 - £ 304,750 £ 13,000
Mixumi - Ifakara: Survey & bitu- ) - ' o
minization of Mikumi - Nsolwe ) 1968/69 125,000 - 125,000 -
Songea - Mbamba Bay: Survey & ) & 196./65 o '
enrincered eravel (106 miles) . ) = 1968/69 127,000 - 127,000 -
Dar-es-3alasm - Bagamoyo: Survey ) : : :
and extension of bitumen 1967/68 210,000 - 210,000 -
Muheza - Amani: Survey & exten~ ) g 1964/65 S '
sion of bituminization of 22 miles) 1963/69 154,000 - 154,000 12,500
Improvements to obher major feeder) B - o S
recads (Regional programmes to be ) 1964/68 152,0C0 52,000 100,000 -
submitted) ) ' :
Bituminization of other major ) ' o .
feeder roads (Regional proprammes ) 1964/68 170,000 20,000 150,000 32,700
to be submitted) )
Kiberege - Lupiro - Melinyi | - - - - -
Mbeya (Tunduma) - Sumbawanga: ) '
minor improvement works * - - - - 25,000
Rural Feeder Roads - lake Region**) - - - , - 175,000
- Programme Total 1964/67 £'5,412,600 £ 522,000 £ 4,890,600 £1,366,967

% (To be ineluded in veuder Roada programme when ROad R. Labora ory's final report on Transportation

has been received)

#% (Funds provided to purchase materials for setting up of 40 road eamps in asgociation with the

proposals to take over certain disirict roads in Mwanza, Mara and Shinganga Regions)

eht
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APPENDIX B (F.Y.P. ROAD PROGRAMME - CONT'D.)

“Capital

1965/67

v T. Y. P. F. Y. P,
Route and Project Designation Year Expenditure Carry- Provision Approved
F. Y, P, over Egbimate
D. Feeder Roads in Rural Aress;
Miscellansous Roadworks
and Equipment . o
" Rural Feeder Roads, Provision of ) o R ' S
culverts & brideine (AID & OAL) ) 1964/67 £ 1,520,000 £ 585,000 £ 935,000 £ 112,500
Survevs & Investigations ) .
(economie feasibility study of a ) o s o '
Ruanda - Tanzania Roadlink was ) 196./69 180,000 - 180,000 - 17,500
carried out under this scheme) | ) . ‘
Tourist Roads — Roads sslected by) o o o
the National Tourlst Board ) 196//69 54,000 - 54,000 - ,
Cotton Roads Lt : - - = 61,295.9
Programme Total 1964/69 £ 2,372,000 £ 667,000 £ 1,705,000 £ 191,295.9
* Grand Total ' £10,800,000 ~ £4,015,267.9

1964/69 £13,861,995

£2,062,000

® (All_project designations hLave not been shown, but Progremme total is for all projeets)

T. Y. P. - Threo Yesr Plan: 1961/62 - 1963/64

F. Y. P, ~ Five Year DPevelopment Plan: 1964 - 1969

it



APPENDIX C

QUAKRTITIES, SELECTED FRINCIPAL FRODUCTS

GROWTH OF TANGANYIKA'S EXPORTS -

145

Siscl Coffee

Cotton Ground- Cashew Diam- . Total
" Year nuts nuts onds all
1000 1000 1000 600 000  '000 Exports
Tons Tons Tons Tons Tons _ carrsts £'OQD.OOQ
1913 21 1.1 2.2
919 17
1920 17
1921 8 3.8 1.1
1922 10 4.3 1.5  12.5 1.3
1923 13 4.0 1.5 16.5 . 1.7
1924 18 5.3 2.5 18.7 2.6
1925 18 6.0 bee5 9.1 2.9
1926 25 6.5 4.9 - 15.9 3.0
1527 33 6.6 3.9 14.1 3.3
1928 36 10.4 4.9 10.6 3.9
1929 i 8.9 4.9 7.8 23.3 3.7
1930 50 11.5 3.7 17.3 13.3 2.6
1931 56 9.3 2.4 3.1 7.8 1.6
1932 61 11.4 3.2 15.9 1.4 2.2
1933 70 12.7 5.1 19.2 1.4 2.5
1934, 73 14.86 5.6 8.0 1.2 2.6
1935 83 18,6 10.0 16.4 i.A 3.4
1936 | 81 12,1 11.3 22.8 2.7 4.5
1937 91 13.6 115 22.3 3.2 5.0
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APPENDIX C |
GROWTH OF TANGANYTKA'S EXFORTS ~ QUANTITIES, SELECTED PRINCIPAL FRODUCTS

Sisal Coffee Cotton _Ground—- Cashew Diam-‘ Total
‘ nuts nuts onds . ‘all

Year 1000 1000  'C00 1000 'CCO0 Y000 . Exports -

Tons Tons __Tons Tons __ Tons carrats __£'000,000
193 100 © 13.7 89 . 3.8 - a6 3.7
1939 93 6.6 116 4.5 9 3.4 4.3
1946 112 10.0 4.0 .5 3.2 119.
1947 9% 13.9 7.0 3.5 1.3 9. 11.1
1948 nr 1.3 9.9 3.1 5.6 148, 16.2
1949 113 12.0  10.8 .8 3.6 131, 20.9
1950 120 15.0 7.0 1 6.5 131 240
1951 12 16.6 8.3 3.5 82 9. 40.5
1952 158 1.6 111 9. 1.5 332 K14
1953 17 115.2  14.8 1.1 11.. 17 35.4
1954 168 19.4 12.1 2.5 16.3 330 37.3
1955 174, 18.5 20.4 5.6  18.2 323 37.9
1956 186 21.6  27.9 1.1 w67 38 47.0
1957 182 18.5  27.2 6.1 33.7 373 AN
1956 198 2.2 321 126 313 815 443
1959 200 19.6 30,7 121 332 555 9

Note: Total Value of'Exports includes other minor commodities
not shown on Table, e.g., Tea, Skins - Hides & Calf, Fur.

Source: FEconomnle Development of Tansanvika » _
(Dar-es~Saleam: Government Frinter, 1960), pp. 12-13.




_APPENDIX D

THE_MARKETING OF COFFEE AND COTTON IN TANZANIA
AND THE DIFFERENT MODES OF TRANSPORT USED IN MOVING

THE CROP FROM THE FARM TO EXPORTING PORT

L. & S.M.B, = Lint & Seed Marketing Board

1 _ Peasant farmer
C: Mt ( Porterage), bicycle or Lorryg
3 (hired by a group of farmers
': A u-mmmm V. \mem»wmmmw-.-.-.sfg
O < S 7 " 8 : i
II. | Buying Station E- : : Proceed
- - — -_Benefijb to farmer,
. Primary Society -ﬁégii. (i.e'. ’ ben;fits
R ' 4 . /\Union and/or
: "’l'-.lg,‘% i R R e R Revenue)
, W, P?P“niary 4 (cost II, III & IV)
i i S _ i :
Nit (Trunkingj b"‘% x” -: Cotti)n F-ﬂiugziggéggt: sgorage
Ginning or Curing Facto;;T" " “|shipping Port
III
. L&SMB
L . Trucking {e.g., depend-
3 - \ ‘ ’
’,IFCU : KNCU Water ' (ing whether it
. Rail . - - (is exported via
(Mombesa or Dar-
Legerd A | ~ (es-Salaem
Transportation \Rail to Momba sa
EREEREE Benefits “Aucti oning ,' Trdns port
. v L to shipping port by
Mt. - Mode of Transport KNCTU (Union)
V.F.C.U. - Victoria Federstion of Cooperative Union ’ ;
K.N.C.U, - Kilimenjaro ¥ative Gooperative Union A T -

.v.\._._._.,n.-_..-.-_-:nmm_sm«j\
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APTONAT, AND REGIONAL TRANSPORT NEEDS l : , o : ‘ , - 148 ¢

| APPENDIX E: A ¥

RAMEWORK FOR DETERMINING N

- - e - . ettt

'

AN, RVY TR I i S S A

AR | REGIONAL TRANSPORT NEEDS:| |

L0000

X — - . ,
. / i
’ N\
|(MACRD ¥ 7 'l AGGREGATE TRANSPORT WEEDS |
: o) 2 : (e.g., KENYA, UGANDA, TANZANIA, ZAMBIA) |
V3 . il ..
i VA . — A ! ;
\ : g ’ \ ll NEW TRANSPORT NEEDS
;‘ \\ \ Rail, road, -water, Air, ||
= g ’ Lo N e / Pipeline, Ports; new ?
5 7 _i+{ NATTONAL TRANSPCRT NEEDS /// // //// ‘Technologienl f
i 2 ST EE . — 7 —1 % possibilities (e.g., : i
i 7 T T A I| in eorrmunications !
& ,ié . % - .| telephone, radio,’T.V.) :
5 i AOOAMNARNRRRNRNRRRN & Al AN % ‘ I‘ = will deternine
2 ‘ / , | Allocation of resources |-
% : : ‘ in Transport Sector. |

NN
N

Pregent Future 5~ i

S0
5

T CHARACTERISTICS OF THE ECONOMY J ‘;gg‘;:ng;ﬁs(mn,:
POPULATION - AGRINULTURAL PRODUCTION INDUSTRIAL PRODUCTION PATTERN OF TRADE Rosd, Water, Alr,|:
PRESENT & FUTURE | . ‘ : Pipeline, Ports)
e Export | Local Consumpbion Internal | Export Locn] Goods. : | Imported Goods - / S— —i
PHYSICAL || -{ Growth, Present| Planned | ’Presentuffl_’_l}a_.ggg_ld__” _ Present |Planned | Present |Planmed| Present|Planned | Present [Planned 3 . % o T
* |nHARAGTERISTICS | | Geographical Total Agricultural Production; Total Industrial Production; Demand for Imports; R ;55)/
i —_— Distribution Type of Crops (cash & food); Typs of goods produced; Volume of Imports (i.e., < f/‘”‘ é —
— - ) (Urban/Rural), Export crops (bulky; perishable) Location of existing Industries;| reduction due to Import Sub- ; / | “ » :
Population move- { Crops for Local Consumption = Vew Industrial Schemes stitution Industries); / INVENTORY OF EXISTING
ment, inter-regional trade; (loeation, type and volume Demand for Loe=zl Goods; / ' | TRANSPORT FACILITIES
Per Capita Location of new ‘ of production) Distribution Pattern (i.e., / § \
| Tneome Agricultural Schemes . - . wholesale and retail trade) ////////// Rail, Road, Water, Air,

e e e e - . .. JU : . . i
_ . . A i

Pipe Line, Ports; |
:{r . .

Storage facilities
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