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PREFACE

The following study is presented in fulfillment of the

Terms of Reference for the Transport and Telecommunications

Sector of the Southern Africa Development Analysis and Plan-

ning (SADAP) project, Contract No. afr-C-1424, entered into

by the United States Agency for International Development

(USAID) and Pacific Consultants. The analysis provides both

short-term and long-term considerations of the policy, program,

and project needs of transport development, from regional and

national perspectives, and offers both specific recommendations

for project support and an overall stragegy for LSAID assistance

to the region.

The analysis presented represents the independent perspec-

tives of the two consultants who co-authored the study, Allen

LeBel (Railways and Civil Aviation) and Philip Moeller (Roads

and Telecommunications). Although USAID policy restrictions

were realistically taken into consideration by the consultants,

where appropriate such restrictions were not regarded as un-

alterable constraints or policy directions for the future.

The majority of information obtained during field research

resulted from the support of the respective national govern-

ments being visited. The consultants greatly appreciate the

cooperation they received and, reflecting the Terms of Refer-

ence for the study, have sought to present a balanced overview
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of national policics and priorities, including those positions

taken for non-economic reasons. (For a complete list of indi-

viduals contacted during the field research, see SADAP Contact

List, Transport/Telecommunications which appears at the end

of the study.

Methodologically the study utilized both personal inter-

views and documentation from primary and secondary sources.

Procedurally this represented four basic stages:

1. Preliminary bibliographic search, including
associated briefings and joint sessions with
other SADAP consultant teams.

2. Consultation with donor agencies or project
sponsors already active in Southern Africa.

3. Extensive field interviews with government or
associated transport/telecommunications offi-
cials in each of the five countries visited,
including the collection of all relevant data
made available.

4. Analysis of programs, policies, and projects
underway or proposed for each country and for
the region as a whole.

The study is presented here in two parts. The first sec-

tion presents an analytical overview of transport and telecom-

inunications, including donor perspectives, development con-

straints, and a suggested strategy direction for USAID assis-

tance to Southern Africa. The second section is country

specific. Current sector development is summarized and future

USAID investment is projected. Where possible, data--and in

some cases economic appraisal--is presented in tabular form.
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The study includes a breif review of national develop-

ment programs, policies, and projects for transport and

communications in each country. A summary of the develop-

ment problems and needs of each mode of transport--including

roads, rail, air, and where relevant water--seeks to identify

both internal sector and associated sector constraints on

development. Telecommunications is regarded as an adjunct

mode. Under the Terms of Reference, analysis relevant to

feeder roads has been transferred from this study i-c the

agricultural sector report being provided by another SADAP

team.

The performance of this study was limited on two ac-

counts. The first was the timeframe under which the study

was carried out, offering but a few days in each country

and a short period for overall analysis of the findings

brought back from the field. The second--and more serious--

limitation was the prohibition, for security and political

reasons, on visits to Namibia, Zimbabwe, and Mozambique,

all three of which, nonetheless, remain concerns of this

study. Although efforts have been made to compensate for

these limitations, the consultants feel professionally obli-

gated to point out their existence.

A selective bibliography is included at the end of

this study.
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PART I: INTRODUCTORY SECTOR ANALYSIS
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A. SECTOR CONSTRAINTS

A primary goal of this study is an assessment of the con-

straint transport and telecommunications represent for over-

all economic growth in Southern Africa. Analysis has been

executed on two levels: first, in terms of present and future

ab3ociated sector dependence; and, second, in terms of inter-

nal problems which restrict development of the sector itself.

Country specific analysis is provided in the country over-

views contained in Part II.

The most central theme presented by government officials

in Southern Africa is the recurrent constraint transport and

telecommunications place on overall economic development.

In each of the countries visited, two or more of the primary

sectors--in many cases affecting major exports and sources of

foreign currency--are seriously constrained. (See Table I,

Southern Africa: Constraints on Primary Sectors by Transport/

Telecommunications, by Country.) Even setting aisde the issue

of feeder roads, various rural development projects and the

marketing of agricultural produce and livestock in each of

the countries visited are impeded by transport/telecommunica-

tions constraints. Commercial exchange is blocked on both a

national and a regional basis and potential mineral exploita-

tion is frequently rendered uneconomic because of transport

considerations. No other single factor would seem as great

a constraint as transport/telecommunications on the utiliza-

tion of the present and expansion of the potential economic

base of the countries in Southern Africa.
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It should not be necessary to belabor the constraining

:c-tor transport and telecommunications play in marketing

operations for associated sectors. Similarly, obvious is

th- constraint on associated sector development represented

inability to deliver materials and equipment--not to

mention labor--to various development sites. What needs to

:"
, ur-erlined, however, is that the import of this constraint

a:- zs all of society. Rural development projects are tied

..tional marketing or depend upon supervisory or coordinat-

i.C activities--even they are dependent upon the level and

enance of transport service. The situation for the rural

-oji can often be a make-or-break economic situation.

Less easy to evaluate is the constraining role of trans-

pr-4 and telecommunications on human and social development.

7 :tension of such social services as health and education

- -rural areas, and access to training and employment oppor-

tunities external to a region, cannot be readily calculated

in direct economic terms. These factors, nonetheless, play

a Ehbstantial role in determining the productivity of labor

in a country and ultimately the extent to which the rural

population participates in the cash economy.

Recognition of the constraining role played by transport

is not confined, moreover, to the administrative level in

Southern Africa, but represents a real concern of the rural

masses. Setting aside the inconveniences associated with an

4



occasional trip to visit a relative or obtain a commodity

not at hand in the local market, rural sentiment increasingly

relates the felt need for increased communication with the

outside world as essential to further improvement of rural

life. The interest in further developing local resources

is commonly restricted by the perspective that such is pro-

fitable only with associated investment in local or regional

infrastructure.

Examples of this perspective are common and easy to

document. Efforts underway in Botswana, for example, to

provide grassroots level input into the next development

plan demonstrate local concern with transport issues. Every

district report expresses concern with transport as a con-

straint and the need for development of the sector. Similarly,

a small village twenty some miles from Maseru in Lesotho is

so convinced of the need for a road to their village that

they are building a single lane route by hand.

Various factors explain delayed investment in the trans-

port sector. They include the high cost of construction,

economies of scale frequently necessitating equipment-

intensive projects, recurrent maintenance costs, and, more

recently, donor disillusionment with infrastructure develop-

ment. The situation is complicated by the existence of cer-

tain transport links, dating from the colonial period, upon

which certain countries initially have relied but which were

not designed to promote balanced economic growth and which,
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in conjunction with such political developments as the clos-

ing of the Rhodesian border and deterioration of infrastruc-

ture in Angola and Mozambique following their independences,

have resulted in increased dependence upon South Africa.

Dependence on South Aftica ranges from the more obvious

level of transport routes to ports or major sources of supply

to the more subtle dimensions of transport policy, and is a

major or recurrent constraint for every country in the region.

(See Table II, Southern Africa: Transport Sector, Policy,

Associated Sector and Internal Constraints, 1978.) Although

the construction of certain alternate links could reduce such

dependency, short-run needs and the long-term uncertainties

of the outcomes in Namibia and Zimbabwe--not to mention South

Africa itself--seriously complicate regional planning for

even dependency modification. Lacking the option of alter-

nate routes, however, Lesotho and Swaziland are forced into

the reactive position of drafting their transport policy and

regulations to mesh with those of South Africa or face closures

of their accesses to even the South African market. All of

these policies represent constraints to development, espe-

cially for countries in which investment capital is scarce.

This distinction, however, is of little significance to

governments attempting to cover all contingencies necessary

for survival in a very uncertain political context.

Within the context of dependency on South Africa, nearly

every government has taken national policy positions which

6



TABLE II
SOUTHERN AFRICA: TRANSPORT SECTOR, POLICV,

ASSOCIATED SECTOR AND INTERNAL CONSTRAINTS, 1978

0 H <
H Hn #: M

H4 H<
0OH Nro

0 W 0

Dependence on X X 0 0 X X 01 0

South Africa

National Policy X X 0 NA 0 X NA

Associated Sec- 0 X 0 0 X 0 X 0
tor Dependence

Admin. Staff X 0 0 X X 0 0 0
Level Planning
Capability

Main Road Links 0 X 0 0 0 0 X

Rail-oads X 0 0 0 0 0 X 0

Port Access 0 X X 0 0 0 X 0

Air Service 0 0 0 0 0 0 0

Maintenance X 0 0 0 0 0 X
Service, Equip-
ment Facilities

Skilled/Semi- X 0 0 0 X 0 0 0
Skilled Labor

Training Pro-
gram Facilities 0 0 0 X X 0 0 0

1
Although Zambia has declared its economic independence from South Africa,
the resulting complications and her flow of certain items through third
countries warrant consideration of this category as a constraint.

Key: X=Major constraint; O=Recurrent constraint/insufficient information;
NA=Not applicable.
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are not based on economic return or profitability, but

rather represent efforts to reduce vulnerability. Botswana

seeks assumption of the operation and maintenance of rail-

%ay transport even in the face of disapproval by the IBRD.

Lesotho's refusal to recognize the Transkei has resulted

in the costly closing of the southern border and the need

for immediate investment in central transport links.

Several countries in the region plan to build international

airports not on the basis of projected traffic level, but

as a link to other countries within the region, as well as

with international routes, clearly reducing the present de-

pendence on Johannesburg. South Africa offers what amounts

to subsidized rates for international telecommunications

traffic, but the general goal in the region is a national

earth-satellite station.

One of the major constraints to the development of the

transport/telecommunications sector is an inadequate number

of staff members in the ministries responsible for the ad-

ministration of the sector. The usual expedient is to rely

on expatriate advisors who in actuality serve as adminis-

trators. The workload is usually inordinate, greatly affect-

ing the planning and coordinating capability of the ministry.

Efforts to replace expatriates with qualified nationals fre-

quently are offset by the need for expansion or more special-

ized expertise. Structural problems in the hiring of expat-

riates, such as the use of two-year contracts and poorly

8



phased recruitment, further complicate the situation. This

constraint will continue well into the end of this century

and deserves careful consideration.

No country in the region possesses a basic grid of

main and secondary roads adequate for development needs.

Botswana and Lesotho have spinal systems following the con-

centration of their populations but will need expensive

investment to link the remainder of their territories to

the central economies. Malawi needs additional links to

join its three regions and to tie in major development

activities underway. The routes joining the agriculturally-

productive northern region of Zambia with Copperbelt consumers

is extremely inefficient, and a considerable portion of the

entire Zambian system experienced damage during the last rainy

season.

By their very nature, moreover, roads are expensive and

complicated investments. Once improved, a road must receive

maintenance, representing a high recurrent expenditure, or

it will deteriorate to iCs former state. Improving a road

may attract additional traffic, necessitating further improve-

ment to a higher standard. The easiest road to maintain is

the most expensive to build; generally it requires labor-

intensive techniques and should be built to maximum lengths.

Seasonal variations, especially the vet periods common to

Southern. Africa, are especially detrimental to road surfaces

and improvements to gravel roads are often eroded within a

year.

9



There is a widespread scarcity in the transport and

telecommunications sectors of killed and semi-skilled labor.

This is particularly a problem in telecommunications where

an error in installation or repair leaves the line without

service. Throughout the region semi-skilled labor is drained

off the public sectors by private industry. The shift to

parastatal status provides increased salary scale flexibility,

but is not an option for all operations. The situation is

considerably complicated by inadequate training programs

which frequently use training equipment dissimilar to that

found in the field.

The construction and operation of a railway on an econo-

mic basis requires a complement of sophisticated skills.

The return on investment is long term, and the opportunities

for inefficiencies are multiple. Railways provide major links

to ports in general and primary access to world markets for

minerals; although--with the exception of upgrading and cer-

tain spur lines of rail--rail development is adequate for

the present level of mineral exploitation, little interest

in mining can come without phased development of the rail-

ways to handle future needs. Complementary planning between

The two sectors will be necessary.

The maintenance of equipment used by the transport sector

is an ever present constraint on !eve!oPment. Equipment-

down rates sometimes exceed availability rates, but in al-

most all countries in Southern Africa are over 30 percent.
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Spare parts are usually purchased abroad and require the

expenditure of scarce foreign exchange. As a result, in-

ventories are low and misused equipment must wait for ex-

tended periods of fime for receipt of a single part. This

situation is particularly crucial in Zambia. The overall

result is usually cumulative, resulting in long delays in

the provision of transport and telecommunications services.

Development efforts are increasingly being restricted

by the inadequacy oE telecommunication services. Telephone

systems are unable to meet present demand and face serious

maintenance problems. Zone switching centers and exchanges

can seldom work at capacity, reflecting both a scarcity of

trained manpower and spare parts. l / The situation is most

serious in Zambia, but Botswana has been trying for about

five years to install a new telephone exchange in Gaborone.

On the surface it would seem that the commercial sector

would be most immediately affected by inadequate telecom-

munication services. Certainly it can be argued that the

traditional sector has functioned for generations without

such service and the rural poor are most sheltered from

this constraint. The perspective of this study is not such.

Although one can more readily observe the limits on the

commercial sector, the constraint is equally pressing on

the agricultural. sector, particularly in regard to those

activities seeking to upgrade rural conditions. Over 200

I/ For a brief survey of economic return and social impact of
telecomimnunicatlon projects in Botswana, Lesotho, and Malawi,
see International Teleconniunication Union. Telecommunications
for Rural__ Dc v e lopm_.e nt : Identificaition __i.ssJ .n for the Estab-
).Ismw,.t of Special Telecommunication Services.
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letters were examined in Lusaka, for example, which had been

written by small- and medium-scale farmers or representatives

of rural development projects concerning their need for re-

pairs to or the installation of a phone. In several cases

the phones had been out of service or unreliable for one or

two years. included among the various complaints were:

" loss of animals as a result of the inability to
contact veterinary help or advice;

" loss of time in the field because a farmer had

to personally do what he could have done via
phone (usually this involved also transport cost

and was complicated by transport inadequacies);

* complications in obtaining fertilizer, seeds, or

other necessary inpu.ts;"

e inability to verify receipt of correspondence,
applications, orders, or other documents sent
to private or government offices;

* harvesting and marketing complications;

" loss of opportunity for--or inability to--obtaining
short-term labor needs.

Added to these documented complaints must be the larger number

of non-reported, daily constraints on agricultural productivity

which relate to inadequate telecommunication services.

In some cases investment in telecommunication services is

justified on the basis of direct economic return, but in many

instances such investment is supportable only on the basis of

such strategic considerations as reduced dependence on an ex-

ternal single source or for indirect economic reasons. The

importance of telecommunications for rural development, how-

ever, warrants continued appraisal, especially in relation to
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e government implementation and administration of
rural development activities;

e the grazing, watering, migration, and marketing
of cattle;

e logistical support for a variety of social ser-
vices, including health and education;

o maintenance and repair of vehicles and equipment.

B. Donor Perspectives and Activities

One of the central concerns of this study is an overview of

donor activity in Southern Africa. The consultants met with

representatives of 11 different donor or sponsoring agencies

active in the region. Unfoitunately there is no central co-

ordinating agency for assistance to Southern Africa as there

is for the Sahel, and donors are inadequately informed about

one another's activities. Local representatives of the UNDP

were the best informed source of donor activity in each coun-

try. Donor activity is discussed in conjunction with each

mode in the country surveys in Part II. The following sec-

tion, however, presents first a general discussion of donor

activity and then individual donor summaries with a series

of charts of each donor's conception of its role and its

conception of the role USAID should play in development

assistance for Southern Africa. The section is provided

as a useful and essential base for subsequent USAID involve-

ment in the region.

Donors generally rationalize assistance to Southern

Africa in terms of impact on the rural poor and classifica-

tion by the United Nations of most of the countries in the
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region as the least developed of the developing countries.

Emphasis is given to agricultural or rural development

projects. The development of local level or village in-

btitutions is a common theme; at least two donors actually

seek input from the local level in the design and planning

of the development of transport and other economic infra-

stlucLure associated with rural development. Training is

a major component of many projects with less emphasis being

givcn to general or academic secondary education and more

support being given to vocational training. Technical assis-

tance is an essential aspect of most national programs and

usually results in the provision of expatriate advisors who

work either on a direct contract basis with the government

or as members of a development project team.

The donor agencies see themselves in quite divergent

ways, not necessarily consistent with the image they project

or which other donors hold of them. The Ministry of Overseas

Development (ODM) of Great Britain is seeking to modify the

historical base of its assistance program and denies being

better informed on problems in Southern Africa on the basis

of having administered colonies there. The German Development

Institute (GDI) sees activity on the part of the Federal

Republic of Germany in Namibia as the logical extension of

an historical presence there, even if such seems somewhat

a distant event in objective terms. The United Nations

Conference on Trade and Development (UNCTAD) is seeking

a broadened leadership role in policy and program research,

as well as project design and implementation.
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Although some donors express concern over possible

restrictions to which assistance from USAID is tied, all

of the donors or sponsors contacted would be interested in

cooperative assistance efforts with the United States.!/

Only six of the agencies contacted, however, have budget

resources for project financing. UNCTAD, the Inter-

Governmental Maritime Consultative Organization (IMCO), and

the International Telecommunications Union (ITU) are heavily

dependent upon UNDP sources. They would welcome funding by

USAID which would utilize the functional expterise associated

with their respective concerns. The Ford Foundation would

like USAID to pick up the capital costs for projects suggested

by Ford research programs.

The conceptions of a role for USAID in Southern Africa

clearly include non-economic functions. ODM is interested

in USAID as a long-terut stabilizing presence in the region

and for development of a rationale for regional cooperation.

The Swedish International Development Agency (SIDA) would

like to see the U.S. introduce the concept of sector support

rather than project-specific assistance. Several donors,

1/ For a description of donor role conception, policy issues,
and role conceptions for USAID, see Table III, Donor Per-
spectives, Attachments A through K. Additional comments
on donor perspectives, operations, and technical assistance
program operations are provided in the Appendix, Annex
Donor Summary Statements: Attachments A through K.
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,s the Norwegian Agency for Development (NORAD), welcome

the assistance of USAID in the reduction of the region's de-

pendence on South Africa and the promotion of human rights.

-, L'. qh not in conflict, these multiple interests will

complicate the coordination of future technical or

assistance by USAID in Southern Africa.

donors see their assistance as part of a rational-

pgional strategy and most define their programs as

specific. The Canadian International Development

-,- (CIDA) has included the support of regional institu-

and multiple country projects as a major form of its

(-vEvr)nment strategy (1975-1980). ODM, moreover, believes

that the greatest basis for regional cooperation is in the

tranFoC-rt and communications sector and would be interested

- -her consideration of such. UNCTAD is particularly

-ted in a regional approach to transport problems in

-oathern Africa and such groups as ITU and IMCO would be

open to assistance in regional training facilities.
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TABLE III. Donor Perspectives: Attachment A, CIDA

Although not a major actor in third world politics and
not centrally preoccupied with -relations with the de-
veloping countries in its foreign policy, Canada projects
a potentially significant impact for itself on develop-
ment cooperation. Lacking colonial relations or ambi-
tions, Canada has helped promote its reputation as a 0
relatively progressive and unbiased participant in third O
world affairs. Canada projects potential influence on 1behalf of the developing countries and the possession of rt M
certain common interests as the basis for a cooperative o
role with CIDA serving as an implementing institution.

Priority to the poorest developing countries and the
poorest segment therein. Aid for rural development to o
be concentrated in limited number of countries on basis
of need, commitment to development, other donor assist-
ance, and general Canadian interests.

1. Associated equipment
2. Expatriate advisers
3. Training programs in Canada, in-country and third >

countries

4. Research Centers

Botswana
Malawi H
Lesotho ) o
Swaziland w m a

o U)

rt

Welcome support of US/AID in furthering agricultural/
rural development, regionalism, and multi-partite 0
cooperation. 0

o1

rno

>M

~rt
I0

* Technical Assistance
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TABLE III. Donor Perspectives: Attachment B, EEC

Promotion of financial and technical cooperation on

international and regional basis with special empha-

sis on problems of the least developed countries and

correction of structural imbalance in sectors of o

their economies. Special role in training countries no

to participate more fully in the administration and f

management of their own aid projects. Concern for

promotion of regional cooperation. 0

Emphasis on rural development, training and associated

economic and social infrastructure. Work on five-year

planning cycle; hope to consolidate projects and in- o

crease emphasis on social service projects keyed to i.

income maximumization. 
n

Handled through EDF, mainly grants, various programs

including studies, advisers, and projects. *

Botswana: Road construction, proposed railway train-

ing center.

Malawi: Blantyre-Chikwama Road, Chiweta-Karonga- "- • 0 H.

Mwanga Road survey. Possible telephone network im- Z -.

provement project. Considering regional telecommuni- W O

cations school pilot training. 
0

Lesotho: Road design, maintenance centers.

Swaziland: Little construction, GOS feels terms too

restrictive and complicated.

Interested in possible joint cooperation (internal

politics, restrictions, and time delays associated

with EEC funding at present should be investigated

prior to consideration of joint activities.) a.o

*Technical Assistance .
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TABLE III. Donor Perspectives: Attachment C,
Ford Foundation

n1. Support of econ.,mic development by capacity - 0
develcpzent of both institut.ions and individuals. 0 X
2. Promotion of human relations and rights. O

0

0

Reduction of role in technical assistance except
where maximum return expected. o

H

1. Representative agents
2. Training
3. Research

•1
Botswana: Provision of four representative o .

advisers. 0

Lesotho: Grant for study of external economic
relations. o r

Support of large-scale institutional and infra-
r 0structure projects, perhaps pick up capital

aspects cf f'ollCw-up for studies Ford would 0 (P

sunirort such as in the case of National Educa-
Cotion Commission Report in Botswana.

0

*Technical Assistance
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TABLE III. Donor Perspectives: Attachment D, GDI.

Performs policy studies related to topical economic,
social and political issues in selected developing 0

countries. Envisions itself as similar to the 0
M oBrookings Institution as public form for evolution F

of policy. Summarizes current conditions and H.
in-depth research. Sees leading role for self in 0
Namibia because of colonial relationship and number

of Germans still resident in Namibia.

0Development of aid strategies for government Haction. 0

In-house and field research and consultants.

Eurmry reports on literature relevant to Namibia P 0.
and Zimbabwe and the evolution of preliminary Cn

'evelcp.ent strategies for these countries. 1 0

,-cn

0 (
'culd be :nterested in sharing research findings

wi-th Ah h.  ar Jo:int c..r inaticn of assistance C
efforts f r a :ni4 . -

_ 0

*Technical Assistance

20



TABLE III. Donor Perspectives: Attachment E, ICAO.

Promotion of civil aviation through support of o

civil aviation training, particularly in relation
to the training of pilots. Serves as source for M o

funneling funds to assis'L countries in civil

aviation training and the evolution of a civil o

aviation training facilities network for each
region.

Seeks combination of technical specializations

with labor intensive positions; training to P

take place in Europe or in-country; progressive
expansion of facilities.

Variety of training programs including national

and multinational training centers.

Botswana: Fellowships and flight-safety training.

Lesotho: Fellowships.

Malawi: UN-P/ICAO Project to be terminated 1978.

Some fellowships to continue. P 0

En(D

Mozambique: Fellowships; ground training center

proposed with UUDF funding. " W

Swaziland: One DCA and various fellowships.

Zambia: UUDP/ICAO Project terminated 1976.

0
0-M

oi

Interested in US/AID assistance as possible supple- Co

ment to UNDP funds which presently are major source -_

of project support. H

H.

0

*Technical Assistance
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TABLE III. Donor Perspectives: Attachment F, ITU.

C)

Maintenance and extension of internatiunal cooper-
ation for improvement, effective operation, and M 0
national use of telecommunications; allocation of d
frequency use and regulation of telecommunications H.

0operation.

Provision of most effective, integrated service
to the widest public possible. Particular emphasis 0

on development of networks for developing countries H
and training national planning authorities.

1. Fellowships
2. Training specialists
3. Equipment *

Botswana: Sector development planning

Lesotho: Financial advisers

(DPSwaziland: Management advisers 0
U2

Zambia: Training center establishment now being
used for 117amibia training program.

0
0 (

Interested in cooperative efforts using ITU
expertise. See particular need for training
center in Mozambique, continued funding Malawi (D

center. Hd
t: +

0

*Technical Assistance
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TABLE III. Donor Perspectives: Attachment G, IMCO.

Promotion of technical asp ects of maritime opera- 0
tions and safety, including shipping, ports and 0
harbors, marine pollution, and associated areas W

M Oof training, legislation, communications, and l
shipbuilding/repair with specific goal of promo- M
tion of uniform operational standards on an inter- o
national base.

General: Priority on maritime training and 0

development of indigenous institutions. Also
country specific.

Provides advisers, equipment, fellowships.

Namibia: Have discussed basic outline of admin-
istrative and program needs with U.N. Commission
for Namibia.

Mozambique: Discussed establishment of training 4
O W

facility for Portuguese speakers with Government
of Mozambique. Norway is also interested in 0 1
funding such a project.

Ma~awi: 25 fellowships for training deck and
engineering cadets over a five-year period supported
by UNDP at cost of $i,lh9,76o.

0

Would welcome association with US/AID in funding (o
of maritime training programs. "0

0

*Technical Assistance 23
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TAL Donor 4 Perspectives Attachment H)NORAD.

Facilitate development fehuman and economic infra-
~'' structure with major emphasis on rural and agricul-

feeder roads, rural health projects, and vii- 0

Slage developmnent. Such~ input 'from local 'institutions' '0
.for project design. (D 0

'~'~' No emphasis ,on development of regional4 cooperation 0 , 

~""" "'but strong interesht in reduction of economic depen- 74

dence onSouth Af'ica..

" ~ ~ ~ ~ ~ ~ ~ ~ ..... .......... u~ i rn:: ;i . ....

o 1b Intia rly offered aid on very soft conditions,
b now' dema.nding mnore control over project. design.....

2. Seeki ng to consolidate projects. 0
3. Link expatriates to aid. ..

4 Special concern for village development and ., A
role of women.

Use volunteers and contract consultants for *49'

various projects.

Botswana: R~ural roads, health, village develop-4
ment.

7'Mozamibique: Third miajor target in sourthern 0H

Africa but little transport. ( Dp

Zambia: Cooperating with FAO on fundinig tra'nsport/ (12

marketing project' in northern region of 'country.-

0

Stron'g ineetin reducing dependence on South
Africa and feel that US/AID completion of innera0
c cir cle. route ( Ypnye to Ghanze to' Maun .to Nata) /.4
with links to Namibia. and, Zimbabwe would both (
facilitate development programs and reduce C)c
dependency. H..

*ehnca Assistance 2



TABLEIuII. Donor'Perspectives: Attach ntW I OD.

Traditionally has seen obligation to provide
assistance based on historical relationship. : <

-, with former colonies. Nixof capi.tal assistanc
- ndtehnical assistance, but see need to sup-
port localization andreduce, physical presence. (D
Wish toplay less of a tdonrt-of1 -last resort"

ry role- and to increase economic' return rates for
proj ect. - - ---

Prortyon poorest countries/poorest segment
7< - with rural development. 'Also associated economic - 0'

infrastricture. New policy since 1978 emphasizes .. .
training programs, eventual goal of' localization

:aDe-emphasis on health.,,

Extensive supplementation program provides expa-
triate advisers.

Malawi: Road projects, North-South links.

Lesotho: Major donor. Rural roads and tele-
communications. ~t

0H

Zambia: GNP too high for capital aid program, (
but supplementation program, training programs, 0F
spare parts and maintenance assistance.

Mozambique: Program aid facilitates 'spares and
maintenance, especially for transport, road pro-
ejects.

0
Very4 interested in multilateral funding. Would 0
welcome increased US/AID involvement in area. )

1. Long-term stabilizing presence. _
2. Rationalization of framework for regional. ~
cooperation.

25
*Technical Assistance



TABLE III. DIonor Perspective: Attachment J, SIDA.,

Support efforts of southern African countries to
create viable independent states which, by defi-
nition, includes reduction of dependernce on South (0

Africa. Little concern with regionalism since C+r(

o u p

such better supported through, international organ- o.
izations.

Attempting to restructure aid from project- 1.

....... ...

order to increase flexibi'lity 'and dprovide aid "'

as an integrating mechanism.-- --

Mainly personnel, but training/fellowships often
tied to projects and some project-related equip-
ment.*

Botswana: Road engineers. I. 1-

0 H
Zambia: Capital funds for materials/balance.

of payment support; trucks railroad advisers: .. Ii

for car manufacturing; expansion of telephone

exchanges.-

A 0

Promotion of integral and program rather thanOC

project-specific aid. But this approach is best CO
wayjto bring about permanent structural/functional o--:
change, even if it is slower and more difficult. (D

H td

0

*Techni cal Assistance

26



U~ I r

4TAB LE I II Donor Perspectives. Attachment F, UICTD

Within overall program of assisting developing
couri-ries in field of trade and development,
particular emphasis being given tothe countries 0
classed as least developed. Special program also
land-locked and island developing countries. . '-

Have sought leadership role in intensified research
and analysis on. the policies and programs of these 0

P countries for broadened technical assistance.:

'-d'

Support more f.\exible country/situation specific 0
assistance. .

.  .

Special advisory services including research
and analysis plus associated project equipment . ,
and training. * ..

-reparing analysis of transport in southern
Africa, in association with UNDP, to include .ccncretepiclhor
con'cre-e project proposals. Short-run emergency 0 . ..
project to clear port of Dar es Salaam and two- (D P
year regional study of major transport corridors . t
and associated use-costs.

0.

Presently restricted by, heavy dependence on UNDP O
for funding. Would welcome US/AID role as supple-
mental source of funding for cooperative projects. C
Especially interested in some pilot projects based .-. '

on such cooperation. . .

0*

*Technical Assi stance
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C. Summary of Recommendations

.ins general adistudy does not recommend major capitar

investment in ad tional transport infrastructure. Emphasis

is given, rather, to improving the maintenance and operation

of existing facilities through technical assistance and man-

power training. Exceptions to this position are tied to the

provision of key links--as in Botswana--the promotion of as-

sociated sector developmentr or political considerations out-

lined in each case. (For a summary of country specific recoi-

mendations, see Table IV, Summary of Recommended Assistance 4

by Modes, Attachments A-H included at the end of Section C.)

This position is based, on the perspective that deterioration

and mismanagement are not the only major constraints to 'effi-

cient transport in the region; there are various other con-

siderations:

a Large-scale investment in any one of the countries
would cause absorption problems and dislocations .

in the internal economy. A survey of this issue
has just been conducted under the auspices of IBRD
and should be considered in conjunction with assis-
tance in programming. Similarly, investment in
development projects often results in increased .

recurrent budgeting and manpower needs, even after
the termination of the project.

e The logic for designing major capital investment
priorities is closely tied to political develop-
ments in Namibia and Zimbabwe. Until the dimen-
sion of the settlements and orientation of the
governments become clear, major capital investment
initiatives are premature.

. V&rious regional transport studies by such groups
as UNCTAD and IBRD and certain national transport
surveys by various consulting firms have just been
completed, are underway, or are under consideration.
Large-scale investment should await an appraisal of
the findings of certain of these studies.
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A major role is projected for technical assistance.

Particular targets are management, maintenance, and a variety

of manpower training programs. In certain cases, however,

technical assistanoe is suggested as a means o'f providing

advisors on a contract basis who will supplement ministry

staff. The role of these specialists will be functionally

oriented, following the basic orientation of present USAID

programs, and should involve counterpart training where

relevant. The timeframe for such assistance, especially in

view of the shortage of qualified personnel in most of the

countries in Southern Africa, may well necessitate one or

more contract renewals. Although localization should be an

essential element of development planning, it should not be

regarded as a primary goal for short-run planning.

It is also recommended that liberal use be made of

short-term consultants. These specialists can be assigned

to a specific task regarded as essential to immediate minis-

terial planning needs but for which staffing has not been

provided. To work effectively, this approach must be flexible

to task and time demands. It could be handled through dis-

cretionary local USAID mission funds. Assignments should

range from transport po. icy and passenger/freight rate analy-

sis to pre-feasibility studies.

2. Implicit in the assumption.: of this study is the position

that there needs to be a redefinition of the Congressional

mandate guiding USAID assistance. Micro-level projects pro-

viding direct impact on the rural masses are gratifyingly
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visible but macro support may be necessary in order to en-

sure that the economy as a whole grows in ways maximizing

the impact of rural development. The farmer who can grow

twice his crop yields benefits only to the extent that

transport constraints allow him to market that crop.

A village with a new well may have a higher standard of

living but can still lose as many members to disease as a

whole because medical help,..,r supplies cannot reach them.

To maximize impact on the ruial poor, investment'shbuld

be keyed to:

e Agricultural and rural development projects and
their associated feeder route networks

e Linkage of production and marketing areas, or of
two different modes, providing an expansion of the
overall marketing network,

* Support of associated sector development

--especially when it encourages employment
generation (frequently there will also be a
need to provide manpower training)

--especially if it frees a sector from major

constraints resulting in indirect employment
generation from sectoral spillover

--often w.ill require phased inter-sector plan-
ning for reciprocal development

o Direct-hire income generation--labor-intensive
techniques may not work well on major route con-
I struction, but painting lane markers, sign main-
tenance, etc. can provide pemnanent employment
opportunities (recurrent costs must be considered
here)

3. It is recommended that USAID take specific action to en-

courage 'donor communication and participation. Periodic donor

conferences keyed to the transport sector should be encouraged.
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A regional coordinating office similar to that now operating

in Paris for the Sahel should be considered. (See the next

section for further discussion.) Although UNDP project lists

are useful, supplemental information, including project start-

ups, completion dates, and new agreements, could be the basis

for a periodic fact-sheet or newsletter. Particular concern

should be maintained for tho social impact of transport develop-

ment policies, and USAID should attempt to draw on both techni-

cal expertise and understanding of the socio-economic inter-

face held by other donors and international development project

sponsors. Joint funding or matched phasing of projects should

be increased.

4. Regionalism as a viable approach to development in Southern

Africa has been applied far less than one might hope. The

very nature of the transport sector and the Southern African

geographic configuration, in which six countries in the region

are landlocked states, dependent upon one another and the

coastal states for their transport needs, necessiLates an

integraLed approach. Recommending that USAID promote regional-

ism in its assistance program for the region, however, requires

certain guidelines. Basically:

" Regional cooperation which is not tied to aninstitutional structure is likely to have little
permanence.

" Regional cooperation which is not based on prag-
matic gains is likely to be short-lived.

" Regional cooperation at the cost of national poli-
cies, programs, or institutions will be of little
interest.
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5. For both political and economic reasons, it is recommended

that USAID projects promote modification of the dependency on

South Africa, which characterizes the region. Displacement of

this dependence is most difficult functionally and structurally,

::nd it is modification, rather than elimination,of the relation-

ships with South Africa which is at stake. Efforts in pursuit

of this goal can have high emotional appeal, but they will have

little permanent value or impact unless they are pragmatically

based and take into account the extended impact of their imple-

mentation.

6. Except for the regional project discussed in conjunction

with the BLS, investment in civil aviation has been restricted

largely to manpower training. Investment in this mode is

costly, must meet international standards to be effective,

and currently is not a USAID priority. Such investment, how-

ever, could provide selected social services to remote areas

on a regular or emergency basis, deliver vital spare parts

or repairmen, facilitate general administration of a country,

aid supervision of development or trainina projects, serve as

a back-up mode for times of crisis affecting surface modes,

promote regionalism, and provide various symbolic functions.

This study would recommend a more selective discussion and

rationalization of USAID policy concerning the role of civil

aviation in national development planning. Similar consider-

ation should be made for telecommunications.
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TABLE IV. SUMMARY OF RECOMMENDED ASSISTANCE BY MODE.

Attachment A, Botswana

ROADS * Technical Assistance in Trannnort and :Management
Development, MWC, transport policy and regulation

e Technical Assistance in Manpower Training and
Equipment Management, RDYCTO (also associated
with capital assistance) training in road con-
struction and maintenance

* Capital Assistance, Tuli Block Road

* Technical Assistance and Associated Capital
Assistance in Arid Land Road Construction and
Stabilization for Ghanzi Road

* Capital Assistance, locomotives, for emergency
RAILROADS takeover

e Technical Assistance, development of cost-base
rate structure

* Technical Assistance, survey of short-, inter-
mediate-, and long-terr manpower shortages

a Technical Assistance/Fellowships for regional

training school

* Technical Assistance, update of feasibility study
for railroad from Francistown to Sua Pan site

e Technical Assistance, engineering and economic
analysis of Trans-Kalahari Railway, linking to
Walvis Bay

CIVIL * Regional Coordination, capital and training needs

AVIATION* for BLS

e Technical Assistance, feasibility study for re-

gional BLS airline

TELE- e Technical Assistance, Gaborone Exchange installation
COMMUNICATIONS * Technical Assistance, feasibility and cost analysis

Ground-Satellite Station

e Technical Assistance in Telecommunications Manage-

ment and Training, DP & C

e Capital Assistance, Zone Switching Center,
Gaborone, Mahalapye, and Francistown

*Need for USAID position on G.A. and Development

priorities.
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',LE IV. SUMMARY OF RECOMMENDED ASSISTANCE BY MODES

ATTACHMENT B, LESOTHO

o Technical Assistance in road maintenance

and manpower training, mechanical branch,

MW

e Technical Assistance in freight haulage

regulations, MTT; in particular, concern

with negotiations with South Africa

a Capital Assistance, road construction,

Mohales Hoek to Mpiti

I.,-O O DS 9 None

h • .Regiona] Coordination, Capital and Train-

in for BLS

E.- None
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TABLE IV. SUMMARY OF RECOMMENDED ASSISTANCE BY MODES

Attachment C, Malawi

ROADS . Technical Assistance in transport policy
regulation and enforcement; Ministry of
Transport and Communications

9 Technical Assistance in modal linkage re-
lationship between road and lake traffic;
Ministry of Transport and Communications &
Economic Planning Division, Office of the
President and Cabinet

* Technical Assistance in road engineering,
upgrading engineering competence

* Capital Assistance for road construction,
Project No.12

RAILROADS e TeLLinical and Associated Capital Assis-
tance for diesel-electric school at Limbe

CIVIL . Capital Assistance, Air Malawi Fleet
AVIATION

e Technical Assistance, Malawi Polytechnic
,expansion

0 Support of ICAO efforts for multinational
training center

TELE- * Technical Assistance for survey of rural
CONIMUNICATIONS telecommunication system expansion

e Technical Assistance for training in tele-
communications engineering and main-

tcnance, prefeasibility and design

* Cpi±_t9 A5:istance for maintenance training
equipment

LAKE a Ttchnical Assistance for modal analvsis,
TRANSPORT traffic flows lake/road vessel, and as-

sociated facilities
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TABLE IV SUMMARY OF RECOMMENDED ASSISTANCE BY MODES

ATTACHMENT D, MOZAMBIQUE

RAILROADS a Technical Assistance and Fellowships for

support of regional training school at

Limbe in Malawi

e Capital Assistance for establishment of

railhead at Moatize

PORTS 9 Technical Assistance and Capital Assis-

tance for IMCO training program
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TABLE TV. SUMMARY OF RECOMMENDED ASSISTANCE BY MODES

Attachment E, Namibia

ROADS , Technical Assistance for design of

master road development plan

RAILROADS • Feasibility Study and Economic Analv-
sis of benefits of spur lines into

homcland areas

o * Feasibility Study on linkage with
* Trans-KLiaahari Railroad included as-

sociated investment costs and returns
for upgrading of Walvis Bay

OTHER . Coordination and Sujp)ort of survey
of infrastructure development and
conditions, maintenance and capital
investment requirements, personnel
and manpower needs
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TABLE IV. SUMMARY OF RECOMMENDED ASSISTANCE BY MODES

Attachment F, Swaziland

ROADS j Technical Assistance in road maintenance
and maintenance training, roads branches,
keyed to upgrading road maintenance and
deterioration since 1975

# Technical Assistarnce in vehicle and equip-
ment maintenance and training, CT3; reduc-

tion of equipment downrate

a Technical Assistance, Statistics, Management
Training and Staff Development to expand
professional staff

Ca ita. Assistance, Wc rkshop Development,
CTO i eshed to assistance from U.K.

RATLROADS 0 Not imoediate, but survey of contalngrization
may be needed in medium-term

CIVIL e T c !rinic L As sistance, Traininp in airport man-
AVIATION age men* anul ope ratitons , support of proposed

traii:ing program

a Capit.l !-..:;istance in fire fighting and safety
e quips, en t

TELE-
C .U: ICAf IONS 9 None
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TABLE IV. SUMMARY OF RECOMMENDED ASSISTANCE BY MODES

ATTACHMENT G. ZAMBIA

ROADS * Capital Assistance, road rehabilitation,

Department of Roads; repair project for

severe damage from rains

" Te. hnical Assistance in management and

me c ha n i c f;

* Techni al As;si stance in management, plan-

ning, vnj1.I ing planning and construc-

t ion design

* T..iicllAs,, ta.ce in admrinistration and

MMn,4germent t1,liniig, National Transport

Corporat o n

* Cajfital Assistance, National Group Ins-

pecturate Program

* Capi al Asistance, freight holding equip-

bent and spare parts project

" Technical Assistance, engineering study for
Angol a ro,

" Cajital As,; istance, Chembe Bridge construc-

t i on

RAILROADS a Ci. _,jt A !;Lt tanec__ , locomotive spare parts

* Ca it a A s i stan c,' , C h 1 p a t a and Moarize

warehouf; c i lit ies

* Tech:.jai . istan te, feasibl itv oI waFon

man u a tu r ig I. a 1 a Ma I al vi f or ex port t o
2 a m. i i

S 1 v It n c 1 A t n.-_t 1._ (. w I. 1-. i s, t rain -
1 og s .ht I a' '.in r

CIVIL 0 T- h * n .h i I_ tn f r planning 6tudy of

AVIATION d i ,,isi n of r rr:, b..tw et n ZastL I and re-

gional ICA - r l atvd tr aining center

TELE- * Paska.L Asi.st c _, __ .e , 1. us ka exchange develop-

COMMUN I CAT IONS m t-n t

o Tec hn i i T rai_ ocn in ,;yste., operation and
m it in t e n ini e

* Caj ! a .A ,.i sta T'i, f I vv h Ic1 e s u p P rt

* Ca; i t a 1 A !yt ' e. 1 ct r eq u i pm en t p ur cI a se,

s u p I I oY t t- U p 110 !.,

o Ca.l A t t fir ec:chan e structure

const r l(" t 1011

* Teh nI itI As st I o nTCe in telecommunication en-
2-~ ~ I •T.. .. . .

glne rIn g an n ,ki I s

" ca Pi tal - ,I A ,si;tanc , earth satellite station

C onver S .1n

• a TI i ,n e . 1.TIIa --t-- a :-d De- vel ment
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TABLE IV. SUMMARY OF RECOMMENDED ASSISTANCE BY MODES
ATTACHMENT H, ZIMBABWE

ROADS * Technical Assistance for road and Capital
Assistance for. associated equipment, main-
tenance development and training

e Technical Assistance in transport manage-
ment and policy development

* Technical Assistance, survey of road con-
struction needs for African areas

* Capital Assistance, road construction for
African areas

RAILROADS * Technical Assistance fo T policy and opera-
tional planning, Rhodesian Railways

* Caital Investment for upgrading system
to mesh with post-sanction situation

* Capital and Technical Cost of maintenance
for immediate and long-run programs

a Policy for rerouting traffic to Beira and
Maputo

e New Tariff Rates and Repulatory Policy

CIVIL * Technical Assistance for maintenance train-
AVIATION ing

o Technical Assistance for surveys of main-
tenance, telecommunication needs and
safety

TELE- a Technical Assistance in management, main-
COMMUNICATIONS tenance and manpower training
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D. A Sug~qSeted Approach: Donor and Project Tntegration

Although rationalization of the recommendations presented in

this study into a unified strategy for USAID assistance for

transport development in Southern Africa lies beyond the

scope intended for this study, the introduction of an inno-

vative approach to transport planning would represent a

distinctive contribution to economic development in general

for the region. The ability to project and promote such an

approach would clearly also assist the interest of the U.S.

in establishiny the image for itself as a responsible pre-

sence in Southern Africa.

Just as this report does not recommend massive capital

assistance to the transport sector, enither does it envision

a dominant principal assistance role for the U.S. in Southern

A%: :ica. Rather, what would he proposed would be selective

assistance designed to encourage donor cooperation in achiev-

ing regional solutions to transport problems constraining

Southern Africa.

A su(qested point of departure for this approach would

be support for UNCTAD activities in the region. At the pre-

sent time UNCTAD is designing two transport projects for

immediate implementation. Those projects are keyed to analy-

sis and resolution of transport constraints in the region.

Major emphnasis is being given to flows of paassenqer and freight

transport to and from Zambia and adjacent landlocked states.
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The first p,:Oject is a UNDP-funded crash program to

clear the Porr of Dar es Sailaam. The project is beinq

designa ted for a four-month per.iod. A team I eader and

10 consul tant.s in such f ields as railvay shipping, truck

transport, port managemon t , and transport econormics will

provide an estima ted total. of 36 marn months. The s. qn if j-

cance of the pro-jct is that in tiyi nq to solve the crisis

at Dar es Sal aam Lhe projoct will as-amine problems external

to Tanzania. TM,,o spoctive ciu arlv relates to the focus

of the second UNCTA[I pro) oct.

Thec second pr oj(.,e at is beinq des iqned as a two-year pro-

ject with an ot; t: , d personnel and opera t:ing cost of about

US $2 million. The focus of the project is transport tHrough-

out Sou thern Afr.ica as a whole. In aiddItio to two transport

economists, spcc2 a ists for each of three modes--roads, rail-

way, and ports(- -v'i 1 h r',ci uded.S ,nrt - term consul t ants in

such fiel(s as transport manc:ereont .opel a tios-,s, cost analysis,

air freight, and storage are planned.

The project wil.l :eek to anal yz trade flows in the re-

gion and pre:are econopic, social, and financial costs esti-

ma ted for over 30 dif erent transit rontes. (See Table V,

UNCTAD: irovi s ona. (orr icor Stud, ]ist - Southern Afri ca

Transport Projeoct.) Fina-Mc.ia i and oconlomic anIvs!.s of

improvements to the trans-it systems, includinq investment

in management and training, will also )e provided. Suitable

pricing policies will be sucggested .nd the best trade flow

for each mode and roL to will be sugges ted. Such a ssoCia ted
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TABLE V

C1-:V;'t'SI,'Al C'' LI VON ST!V LIST

P-kC E C P SLIT'Fk AFR I CA T PANSPOT PRCJ ICT
Rout es TArt !jave

Rout B.s en d Potential Routes Trade Routes

Leotho-ubaLotho- Johannesburg

LXiotho.Ealt London

5.a3isnd-Durban 
Swaziland-Richdrdb Bay Swaziland-

Johannesburg

Swazilanc-Maputo

Botewana-Cape Ton Botswana-Beira 4otswana-Walvis Bay Botswana-
Johannesburi

botwan -Durban Botswana-Maputo

6oto wana- Apato

Botswaru-Port Elizabeth

MAla*I-SeIra Malawl- Rodeaia l1alawi-Dar es Salaan

Mlaei-tNacala mala i-ohannesburg
IVie Rhodesia)

Ma I i,,-J,,h&nnesbur4
(via 7a=i/iktawana)

Z a:bi3-Dar es Salaam Zanmbia-Lobito Zainbia-Matadi

Zimbza-bera (Montize) Zambla-Beira (via Rhcdesia)

Za~mna-Beira (Malawi) Zambia-Johannesburg (hhodesia)

ZambLa-Nacala Zarbia-Mombasa

Z bia-n,]hannabury
balt S 303a)

Total Number of Routes that could be Studied: 16 for Routes

being Used; 6 for Routes that have been Used; 4 for Potential

Routes, and 3 for Trade Routes.
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issues as storage problems will be included in the study

framework. The project will seek to resolve transport con-

straints as they are identified by flows of external assis-

tance.

10 certain respects the project resembles the study

framework sugccested b,,1 IBRD for implementation after the

resolution of the s Cituatioi in Zimbabwe. The idea of feedinq

assistance th rough the framework of the oncloinq study is

indeed an innovation. The very dimensions of the project

would sugqest renewal for at least a second two-year period,

and it< is conceivable that a more permanent situation could

evo l ve .

Consultation with representatives of UNCTAD in Geneva

revealed considerable interest in an expanded role for UNCTAD

in donor assistance in Southern Africa in the transport sector.

This inte tst is also ref i (cted in the self-imag(e )ojected

in UNCTAD CIocumentCs and pul !ications. UNCTAD feelis tthe need

for an integrated approach which takes into account the

links be tween countr ies and provides a more rational frame-

work for investment. by donors i.n transport. LNCTALJ w()uld like

to see the proj(.,c t function as a pi lot project for other

reg ions.

The ability of UNCTAD to support such a function would

most certain.y require more staff support than presently

available in Geneva, and one would suggest locating opera-

tions in a less e.oensi e, rt-gion'a setting. 13efore suq-

gesting su-.,port for an oxpaiidod role for UNCTAD one would
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need to consider such options as establishing a group

similar to the Club des Amis du Sahel with which the

UNCTAD project could be associated. It is the merger of

the integrated analysis and the funding operation with

minimal interface delays that is important, not who actually

provides the cocidinating function. UNCTAD is interested

but is not insistent upon assuminy this role.

UNCTAD would clearly welcome alternate and supplemental

sources to UNDP funding. Expanded operations are clearly

restricted by the f ixed portion of UNDP funds allocated for

Africa and total resourcoe limitations eWf the organization.

It is not the recommendation of this report that USAID seek

to replace the UNDP funding. The costs of the two-year pro-

ject already exceed the initial projectLion of UNCTAD and there

will be a need for donor assistaonce. Although USAID might

consider funding a major portion of the projected deficit,

multi-donor support shouli he a goal. Clearly, initiatives

in support of an expanded coordinating role for UNCTAD or

some other mechanism for the integration of donor investment

must be based on consultations with other donors.

There is considerable interest in the UNCTAD project

by the governments of countries in the roion. The BLS

states have supported the integrated approach of the

project's design from its inception. Tanzania welcomes both

the eme rgency and the two-year projects as meaning fu1 steps

toward the resolution of constraints on its transport sector.
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The benefits for Zambia, Malawi, and a Zimbabwe with reopened

borders are equally obvious. Thus, the popularity of resolv-

ina he practical issue of transport would seem to provide

the ideal bisi; for' the promotion of regional cooperation

on an institutional basis. It is an opportunity which

USAID should consider carefully.
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PART II: COUNTRY STUDIES
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A. Botswana

1. National. Objectives and Priorities

a. A Basic Overview

National objectives for the transport sector are

contained in the National Development Plan (NDP IV)

1976-1981, which represents the fourth in a series

of rolling five-yea plans. The overall priorities

delineated by the NDP IV include:

" rapid economic growth
" social justice
* economic independence
" sustained development

Priorities specified in the NDP for the transport

sector include:

* reduction of the high cost of transport
* maximization of social impact benefits

arising from the development of transport
inf rastructure

e reduction of vulnerability of the transport
system to external factors and events

These priorities basically represent a restatement

of those in the NDP III, but particular emphasis has

been given under the present plan to a more precise

defi.nition of these priorities and associated objectives

and policies.

Preparation of the National Development Plan 1979/80-

1985/86 is underway. Preliminary to this effort has been

the preparation of district plans for each of the nine

districts in the country. This exercise of balancinq
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grassroots input and decentralized planning against

overall national programs on an integrated and co-

ordinated basis is an especially interesting endeavor.

The government has evidenced interest in technical

assistance from USAID for the final preparations of

the plan.

The nine district plans are especially relevant to

the transport sector. Repeated throughout the text of

these plans is the theme that economic expansion in all

sectors is constrained by the limited development of the

transport sector as a means of major impact on the rural

poor. Such a [erspective is consistent with the overall

strategy presented in the introduction of this study

and provides a documen ted e:.:ample of local support for

investment in transport.

The most deta :i led discussion of transport policies

is to he found in the National Transport Plan, the first

phase of which has been published in the National Trans-

port Plan and the Terms of Reference for Phase II have

been drafted.

The Transpor t Plan projects policies for both the

private and public sectors over a 20-year timeframe

and cons iders needs ranging from construction to admin-

istration. Similarly valuable are studies of passenger

and freight transport under consideration by the Botswana
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Development Corporation (BDC) and the Ministry of

Commerce and Industry.

Provisional discussion of national objectives for

the transport and comImunications sector indicate a

modification of the transport objectives as stated

ini the NDP IV to the following:

" to reduce the high costs of transport;

* to increase the net benefits to Botswana from
transit traffic;

* to provide transport that will stimulate inter-
nal growth and linkages within Botswana;

" to ensure that benefits of transport reach all
sect.ions of the country and community;

* to O te vulnerabilit of the country;

* 1 Icrirtoa m Ch -LUIS -.. iladml i-ski Iled
ejevom-nt as f in acial cons id erations make
pCos .i b l.o

o to improve cp:a Ilit, and quan tity cf telecommuni-
cations and post:a1. services, w.ith special
emphasis on ,ubhsdized rural service.

b. Deve 1 opm n._ .tt. c ,,

The hast12 t-.ra'.P-rt development strategy includeq:

" [ml-.)rovement of the North-South Road system to
a]A-wtii t7 st.and ards

* Cop1)]lot i r of th,> Bet ram Road to provide al-
to rnoate t_rade connect ions through Zambia

* MLa Int an o ox iF-tine road system

SUpgrading .access and feeder roads; increased
ut i zation of labor-intensive ma i nt enance and
cons t-ruct ion at this leve]

w Develop.men t of viable [nd lienous trucking in-
dus try

o Assumption of operational and maintenance opera-
tions of rail servi-ce

o Encouragi ing the expansion of air services

and facilities
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In conjunction with an emphasis on social service

and human development needs, a major share of infra-

structure investment during the NDP 76/81 will be con-

centrrated in rural areas. Transport and communications

projects in such areas will seek to create easy outlets

and widened markets for agricultural products as well

as facilitate the introduction of social services.

Main road projects seek to link both the agricultural

and mining sectors with Botswana's northern neighbors--

Zambia, Tanzania, Angola, and Zaire--and to modify the

structure and degree of economic dependency on South

Africa.

c. Emphasis on Transport and Telecommunications

Throughout the 1970s development expenditures for

the transport sector have represented a significant por-

tion of budget allocations. Under the National Develop-

ment Plan 1976-1981 (NDP 76-81) P73.7 million, or almost

30 ,:rcent, of the budget was devoted to roads, air ser-

vices, railroads, and associated facilities and organi-

zations. In certain years, however, expenditures have

not been as great as allocations. For the fiscal years

1973-1975 only about 65 percent of the P28.0 million

allocated for the transport sector was spent. The

planned capital e:.:penditure for posts and toelecommunica-

tions was less than three percent of the total budet;

for the correspoondiing three fiscal years actual expendi-

tures were onlv about 64 percent of the total budgeted.
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The transport system, combining road, railway, and

air services, remains largely undeveloped. It is

located mainly in the more fertile eastern region of

the country where 80 percent of the population lives.

Thie main flow of traffic is on a north-south axis.

pography does not present major problems for the con-

struction of transport facilities but the restricted

..ount of water and other construction materials found

ii the arid region constrains both construction and

maintenance. Low-density freight and passenger flows

result in high unit costs, but the rate of return on

.,ost transport projects has been acceptable to inter-

national donors. A recent appraisal by the World Bank

indicates that expansion in the agricultural and mining

actors during the mid-1970s has strained transport

acilities and projects, and there is a need to improve

-nd expand facilities as a requirement for increased

development, especially mineral exploitation.

d. Institutional and Organization Structures

Administrative responsibility for the transport sector

resides with the Minis try of Works and Communications (MWC).

(See Figure VI, Organization of the Ministry of Works and

Communications.) Included among the executive depart-

ments of the ministry are: Roads, Civil Aviation, and

Cen'tral Transport Organization. There is also a Rail-

ways Advisor and a Transport Control. Unit. Although the

organizational structure of the ministry is adequate for
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natinalneeds, tescarcity of trained personnel

-restricts the quality and quantity of ministerial - -~-'

activity. In order to fill senior and essential ad-

ministrative positions the government has had to rely

on expatriate advisors;' often under some form of bi-

.. lateral assistance. Many positions, however, remain

vacant.

Responsibility for overall sector planning and co-

ordination belongs to the Division of Economic Affairs

of the Ministry of Finance and Development Planning

(MFDP) . An increasing workload and the limited exper-

tise of the MFDP, however, have resulted in increased

responsbility for transport planning under the Plannaing

Unit of the MWC. The ability of this unit to provide

this capacity is restricted by the same problems faced

by the Division of Economic Affairs. ,Planning is further

complicated by the unrealiability in the past of such

statistical information as traffic counts. Efforts to

remedy this problem have included the establishment of

a statistics unit in the MWC under a senior planning

officer, but the need for qualitative and quantitative

improvements in statistical reporting remains.

2. Analysis of Respective Modes

a. Roads

1) Development Constraints

The majority of domestic traffic is serviced by

the road system. Most of the roads are unengineered and
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many feeder and rural roads are hardly more than tracks.ii3

In 1977, for example, only 5 percent of the 7,200 kilo- : '"

meters of gazetted roads were paved. (See Figure VII,

Botswana: Gazetted Roads Inventory, 1975- Projections

1981.) Althoughan estimated 25% of the total develop- "

ment expenditure under the NDP 76-81 is devoted to the

road system, only a marginal increase in system kilo-

meters is projected for 1981. Emphasis will rather be

on doubling he number of kilometers of paved roads and

general system maintenance. A breakdown of projected

activity indicates increasing upgrading of access to

3'aa a y , eue.on r c .e t of P 3m l i n3'• . -- "-"::

agricultural areas under the Rural Roads Project, but

feeder roads essential to East-West traffic are expected

to remain insufficient for national development needs.

(See Table VIII, Botswana: Road Operations, Achievements

and Projections, Department of Roads 1976/77-1978/79.).

Reconstruction and paving of the major North-South 3

trunk up to Nata is expected to be completed by 1980.

Major projects on this route projected for completion

during 1977 and 1978 include:

e The North-South Road Phase III, Artesia to
Mahalagpye contract value P4 million, projected
completion date 1977

e Mahalapye- Serule, contract est. of P13 million,
projected completion date fall 1979 (150 kin) FBCD

a Francis town- Serule, contract value P8.3 million,
projected completion date 1979 (83 kmn) KFW

* Francistown-Nata, contract est. P9.5 million,.
opened November 1977; some final work mid-1978
(190 km) DANIDA, CIDA, NORAD
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FIGURE VII
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TABLE VII I

BOTSWANA: ROAD) OPEPAT2CO!S, ACHIEVE[N4ETS ANV PROJECTIONS

VEPARTUFNT LIT POAVS 1't76/77-1979/79
1

Achievements AchievvtsMonts Anticipated Anticipated Target for 1979
Road Activity 1976/77 1977/7": 1978/79 by 1979 in .4DP IV

Main Roads Bitumen 291 83 75 449 540

Feeder Roads Bitumen 60 52 45 157 250

Main Roads Ground 306 -- 300 145

Rural Roads Project 103 142 150-2502 395-495 600

Secondary Roads - 46 115 161 100

!Table rflects distances open to traffic, i.e. onl., road projects which are substantially completed
and in use are includei in the table.

Depends cn road standard ('pot irrvements, earth or sealed qravel)

Source: Unoffici3l !ate presented in preliminary draft subject to further discussion with the GOB
National De.'eiocment Pnle V. 1979-1955, Ministry of Works and Communication, GOB, Gabarone,
n.d. , e.note ,ap,!r.
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TABLF JA

BOTSWANA: PER KILOMETER CONSTRUCTION COSTS BV ROAD STANDARD

1976 PIUCES

P (Pula-00Os)
Type Standard Per Kilometer

Dirt Spot Improvements 2-4

Gravel Low Traffic 10-12

Gr avel iah Traffic Full Standard 30-35

&.j tuimen Main Road Standards 8O-1001

'Figure could be lower, depending on standards for road base.
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* Dumela Road, contract estimate P.5 million,
projected completion date 1979

* Nata-Kayungula Road, contract value P11 million,
projected completion date for design phase
August 1978 (360 kin) USAID (standard uncertain)

Projects linked to North-South trunk include:

e Gaborone-Molepolole, contract estimate P3.2
million, projected completion date fall 1978
(52 kin)

e ,ohat.;o-Kanye, contract estimate P3.7 million,
projected competion da te m:i d-1979 (4 5 km)

* ,obats;-Paoatlahaia, contract estimate P3.7
mi. 1 i or, p'rojected start-up date 1979

* Sort;1,-SW e{i -i.kwe, con tract P2.0 million,
romp lotion date 1977 (52 Li;)

The major prolect underway is the up:gradinq and pav-

ing of the 1()t ;:Ha ighwa', l inllu inq Ni ta and Fasane.

USAID is providi ini technical ass .stcace for this road

in the torm of s; ,rvisorvides 1( ' spociali. ts. The EEC

throueh ]:DF is to cover constract ion costs Fundirig has

been del.ayed for administrative reasons, and completion

may be delayed beyond the projected target of 1980.

Although rnanpower is scarce Cat all. levels, the

scarcityv is most vjis]Ll at- the professiona],/;anai iia]

level. In early 1978 there was only one national in the

Roads Department who was a qual i fied civil engineer and

the government was dependent on o:patriates for 60". of

all ministerial staff operat-ions. The-. enlineerina des:;iqIn

capacity of the Roads Departrnr t is limi ted to small-

sca]i.e projects and is especially restricted by a shortage
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'f surveyors and soil technicians'. The department re-

mains dependent upon the assistance of foreign consul-

tants for detailed engineering in general, and feasi

bility studies in particular. Although often impressively

ommitted to government objectives, many expatriates are A

.ighly over-worked, and uncertainties over contract re- '<>

ewals, recruitment, and external assistance to support

.eir salaries complicate planning and program implemen: -! :' . - ,! -i n .... s arh a s -annt t d-p li y -oE7-ong--a ---- -- .--

* -ion but realizes th'at this is an idealistic policy which

's not immediately achievable. It will take some time to

adjust, for example, the considerable difficulties encoun-

tered in obtaining suitably educated candidates for uni-

v~rsity-level trainingrabroad. The dependence on expat-

-iates will extend well into the 1980s.

Effective road maintenance is hindered by both ineffec-

tive management and low vehicle and equipment availability

rates, in turn reflecting the scarcity of personnel trained

in mechanical skills. In 1972 the Central Transport Or-

ganization (CTO) was established to serve as a centralize.

transport system for all government ministries and to over-

see transport operations in general. Although sound in

conception and initial planning, the CTO inherited in-

adequately trained mechanics from the Public Works Depa.t-

ment. inadequate repair skills and facilities, poor ser-

vicing policies--representing the cause of half of all

repairs--procurement policies restricting interchange-

ability of spare parts, and inadequate inventory levels
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contributed to low availability rates. In 1977, for

example, only 30 percent of the vehicles and equipment

assigned to the Roads Department were operable. This

compared to a-Iovernment goal of about 60?. Certain

ministries were at lea;t temporarily allowed to return

to the decentralized system formerly in use, which has

only served to further comp]icate the situation.

Local staff training for the Roads Department is

being offered at the national center for vocational

traininqg, suppor7ted by an ILO/UNDP program, but few

graduates have yet passed through the training cycle.

The Roads Departmeit itself has u ndertaken a training

program schedule to include instrcuction for surveyors,

road section officers, draftsmen, so i1 technicians, road

foremen, and r O,uilo, n t operat ors. ''here are onl1. y two

expatriat-e teachers providing instruction, and both class-

room facilities and training equ,pment are inadequate.

Provision is made under the Fourth [PI)D Highway Project

for supplementat i.on of thi s por am , but the supply of

trained lab!or wi 1l still_ not meoet demand.

Most main road construction tends to be equipment-

i ntensive, but nhe cunstuction of culverts, drains, and

structural e::xcavat ions stil. requ.i res substanti.l inputs

of labor. Much of the unskil..ed labor1 Force is drained

off the market by min in.; companies in South Africa. The

cost of labor and , cor-eso indinql!y, the cost of road con-

struction and maintenance, is high. Recru itment is

61



-, .. .. 4e4b l

complicated not only by migratory shifts but also by
' the distance between Population centers and construc-

V '.'tion sites.

Ravesponsmanyfor district road maintenanccI e belongs

to the district councils under the Ministry of Local i

Government and Lands. The councils general-y lack both

~ maintenance facilities and funds. Roads under their

" jurisdiction are generally in poor condition and contiue

to deteriorate. Maintenance of district and feeder roads

is largely restricted to grading and bush-dragging of

gravel. In many cases these techniques cause portions

of the earth roadbed to sink blow the adjoining land.

Draining is ineffective and these roads are impassable .

in the rainy season.

Although government-owned and operated vehicles continue
to play a vital role in the transport fleet, the ratio

of government to private vehicles is on the decline. This
situation has occurred primarily due to a doubling of pri-

vate vehicles between 1973 and 1975. About 30 percent of

the private fleet in 1975 consisted of light pick-up

trucks, as opposed to 30 percent passenger vehicles and
40 percent trucks/busses, reflecting the absence of highly

developed trucking industry. (See Figure X, Botswana:

Motor Vehicle Licenses, 1965-1975.)

In 1972, under British technical assistance the Road

Traffic Safety Act and the Road Transport (Permits) Act

were drafted and the Transport Division of the Roads
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FIGWURE X

BOTSWANA: MOTOR VEHICLE LICENSES, 1965-1975
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Department was established to administer these acts.

Implementation did not really begin until 1974/75 and

was only operational by 1976. It is difficult to ap-

praise the system as a result of inadequate statistics.

The government personally feels it is not very effec-

tive--especially in regard to transit traffic and excess

vehicle weights--may, in fact, be a bottleneck to trans-

port development, and needs to be revised.

Additional constraints are provided by industries

associated with the transport sector. Both trucking an6

construction, for example, are infant industries. Over

60% of all trucking firms in the country have only one

vehicle and few hava more than five. The cost of truck-

ing over poor roads is high and there is a correspondingly

high rate of fai lure in the industry. Most of the demand

generated by mineral projects has been filled by foreign

operators. Similarly, most Botswana contractors limit

their activities to housing construction and lack the

technical and managerial skills necessary for large-scale

road construction.

2) Proposed Projects

The GOB is interested in assistance for the con-

struction cf five major road construction projects. (See

Table X1, Botswana: Proposed Road Projects, 1978.) The

first priorityv is the Tuii Block Road, a T-shaped route,

the long leg of which would run parallel to the

S. Rhodosian border.
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At present it is easier for farmers in the area to

transport corn and other produce for sale to markets

in S. Rhodesia than it is to market them domestically.

?roducc from S. Rhodesia, however, is being imported by

otswana at prices raflecting both transport costs and

the higher S. Rhodesia subsidy prices for agricultural

inducts. The Tu1i Block Road would reorient agricul-

,ral marketing, providing the domestic economy with

vroduce at lower costs, and would also expand the domes-

.ic cash market.

The GOB has discussed in some detail with USAID is-

stance for at least upgrading to gravel standard the

Kanye-Ghanzi Road. This 500 km route across the Kalahari

Desert would link the Ghaaizi agricultural zone to the

naitonal economy. Present]y the area is heavily oriented

toward Namibia. With the addition of a Ghanz.i-Mamono

link the rout to Namibia would he opened. Other propo-

sals represent links in the interior circle route which

could be a benefit to mineral exploitation.

The government would be part icularly interested in ex-

tending the paved North-South route to the S. Rhodeyian

border. T his would open the way to a reorientation of

the economy towards the new Zimbabwe and would. reduce

dependence upon South Africa if a peaceful transition

is found for Zimbabwe.

The governmenL has also desioned a roads traininq

center project with an estimated total cost of P700,000
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*and required external assistance of P269,000. The pro-

ject is designed to provide the Roads D~epartmnent with

p.ysical-resources for training:

S.Technicians-with full mid-level technical
": training

STechnicians specializing in~ surveying or
materials use

::::,.: .Suprisor.SinirMa ntna n .e and2c:6nst r3o

9 Plant operators

. Theoretical background for appointed staff.
Some places will be allocated in the Ministry
of Local Government and Lands. Physical plant
is to include:

--a theoretical training site with, class-
rooms, stores, offices;

--general training facilities, including
additional classrooms;

--dormitory facilities for trainees.

3) Recommended Assis-tance

v Technical Assistance in Transport and Management and

Development, Ministry ofWorks and Communications.

A mix of contract advisors and short-term consultants

is suggested to proiride technical expertise to supple-

ment staff. Initial target should be transport policy

and regulation. Also, assistance for feasibility

studies and development planning is required. K

e Technical Assistance in Manpower Training and Equipment

Management and Associated Capital Assistance, Road

Departxnent/CTO. Other donors have expressed some in-

terest in supporting GOB-proposed training project

for a roads training project. It is 'suggested that

majo: priority be given to the technical aspects of
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training existing personnel and new trainees in

technical skills for road construction and maintenance.

A broad rane of topics from vehicle operation and

ma intenance to inventory centrol to spare parts should

be considered, perhaps as separate projects under an

umbra]ela program.

* CapiLtal Assistance, Tuli Block Road. U]AID should

assist feasibility study and construction stage, if

warianted. (Op letion of this project would have ia--

mediate hi ah imp;act on rural pop ulation. Coopu:ration

with the iBLRD reconmunnded, since they did preliminary

study. Joint funding is vary possible solution for

costs.

* Technical Assistance and Associated CapitLal Assistance

in Arid Lands Road Construction and Stabil1ization for

Ghanzi Road. Suggest pho rd project with upgrading of

route to paved standa rd if N a: ibian setUIA ment )roves

conducive to transport. 'ihe road would clearly provide

a major link towa rd Nao iia and port access for land-

locked states, with considerable benefit for Zimbabwe,

Zambia, and Ma]awi. Technical assistance component

should be keyed to specific prolo']ems of arid land con-

struction, includ ingq sand stabi. iz ati, n. Findings

would be useful] for roads throumhout the country and

in other arid regwions. Should Zimbabwe move toward

acceptable settlement, the eastern border route should

be considered.
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b. Railroads

1) National Objectives, Plans, and'Priorities

a) Backg round

The ra ilway system in Botswana consists of

a main line which links Bulawayo in S. Rhodesia with

Mafeking in South Africa (640.5 kUs to border) and

two bran ch linos t( SuIebi-PLikwe (57 kms), and

Morupule (16 kms). The main 1.i.no is owned by S. Rho-

desia Rail ways, whereas the branch lines are owned

by the (;overnment of Botswana. All lines are oper-

ated and maintain ed by S. Rhodesia Railways. In

addition, S. Rhodesia Railways has running rights

in Makefing on the South African Railways' own

section from the Botswana/South Africa border, a

distance of about 26 km. All toqether, these l.ikes

of rail total 740 km.

The raila'ay sysLem, though originally es-

tablished as a connection between S. Rhodesia and

South Africa, must function to ensure Botswana's

economic su rvivat. The railway is used to export

copper-nickel through the Port of Be ira, hut more

significantl:', A t carri es over 807 of the import and

export tr af fic betw'een Sout:h Africa and Botswana, which

is of c ritica1 imporLance to the economy of Botswana.

The main commodif:ieos transported by the rail svstem,

and which wouid be affected by closure of the border

with South Africa, are:
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* coal shipped by rail from Morupule-Colliery
to the copper-nickel mine at Selebi-Pikwe;

* copIper-nickeA matte from Selebi-Pikwe to
SotilH pfri iorts and overseas;

* ,tt.]I, southward to the abattoir at
..... t e , ad t i, ore af to as beef to South

Afri enand c overseas.

These coruod t oF; represent the major imports, exports,

and Product.ive 'r-oces ;es of Botswana, and failure to

provide for their Lra:nsportation would bring the economy

to a standstill.

The railway is also important to Botswana as

it provides employment for about 900 Batswana and is

needed for future developments in mineral exploi tation;

specificall.y, copper in Namai land in the west, and salt/

soda ash at Sua Pan.

b) Strateqios Related to the Railwav

(1) Current Plc

The Govrnmcnt of Botswana intends to take

over the Rhodes ian line in the long run, and has

developed a contingency plan to take over the rail-

way in the. short run if politic al conditlo-iCY ill

S. Rhodr.u ia .revert Rhodesia P.ai va,.,s fron ma-in-

tainiri.1 a,]ernitl e.l. c',.s_ Of_ rali wax, serv ice (G,

Project Mernr,-ndu,,,pp. 5-6) The decision to

take over the rai]l.av became a oraa. ,o1icy' of

the qovernment in 1974

Tn a po .i cy sta t:nent as reported in

The 13o t.sw vna Da iy : ews of Monda', S eptember 1 G

1974, I is Excel lency , the Pres iden t of Botswana
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stated, "..I am therefore pleased to announce

'4 . that my government has decided that we must plan

to run the railway line in Botswana ourselves as

soon ds the necessary arrangements qan be made...

and we feel that such a system could best be de-

veloped and operated by us instead of being left

to Rhodesia Railways. "

.... *The government's rationale for a long-

run takeover has three components. First the rail-

way is the foremost effective means for transport

of essential goods from South Africa chat are

needed for Botswana to function on a day-to-day

basis. At the same time, the railway is controlled

by S. Rhodesia, whose 'political system guarantees

continued political conflict. Second, the develop-

ment of the mining sector, with its critical depen-

dence on railway infrastructure, would be easier

to plan if the operation of the railway were under

national control. Third, the Government of Bots-

wana desires to increase the rate of localization

and training of Botswana's staff empi'oyed by the

railway (GOB Project Memorandum, p. 5).

The Botswana Government's rationale

for developing a contingency plan that can guide

the takeover of the railway in the short run is

also described in the roject Memorandum

(pp. 5-6). It is the' that before an orerly

long-run takeover of the railway can be implemented,
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political conflict in S. Rhodesia will I reduce

the availability of railway services in one of

several ways, which include:

e increased guerrilla ,attacks on the
Bulawayo-Francistown link which would
force S. Rhodesia to concentrate service
on the Beit Bridge, direct link to South
Africa;

e drain of skilled white manpower through
--the--armed -f orces-.-and through emigrat£ion '4.
thus reducing S. Rhodesia's ability to
maintain two railway lines;

* reduction of import and export traffic in
S. Rhodesia as political conflict raises
operating costs and reduces" service;

• the possibility of civil war between rival
factions of the Patriotic Front, which
would reduce or eliminate railway service.

(2) Evolution of Organizational Relationships
Involved in the Railway Takeover

(a) Overview

The Government of Botswana and several

consulting organizations have conducted six studies

to develop detailed plans for the short-/long-run

takeover, of the line of rail in Botswana. The stu-

dies, as a group, identify resource requirements,

specify technical plans, and produce and provide

detailed recommendations concerning organizational

structures and working relationships with Rhodesia

Railways that would facilitate the takeover. Two

organizations which have conducted studies of the

takeover procedures, Transmark and a Joint Working

Committee composed of officials of the Government

of Botswana and Rhodesia Railways, will have opera-
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tional responsibilities for management of the

railway during and after the Botswana takeover.

Two additional studies have analyzed the techni-

cal and econ)siic feasibility of extension of the

railway in Botswana to Sua Pan and across the

Kalahari Desert. to Namuibia at Gobabis.

This section contains a discussion

of the impact of two studies so far completed

(CANAC and TRIMAC) on GOB -'I i i re.ated to the

railway takeover aiiUi the interre atioriob be-

tween stud' teams that pI] haic oera tionaI res-

ponsibility for aspecto os the takoer. The

next section contains a summary ard ana vsis of

the find i ngs of the si s-c tudi s concerrned with

GOB takeover of the railwav and the two studies

concerned with the extension of this rail.way

wi thin Botswana.

(b) CANAC and TRiMAC Studies

In 1974 the Government of Botswana

asked the Canadian Gov.,rnmerit to provide the neces-

sary technical assistanice for study of the eventual

takeover of the Rhde r;an -op(rated rail-way

1ine in Botswana. This request resulted in a

report prepared by CANAC, compy1le ted in August

1975 on long--term aspcto of the takteover. Whi I e

this study was bt Iii,_ c a rried out the 1 i1ho-i. hood

Of dislup t ion of e(rvice became a p, a,-o, t. because of

changes in the political scene in h. Podesia,

and the CANAC team was req1eSted
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to cmeton the implications.,,,CANAC concluded"

that a team should be brought together to make

a more detailed analysis of -he long-run

over, as well as to study requirements of a con-

tingency takeover. They further stated that if

a contingency situation should arise duringthe

presence of a team, it would be a significant ad-

.. vantage to have''the team resident.

Following ,this report the Canadian

Government was approached again for ia team to be,

concerned with a long-run takeover, but the

Canadian Government took the view that further

study should be confined to contingency transport

planning as distinct from the long-term takeover

of the railway (GOB Project Memorandum, p. 2).

TRIMAC Consulting Services was subsequently en-

gaged for this study, to be carried out in

stages as follows:

e Stage I prepare an outline of contingency
plans for discussion with the
Botswana Government;

o Stage II- refine selected contingency trans-
portation plans to a state of,
readiness when required.

TRIMAC completed the final Stage II report in June

1977 and concluded:

* A comparison or road and rail transport in
an emergency situation indicates that use
of the railroad--rather than roads--during
an emergency situation would save P9.5
million during the first year of the emer-
gency (TRIMAC Executive Summary, p. 18).

'h -4 ~ . . . . . . . .. <7 3:.



e Therefore, Botswana must create a capa
bility to manage and operate the rail sys-,
tern with a minimum disruption to the
economy. TRIMAC estimates that to 'take
over the railroad the capital cost re-

quirements are estimated to be a minimum
of P17.0 million prior to a contingency

takeover and an additional P26.0.million
following it. The projected operating
loss foreseen is at least P2.8 million per
annum at 1977 freight rates, excluding
interest and depreciation.

/ ,_._ e As the first step to takeover of the rail-
road~, TRIMAC. -eomd&& -----~

* an Implementation Committee comprised of :
government officials and technical experts.:

(c) GOB Implementation of TRIMAC Findings

The Government of Botswana "broadly

accepted the proposals put forward by TRIMAC"

(GOB Project Memorandum, October 1977, p. 3) and

set up an Implementation Committee, composed of

two committees, which are:

e Policy Making Committee (PMC), which is corn-
posed of permanent secretaries and senior
level government officials, and which is
chaired by the Permanent Secretary, Office
of the President. The purpose of this corn-
mittee is to: 7

--make recommendations to and receive
instructions from the Cabinet in rela-
tion to preparation of contingency take-
over, as well as for a long-term take-
over;

--establish policy on recommendation fr
the Implementation Committee, in the
context of creating an operating capa-
bility for the railway in a contingency
situation;

--consider and approve all matters recom-
mended by the Implementation Committee,
having both major financial and legal.
implications, including approval of
'technical reports.
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AllK decisions oKtt -KC w be imolemented

11hdecisinsothPCwiib implementainbdcledted

Policy Implementation Committee (PIC). This
committee is composed of:

--Government officials, Ministry of
Works and Communications

K-Permanent Secretary
-Senior Planning OfficerV ].7:!< ; -Railway Advisbr

-aTransmark consultant team which-
includes: 1/

-Coordinator/general manager
-Civil Engineer
-Mechanical Engineer
-Traffic Manager
-Financial Advisor

The tasks of the PIC are mainly of a technical
nature and include:

--assessment of the physical and personnel
requirements for running the railway in
a contingency situation;

--establishment of procurement plans for,-4
material and personnel;

--preparation of training programs;

K --completion of all legal, commercial,
and planning aspects related to Botswana J

K operation of the railway;
......... .... ..... . ;} :,.

-- recommendations on location and arrange-ments of the administrative and opera-

tional headquarters of Botswana Railways;

-- negotiating contracts with carriers.

1/ This team is currently on site in Botswana and is provided
to GOB by ODM.
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(d) GOB Joint Working Comiittee with
Rhodesian Railways_

2> In addition to the Implementation,<

Committee proposed by TRIMAC, the Botswana Govern-

ment and Rhodesia Railways established a Joint

Working Committee in 1977 which was charged with

formulation of an "outline plan insuch detail as

is critical and necessary for the progressive>

take-over by Botswana ofthatpoifhddsi

Railways as is operating in Botswana. The outline

plan should embrace all aspects of railway operation

and the essential infrastructure and equipment."

(First Report of the GOB/RR Joint Working Committee,

in 1978, p. 5.)

The Working Committee is composed of

three officials of the Botswanca' Government and-three

officials of the Rhodesia Railways. It does not in-

clude, however, members of the Transmark consulting

team, which is part of the Policy Implementation

Committee.

The Joint Working Committee has -h

structured the Botswana takeover of the railway

in two stages:

Stage I- Control of day-to-day opera-
tions in Botswana, but with
ownership and headquarters
directed by Rhodesia Railways.

Stage I is expected to be com-
pleted by, 1982 and would,.,-be ac-
complished by Botswana takeover
of sections of the railroad work-

ing northward fromthe South
African border.
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e Stage II - The establishment of an inde-
pendent and self-contained
Botswana Railways by about 1986.

The workin ( Committee has aqreed

that the plans for the Botswana takeover of the

rai1wav will b& timed in a fl:-:ible manner to re-

flect the uncertainty of finance to the Bo(tswaina

Government. The committee nas also a;reed thal

the Botswana Governmernt should, at their ,xpenso,

finance all conest ruct ion work and th e acqu isition

of fac iit:ies nocesary for the takeover of the

line, while th, Rhode i a Railway would aqree to

lease any locomotive and(/'or ro ling stock units

recommended for purchase by the committee and

which the Botswana Government is able to acquire

from time to time.

The committee agreed further that

the question of final ownership of the line in

Botswana is to be settled at an appropriate time

during the five- to six-year takeover period, and

it has agreed th at t:h rougqhout the first phase

transition period the operation and maintenance of

the line should be under the overall control of

the Rhodesia Railways, which wil I provide all

head office direction and the pr ovsi 5 on of work-

shop and othth headquarters serv.ices from Bulawayo.

The committee believes that (ircetion of operaLions

from Bulawayo needs to cenLinue for some time beyond
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that necessary for the localization of railway

operation and maintenance in Botswana.

The committee also agreed to ac-

complish its mandate as rapidly as possible and

to report formally, whether work is complete or

not, at six-month intervals from the date of the

first meeting of the Working Committee.

The Government of Botswana plans

to use the highly experienced Transmark team of

railway staff in conjunction with the Botswana

Government/Rhodesia Railways Joint Working Com-

mittee to adjust the pace of takeover of the rail-

way in the light of evolving circumstances (see

GOB Project Memorandum, p. 6). The operational

plan worked out by the management team will be

based on TRIMAC recommendations conditioned by

the availability of external finance and the

operaring capability of the Rhodesia Railways.

Should a peaceful settlement be obtained and

opposing elements of the liberation forces unite

in S. Rhodesia, the urgency for takeover will

lessen, and although the ultimate goal remains

the same, more time will be utilized to prepare

for the railway takeover. On the other hand, if

events in S. Rhodesia move rapidly to a less cer-

tain future, the emergency aspects of the takeover

plan will be accelerated.
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(3) Summary and Analysis of Previous Studies

(a) Overview

This section contains a summary and

analysis of the findings of the six studies con-

cerned with GOB takeover of the railway and the

two studies concerned with the extension of this

railway within Botswana. The analysis of these

studies is intended to provide insights into the

complexity of considerations related to the

the proposed takeover and major determinants of

future profit and loss of the railway.

(b) Summary of Previous Studies

Resource requirements for takeover and

expansion of the railway line in Botswana that have

been estimated by CANAC, TRIMAC, and six other

studies conducted since 1975 are summarized in

Table XII. The organizations which performed

these studies, and the basic intent of the studies,

are:

e The Botswana Government performed a staff
analysis of the results of the TRIMAC
study in 1974.

o Transmark performed a detailed analysis of
requirements for GOB takeover of the line
of rail in Botswana in 1978, using the
TRIMAC study as a point of departure, but
with extensive cooperation of Rhodesian
Railways. The members of this team are
experienced railway officials who are in-
tended to be the core management of the
Botswana Railways when it is established.
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FOOTNOTES FOR TABLE VXfI I

- Resource Requirements for Railway Takeover and Expan
Sion, 1978

CANAC estimates t ;at "this loss would be improved by up to
?7' .000 Rand (one Rand equals 1.0h Pula) by replacing high
2 c:t expatriates with local staff by 250,000 to 350$',0

when traffic increased to current levels, with'profit-
.perations likely being attained-after a new line to a

,ca ±/ash mine is brought on stream, tentatively expected
about 1980." (CANAC report, Executive Summary, p.IV),'-:;:.A

-h 3overnment of Botswana states, in contrast to the CANAC
t itself, that "CANAC estimated--that the system would

r a -l o s . f- -Pl .-7- m i l l i o _ n p e r - a'n n u m ,- e x c lu d i-n g - i n e r e s t --- - - - -
... 1'6bt repayment (in along term takeover situation)."
Government of Botswana. Railway Take-over--Current Status

rt. Gaborone: Ministry of Works and Communications,
13th of March, 1978, p.2.)

...:way Take-over--Current Status Report states that "CANAC
4 n,'iated the cost of various equipments and facilities as

P33 million" for this option, but this estimate is not con-
tained-in the CANAC report.

Th s estimate of an operating loss of P2.8 million per an-
:::. excluding interest and depreciation, was not found in

zh.;. CANAC report, but was taken from the report, Railway
.....z-over--Current Status Report. (p.2)

'h= Government of Botswana has stated that the CANAC esti-
mate of the annual loss that would arise from an emergency
takeover of the railroad at P2.8 million rises to P7-9 mil-
lion when cost of interest, expatriate. recruitment, and
depreciation of capital are taken into account. (For
.urther information see Republic of Botswana, Project Memo-
randum. Gaborone, March 1978. - -i

The Transmark estimates are taken from the minutes of Trans-.mark Meeting, Gaborone, March 1978.

Transmark estimates that the profit of P5.9 will occur in
the base year of the take-over and rise to P18.28 million
after seven years. The assumptions on which these estimates
of profit are based are: (a) that both borders remain open
and all traffic is retained (internal and tr-ansit); (b) that
no grbwth occurs in trasit traffic and current levels are
projected forward; (c) that growth in internal traffic in-
creases at 9 percentper annum in line with the National
Development Plan;(d) that interest on capital is 8.5 per-
cent per annum (a former World Bank rate--as of July. 1978 .
the World Bank rate is 7.9 percent per annum); and (e) that
staff complements include an assessment for annual and sick . ,
leave. '
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8/ Transmark estimate's that this loss of' P6.223'million in the
base year of the take-over will become'P4.06 million in'
seven years after the take-over. Assumpti.ons not stated
in the table, on which these calculations are based, are
(a)that the northern border is closed and no traffic passes
to and from the north; (b) that the railroad terminates in
the north abolre Francistown at Tsessebe; (c) that growth
in internal traffic and traffic to and I'ron the south grows

13 at 9 percent per annu~m'(this rate of growth is reflected in'
the National Development Plan and in,,later projections of
the' Ministry of, Works and Communicat'ions); (d) that interest
on capital'is .8.5 percen .t per annum'(a former World Banks
rate); (e) that staff complements include an assessment for
annual sick and leave.

: : ',; ::.: "-: :'4 .. : • ..:,: .... ;. / -.. 4 . J :: .J% . -,: , ; :. ......; . ...... .:

* 9/ Data from the Botswana Government/Rhodesian Railways Joint
Working Committee is taken from The First Report of the
Botswana Joint Working Committee for the Planning of the
Take-over of the Line of Rail in Botswana, 1978 (p.11 and p.2 8 )

10/ Data concerning the Francistown-SUA Railway are taken from
Brian Co.quhoun, Hugh h'Donnel and Partners, Republic of
Botswana, Ministry of Mineral Resources and Water A('fairs:
Frncistown-SUA Railway-Feasibility Studies,c)ittIue 1.
April, 1975 (p.4 ) nnt

.. / Data concerning the cost of the Trans-Kalahari Railway were
obtained fra vlMr. G. W. McKenzie, Deputy Permanent Secretary
of the Ministry of.Works; I Botswana, 1978 and are corroborated
in the paperaby Dr. Charles J. Johnson, A Railroad to Unlock
Botswana's Mineralt(Pot'hs ntial, Government oa Botswana, Ministry
of Mineral Resources an'd.Water Affairs, June 1977.

8 0a2

i .i 9/•; D t6 -rom the B~t wana G'0 ern ent/h~a sia : aiiw y~s: J~int: :':!!•i ii:.i•::C3 !
- W rk ng Com it ee i ta en fr m::. !L * ::'i:'ri



" Botswana Government/Rhodesian Railways
Joint Working Committee performed a de-
tailed analysis in 1978 of requirements
for GOB takeover of the line of rail in
Botswana independent of other studies
such as those of CANAC, TRIMAC, and Trans-
mark, but with the benefit of Rhodesian
Railways' experience with operation of
the line of rail in Botswana and its
supply of.data concerning the railway.

" The Farah Study, a U.N.-sponsored study
that reviewed the railway situation in
Botswana in 1977 and recommended immediate
aid of P14.0 million to enable Botswana to
purchase equipment and construct facilities
to transport 60 percent of Botswana's
freight traffic.

" Brian Colquhoun, Hugh O'Donnell, and
Partners, Consulting Engineers, based in
the United Kingdom, performed a feasibility
study of . railway line from Francistown to
Sua Pan in 1975.

* Botswana Ministry of Works performed a pre-
feasibility study of a Trans-Kalahari rail-
way line.

Table XII does not contain information concerning re-

cent studies of the railway situation in Botswana by

the World Bank. The Bank has studied the Botswana Rail-

way situation as late as 1978 and condludes that con-

tinued consolidation of the rail services in S. Rhodesia

and in Botswana is 25% less expensive than creation of

separate railroads in both countries. The Bank prefers

not to provide any financial assistance related

to the railway until either the political situa-

tion is resolved in S. Rhodesia or until an emer-

gency situation actually develops.

(c) Analysis of Studies of Railway Takeover

Reference to Table XII indicates that

the resource cost of one of the least-expensive
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levels of service that could be provided after

the takeover of the railway has been explored,

by both TRIMAC and transmark. This form of take-

over would involve transport of 100% of Botswana

goods, but it would not include the transport of

any passengers whatsoever. Transmark estimates

that the capital cost of new equipment for this

level of service would be P30.44 million, while

the TRIMAC estimate is somewhat higher at

P38.0 million.

The Transmark estimate seems sus-

piciously low for at least three reasons. First,

it excludes any portion of the P24.0 million ten-

year program of track renewal that Transmark esti-

rnates as part of the P81.0 million required for

takeover of the full complement of railway ser-

vices currently provided. Second, the Transmark

estimate does not reflect any costs that may be

required to purchase existing facilities or the

right-of-way from Rhodesian Railways, while

TRIMAC estimates these costs at P5.0 million.

Third, the Transmark estimate excludes deprecia-

tion on capital and may underestimate cost of

expatriate recruitment. When these costs are

taken into account the annual loss to the rail-

way in the base year of takeover rises from the

Transmark estimate of P6.22 million to the
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Botswana Government's estimate of P7.0-P9.0

million. All of these estimates are presented

with accompanying explanations in Table XII.

The financial importance of

freight service into S. Rhodesia is apparent

from comparison of the profit and loss estimates

of Transmark for (a) takeover with provision of

current freight service in Botswana and S. Rhn-

desia, and (b) for takeover with provision of

Botswana freight service, with no freight and no

passenger service into S. Rhodesia. Takeover with

freight service into S. Rhodesia could result in

a profit of P5.9 million, while takeover with no

freight service into S. Rhodesia could result in

a loss of P6.22 million.

Takeover of the railway would be

warranted even if trade stopped with S. Rhodesia;

however, since the railway carries over 80% of

the import and export traffic between the Republic

of South Africa and Botswana, and since such traffic

is of critical importance to the economy of Botswana.

The main commodities transported by the rail system,

and which would be affected by closure of the border

with South Africa, are, as noted above:
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" coal - shipped by rail from Morupule-
Colliery to the copper-nickel mine at
Selebi-Pikwe;

" petroleum products - imported and dis-
tributed to the main storage center in
'the country;

* copper-nickel matte - from Selebi-Pikwe
to South African ports;

" cattle - southwards to the abattoir in
Lobatse and thereafter as beef to the
Republic of South Africa and overseas.

These commodities represent the major imports,

exports, and productive processes of Botswana,

and failure to provide for their transportation

would bring the cash economy to a standstill.

Nevertheless, the Transmark estimates indicate

that the railroad would operate at a substantial

loss without continued freight transport into

S. Rhodesia and perhaps at a substantial profit

if such freight transport continues.

The Joint Working Committee for

the Planning of the Take-Over of the Line of Rail

in Botswana believes that there is a high probab-

ility that transit traffic in Botswana will decline

substantially with the opening of the S. Rhodesia-

Mozambique border. The first report of this com-

mittee points out that the Republics of Zaire,

Zambia, and S. Rhodesia can all be considered

as central contributors to the transit traffic

but that, in the long run, as political situations
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stabilize and congestion declines at ports,

these countries will use the shortest routes

to ports and the shortest routes would bypass

the Botswana line. (See the first report of

the Botswana Government/Rhodesia Railways Joint

Working Committee for the Planning of the Take-

Over of the Line of Rail in Botswana, p. 8.)

The committee points out, how-

ever, that calculations of transport strategy

based on shortest routes illustrate the risk
I'

of transit traffic in Botswana but do not offer

sufficient evidence to disregard this traffic.

Hence, it is prudent to accept the present (76-77)

level of traffic, but to refuse to consider any
Is

escalation thereof, (GOB/RR Joint Working Committee,

p. 9). The financial importance of transit traffic

into S. Rhodesia supports the Botswana Government's

efforts to achieve an orderly takeover of the rail-

way and the need to maintain imports of essential

goods on a day-to-day basis from the Republic of

South Africa supports the Government of Botswana's

efforts to develop an effective contingency plan

for the takeover of the rail line.

A comparison of Transmark and

Jcint Working Committee estimates of locomotives

requ[i::d fo, takeover of the railway, with provi-

sion for current freight and passenger service,
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also suggests that the Transmark estimates

may be optimistic. Transmark estimates that

30 locomotives would be required for this level

of service, while the Joint Working Committee's

estimate is 48 locomotives. Moreover, the Trans-

mark estimates of manpower required for this

level of service (1,549 persons) if onily 81% as

large as the Joint Working Committee's estimate

of 1,914 persons.

Reference to Table XII also in-

dicates that Ttansmark has lower estimates of total

manpower requirements for emergency takeover of the

railroad than either CANAC, TRIMAC, or the Botswana

Government. Transmark estimates that 1,171 persons

will be required for an emergency takeover of the

railway, while TRIMAC estimates that the same scale

of takeover would require a staff of 1,300 persons.

The CANAC estimate is slightly higher at 1,570

persons, partly due to different assumptions con-

cerning the scale of the takeover.

The Transmark estimates of manpower

requirements for a full-service takeover of the

Botswana line of rail are also optimistic. As

noted above, the team estimates that 1,549 per-

sons will be required for a complete takeover,

while the Botswana Government/Rhodesian Railways
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Joint Working Committee estimates that 1,914

persons will be required for a full takeover

of the railway.

(d) Analysis of Studies of Railway
Expansion

Resource requirements for expansion

estimated are referred to in the last two studies

cited in Table XII. As noted in the background

to in Table XII. As noted in the background

section of this report, the existing railway

lines in Botswana are made up of the section

of the main Mafeking-Bulawayo line within Bots-

wana, a distance of 640.5 km, and two branch lines

owned by the Botswana Government, but maintained

and operated by Rhodesia Railways. These branch

lines are:

e Serule to Selebi-Pikwe, 57 km, to service
a copper-nickel mine

e Palapye to Morupule, 16 km, to service a
coal mine

In addition, Rhodesia Railways

has running rights into Mafeking on the South

African Railways' own section from the Botswana/

South African border, a distance of about 26 km.

This provides a total operating length subject

to takeover of about 740 km.

'rJwn extensions of the railway are

under consideration, principally for mining
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purposes. A 174 km extension could be developed

between Francistown and Sua Pan to service a

salt/soda ash mine that is conFidered for develop-

ment in the next five years. Present plans envi-

sion extraction of salt and soda ash valued at

approximately P30.0 million per year. At this

level of extraction, UNDP/UNCTAD Botswana propo-

sals for strengthening the external sector state

that the deposits could last hundreds of years

(UNDP/UNCTAD, Botswana, Proposal for Strengthening

the External Sector, D. 20).

An ext, nsiori of a railway from

Sua Pan another 656 km to Mamuno, the western border

of Botswana and Namibia, is a longer-term possibility

referred to as the Trans-Kalahai Railway. This

railway would permit exploration of the Northwest

Copperbelt in Ngamiland. Modest exploration to

date in this area has identified roughly 20 million

tons grading 2?. copper. No commercially viable

copper deposits have been discovered, but the

geology of Ngnamiland is similar to that of the

Zambian Copperbelt. Exploration in this arrea is

modest due to a lack of transportation facilities.

It is hiqhly probable that a railroad would be the

necessary catalyst for a much higher level of

exploration in the region. The GOB paper, entitled
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"A Railroad to Unlock Botswana's Mineral Poten-

tial," (hence forth referred to as RUBMP), p. 2

states that using moderately optimistic assump-

tions such exploration might lead to production

from the region of 150 to 250 thousand tons of

copper and other base metals. In the long term,

the price of copper is at least equal to the

marginal cost of new copper capacity which is

of the order of $1 per pound of copper in 1977.

The sales revenue from the above two levels of

production is US $330 million per year. Assuming

direct taxes and royalties at a somewhat arbitrary

level of 12% of sales revenue, the annual direct

revenue to GOB would range from US $40 (P33) mil-

lion to US $66 (P55) million. Mine and smelter

employment might fall in the range of 5,000 to

8,000, and a town of 20,000 to 35,000 people would

be required. Water and power facilities that would

have to be const-icted for the mines could help to

benefit the entire region. Other benefits of the

railway cited in the GOB paper RUBMP include:

9 The railroad would pass near the large
Orapa-Lethiakane Diamond Mines and town-
ship to facilitate movement of goods and
people into and out of the region.

* An abattoir would probably be built either
near Sua Pan or further west along the
railroad, thus facilitating the expansion
of the beef industry in the north.
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* Botswana's coal resources are esti-
mated at 40 billion tons, which is im-
pressive by any standard. Washing of
some of the better coals can produce
quality export steaming coal and pos-
sibly a modest supply suitable for
-blending as a coking fuel. Shell Coal
is exploring these coal fields at a
cost of l million per year and would
want to produce 5 to 10 million tons
a year.

It is doubtful, however, that the South
African Railway Line has a capacity that
would permit transport of more than one
million tons a year.l/ In a major study,
"Coal Exploration and Development Policy,"
which was completed in 1974, the consul-
tants concluded that "ultimately the most
attractive proposition (for large tonnage
coal exports) is the construction of a
railway to join the ex-sting South African
Railways' network at Gobabis in Namibia
to give access to the South African port
of Walvis Bay." (RUBMP, p. 3)

" The existing Selebi-Pikwe mine could ship
its matte (worth close to P100 million
in capacity) over the railroad.

" Small copper-nickel deposits at Matsitama
and Phoenix-Selkirk could use the railway;
so could manganese mines at Palapye and
yet-to-be-developed uranium mines.

" The railway would permit development of
tourism at Moremi Wild Life Reserve near
the Okavango Swamps (the largest inland
water delta in the world) and agricultural
development of about 15,000 hectares of
land there.

* Chromite from the Bush Veld Complex in che
south of Botswana in the Kgalagadi District
of Botswana could be shipped by rail to
Gaborone, Francistown, and west to Walvis
Bay. Moreover, if significant supplies of

1/ Mr. John Walls, Chief Planning Engineer for South African
Railways, reports that as of March 1977 the rail line from
Witbank to Richards Bay will be operating at capacity,
carrying 20 million tons of coal per year.
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chromite are found, large supplies of
Botswana coal will be needed to process
it. Coal energy will also be needed for
the soda ash production at Sua Pan. Cement
requirements for the railroad bedding,
coupled with current cement requirements
-for road transport, would permit develop-
ment of cement industry within Botswana.
In addition, a small-scale bottle industry
could be established to utilize soda ash
from Sua Pan and silica from adjacent
sources within Botswana.

e Finally, the railroad would provide insur-
ance of a lifeline to the sea, which would
become critical if both the Rhodesian and
South African railroads became disrupted
for an extended period. Two policy con-
siderations related to railway infrastruc-
tures in Southern Africa also deserve con-
sideration in relation to a Trans-Kalahari
Railway.' First, perhaps the only reason
to build a Trans-Kalahari Railway is if it
is not possible to refurbish and fully
utilize at least two of the four railroads
and ports that are available outside of
South Africa. These railroads and ports
are:

--The Tazara Railway to the Port of
Dar es Salaam

--The railway to the Port of Beira in
Mozambique

--The railway to the Port of Nacala in
Mozambique (provided that a link is
built in the railway from Malawi to
Zambia)

--The Benguela Railway to the Port of
Lobito. (This railroad is currently
out of operation due to guerrilla
warfare in Angola, but an article in
The Washington Post, Tuesday, July 18
1978 states that "Zaire and Angola
agreed to reopen the Benguela Rail-
road, closed since the 1975 Angolan
Civil War, at a meeting of diplomats
from the two countries.,the communique
(announcing the agreement) failed to
explain when the two countries planned
to reopen the rail line, however." (p. 12)

Second, large costs may be required to im-
prove port and railway facilities in Namibia
as part of the Trans-Kalahari Railway System.
Apparently the water depth at dockside at
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Walvis Bay is 33 feet,- while currently
used vessels that carry ore require 75 feet
of water for their payload of 200,000 tons.
Dredging requirements could be'determined
from the admiralty charts on Walvis Bay,
which are available through South African
Railways. A rough estimate of the dredging
cost is P100 million. In addition, what
in the way of infrastructure exists between
the Botswana border with Naynibia and Walvis
Bay is disfunctional for unit trains that
haul heavy payloads of ore 24 hours a day.
South Africa expects to rerail the Namibian
line at a 48 km standard in about 1990.
This is the standard track of the type
used in S. Rhodesia, South Africa, and
Botswana. It is expected to cost between
P100 and P150 million. Hence, the addition
of these costs to the P200 million estimate
required to extend the railroad from
Francistown to Mamuno yields a total cost
of between P400 and P450 million. With a
10% add-on for contingencies and allowance
for inflation, this estimate would be well
in excess of P500 million.

2) Appraisal of Constraints on Railway Takeover

a) Policy and Institutional/organizational Constraints

The Government of Botswana has developed clear

policies related to takeover of the railway, and had had

consultants develop plans and estimate resource require-

ments for the railway takeover. The government has de-

veloped a sophisticated organizational structure which

includes the Working Committee, comprised of officials

of the Botswana Government and Rhodesia Railways and

the Transmark consultant team. These actions represent

major progress toward the removal of policy and institu-

tional/organizational constraints to the railway takeover,

L/ See the 1975 Admiralty Charts on Walvis Bay which are ..vailable

through South African Railways and partially presentet, :n the

section of this report concerned with Namibia.
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and virtually eliminating short-run constraints in

these areas. The most significant constraint yet to

be covercome to achieve a successful takeover of the

railway relates to manpower shortages and the develop-

ment of a strategy to ensure the economic profitability

of the line after takeover.

b) Manpower Constraints

The major constraint to the Botswana takeover

of the railway is the current lack of Batswana skilled

manpower employed by the railroad or available to it in

the near future. Currently there are about 900 Bats-

wana working on the railway, almost all in unskilled

positions. In September 1975 Rhodesian Railways initia-

ted a localization program that involved training of

Botswana citizens as checkers, commercial clerks,

shunters, and plate layers. As a result of this

effort the number of Rhodesian staff on the Botswana

portion of the line has come down from about 150 to

100 since 1975. Nevertheless, the operation of the

rolling stock,maintenance, accounts and management

are carried out entirely by Rhodesian staff based in

Bulawayo.

Rhodesian Railways has agreed to hire all

Botswana citizens who can be trained for existing

posts related to the Botswana line. Currently 24 loco-

motive drivers are being trained in Malawi; eight of
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these trainees have been in training since

September 1977. The training program consists of

1-1/2 years of training at the Malawi Railways

School, followed by one year in Botswana under the

tutelage of Rhodesian Railways staff.

Twenty trainees have been sent to the

Kenya Railways Training School in Nairobi to be

trained as artisans in a four-year course. In addi-

tion, 12 trainees will be sent soon to Kenya Poly-

technic for a technician course. Current training

efforts will contribute only a very small portion

of manpower requirements for the railroad. For ex-

ample, while 24 locomotive drivers are undergoing

training in Malawi, approximately 150 trained crews

are needed for the Botswana railway line.

The manpower shortage on the railway is

related to the general shortage in Botswana of school

graduates for employment as high- and middle-level

manpower. High school graduates with low-level

matriculation are very much in demand in all sectors

of the monetary economy in Botswana. Moreover, most

graduates prefer further education or higher pay-

ing jobs in the private sector than government-related

employment, since private sector salaries are market-

determined, while government salaries are regulated
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by a Wage and Policy Committee. In 1975 CANAC

summarized the availability of educated manpower

for the railway as "Current education plans in

Botswana forecast some 500 to 650 secondary school

leavers per year for the next five years, with

only some 20% of these expected to have satisfactory

passing grades. Under these conditions an immediate

takeover would see some 10 to 15 years elapsed before

localization is reasonably complete." (CANAC Executive

Summary, pp. ii-iii) Sufficient donor support is avail-

able for an expansion or modification of existing

training activity, but careful study is needed before

further training initiatives are warranted. Govern-

ment officials believe that training funds are suffi-

cient to send all qualified candidates to existing

railway training schools in Kenya and Malawi and they

also believe that these schools provide adequate train-

ing. Nevertheless, Transmark will be engaged by the

EDP and EEC to study the need for a centralized train-

ing school for Botswana, Mozambique, and Swaziland

for all railway occupations.

The EEC has tentatively earmarked 2.0

million units of account, or approximately 2.4 million

dollars, for this training center. EEC representatives

in Lesotho report that the first task required for

commitment of these funds is for the governments of

the three countries to develop Terms of Reference for

a feasibility study of the training project.
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For Botswana, Transmark plans to have

a training expert assess staff and training require-

ments, as well as the supply of training available.

The expert is expected to produce a report in the

early fall of 1978. The Transmark expert will have

as a point of departure for this study a complete

analysis of the various categories of employees who

would be required to work for Botswana Railways,

which analysis has been prepared and submitted to

the Director of Personnel, Botswana Government, by

the GOB/Rhodesian Railways Joint Committee. (The

first report of the GOB/RR Joint Working Committee,

p. 27.) The shortage of school leavers is so perva-

sive in Botswana, however, that the supply of Botswana

citizens available for a railway career will be quite

small for a number of years. The percentage of techni-

cal and professional posts in government filled by ex-

patriates is approximately 85% and is rising; they

even filled nearly 3/4ths of the posts requiring

staff having only a secondary education. In recent

discussions in Botswana SADAP team members were told

that the government cannot find one qualified accoun-

tant for the Ministry of Posts and Telecommunications,

and yet the railroad would need about 200 accountants

of similar qualifications.
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c) Economic Profitability

As noted above in the discussion of resource

requirements for railway takeover, the Botswana line

would operate at a loss of between P6.22 and P9.0 mil-

lion if the railway provides only transport of 100%

of Botswana's freight needs and no other freight

needs, and no passengers. Transmark estimates, how-

ever, that the rail line could realize a profit of

P5.9 million, excluding depreciation on capital, if

the takeover involves provision of the current level

of freight service, but no passenger service. CANAC's

less sanguine conclusion is that the railway could

break even when railway traffic increased to current

levels and expatriate staff were replaced by local

staff; and it would be profitable after the line

between Francistown and Sua Pan were opened. Hence,

the importance of maintaining transit traffic on the

Botswana line serves as a point of departure for

policy decisions concerning U.S. assistance to the

railroad, when qualified in four respects: First,

overall cost estimates for the Rhodesian Railways

are difficult to calculate, since they are the resi-

dual of operating costs and revenues, together with

overhead and capital charges. Railways as a rule

are not profitable operations, and the Rhodesian Rail-

ways system as a whole requires a substantial deficit

payment each year by the S. Rhodesian Government.
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Losses are reported to have amounted to $24.0 mil-

lion for FY '75/'76, and are projected to be $39.0

million for the year ended 30 June 1977. It is not

possible from the Rhodesian Railway accounts to

identify the profitability of individual sections

of the line, but it is conceivable that because of

substantial through traffic (80% of total traffic)

Rhodesian Railways breaks even on its operations in

Botswana. Without the through traffic, however,

Botswana Railways would use fixed capital of the

railway at less than capacity, at least until addi-

tional lines, such as Francistown-Sua Pan link, are

opened (GOB Memorandum, p. 7).

Second, the South African Railways and

Rhodesian Railways have historically established rail-

way rates based on what the traffic could bear; now

both are perceptively moving towards a cost-based

rating system. In the past both railways extended

the ability to pay principal to full-cost subsida-

tions whereby low-value commodities such as minerals

are carried below cost, while any sorplus revenue

margin required is recovered by carrying high-value

(and general non-bulky) commodities at well above

cost. The Joint Working Committee recommends that

Botswana use a cost-based rate structure to encourage

transit traffic and establish a realistic competitive

structure between roads and rail transport.
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Third, Rhodesian Railways raised all

or most of its railway rates approximately 25% on

or about June 16, 1978.

Fourth; the Botswana Government's

ability to meet the capital and recurrent costs of

the railway takeover depends on the availability of

funds from external sources. At the present time

the prospects for international support are as

follows:

* U.K. - 3 million pounds -- for Transmark
team, wagons., and U.K. equipment

e USAID - $8 million -- to be available FY 77/78
for purchase of locomotives

o F.R. Germany - (FR) DM 7 million -- to be ap-
praised by KFW for expenditure on equipment

e Denmark - P1.2 million --wagon purchase under
Danish State Loan II if price is affordable

a EEC - P1.0 million -- 50 wagons for coal
traffic tender awarded

* IBRD - $5.0 million --dependent on the Bank
playing a coordinating role

The information on sources and amounts of aid was cur-

rent at October 1977 and needs revision (GOB Project

Memorandum, p. 9).

3) Recommendations

o The U.S. implement the Farah recommendation

that the U.S. finance the Botswana Government's

purchase of a sufficient supply of locomotives

to permit emergency takeover of the railway, if

necessary. Until such an emergency arises, the

Botswana Government can--and should--lease the

99



locomotives to Rhodesian Railways.

* A fully specified rate structure for Botswana

Railways should be established based on a

cost-base rating structure. Once this is ac-

complished the Government of Botswana should

renegotiate its weigh-leave agreement with

Rhodesian Railways. This agreement was last

negotiated in 1965/66 to provide payment by

Rhodesian Railways of P2.0 million per year

to the Botswana Government for right-of-way

privileges. Once a rate structure for Botswana

Railways is fully specified the financial pro-

fitability of the railroad under different as-

sumptions concerning traffic can be explored,

especially the financial importance of transit

traffic on the current railway line, transit

traffic on a potential Trans-Kalahari line,

and potential mineral traffic with the exten-

sion of a railway line from Francistown to

Sua Pan.

" A study is needed of the short-, intermediate-,

and long-term manpower shortages that the

Government of Botswana is likely to face in

general and for the railway. The economy of

Botswana is growing at approximately 9% a

year, the percentage of government posts filled

by expatriates is 85% a year and growing, and
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as many as 1,216 posts on the railway are

filled by expatriates, according to the Joint

Committee. Once specific bottlenecks are

identified at the secondary, vocational, and

technical levels specific steps can be taken

to overcome them.

" The regional training school for railway workers

that is under consideration for Botswana, Mozam-

bique, and Swaziland can be expanded to take

into consideration railway training schools

used for regional purposes in Kenya and Malawi.

Locomotive drivers are trained in Malawi; arti-

sans and maintenance technicians for locomotives

are trained in Kenya. Moreover, Malawi is in-

terested in expanding its training school to

establish a regional training school for fully

qualified electricians and mechanics to repair

diesel locomotives (it recently requested a

diesel-electric fitter for its school from

South African Railways).

" Notwithstanding emergency takeover require-

ments, the Botswana Government should phase

its takeover of the railways in relation to

the availability of Botswana manpower. The

situation seems ideal for this practice, since

a high level of cooperation exists between

the Botswana Government and Rhodesian Railways.

Rhodesian Railways is willing to localize all
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Botswana-related posts on the railway as fast

as the Botswana manpower supply permits, but

any on-the-job training that Batswana will re-

ceive from the long-established Rhodesian Rail-

ways will prove invaluable when Botswans runs

its own railway. Moreover, economic returns

from increased railway traffic in Botswana can

be obtained by the Botswana Government through

negotiations aith the Rhodesian Railways. It

seems especially important, however, that a well

defined program be established to provide the

Government of Botswana with responsibility for

periodic maintenance of GOB rolling stock and

any locomotives that the government may acquire.

Major repairs of this equipment may have to be

contracted to firms in S. Rhodesia or South

Africa in the short run. The establishment

of a maintenance program will ensure that GOB

has training goals that (a) remain stable e-en

if Rhodesian Railways is forced by political

events in S. Rhodesia to reduce the level of

attention it currently pays to training needs

of Botswana manpower employed by the railway;

and (b) can be used as a benchmark to evaluate

progress with training during the takeover

period.
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" An update is needed of earlier analysis of

the profit and loss implications for the rail-

way of establishment of a line from Francistown

to Sua Pan within perhaps the next five years.

Earlier sections of the text note that in 1975

Colquhoun, O'Donnell, and Partners concluded

that this line would be profitable and CANAC

concluded in the same year that the extension

would be needed to make the entire line of rail

in Botswana profitable with current freight

levels and local--rather than expatriate--staff.

" A detailed engineering and economic analysis is

needed of a Trans-Kalahari Rdilway from Francis-

town or Sua Pan to Gobabis and then to Walvis

Bay. Once a technical and economic feasibility

study has been completed, such a railway should

be established with either the cooperation of

South Africa or the government of an indepen-

dent Namibia. Botswana already depends on South

Africa for importation of essential goods needed

for the day-to-day functioning of its economy,

and consequently the establishment of an addi-

tional railway link to a port through the South

African-run country of Namibia would not change

the political relationship between Botswana and

South Africa. The importance of transit traffic

for profit and loss of the current Botswana line

suggests that possible revenues that could be
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derived from transit traffic on the Trans-

Kalahari railroad should be taken into account

in any further studies of the economic via-

bility of such a railway. Maxwell Stamp

Associates, Ltd. submitted an "Outline Proposal

for an Engineering and Economic Survey of the

Trans-Kalahari Railway" to the Government of

Botswana in May of 1978. The consultants sug-

gest that they be appointed:

--to report to the Governments of Namibia
and Botswana on a rail link passing through
Namibia and Botswana and connecting the
existing. Botswana and Namibian railway
systems, in such detail as to allow the
Governments concerned to decide if they
view with favor the proposed rail connec-
tion;

--without prejudice to the generality of the
foregoing, to

-study and report on the economic and en-
gineering aspects of the above-mentioned
rail link from a suitable point on the
existing Botswana Railways systems through
Windhoek to Walvis Bay;

-study and report upon the port development
at Walvis Bay;

-estimate the ultimate maximum capacity of
the Port of Walvis Bay;

-provide an estimate of the rate of return
on capital investment which would be
achieved at various levels of traffic over
the route--railway and harbor investment
to be treated separately;

-provide an estimate of the construction
period of the railway usinq the most econo-
mical methods;

-provide an estimate of the cost of using
accelerated railway construction techniques,
giving details of such techniques, and the
probable saving in time as a result of
their use;
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-consider proposed Namibian and Botswanan
development projects in order to ensure
that the routing of the line, as may be
recommended, is such as will serve the
best interests of both countries; and
that

-the two governments agree to make avail-
able to'the consultants all existing rele-
vant data which they should use to the
fullest possible extent.

An additional consideration related to a Trans-

Kalahari Railway between Francistown and Gobabis

is Zambia's desire for a similar rail line be-

tween Livingstone and Grootfontein. The Francis-

town-Gobabis line, however, seems more desirable

for three reasons. First, Botswana's only outlet

for exports is through South Africa or S. Rhodesia,

while Zambia has export routes through a number

of countries. Second, the good rail connections

that exist between Livingstone and Francistown

via S. Rhodesia will be available to Zambia in

the longer run after an internal settlement is

achieved in Zimbabwe. This connection would per-

mit Zambia to utilize a Trans-Kalahari rail link

through Botswana. Third, the Republic of South

Africa is rumored to have built a bitumen road

from the road network in Namibia above Walvis

Bay into the Caprivi Strip to within a short dis-

tance from Livingstone. If this rumor is correct,

then completion of the road to Livingstone would

provide Zambia with a road connection to Walvis

Bay that is an effective substitute for a rail

link between Livingstone and Grootfontein.
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C. Civil Aviation

1) National Objectives, Plans,and Priorities

a) BaLckground

The country is landlocked, the service trans-

portation system is limited, and aircraft operations

are increasing rapidly (at least 30% per year). There

are eight main airports, and a new international air-

port at Gaborone s planned. There are also over 70

airfields or strips in the country.

The three largest airdromes in Botswana

are capable of receiving DC-3 aircraft. Each of

these airdromes is 5,000 feet long. Those at Gaborone

and Francistown are 80 feet wide and the third, at

Selebi-Pikwe, is relatively newly built (1974) and is

100 feet wide.

The airdromes at Gaborone and Francistown

are poorly constructed with little drainage capacity;

both were seriously damaged during the last four years

of heavy rains. During the first two of the last four

years the Ministry of Finance took little action to

repair the airdromes, but rehabilitation projects have

begun in the last two years. At Francistown efforts

are underway to reconstruct landing runways and

taxiways and to improve the lighting facilities so

that the facilities are acceptable for Cl30s and

Boeing 737s. The airdrome in Gaborone cannot be
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expanded to any meaningful extent, however, since

it is located in the town itself. Currently no

freight aircraft with worthwhile payloads can use

the Gaborone facilities, due to its short length

and weaknesses in the subsoils of the runway,which

limit payloads.

b) Strategy Related to Civil Aviation

The government believes that economic bene-

fits are to be gained by selective expansion of this

sector, but that the sector should be self-financing.

That is, as stated, in the National Development Plan

1976-81, the revenues collected by the Department of

Civil Aviation and the profits made by Air Botswana

should together meet all costs, including the oppor-

tunity cost of capital. The government plans to modify

the earnings structure of this sector to achieve this

goal, including the levy of a charge on the airlines

for each passenger landing.

For Air Botswana the objectives during the

Plan period are:

" to provide improved domestic and interna-
tional scheduled air services;

* to satisfy public demand for air services;

" to maintain reasonable profits.

For the Department of Civil Aviation, the

objectives during the Plan period are to provide suf-

ficient airfield, navigation, and communications
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facilities so as not to impede the safe development

of air transport in Botswana.

2) Proposed Projects

a) Capital Projects

The government would like to construct a new

international airport outside of Gaborone partly to

become more self-sufficient from neighboring coun-

tries in the long run, but more importantly, to

ensure supplies of necessary goods for Botswana

should an emergency situation in S. Rhodesia or

South Africa preclude Botswana's regular importation

of very large supplies of essential goods from South

Africa.

On May 18, 1978 the Government of Botswana

signed a contract with the consulting firm of Sir

Alexander Gibb and Partners for a two-phase study of

airport requirements at Gaborone. The study is

costing $700,000 and will include both a Phase One

Feasibility Study and a Phase Two Master Plan. The

Master Plan, which will be completed by year-end 1979,

will contain a design of the airport in sufficient de-

tail to serve as a contract document for the airport

construction contract. The facilities of the new

airport include a 4,000 meter runway capable of

receiving freight aircraft of the 707 and 320C scale.

Air finance is available for up to 40% of

the cost of the new international airport at an interest
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rate of 2 to 3% from Arab sources, but these sources

forbid procurement of any goods or services from

South Africa. Government officials in Botswana esti-

mate that this restriction on purchases from South

Africa would raise the cost of the airdrome approxi-

mately 35%. Consequently, it might be less expensive

to borrow the funds from the World Bank at 7 to 8%

interest. Unfortunately, government officials do not

believe the World Bank will be willing to finance the

airport, which is estimated to cost roughly $20 millior

at 1978 prices.

In addition to the construction of the

new international airport at Gaborone, which is dis-

cussed in the previous section, the Government of

Botswana has planned a number of upgrading projects

for airports that are so far not funded. These pro-

jects include:

e Rebuild the airports at Kasane and Maun to
bitumen standard at a cost of P1.0 million
each. These two airports are situated in
game parks and are needed for tourism
development.

o Improvement of a number of rural airports
to increase safety and provide rural people
with better access and health services.
(For the location of major airfields and
in Botswana, see Figure XIII, Botswana:
Government Airfields, Private Registered
Airfields, and Emergency Larnling Grounds,
1978.)
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FIGURE XIII

BOTSWANA: GOVERNMENT AIRFIELDS, PRIVATE

REGISTERED AIRFIELDS, AND EMER-

GENCY LANDING GROUNDS, 1978

• -. -.j .v .K8I.,

' \& k

I ~ I-I A*' D

.. . I . ... ..... ,

I S7 0./ '

C-%

i~~~~A ti I.... A.' 
:C 

r:"-nf" 
- - "

i i'" "- /
i " - ' (.'  -- '"

-A A -

6- . -.- Lobat

I A

i . ... ... ... . . ; , ,' x -,< -°

" ," . ,7.. . .N

PO G o e n m n Aife d
ftia P r.Ipt e /~te fuied

- " ""N-. \/e~lh \I 1 /o*hM~dhn n

• '. S "  
;ABO tOd

- -...... 7 IL

/"°. .. - I-

Road Gove~nrn~n A~d~eld$

A _ P'.vate Reg~ste'edI A~hd~ed

tr - , - . . .. U W dld le Dep ali t n. A~rfeld

Na•q me~encv Landrhng GroundsNatI ol Px. ...

P" Fly-rg Doctor Serv ce

- - RedO Network

11 ]i0 ~ A,,,eld .. th Rado Nagalo, Beacons



b) Tfaining Projects

The training needs for civil aviation in

Botswana &re sufficient to justify national training

schools in at leas some specialties, in addition to

those presently available for fire/rescue and COM

operators. Unfortunately sufficient supplies of can-

didates with appropriate qualifications in math and

science are not available in Botswana. The shortage

is partly expressed by the fact that all of the 23

posts in the Department of Civil Aviation are filled

by expatriates. Hence, a more immediate need than

establishment of training schools is a program to en-

sure continued expatriate assistance and a flexible

fellowship program that provides opportunities for

qualified students as they become available. Current

efforts to meet present and forecast training needs

include:

9 Communications are being strengthened through
UNDP/ICAO Project Grant Number Bot/74/023

(1) for OPAS Experts and Fellowships. The grant
totals $105,000 and is operative through 1979.
It provides $80,000 for experts and $25,000
for fellowships.

* A grant for OPAS and DCA is funded through
UNDP/ICAO. This grant, Number Bot/75/006,

(2) contains $118,000 for assistance through 1980.

* A grant for Flight Safety is funded through
ICAO. This grant, Number Bot/76/004, is for

(3) expatriate instructors/experts (OPAS); $187,000
is available for the period 1978 through 1980.

e A grant for Fellowships is funded through
UNDP/ICAO. This grant, Number Bot/76/005, is

(4)for $38,000 and is available in 1978 through
1980, with the government contribution being
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an additional 20 percent, or $8,000.
A need exists for an additional 27 fellow-
ships at an estimated cost of $428,000, for
428 m/m of training. Financing for this
is not yet arranged. The government contri-
bution will be $86,000.

e A grant for provision of an Airdrome Engineer
is funded through UNDP/ICAO. The grant number

(5) is Bot/77/004"and funds have been assigned for
three years, commencing April 1, 1978 at a
cost of $160,000.

9 A grant is needed for training. A variety of
training equipment is needed at an estimated

(6) cost of $285,000. The government contribution
will be $29,000. Financing has not been ar-
ranged.

* The United Kingdom provides many experts under
an OPAS-type program, and the government is

(7) hopeful that the present negotiations with West
Germany for the provision of fire-fighting
equipment will be successful.

Desired external aid that is not committed beyond the

period 1978/80 includes:

" In relation to Item 1 above (Strengthening
Communications), there is a need to extend
this assistance from 1980 through 1981 at
least. The cost is estimated at $110,000.

" In relation to Item 2 above, despite efforts
to train counterparts a need exists to extend
OPAS and DCA assistance. The estimated cost
is $112,000.

* In relation to Item 3 above which is for
Flight Safety, additional funding is required
in 1980 and thereafter. The estimated cost
for 1980 and 1981 is $158,000.

" In relation to Item 4 above for Fellowships,
$428,000 will be needed shortly, and every
effort is being made to ensure that suit-
able training is available.

" In relation to Item 6 above which is for
Training and Equipment, $285,000 is needed.
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In the more distant future the Botswana

Government would like to establish a training capa-

bility beyond that which it currently has for fire/

rescue COM operators. ICAO, in its manpower stud-

of African countries during the period 1974-1976,

found that training needs in Botswana are sufficient

to justify establishment of training schools for

several types of civil aviation workers. These

types of workers and the number that ICAO estimates

are needed between 1975 and 1979 are referenced

below.

No. of Workers Needed
Type of Civil Aviation Worker Between 1975 and 1979

Aviation Communications Officer 36
Aviation Radio Technician 18
Air Traffic Controller 29
Airport Fireman, Level 3 80

The Government of Botswana would also

like to establish a pilot training capability, but

ICAO has found that the manpower requirements are

not sufficiently large to warrant in-country train-

ing for this discipline or for aircraft mechanics.

3) Recomnendations

a The U.S. develop a homogeneous policy to
provide support for both capital and train-
ing needs of Botswana, Lesotho, and Swazi-
land. All three countries wish to develop
international airports, have extensive needs
for manpower training in the aviation sector,
are landlocked, and belong to the Southern
African Customs Union, which also has as
members the Republic of South Africa and
Namibia. The U.S. policy should probably
be developed in coordination with UNCTAD
efforts to develop programs for landlocked
countries.
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" U.S. support for capital projects seems to
have a lower priority in Botswana than short-
run needs related to road and rail transport.
The U.S. should therefore provide greater
levels of assistance in the short run to
road and rail transport rather than to civil
aviation. Nevertheless, the international
airport will be developed sometime in the
future and the U.S. should consider partial
support of this project through multilateral
assistance efforts.

" U.S. support of manpower training for aviation
could probably be accomplished most effectively
through the U.N. The International Civil Avia-
tion Organization and the African Civil Avia-
tion Commission, which are both agencies of the
U.N., jointly conducted the 1974/75 study of
manpower requirements in African countries
referenced earlier in the text, and both or-
ganizations help define U.N. assistance with
manpower training in Botswana. Moreover,
these organizations have developed a plan to
rationalize provision of training for the
civil aviation sector by way of a three-
tiered approach that includes use of:

--two multinational training centers in
Africa, one for anglophone countries
and one for francophone countries;

--national training facilities;

--a fellowship program to provide certain
training outside the continent of Africa.

This three-tiered approach is described in detail
in Appendix,TIT entitled "Proposed Organization
of Civil Aviation Training in Africa."

9 The U.S. should consider funding a feasibility
study to determine (a) the economic and politi-
cal viability of a regional airline service
among the BLS countries; and (b) the financial
viability of national airlines in the BLS coun-
tries when each country has an international
airport and the consequeInt necessity to compete
on an increased scale with international carriers.
Malawi should also !,e included in this study, be-
cause Air Malawi will face much greater competi-
tion from international carriers when its second
international airport opens in 1980/81. The
subsequent section in this report concerned with
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civil aviation in Malawi explains that the
narrow runway at Blantyre currently limits
international competition. In part, the
rationale for this study is:

--Government officials in Botswana and
Lesotho spoke of a desire of the BLS
-countries to establish a regional air-
line service.

--Government officials in Malawi are pre-
sently analyzing the ability of Air
Malawi to compete successfuly with
international carriers when its new
international airport at Lilongwe
opens during the period 1980-82.

--Rumor exists that the Government of
Swaziland is concerned about the finan-
cial implications of its commitment to
build an international airport and main-
tain a national airline.

--The U.S. should consider funding a
feasibility study of the relative costs
of provision of selected social services
such as medical and veterinary services
to rural areas in Botswana by road and
air. If funded, the study should also
identify specific investments in road-
and air-related infrastructure that are
needed to implement provision of each
type of social service by whichever of
the two modes of transport is more econo-
mical. Due to the very inadequate road
connections to rural areas in Botswana
and the extensive distances involved,
air transport may be more economical
than road transport for social services
that can be provided by professionals who
are required in areas for only a short
term on a periodic basis.

d. Telecommunications

1) Development and Constraints

Telecommunication services in Botswana are in

seriously short supply, both in terms of domestic

service and international connections. Government

policy places major emrphasis on the upgrading of the
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the internal system and reduced dependence upon

South Africa for international service. Regional

network development is seen as economically unpro-

fitable and not relevant to domestic traffic patterns.

Botswana is presently serviced internally by

both a land wire system and a microwave system running

from Lobatse through Gaborone and north to Francistown,

connecting with a land wire system in Kasane with 100

subscribers. For a service charge of P1,000 subscribers

can obtain a radio link with the central exchange at

Gaborone.

Although the internal microwave system has

a listed capacity of 600 channels, zone switching

center capacity can handle only 120 channels. The

land wire system provides another 56 channels but

when the overall system down rate of 40%. is taken

into account service is available only on about 90

channels at any one time. The present zone switching

center represents a major bottleneck in the system

which seriously restricts district level coununica-

tion.

The major external link is a land wire to

South Africa. International service is channeled

through this link to satellite ground facilities

access, which is made availa] le by South Africa at

very reasonable rates. There is also a low traffic
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grossly inadequate to'meet system needs and no

Batswana serves in a capacity more than one step

above a trainee. These scarcities have not only

project implementation but also delayed the obtain-

ing of financing for subsequent system expansion.

The management of technical aspects of

system improvement is clearly deficient. Contracts

are generally awarded on a piecemeal basis rather

-than-being-system-or- -in st.allat-ion-inclusive.------

Installation of a new 200-line telex unit was begun

in 1973 but no plans were made for equipment outside

Gaborone; it will be another year before a telex

terminal repeater will be in operation. Installation

of a new 3,000-circuit exchange for Gaborone was begun

in 1974. By 1976 installation was reported as 98%

complete, but the exchange still is not in operation.

It is estimated the delay in installation represents

a loss of reVenue of P80,000 a month.

2) Proposed Projects

Concurrent with the arrival of the SADAP team

was the receipt by the GOB of the technical report

for a 20-year master development plan for telecommuni-

cation development.-1/ The plan provides an analysis of

.existing sector conditions and forecasts of demand

and required facility investment to meet that demand.

1/ International Telecommunications Union. Republic of Botswana
Telecommunications Development Plan, 1977-1997. ITU/BOT/i-/78.
Geneva: ITU, 1978.
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Included in the document are detailed proposals for:

" national transmission
" national and international switching

and signalling
" national numberini,
" nc J ional rates and charges
" network and routing structure

The plan was prepared to mesh with plans to link all

of the region under the PANAFTEL microwave system.

Full details are included for the period up to 1984/85,

during which an investment of some P22.0 million, or

about a third of the total budget of P67.0 million,

is proposed. (For a summary of this plan, see

Appendix, Annex Botswana: Telecommunications

Development Plan 1977-1997, Sununary.)

Having just received the plan, the GOB has no

official position in regard to the acceptability of
I "

the document. Anticipating some delay in analysis

of the plan, the department has prepared and presented

to the SADAP consultants its own package of priority

projects with a total value of about P26.0 million.

(See Table XJV, Botswana: Telecommunications Projects

Proposed as of June, 1978, Department of Posts and

Communications.) The largest single item by cost is

for zonal switching centers, estimated at about P10.3

million. othor major projects include upqrading the

main line microwave system and an earth satellite

station at Gaborone.

1/ In general, on the basis of past discussion with the Ministry,
it vi ews TITU cost figures as low and disagrees with projections
as to staff needs.
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1ABLE ;:III
BOTSWANA: TELEC'OMMUNICATIONS

PROJECTS PROPOSED AS OF JUNE, 1978

DEPARTMENT OF POSTS AND COMMUNICATIONS

EstiatedCostEstimated
Prio r It y Esimat ost Completion Time

N'er " P TName of*Project . (in Pula (000) In Years

Zo'nal Switching Centres ttSCs) at Gahorone (1500), MalhalaPYe (4U0 lines) and I U, 27 6 2 to 4. years
.... ... . : ~FrancJ stown A700O 1 Ines)- along , w th associat ed-Intsrphame- equipment. " . . .. . . ......

Zn l S / c l g C n r s (:~ ) a a o o t l O ) ,h l p e { for -local:.; .

exchanges. "

a. 100 (200 to 400) lines Siemens TWK telex expansion 317 11/2 to 2 years

b. 200 teleprinter machines along with spares 500 1 /2 to 2 years

3 Lobatse-Caborone-Mahalspye-raoctstoVn 960-channel wideband. Protected 5,000 3 to 5 years

microwave system with provision for TV channel.

P r & T headquarters building 
1,000 2 years

5 Staffing--finance division
1

6 Caborone (Broadhurst) main automatic exchange

a, Building for 10,000 lines 1,165 2 yea rs

b. Equipment for 2.000 lines 
1,672 2 to 3 years

7 Rural Telerommunicstions Projects

a. HF/VHF links as a turnkey project for western, northwestern and south- 1.000 1 to 2 years

western Botswana rural areas from Gaborone to 10 stations like Hukuntat,

Tsabong.,Kang, Bokapits. Shakawe, Mauno, Bray, GI.AnZi Improvements, etc.

b. Chanzi (western Botswana) to Maun UHF (TRCS Equipment) 300 1 to 2 years "

C. Manual local telephone exchanges along with connected equipment for "a" 50 1 to 2 years

above.

L. ..ral lines, apparatus and cables for 500 rural subscribers from "c"
250 1 to 7 years

above.

e. Maun to Nat, 12-channel Carrier SyP'.em and associated test equipment link-

Ing northwestern rural areas to northern areas. 60 2 to 3 years

f. Maul to Nats trunk line upgradation 300 1 to 2 years

g. Lone subscriber lines, farm liner, party lines In areas of "r" above 40 1 to 2 years

Total for Priority 7 
2,000

8 Gaborone Telecommunication Training Centre (equipment) 100

9 Earth satellite station at Gaborone along with terresLJal link and Interna- 3,200

tional Switching Centre

Grand Total 
25,230

1 US dollarOB828 Pula

IThe Department has plans to restructure the organization as a parastatal body. The organization will undergo

major changes and particularly financial and accounting practices w'l he fully commercially oriented. There

is a shortage of accounting staff and stores management staff. A few Financial and Cost Accountants and

Stores Managers as working units will be required. Initial requirement will be for about four accountants

and four Stores Managers (two of whom should have technical background in telecommunication engineering).

After setting up the basic organization the exact manpower needs will be determined.

Source: Department of Posts and Telecommunicationu, Ministry of Transport and Works, Government of Botswana,

specifically prepared for discussion.

120



In addition to the overall telecommunications

development, ITU has also done a feasibility study

for the microwave link from Francistown to Kasane and

across the border to Livingstone in Zambia. The GOB

feels that the low-rate of domestic traffic over

this route does not justify the cost of such an inves-

ment. The link is regarded as a regional transit

trunk which the GOB is unwilling to finance out of

its limited resources. ITU proposed this link not

only as a regional link between eastern and southern

traffic but also for strategic reasons to counter-

balance potential disruptions in S. Rhodesia. In view

of the hope for a peaceful transition, ITU also sug-

qests delaying investment in this project.

The GOB views the interest of ITU in PANAFTEL

as a source of bias in favor of microwave links in

all ITU proposals. The ITU sector development plan

does discuss long-range use of earth satellite sta-

tions, but regards the costs excessive for present

investment. In terms of cost, the GOB feels continued

use of facilities in South Africa is the most economic

approach but for strategic reasons finds this unaccep-

table. Discussions are currently underway with Cable

and Wireless, a British firm, for a package project

to include:

* management of telecommunications system,
including both administrative and technical
services;

* earth satellite station;
o financing for the entire package.
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The GOB is interested in restructuring the

department as a parastatal body. This would result

in major changes in organizational structure and a

commercial- reorientation of financial and accounting

practices. Thus, in addition to technical expertise

there will be a need for financial and cost accoun-

tants and stores managers. Initial dependence on

expatriates for these positions is expected.

Appraisal of the various proposals being con-

sidered by the GOB must take into account:

" seriousness of system inadequacy in terms
of equipment-, management, and technical
skills;

" sizeable costs of any investment in either
microwave or earth staellite facilities for
international linkage;

" pressure government feels to take action
without further delay.

Although the interest in an earth satellite

station is an understandable move toward an indepen-

dent system, present discussions have not been based

on a feasibility study and have not included proposals

competitive to the Cable and Wireless packaqe. Both

steps are necessary before investment is made. Depen-

dence on South Africa does not seem an immediate com-

plication and major short-term emphasis should be

placed on upgrading the internal system and adminis-

trative reorganization. Assistance in technical and

financial areas should be another short-term priority.
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Maximal use of existing equipment should be facili-

tated, including a reduction in down time and elimina-

tion of switching zones. Bottlenecks should be con-

sidered for short-/medium-range implementation.

3) Recommended Assistance

Telecommunications represent bottlenecks not

readily handled by GOB. Assistance as indirect aid

to the competitiveness of associated sectors is

suggested.

* Technical Assistance - Gaborone Exchange
Installation,
Key should be short-term project facilita-
tion--completion of installation, phased
supervision of operation, and maintenance
of exchange at Gaborone. Immediate time-
frame with training component to be meshed
with subsequent technical assistance.

* Technical Assistance, Feasibility and Cot
Analysis - Ground Satellite Station
The preliminary examination of economic and
political priorities relative to the Cable
and Wireless satellite proposal is not ade-
quate, considering the size of the investment.
Analysis of utility and costs needs to be done
to determine USAID interest in possible assis-
tance. This represents a strong inter-est on
the part of GOB and would modify dependency
on South Africa, but such is not seen as an
immediate issue.

* Technical Assistance in Telecormnunications,
Management, and Training - Department of Posts
and Telecommunications
Keyto this project is reorcanization and
creation of separate parastatal for telecom-
munications. Short-term and contract consul-
tants in manaqement and administration should
be followed by a fuller program supporting
expansion of technical staff by at least three
to five members over the next two years. A
special training component should round out
project. The goal of increased proficiency
of repair and installation crews should
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facilitate reduction of system down time.
Contract personnel will be needed to con-
tinue support roles for at least four years
after establishment of parastatal, and the
training component is to have minimum life
of five years.

e Capital Assistance - Zone Switching Center,
Gaborone, Mahalapye, and Francistown, Depart-
ment of Posts and Telecommunications
Acceptance of proposed investment is suggested
but it may be desirable to expand exchanges
to be included.

Start up for all investment classes is im-
mediate. Once reorganization of the adminis-
trative system and technical training is under-
way subsequent assistance to telecommunications
development should be re-examined, especially
in connection with associated sector needs.
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B. Lesotho

1. Introduction

a. Overall Development Approach

Lesotho's Second Five-Year Plan builds on the accom-

plishments of the first Plan (1970-1975) and provides the

guidelines for the government's national development efforts

over the period 1975/1976-1979/80. Lesotho's national aims

remain unchanged from the first Plan. They are:

" Economic growth
" Social justice
" Maximum domestic employment
" Economic independence

In order to accomplish these aims, GDP at factor cost

is projected to rise from 71.2 million Rand in 1974-75 to

104.1 million Rand at cunstant prices in 1979/1980. Priority

will be given to the rural sector, in which 80% of the popu-

lation of Lesotho resides. GDP in the sector is expected to

rise from 32.0 million Rand in 1974/75 to 44.1 million Rand

in 1979/80, an increase of 38% as compared to a projected

increase in overall GDP of 46%. Agriculture is expected to

make the largest contribution to GDP over the Plan period,

although this contribution is expected to decline somewhat,

from 44.9% in 1974/1975 to 42.4% in 1979/80. This orowth

will be achieved through special efforts to raise the yields

of traditional crops through the nationwide implementation

of a' plan to increase production of traditional dryland crops

through a network of village distribution points. In the

mountainous areas where livestock is the chief agricultural

resource government efforts will center on range management,
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breed improvement, and fodder production. Improvements will

be made in the provision of agricultural credit, marketing

of both crops and livestock, extension services, and appro-

priate mechanization. Value will be added to farm products

through increased processing. Notable in this regard are

the planned abattoir, the wool and mohair scouring plant,

and the asparagus cannery. Rural development will be en-

couraged by locating industrial activities outside the large

towns and the promotion of handicrafts and cottage industry.

One of Lesotho's most serious constraints to development

is its limited domestic construction capacity. This problem

is recognized in the Second Five Year Development Plan and

is traced to the more general problem of Lesotho's severe

shortage of managerial and administrative skills. This

shortage of manpower is primarily the result of Basotho

migration to South Africa for employment; over 50% of the

male labor force (140,000 to 230,000 men), plus some 10%

of the female labor force (about 25,000 women) are esti-

mated to be employed in South Africa. Many of these

workers are relatively young members of the labor force

who receive higher wages in South Africa than could be

obtained in alternative emploment in Lesotho.

Total earninqs of Lesotho workers in South Africa for

many years have been at least as hiqh as Lesotho's total

GDP. In fact, in more recent years these earnings have

gone up so sharply (as a result of steep increases in

wages in South African mines) that they are probably more
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than double the estimated GDP. In the mines, the minimum

csh wage of RO.42 per shift in 1971/72 went up to R1.60

bv, December 1974 and is now R2.20. In 1974/75 total earn-

inqs of Lesotho miners in South Africa are tentatively

Oskimated at R95 millio), including about 40% provided

r.ind. In addition, earnnqs of Lesotho workers in

South Africa outside the mines have been estimated at

" to R80 million. No detailed data about GDP for

! 4/1975 are available yet; on the basis of GDP esti-

mates for real growth in the intervening years, GDP for

1)74/75 may have been of the order of R70 million, a figure

- ss than half the earnings of Basotho working in the

Republic of South Africa.

This dependence of Lesotho on employment in South Africa,

art from the political and social questions it raises and

_i. long-term insecurity it may impose, has both a positive

and a negative impact upon economic growth. On the one

hand, income from employment abroad has raised the standard

of living of the majority of the population and people have

become accustomed to a monetary economy and the discipline

of an industrial life. On the other hand, only a small

part of the toLal earnings abroad is of benefit to the

domestic economy, and the absence of so many able-bodied

workers, some with skills, tends to diminish the effective-

ness* of measures aimed at promoting domestic development.

For 1974/75 it has been estimated that about 35% of total

earnings of Basotho mine workers in South Africa were re-

mitted to Lesotho, partly in the form of goods imported.
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The total capital and technical assistance requirements

for the Second Development Plan are R224,398,500. Approxi-

mately 15% of this total, or R33,272,900, will be spent on

economic infrastructure, the subject of this report. Of the

expenditures on economi6 infrastructure, approximately 70%,

or R23,415,00b, will be spent on roads and transport ser-

vices; 5.8%, or R1,919,200, will be spent on civil avid--

tion; 13.5%, or R4,482,700, will be spent on telecommunica-

tions; 8.5%, or R2,830,000, will be spent on power; and the

remaining 2%, or R626,000, of the expenditures on economic

infrastructure will be spent on postal services.

b. Impact of Transkei Status on Development Requirements

Lesotho's Second Five Year Development Plan, which is

for the period 1975/76 to 1979/80, has been modified to a

significant extent due to South Africa's declaration of

independence of Transkei, which is located on the southeast

border of Lesotho. The U.N. has interpreted South Africa's

actempt to make Transke,. an independent country as an abro-

gation of its responsibility to this Xhosa homeland,

recognizes that Transkei is not sufficiently separated from

South Africa politically to be considered an independent

country, and consequent]y refuses to recognize it as such.

The border with Transkei was closed in late 19'6 and as

a consequence Lesotho has had to reroute some of its trans-

po-tatiori and communications infrastructure. In January of

1977 the Secretary General of the U.N. dispatched a mission
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to Lesotho. In its report, entitled "Assistance to Lesotho,"

the mission recommended a program of international assis-

tance totaling about $113 million. Of this sum, $47 million

was for 24 projects in an accelerated development program.-i/

Funds were not identified for all of these projects, but

the Secretary General appealed to all states to offer

assistance and requested the United Nations and the organi-

zations in programs concerned to assist Lesotho with these

projects. (For a summary of donor response, see Table XV,

Lesotho: International Response to the Appeal for Assis-

tance to Lesotho.)

The U.N. sent a review mission to Lesotho in September

1977 to appraise international response to Lesotho's needs

and to further identify requirements for assistance. This

mission was led by Mr. Abduirahim Abby Farah, and resulted

in the production of the Farah Report. Recommendations of

the Farah Mission that relate to transportation and communi-

cations are discussed iin the body of this report.

c. National Transport Study

Germany is inanng a qenral transport study of all

sectors in Lesotho that will discuss development require-

rnents in the short-, i ntermudiate-, and Ionq-term. The

atudv will bejin in October 1978 and will be finished in

January 1980.

According to the Terms of Reference for the study which

is referred to as the "Leso tho Transportation Study," the

purpose ot the study is to provide the qovernment with:

[/ ', iCil R,.urds Of theo ,ritv Cuici 30-2nd Year
oiO la , d l l-oh 1177. S/] 12315 .
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T B -.,LESOTHO: .T•IN R TO THE APEA FOR

ASSISTANCE TO -LESOTH

i
-  

;lSpot improvements, .Sekaka to Qacha's Nek.: .. 1,840'," ; " : ? ] G/AD'' " " E.') DF - : " '

M.. ,inistry of Works Maintenance Centers 170 " ".AD"!

af[ L aeteng to Mohales Itoek Road 3 ,500 C/FP' E DF ',,-
1,200 G/IFP . Netherlands . :V :

Mo~i: "H khotlong to Taung Road "520 • G/FP ':U K ;r : " " k

/ '.St'rengthening the civil aviation fleet 2,400 G/FP ' !" -Canada' "i/
National Airport 3,500 CFP F" '

..... A 4 A00P , Fp KuwitO

S750 RL/FP Abu Dhiabi

Montntuaio Status oodrsre80G f' F

Grain proceming selfa-ufficaency ,40 SL/AD OPEC.° , ,.

Agricultural Developmento aank 700 SL/FP West Germany

t at of hydroelectric site or stes 1,000 G/FP Canada

," "and feasibility study ,"'.:

: iTraining of voc~ational school teachers Fellows"hips . .. .. VariousStrckpile of drugs, etc. and extension 100 a/FP Rep, oK

fi, medieal stores 1. Roa , /P EDE

1Qacha's Nek 0ospital 495 A/AD Denmark

Sone crushing plant, Rsmorakane 230 G/FP Australia

Contributigne n t or clflc rojct 115 G/FP Inda A

" .. P5 G/TP Pakistan
3

aTotal 41,400/5D

I; Grant; l7 S5ft loan; UA0 Contribution for UN Special Account;-
UD: Aid alreadyhanded over; FP Firmly pledged.
.rain ; WFPi World FoodProgram; slsCi Organfzaeion o Petroleum

Exportng Countres;IDA anternational Development esocaation

I3rPUiIabti of Leoho requtremet from the donor country,F Cana
TSurce: A d a p t e d from United Nations Report of the Economic and SocaalrCouioil,

..... Ahsistancee to Lemsotho, NO,,eoo by the Secretary-General, Thirty-Second' "
Stockpi"Year, agenda item 12, etensSo12438, 9 1 Nvme Rp o

of ,e i a stores .. .. . .-1.0

Stn ruhn p.ant, Ramorakane 230 a/PP.' , : . Australia.:, ;
, '
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* a short-term, detailed program of development
of passenger and goods transport for the period
from April 1979 to March 1989,

* a long-term program covering all modes of trans-
port in outline;

* a plan for coordination of various modes of trans-
port and recommendations on the appropriate organi-
zation for op erating units, government units in-
cluded, ancl for a coordinating body;

* a program of investments and recurrent expenditures
and recommendations for raising funds in appropriate
organizations to finance management and control.

The progr.am shall cover-all feasible methods of passenger

arnd goods transport and shall pay particular attention to

the needs of the agricultural sector and take into account

the role of the foreign sector in Lesotho's transport de-

velopment.

d. UNCTAD Transport Appraisal

An UNCTAD report on the external sector (international

trade) of Lesotho, done in January 1976, detailed overall

transportation and transit problems (UNCTAD/RD/90/Rev. 1; . •

GE76-61354, pp. 12-15). The report states that the external

trade of Lesotho is gravely constrained not only by the

poorly developed internal transport infrastructure, but also

by the lack of adequate transit facilities. Lesotho's main

access to the sea is Durban, which is served by South

African railways and roadways. As a result of the Republic

of South Africa's policy of encouraging the monopoly of

railway transport, the bulk of goods imported into and

exported out of Lesotho is carried by South African Rail-

ways. Only in certain cases of perishables are licenses
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issued for road transport, .but evenr in such cases it is

beco.ng increasingly difficult for Lesotho owned vehicles

to be granted such licenses.

The UNCTAD report states that the heavy dependence upon

South African railway transport has given rise to a range

of adverse effects on Lesotho's export-import freight:

a The transport cost of certain goods imported into
Lesotho is higher than it would otherwise be,

A !,assuming that in the absence of protection from -

the railway at least some of the traffic so con-
-veyed would be'moved more economically by an
alternative mode.

would be by direct road delivery.

& Goods suffer frequent damage or loss; compensa-
tion claims are cumbersome and difficult.

a Distribution of railed goods is costly, since
the only rail head is at Maseru.

e Except in Maseru, the labor provided for trans-
shipment does not provide employment opportuni-
ties for Lesotho nationals.

Another problem facing Lesotho transit trade is that

the country has no storage facilities at Durban or East

London. The only facilities available are the commercial

ones, for which high insurance premiums must be paid.

e. Negotiation of an Improved Transit Agreement

Although there-is a clause in the new Customs Agree-

ment providing for freedom of transit for Lesotho's goods

through the Republic of South Africa, the services and

conditions for such transit are very unsatisfactory and

efforts made in the meetings of the Customs Union Technical

Committee on Road Transportation to work towards a better

solution have not been successful.
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To assist with negotiations to improve the transit

agreement with South Africa, the UNCTAD Mission recommended

in its report of January 1976 that UNCTAD should put at the

disposal of the Lesotho Go'ernment the services of an ad-

visor on transport and transit prob]ems. The recommendation

was considered to be urqient by the mission since the

Government of Lesotho was in the process of preparing the

draft agreement to negotiate with South Africa in Pretoria

in mid-Sep:tember 1977.

UNCTAD providcd Lesotho with an Inter-Regional Advisor

on Trade Facilitation and, in response to the request of

the Lesotho Government, had members of its team concerned

with the trade facili tation project study, the draft of the

desired transit agreement prepared by the Lesotho Govern-

ment. Comments on this report were sent to the Government

of Lesotho, but the transit negotiations in Preto- ja broke

down ini the early stages and were not completed.

In June 1977 UNDP/OTC sent an advisor to lesotho to

become head of the Department of Transportation. The (;overn-

ment of Lesotho has begun to prepare groundwork for further

transit nelotiatjons with South Africa by way of the re-

cnetly establ ished work ing group compos:d of re)resentativres

of the South African Railways and the repu:resentatives of

the Government of Lesotho. The Cove rnment of Lesotho, how-

ever, is in need of technical assistance to perform staff

work for this working group and for other efforts related

to t:. negotiation of a new transit agreement with the

Republic of South Africa.
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The objective of the Lesotho Government in negotia-

tions is not only to seek better forwarding treatment for

the commodities that are handled by the South African

Railways, but also to reach an acceptable arrangement

regarding the licensing .of Lesotho-owned carriers used

in transit trade by Lesotho authorities. The present

practice is that only the South African Road Transportation

Board in Bloemfontein is responsible for issuing permits

to Lesotho carriers. The slow and cumbersome licensing

procedures have created substantial frustration in Lesotho.

Furthermore, when Lesotho carriers are licensed to move

commodi ties between the South African ports and Lesotho

no permission- is granted for a return load. The hasis for

the transit. aycroement is Article 16 of the Customs Union

Agreement ;.'hich provides for freedom of transit for goods

consigned to and from Lesotho through the Republic of

South Africa.

An additional recommendation of the UNCTAD Mission

is that UNCTAD should arrange long-term assistance for

Lesotho and that the External Economic Affairs Secretary

should, in col]aboration with the Transport Commissione r

being sponsored hy the OTC, he kept in touch wih Lb .'CTAD's

work program on pro)lems of land]oched devootino countries,

so that Lesotho can benefit from the services that are

available under the program.
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2. Analysis of Respective Modes

a. Roads

1) Development and Constraints

Lesotho's road system consits of about 2,800 km

of primary, secondary, and tertiary roads, only about

eight percent of which are paved and about 60 percent

of which are tracks. The remainder are one- or two-

lane gravel roads. The majority of the road system

is located in the western lowlands with little access

to the interior and southernmost parts of the country.

The paved 1.iik runs from Mafeteng to Maseru to Leribe.

Improvement of the basic 123 km. link was the focus of

the First 1BRD Road Project. Other links run to Morija,

to Noma, to Maseru Bridge, and to the border from

St. Monica's Mission.

The decision to upgrade the basically peri-

pheral western lowland route rather than construct a

road into the interior was the subject of some internal

political controvorsy,. The Second IBRD li:hway Project

clearly gave preference to interior connoctions, some-

what balancin.g construcLion Anvestment. The situation

became especia1ly serious, however, with the efforts of

Transkei to win do facto--if not de jure--reconnition.

The southern region of Lesotho had used road lines from

the Transkei area of RSA for food, other imports, and

pedestrian traffic. The refusal by Losotho to acknow-

ledge the legitmacy of the Transkei "Govo-nment"-
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in keeping with U.N., OAU, and U.S. policy--neither to

recognize Transkei transport documents nor to permit

its citizens to obtain Transkei visas substantially

resulted in the closing of the southern border.

In response to international concern for

the vulnerability of Lesotho as a result of its support

of the U.N. position of non-recognition for Transkei,

the Farah Mission previously discussed was sent to

analyze development needs in relation to the closing

of the southern border. Following the subsequent

donors' conference, the EEC agreed to immediate spot

improvements for the Sehoke/Qachas Nek Road, the most

crucial portion of the link to the southern region

expected to be cut off from transport through Transkei.

USAID subsequently ex.,ressed int o-est in improv inq the

entire link from Mohales Ho, ek t  Qachas Nek. CIDA

agreed to do a feasibility study of the l ink from

Thaba-Tseka to MpitiiQachas Nek which reprcosnted the

last portion of a circula r route through th, interior

mountainous region of the country.

The provision and maintenance of all vehicles

and heavy equipment for road projects is the responsibility

of the Mechanical. Branch of the Ministry of Works. The

use of this central pool was introduced in 1971/72 through

a-phased turnover of the physical plant held by each of

the ministries. Thu Ministry of AgricuIture continues

to retain some pl ant, e.spec.ia lv i.n recoard to rural
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developmient, but is scheduled to surrender such

shortly. Equipment and vehicle availability is

estimated at about 65 percent. A studyof equipment

and maintenance service operated by the Mechanical

Service Branch has jlst been completed but is not

immediately available.-
/

The operation of road transport is neither

well managed nor operated, except for government trucks..

The bulk of all freight traffic is done by private

traders-for-their-6wn outlets, and long-distance hauling

is really nonexistent. With the exception of vehicles

used for construction work, the system is very inefficient.

There are no clearning houses for goods, and the flow of

commodities is rather spasmodic as a result. The govern-

ment-owned Co-op Lesotho also operates transport services

and is scheduled for a substantially increased role in

freight haulage.

Government freight haulage regulations es-

sentially represent an extension of South African policy

and interests.-2/ Negotiations in 1975 and 1976 sought

liberal terms of regulation, but the draft proposal was

rejected by South Africa. Taking the position that the

key to progress was held by South African Railways,

1/ See T.P. O'Sullivan and Partners, Consulting Engineers, inAssociation with Roughton and Partners. A Study of the Plantand Vehicle Pool Service. Maseru: Kingdom of Lesotho, Ministry
of Works, June 1978.

2/ Basically, therefore, emphasis is given to the use of the rail-way transport wherever possible and rates have never been cal-
culated on cost.
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with repesetatives fteriwy SuhArc a

andha eenmoifie afw o"f i'tsIregio poi i
"The isoptimistic........ ... .aboutcontinued p

In 19wi hthe o decidedto assume res nsi-'.
In 975theGO deide t asumereponsi-. :

bility for the provision of bus passenger service and

established the Lesotho National Bus Service Corporation.

Private operators, all of which were small-scale opera- i

tions, were restricted to certain remote areas which

of fered margina. profitability at best. Many operators

transferred ,to the operation of smaller vehicles, techni-

cally classed as taxicabs and only minimally subject to

government controls. These vehicles continue to operate

in competition with the government monopoly by cutting

their rates. They are usually overcrowded and represent

a serious safet- hazard. The LNBSC sought to standardize

its fleet by using 30 Mercedes-Benz buses. The vehicles

used by the national service, moreover, are five years

old and have been severely damaged by use on gravel

roads, for which they were not designed.

2) Proposed Projects

The GOL is presently letting a contract for a

1-1/2 year study of transport needs. Support for this

.study is being provided by West Germany, and a German

consulting firm will be used.1 / The GOL projects the

I/ The recommendations of this study will greatly influence future
development plans for the transport sector, and donor support
should carefully consider the report before subsequent funding
is made.
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the development of considerable safety and regulation

projects as a result of this study. Roadblocks to

assure the use of safety belts have already been em-

ployed. This action is intended to ensure compliance

with new South African regulations by Lesotho nationals

driving into South Africa--reducing the potential for

harrassment--but is representative of projects the

GOL would hope to initiate. Safety inspection stations

are to be established in Maseru and two other locations.

Motor vehicle registration is to be organized and such

service facilities as bus terminals are to be considered.

The GOL has only partial funding for these projects.

Under assi.stqnce being provided by West

Germany, the GOL intends to reorganize freight haulage

under a new parastatal to be called Lesotho Freight

Services Corporation. The projected date for start up

is 1979. An estimated 30 trucks are to be supplied by

West Germany and it is hoped that the EEC will provide

an additional 10 vehicles. A major freight terminal

and qarage is planned for Maseru but other facilities

will be placed at at least two or three other strategic

points, probably including Qachas Nek. One of the major

goals of this operation is to redirect freight haulage

from the Transi-ei border.

There are 13 different road links either

under construction or being considered in conjunction

with the national road network presently being considered.
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(Si- ee Table i X irii i Le so tho":i Maj or i Road ......... Un erway.

/:: links the country-will have :a basically circular peri

meter road and an interior mountain-road linking w

-, , -and eastern points on the perimeter road. Alhuh oo

commitment for the construction costs of some ofths

routes has ntbemadorsare at least generally 'I

•6m-ted f rfe-iiiy-studies---' 3) Recommended Assistance' '

STechnical Assistance in Road Maintenance
and Manpower Training - Mechanical Branch ,

Ministry of'Works -
In view of substantial construction underway
or projected for the near future, resulting
in a system over twice the length of existing

roads, it will be necessary to upgrade road
maintenance capacity both qualitatively and
quantitatively. Included should be phased ••

training program meshed with construction
underway, including associated vehicles and

equipment.

•Technical Assistance, Freight Haulage Regula-
tion - Ministry of Transport and Telecommunica-
tions
Use of either short-term consultant or cotrc

advisor for aiding GOL in the design of freight
haulage regulations in conjunction with negotia-
tions with South Africa. Project would be in,- "

tended to be staff supplementation to Ministry.

- • ~Technical Assistance, Freight Haulage Manage- ,

ment and Coordination - Ministry of Transport

and Telecommunications
Support one contract adv'isor and two short-term

consultants in road transport organization to
facilitate establishment of private association

of quasi-_public body to facilitate transport
coordination and provide short training sessions

in transport management open to private sector

~operators.
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o Capital Assistance for Road Construction,
Mohales Hoek to Mpiti
USAID commitment to this route assumed.
Support should be given to upgrading the
entire route to paved standard and restrict-
ing U.S. involvement in road construction to
this project, as other donors seem willing
to support remaining road construction.

b. Railroads

A spur of the South African railway system runs from

Bloemfontein to Maseru, which is located a short distance

inside the northwest border of Lesotho. Traffic require-

ments within Lesotho do not suggest the need for additional

railway facilities within the country, however, and the

government has no plans to develop any railway lines.

c. Civil Aviation

1) National Objectives, Plans, and Priorities

a) Strategy Related to Sector

The government's first objective in the de-

velopment of civil1 aviation continues to be provision

of adequate internal air services, particularly in

the most isolated areas. However, the government

feels the grow.ing urgency of finding means to reduce

dependence on South Africa for external communications

and therefor- qives a high priority to construction of

a new airport. This will. enable Lesotho to make

direct connections with countries outside of South

Africa.
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b) Development Emphasis on Sector

(1) Projects Underway

(a) Airfield Improvement

For airfields in the interior, the

aim is to increase safety, comfort, and effi-

ciency of flights, to reduce wear and tear on

aircraft through installation of better runway

marketings, drainage facilities, surfacing,

passenger shelters, radio facilities, navi-

gational ails, and fire-fightinq equipment

in the places where these are most needed.

Works in progress include airport lighting

at Maseru, radio and navigation aids at

Maseru and other airfields, fire-fiqhting

equipment at three airfields, passenger

shelters at five airfields, and radio stations

at two airfields. Markings and improvements

to surfaces and d'.-inage, where needed, will

be completed in 1978/79.

Germany is expected to make some

additional improvements in the airport at

Maseru to improve its safety, but so far no

donor has been found to provide the VDF navi-

gational equipment at Maseru which was recom-

mended in the Farah Report at an estimated

cost of US $50,000, nor has financing been

found for improvement of eight airsLrips in

the mountainous areas, which was recommended
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in the Farah Study and estimated to cost

US $460,000.

(b) Civil Aviation Training Unit

The Civil Aviation Training Unit is

to offer courses in air traffic control and

firemanship. After completing the basic

course in Lesotho and gaining some practi.cal

experience, students of air traffic control

will be sent for further training abroad.

CFTC has provided an advisor who will run the

basic air traffic course, and ICAO will be re-

quested to deploy a fire and rescue advisor

to give basic training for firemen. Govern-

ment will recruit and employ the personnel who

receive the training. The building for the

unit was completed on schedule in March 1977

and the British Government has contributed

training aids.

(c) Lesotho Airways

Lesotho Airways Corporation (LAC)

operates a fleet of two Islanders and three

Cessna 206 aircraft. The scheduled and

charter fli.-hts ensure regular supplies,

travel facilities, and urgent medical atten-

tion to remote areas. CIIJA has provided two

twin Otters wl ich will he cle1ivered in mid-

1978. The enlarged fleet will enable LAC
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toi : expan operations in ...the interio~r .... ..and ..

alot oeae new :-routes -to .somewhat- more,,. .

: !7,i ii!'' j.:, ... -. . ' . . . ifstant p"oints,, suc as Ga o ne and :Johannes- "'

! i 4.4'- 4 '4)!" 4'": "Gabor "annes-

15. .- Intal, exatiae wil beepoe

to opeate the exoandedfi eet until local e

sonnel are recruited and trained to replace

them. Ata future date the acquisition of

medium-range jet aircraft capable of economi-

cally viable operations to other Southern

African countries can be considered"

(2) Projects Planned

h (a) National Airport

The limitations of the Leabua

Jonathan Airport in Maseru, a former polo

field with a mountain at one end and a ravine 4444

.at the other, are great. The largest craft

that the Lirport can accommodate is the

Hawker-Siddeley 748, which operates on the

route to Johannesburg. The scheduled flights

are restricted to early hours to lessen the

heavy penalties on payloads imposed by tem-

perature and tailwind conditions; consequently,

passengers coming from outside South Africa

are obliged to stay overnight in Johannesburg.

Returning, they are often obliged to wait long

hours in Johannesburg for connecting flights.
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As a consequence, passengers cannot avoid

experiencing South African racial policies.

Since it is not economical to

extend the present airport at Maseru, a new

airport it being planned that is capable of

accommodating longer-ranqe aircraft. A feasi-

bility study done by TCAO and Swedish consul-

tants indicates that by 1980, or soon there-

after, an airport capable of accommodat ing

medium-range jets would be economically feas-

ible. The Farah Mission recognized the impor-

tance of this airport to reduce dependence on

South Africa and r ecommended that, as part of

the emerqc:--,\' program, the deta.ied engineer-

ing study for the new av':port shou.d be promptly

carried out. This feasibhiit y study is being

undertaken at a cost of approx.imately] $870,000,

which is finan cd b'y th , Abu Dhab .i Funcl. The

Farah Ro. ,ort estimaLs thaL tho cost of con-

struction of the airport will be $23 mi]llion,

which is substantially hiqher than the

$1.3,320,000 that was estimated in the report

of the first Mission.!' Toward thi s cost,

an amount of $3.5 million i s available from

the European Deve lopnent Fund (EDF) and

$4,040,000 from the Kuwaiti Funds.

I/ The tercfm, first "Mi.s;sion," r fers to tiL m'iss2 ion sent to L ;otho
i n I aril r' 1 97 by t h Secretary Gene,-..ral n f tihe U . N.

146



The Government of Lesotho will provide $1.5

million toward the construction of the airport

and will foro) $2.5 million in customs revenues,

since donor-provided equipment will enter

Lesotho duty-free.

Other potential contributors

to the airport include BADEA, Saudi Arabia,

and the United States. The Government of

Lesotho intends to have a donor conference

on the project to determine which components

each donor will finance.

The prersent timetable is to com-

plete the preparatory studieVs for the airport

during 1978 and to start construction in 1979.

The airport would not be operational until

1981 but, and as the Farah Report notes, finan-

cing must be arranqed e:xpcnii tiously if this

timetable is to be met.

(b) RuraJ Airports

Rural airports are planned for develop-

ment at four ]ocations. These airports and

the desired condition to be attained is refer-

enced in Table XVII, below.

TABLE XVII

LESOTIO: RUR AL AIR1?PORT DEVtiELO0P,,ENT
A l r t ) e s i. r ed Co n d i t ion
i o hc t ron 'Irou n c

2. Qa ,ay N. thi n L tumen
3 . Thi , (.round
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(c) Training Requirements

(1) Overview

TCAO estimated the technical

assistance and traininq requirements for

Lesotho as part of its 1974/75 manpower

survey of Africa (Manpower and Training,

Civil Aviation Africa, pp. 92-3). Just as

the Declaration ot Independence of Transkei

by the Republic of South Africa in December

of 1976, however, led to the revision of

airport deve lopment priorities, it also

led to a revision of manpower requirements

for civil aviation in Lesotho by the Farah

Mission and by the government itself. The

training and technical assistance reuire-

ments estimated by the Farah Mission are

less comp].et than those of the Government

of Lesotho, and the timi nq of the two studies

suggests th.:it the esrt.imats devel oped by the

Farah Mission were p:robablv dprived from

both the ICAO est i mates and the estimates

of the Government of Lcsotho.

(2) Farah Estimates

The Farah Mission separated re-

quirements for technical assistance into

three categories: most critical require-

ments, other r'qn i -omonts for technical

and cooperation staff, and fellowship needs.
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.... " .: iTheir, recommendations were: "::< !: " :"-:;"":

Lesotho Central Government: Urgent Technical Cooper: ti-on-.

i. Most Critical Requirements -. • ... i
. - Number. of Experts i' and.M an/ i :-

<;'i .... ... I ". ... ...... . .... ..(M /M s w ere .es tim a ted )- )i "i/ l"-:

1i~i Aviation Maintenanceiv 2 experts
Engineers

Telecommunications Engineer 1 lexpert for 24 m/m
(for design and maintenance
assistance)

I I. Other Requiremle, nts for Toechnical Cooperati on Staff l ii

Director, Department of 24 m/m
Civil Aviation iiiii

III. Training, Study and Vocational Fellowships Needed ~~

Field Number ofFelwhp

a. Civil Aviation Directorate

Deputy Director 1 .:.i?~ii
Civil Aviation i. 9

Air Traffic Services 1
Administrator

Senior Air Traffic 2 .i,!l
Controller ,iii

Air Traffic Controller 1 ,

Aeronautical Information 2 :i

Aeronautical Cormnunication 2.!-!
Officer

Aeronautical Station Operator 12-.

> 7 -7 '77<~ $~~~ 7 7~Y 714 977



!.":)  .... .... .Communication Mai.ntenance 5!
Technician,(Radio , Electronicsi,":, ", , ! ,,, .i-  -,Nav Aids)

Aerodrome Engineer 1

Aerodrome Maintenance Techni- 2
cian (Civil)

Aerdrome Maintenance Technician 2
(Electrical)

Aerdrome Maintenance Technician 2 .1
S... Mechani-cal-and. Power...Plan.) ___

Personal Licensing Officer 2

Air Transport Officer 1

b. Lesotho Airways Corporation

General Manager 1

Operations Manager 1

Chief Pilot 1

Pilot 3

Cabin Attendant 3

Dispatcher (1 Chief, 2 Dispatchers) 3

Traffic Manager 1

Station Manager (1)

Chief Engineer, Aircraft 4
Maintenance Engineer

Crew Chief 3

Mechanic 10

Storekeeper 1

Chief Accountant 1
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....K - ' ' 
K.i . i i: : / :/ , K i : . ... . i / / ! L,,! ! i

(3) Lesotho Government Estimates 
K

As noted above, the report of the

UNDP/ICAO Manpower and Training Survey of

Africa for Lesotho, January 1976, has been

updated by the Government of Lesotho to re-

flect the government's recent decision to

develop a new international airport based

on events in South Africa. The government's

estimates, which are summarized in Tables

XVIII and ,XIX, include manpower requirements

for both the Civil Aviation Directorate and

Lesotho Airways Corporation. Table XVIII,

Lesotho: Number of Posts, contains the govern-

ment's estimates of the number of posts, per-

sonnel trained, personnel funded to be trained,

and unfunded training requirements by persons,

courses, and man months required for both the

Civil Aviation Directorate and Lesotho Airways

Corporation. Reference to this Table indicates

that a total of 829.5 man months of training

are estimated to be required for both of these

organizations and are so far not funded by any

donor.

Table XIX provides details of

fellowships for training requirements that

donors have so far agreed to fund. These

fellowships are referenced as "Personnel

Funded to be Trained" in Exhibit XVIII.

151



p
LESOTHO:

NUMBER OF POSTS, PERSONNEL TRAINED, PERSONNEL FUNDED TO BE TRAINED,
ANV UNFUNDED TRAINING REQUIREMENTS

f BY PERSONS, COURSES, AND MAN-MONTHS
Number

CIVIL AVIATION DIRECTORATE: Posts

Director and Deputy Dir-ector, Civil Aviation 2 persons 2

Civil Aviation Administration - 1 person x 12 Man- 12 KHI

Special course for senior Months (M/)

staff (Instant DCA) .

Air Transport Economics Courses 2 persons x 2 1 M/ 5/M

and seminars .17 MM

Air Traffic Services

Total Requirement 10 persons (1 ATSA,
I SATCO and 8 ATCOS) 10

(I in position; 2 under training due back in June 1978

and 4-due for training in pipeline - 2 to USSR back in

1981 and 2 to Nigeria back in 1979).

Balance to be trained in basic ATC 3 persons

Area Control (ATSA 1, SATCO I and 5 persons

ATCOS 3)

Refresher and Improver 2 persons

Courses (ATSA 1 and SATCO 1)

ATC administration and I person

management (ATSA i)

ATC attachment (ATSA 1 and 2 persons

SATCO 1)

Courses

Basic ATC 3 persons x 12 M/ 36 M/

Area Control 5 persons x 3 M/ 15 M/

Refresher Course 2 persons x 2 M/N 4 M/M

Improver Course 2 persons x(MIX 6 N/1

ATC administration ani I person x 3AM / M 2. MIX

management

ATC attachment 2 versons x 3 r./M 6 H/M
70 M/Xi

Aeronautical Information Officer

Total Requirement 3 persons 3

(In position nil; under training 1
- will be back in 1977. Balance
to be trained 2)

AIS General Course 2 persons x 8 M/M 16 MI.

AIS Briefing 1 person x 2 1/2 M/N 2 1/2 M/

AIS Publication 1 person x 2 1/2 M/M 2 1/2 M/I

21 MIX

Source: Department of Civil Aviation, Ministry of Transport and Communications,
Hnseru. Proectlon of Civil Manpower and Training Ruuirements, August,

1977.
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-n-. TABLE XVIII

0 Number

0 fCo m n cation ( operations:. . ...... Posts . ....

Communication Officer 2; Commu- 14
nication Operators 12-

(In position nil;- under training
or training in pipeline nil,
Balance to be trained 14)

Basic Radio Telephony 14 persons x 5 1/2 H/H 77 M il.
Advanced Radio Telephony 10 persons x 5 1/2 M/11 55 M/H

Com Ops Supervisor 2 persons x 3 M/ .6 M/ ..

Com Ops Technical Know.ledge 2 persons x 3 M/X 6 M/

166 H/X

Communications Maintenance:

Aeronautical Communication 1 person 1
Engineer

(One candidate has been selec-
ted and will undergo training
for 3 years and will be back in 

--1981). So balance requirement
is nil.

Cor rnications -cintennnce Technicians:

Total Requirement 6 persons 6

(One in position, but he is go-
ing for aeronautical communica-
ticn engineering training; one
under training; will be back in
September, 1977) Blance to be
trained 5.

asic Course (Bangkok) 2 persons x 24 X/1: 48 H/.
(Cairo) 3 persons x 18 H/M 54 M/X

VO R/ DME 2 persons x 6 M/ 12 M/

Flectronic Maintenance I person x 6 M/X 6 Mh

Communication Equipment and
System 3 persons x 4 HIM 12 M /-

Aerodrome EnEineering: 132 M/X

Acrodrome Engineer

Total Requiiement I person 1

(In position, under training
or training in pipeline - nil
Balance to be trained 1 person

P. G. degree in Aeroerome I person x 12 H/M 12 H/XEngineering 
12 MI/
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>3 . .% A. . h , . °

* Number
o f

- - Pasts

Aerodrome Maintenance Techni- 6 persons 6
clans (Civil)

(In position, under training or
training in pipeline- Nil) -

(out of 6, 4 will be for Civil
Engineering works and no train-
ing is needed and they will get
attachment training)

*7To be trained 2 persons

Aerodrome Maintenance Techni- 2 persons x 6 M/ . 12 M/N

cian (Pavement)

-.... .......... :- Aor od rome- MHainren anc e -LT e c h n i " ,-

cian (Elect) and Mechanical
and rower Plant

Total number required 4 persons 4

(In position, undor training
or training in pipl-ne - Nil)

To be trained 4 persons

Electrical 2 persons x 6 N/M 12 N/N

Mechanical and Power Plant 2 persons x 6 M/M 12'-
~24 M/m

Draughtsman (No training re- 24 1

quirements)

Others:

Airworthiness Inspector

Total requirement 1 person

Under training 1 person

Balance to be trained - Nil

Personnel Licensing Officer

Total requirement 2 persons 2

(One was under training at CASC,

Beirut but course interrupted;

training to commence afresh)

Special course for Government 2 persons x 7 N/N 14 /N

Operations Officer - Personnel 14 X/N

Licensing

Air Transport Officer

Requirement, 1 person to be I person ..

trained

Air Transport Economics 1 person x 2 1/2 M/H 2 1/2 N/.
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:'):, " " Statli ics Officeer

S : Requirement . :person-: : : . ': :}::.~ ,

':" : " I n p o s i t i o n - N i l" " - : " :

::B la c to be trained . . person. !:::

Aiatin sdttisr.ti I person x 62 M/m 62 m/

A erodrome Managerent - 4 '

Tota I R eq u Ire me nt- 1 person

To be trained 1 person

Cief OFfir e r Of i e 15 "

Total Requirement I personsI

To be trained 3 persons

Junior Fire Officers Course 4 persons x 3 M M 2 /

Senior Fire Officers Course Iperson x 3 m/x 3 M/M .
1 5 M /M _ :

Firemen (otraining require-'
ments) 

2/, -4

Other Supporting Staff (No,"
t rain ing requirements) 

16

LESOTHO AIRWAYS CORPORATION

General Man ager

Requirement Iper son

To be trained ] person . .. .. '

Degree Course in Aviation 3 persons x 12 M/Ml 36 M/X
Management

Attachment.Tratning 2:o person x 12 m/m 12 ,/

448 
M/41554



22o f

2 
Posts

Requirement pr son1

To be trained 1 person

CPL/IR/ALTP Theory Pilot Course 1, person x 15 Il/M 15 H -M

Flight Operations Administra-
9ton/Management Training by 6

attachment 6 " /H ,

21 N/H

Chief Pilot
R:': : ,+: e, -: q ", u .- i .. r -e '" m" " c ,+ n .t; : ' " : : H " ! 4 '

To be trained 1iperson

CPL/IRIALTP Theory Pilot Course I person'n 15 H/H 15 H/H

Training by attachment 
6 /:

21 MIX
Pilots

Total Requirement 10 persons 10

(In position 3. 1 under train-

ing at Perth - will be back by

1978. Training in pipeline - 2
to USSR - will be back by 1981;

1 on EEC fellowship - will be

back by 1979). Balance to be

trained 3)

CPL/IR/ALTP Theory Pilot Course 3 persons x 15 M/H 45 H/,

Traffic Manager

Total Requirement 1 person

ln position - Nil 
I.

To be trained person

Airline Traffic 1 person x 3 HH . 3 Mi1

Airline Sales 1 person x 3 H/M 3 M/

6 H/M

Station anager (Foreign)

Total Requirement 1 person :

To be trained 1 person -

Airline Sales 1 person x 3 N/N 3 M/M

Passenger Services I person x 3 I/H 3 H/H
6 N/Il

Chief EnIgileer and Aircraft

Maintenance Enpineer6

Chief Engineer 1 person

A.H.E. 3 persons 4
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-as-c A uin 19E7du -bak980Se
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Loa Requirement I person

o be trained - 1Nperstriil.- "

ATar n ion hipehier rai2 per-

.r-. ,a 18)lance e tc. b

A, a R qu iremand oe .la .t . 2 person x... 1 .

" January -97 and Cre l Chi e ba

Ar 'ne -

A' A - * Reqnicsen 1) ( tob13 persons - 3
Tr be t~raind 1978-180)ons

(07 5ai tena t persons x 4 XM 12 fl/

Tota Requirement 3 personsI

.0 be trained 3 peilons

ota. Requirement 1 person *

' etrained I peilo
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Additional information contained

in the Government of Lesot ho report on train-

ing and manpower requirements includes:, '7

o Sumihary of costs showing external funds
required and government contribution in
kind for fellowships' and technical assis-

.' ... . ' tance that is currently being funded by

o Annual breakdown of fellowship training,
currently being funded by donors and
the cost of such training.

*Current numbers of expatriate experts
assigned to the Civil Aviation Director-
ate and Lesotho Airways, funding source,
and' period of funding.

2) Recommendations

v The U.S. should develop a homogeneous policy of
support to both capital and training needs re-
"lated to civil aviation for Lesotho, Botswana,
and Swaziland. All three countries wish to
develop international airports, have extensive
needs for manpower training in the aviation
sector, are landlocked, and belong to the
Southern African Customs Union.' For all three
countries the U.S. policy should probably be
developed in coordination with the UNCTAD
efforts to develop programs for landlocked
countries. In addition, the Transkei situation
is a special case for Lesotho; consequently,
the results of th~e Farah Report on capital and
training needs, as well as the Government of
Lesotho's, thorough summary of manpower require-,.
ments, should be taken into account in the deci_*'
sions of the U.S. Government. Support for civil
aviation has a low development priority, but
sezoms required in view of the poor condition
of the currently used airport at Maseru. What- ,

ever aid the U.S. may decide to provide for
capital development or manpower training re-
lated to civil aviation should probably be.
a part of a multilateral assistance program.
As noted in this report, Lesotho plans to have
a donor conference to coordinate the assistance
for the proposed international airport. Assis-
tance for technical assistance and manpower
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training related to civil aviation that the
U.S. may provide could be funded through the
International Civil Aviation Organization and
the African Civil Aviation Commission. As
noted inthe report for Botswana, these or-
ganizations have developed a plan to rational-
ize provision of training for the civil avia-
tion sector through- a three-tiered approach
that includes use of:

--two multinational training centers
--national training facilities
.-- an-internatona--fellowship-program-------.

* One rationale for the development of a homo-
geneous policy regarding U.S. assistance to
airport development is the possible complemen-
tarity of such aid with aid in other sectors.
For example, the U.S. might consider provision
of aid for communications equipment if it also
desires to provide other forms of assistance
for' telecommunications in some of these coun-
tries. This way efforts could be made to co-
ordinate development of airport communications
systems with national and international micro-
wave systems and other elements of telecommuni-
cations systems that complement communications
facilities required for civil aviation.

The SADAP team was told that a detailed list of
the capital components of the proposed inter-
national airport in Lesotho and their costs is
available in Lesotho. The iam was not able to
obtain a copy of this list,2iefore its departure,
however. Such lists may also be available in
Botswana and Swaziland. In the process of
developing a homogeneous policy to supply as-
sistance to new international airports being
developed in Southern African countries, the
U.S. Government should utilize this list (and
similar lists developed for Southern African
countries which desire international airports),
which could serve as a point of departure for
identification of particular types of capital
expenditures that the U.S. would consider fund-
ing in each country.

The U.S. should consider funding a feasibility
study to determine (a) economic and political
viability of a regional airways service among

* the BLS countries, Malawi, and perhaps Zambia;
and (b) the financial viability of a national
airline in each of the BLS countries, when



each country has an international airport and
Malawi opens the Lilongwe international air-
port. As noted in the report for Botswana,
once a country has a full-scale international
airport it must compete witha large number
of international carriers for passengers. .-.

* The U.S. should consider establishment of a
grant program for Lesotho that would finance
policy studies requiring one to six man months
of effort. Policy studies that deserve' con-
sideration in Lesotho include: _-_

--a feasibility study regarding the es-
tablishment of a regional airways ser-
vice with Botswana, Swaziland, Malawi,
and perhaps Zambia

--the provision of staff to work on Lesotho's
preparation for transit negotiations with
the RSA. As noted in the report, negotia-
tions for a new transit agreement broke
down in September 1977, but since that time
the U.N. has supplied a new director for
the Department of Transportation in Lesotho
and the working group consisting of repre-
sentatives of both the Government of Lesotho
and South African Railways has been estab-
lished to reconsider the transit agreement
defined in Article ly of the Customs Union
Agreement. SADAP team members have dis-
cussed the potential usefulness of such a
grant program for iprovision of technical
services for these two tasks with officials: :
of the Government of Lesotho and the offi-
cials were very interested in the proposal.-

I/ Another example of a useful study would be containerization of
Lesotho goods. Containerization would reduce the damage and
loss of rail goods that is noted in the UNCTAD Report on the
external sector of Lesotho (UNCTAD, pp. 12-15) . As part of
this project., the U.S. could also consider ways to provide
storage facilities for Lesotho at Du.rban or East London.
The need for these facilities is also cited in the UNCTAD
Report on the external sector of Lesotho. A subsequent section
of this report concerning assistance requirements of Swaziland
notes the need for containerization equipment there. Insofar
as provision of U.S. assistance to railway development in
Southern Africa is concerned, perhaps the U.S. should make a
decision about assistance for containerization that applies
to all Southern African countries. This type of assistance,
however, seems to have a low priority.
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d Telecommunications

1) Development and Constraints

The provision of the telecommunications services

is the responsibility of the Department of Telecom-

munications. Basic guidelines for the development

of telecommunications include:

r laying the groundwork and establishing the
infrastructure and procedures for the long-
run growth of telecommunications;

" taking appropriate short-run action to over-
come major problems affecting the present
level of service to. the subscribers;

" managing training of local staff,.formal
instruction, field training, and on-the-job
training.

The western perimeter of Lesotho is served by

a ground line, carrier system joining ten automatic

exchanges and thirty manual exchanges. This system

has 2,300 direct exchange lines and 5,200 telephone

stations, of which about 75% are in Maseru.-1/

Backup subscription orders are estimated at about .5

1,000, at least half of which are for Maseru. The

rugged escarpment surrounding the central portion

of the country seriously complicates communication

between the western perimeter and the interior.

Various local systems in the latter portion of the

country are operational but their reliance on lines

through the Transkei is politically unacceptable as A I

well as ineffective,.i/ /'~

I The largest e:tchange outside Maseru has 150 lines. .
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The western perimeter system is linked at

several points w-ith local exchanges across the bor-

der in South Africa. This groatlv facilitates com-

municati on wi th the monst immeditO (:C.cnters of econo-

mic impolrtanice. There is alIso a three-channel line

through i]oemon t ein pro'vidin i access to internati onal

routing via the Cape Town cable. A snIc-c'h I

11F' radio link (Jives sorvice to fla~irob , but this

routo is unreliable. Telex s( -vcir is tied to iinter-

national chann.ls throuc;hl facil ities in11 Soltli Africa.

Although this is regular , gualjty service there is

a political concern as to the reliance upon and poten-

tial for ]ine monitoring h% South Africa for not only

Telex, Lut all] types of internat.iona]1 service.

Basic system maintenance and repai r has been

almost completely localizcd. The exception is in re-

garcd to radio equipm ent. Considerable delay ex ists

between the identification of the riced for a repair

and the perfformance of that repair. This is generally

the result of deficiencies in ski ls rather than a

shortage of equipment. It is; estimated that 40 to

60 percent of all system faults on a daily basis are

the result of fau1ty instal.lation. The si tuation

is especial1y serious in regard to maintenance of

the trunk system.

The telecommunica " s staff has a total of

255 employees. Of these, ): .re classed as p)ermanent

staff, 65 are .isted as non-establi shed positions,

and 100 are designated as const-uction workers.
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Although in absolute numbers this staff should be

adequate for needs, there-are qualitative differences

in staff ski]is. Only 10 (or about 4 pJocent. of the

total staff) are Qnig3neers. Only one of these is

Basotho, but another is in traininq. At ]l..st one

more expatriate will have to be hired by the end of

1978.

Rationalized planninq for the deveiopment of

telecommunications on a more-than-current basis is

recent in evolution and at present remains confined

to a timeframe of about two years. Thus, current

planninq projects needs th rouwh 1980 . A summary of

telecommunications needs was completed as early as

1.972 under a grant by SIDA, but the findings and

recommendations have been only partiallv adopted.

Major ass I stance for 6!'cvaiopment planning is being

p rovided by S;WEIDTEi., pr ima -ly through th, use of

expai triates This activity is too recent to judge

the effect of e::patriate turnover on manacement

clove] p)m91,:f t.

2) Proposed Project:

Majo r p lars are underway for upgrading the tele-

communica t .ons .qystem. The existinq western q 1id

will h, auqmuntd by the insta3lation of two new

au tort t c ox ch ar u os a nd a n:ow o;,:.eLanqgo for Maseru.

The ne -,t-n iprmunt for Masr - is s'chodulad for in--

s5it 3 ation by the end of Aunust 1978 and will
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provide an initial increase in capacity of from

1,600 to 3,000 lines. A phased plan has been

designed for the connection of subscribers on the

waiting list. Subsequent expansion of the exchanges

is intended to increase system capacity by another

1 000 1ines. Longdsace& tuh 'sithn'f

the western grid will also be upgraded.

Plans also call for the addition of three

new automatic exchanges in the eastern interior

region. These exchanges are to be located at

Thabatseka, Mokhotlong, and Qachas Nek. They will

be jointed to the main system by either a small

60-channel microwave system or by radio links.

Completion of these projects is projected for the

end of 1980 and funding by SIDA and ODM is antici-

pated.

The government is presently considering

the preliminary draft of legislation which would

establish a parastatal company for the direction

and development of telecommunications services in

Lesotho. This would provide greater flexibility

in regard to salaries and personnel policies. This

would increase the attractiveness of employment and

hopefully reduce the drain of employees who have

been trained by the service into other, more lucra-

tive, sectors of the economy. It would also give
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greater control over resource use for management

of the service. Should the Cabinet regard the

legislation favorably, implementation could take

Although the present network basica'lly . .j

meets the demand for international service at

a very advantageous cost, the government has

expressed an interest in obtaining a Standard B

earth satellite station. This would eliminate

dependence on South Africa for international ser- .

vice and is a politically sensitive issue. The

estimated cost of the station, an international

telephone switching center, and telex service has

been estimated by Cable and Wireless at R3.5 million. l/

Studies by both the IBRD and the ITU indicate that

the station would be economically viable.

Basic operations and development of telecom-

munications is being assisted by ODM, West Germany,

and SIDA, with projected budgets running until 1980.

Particular interest exists in the improvement of ser-

vice productivity. The need for three or four staff

members and some project- or task-oriented consultants

has been proposed, but funding is not immediately

1/ Cable "and Wireless propose to offer station management. -
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available. In view of the high profile played

by SWEDTEL, support for this project would best

come from SIDA.

3) Roceim nde - Assi stance

No assistance is recommended.

168



C. Malawi

I. Background

,t independence in 1964 Malawi was the poorest of the

roe territories of the former Central African Federation.

S.s main assets are modrate]y fertile soils, qood water

sources, and a climate that is favorable to crop produc-

In. Unlike its neighbors, however, Malaw i has no sb-

,ntia]1 minera1 resources. Forests constitute the main,

'-sentia]]y unta]pped resource which could be expi]oited on

sij nif icnt scale in the future.

Measu red against the country's nat-ural endowments,

progress snce 1964 has been remarkable. Between 1964 and

1976 GDP at: constant prices grew at an avero-e annual rate

L: 6. 51, domest:ic investment and savin . is inW-rased rapidly,

L. government finances have improvud sufficientl:, to

eliminate budgetary aid i providUed by the British durinq the

years immediately after independence. Agriculture, which

dominates the economy and contributed 461 of GNP in 1976,

has been directed toward e::port markets by encouraqi nq pro-

duction of cash crops on estate and intecirated ruoal develop-

ment schemes. Industrialization has also progressed s i nce

independe]nce; industry accounts for 9'4 of GNP in 1964 and

121 in 1976. Nevertheless, Malawi, with a , NP per capita

of only US $140 is listed by tie United Nations among the

worid's poorest countries.
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The economic planning of the Government of Malawi is

based on a three-year rolling plan that implements the

governmen L"s 1 971 Statement of - lDevepo1 pm(nt Policies (DEVPOL)

DEVPOL contnin - guidelines for major economic tarjets up to

1980 and states the maln socio-economic objectives, among

which are:

" to raise ]iving standards and productivity in
rural areas;

" to ach iev. e an averaqe annual growth in GDP of
8'Y : thronnh the parallel devel]pment of small-

holder output, estate aqriculture inustry;

* to promote a more baI]anced req ional development;
a nd

" to dovelop local initiatives and a y-adual increase
of local participation in the economy.

The investment program in the public sector is summarized

in Table XX.

TABLE XX

MALAWI: PUBLIC SECTOR IN'EST.ENT 1971-1980

K million % of Tctal

Transport 110 29

Agriculture 72 19

Social services 55 15

New capital city 50 13

Uti lities 42 11

Te eco,.mmnications 20 5

Other 25 7

TUTAL 374 10W

/a .Includes investment by public corporations.

Source: Statement of Development Policies, 1971-1980.
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.etween,1978 and 1980 ;he proportion is expected to be

temporarily higher (46%) because of the concentration of

several substantial investments in those years.

2. Strategy Related to Transportation and Communications

Malawi's present transp6rtation policy, outlined in the

Statement of Development Policiesas-a-three-fofdd..

objective:

* to improve the administrative, social, and
economic integration of the country by linking
all three regions with reliable all-weather
connections;

* to support the country's rural developmept efforts

by improving access roads to the rural areas; cind

* to provide within Malawi efficient links with trans-
port routes leading to seaports on the Indian Ocean,
for exports and imports.

Significant investments are now underway or are planned in

all modes of transport, and this sector is expected to

account for 46% of planned expenditures during the period

1978-81. This percentage represents a substantial increase

over the 29% expenditure over the 1971-75 period. When

these investments are completed the transport share of the

government's capital expenditures is expected tG revert to

its previous average.

The responsibility for coordinating the transport in-

vestment plans rests with the Economic Planning Division

of the Office of the President and Cabinet, which reviews

proposals put forward annually .by the ministries concerned,

notably the Ministry of Works and Supplies for Roads and

the Ministry of Transport and Communications for all other
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modes. The government exercises considerable control

over transport through its ownership of major carriers

such as Air Malawi and Malawi Railways, including the

latter's two subsidiaries, Lake Services, Ltd. and Road

Motor Transport Services, Ltd., a large trucking company.

All of these companies are under the jurisdiction of the

Ministry of Transport and Communications (MTC), which is

also responsible for regulating private carriers, includ-

ing those in road transport.-
/

3. Analysis of Respective Modes

a. Roads

1) Development and Constraints

Malawi has a classified road system of about 6,650

miles, of which 1,002, or about 15%, are paved. Approxi-

mately another 300 miles are ground and 5,354, or about 80%,

are earth. (See Table XXI, Malawi: Classified Roads,

March 31, 1978.) In addition, there are over 1,200 miles

of unclassified feeder and crop extraction roads in con-

junction with major acricultural travel development pro-

jects in the country, as well as several thousand miles

of undesignated earth tracks, some of which are to be

1/ Initially the management and development of transport and com-

munication services was the responsibility of the Ministry of

Works and Communication. Structurally and functionally, how-

ever, the Ministry separated the administration of posts, tele-

communications, and civil aviation from such operations as

water projects, the licensing of vehicles, road safety, and

road construction. In November 1975 the Ministry was split

into the Ministry of Works and Supplies-- ith a separate

Roads Department to supervise zonstruction and maintenance--

and the Ministry of Transport and Communications. The latter

is divided into the Department of Transport, the Department

ofTelecommunications, the Department of Civil Aviation, and

the Department of Posts.
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TABLE XXI

MALAWI: CLASSIF7ED ROADS, MARCH 31, 1978

fighwev Authoritv Cl81 Length within surface type

Bitumen Gravel Earth Sub-total % of Total
km (miles) km (Miles) km(miles) kom (miles)

Chief Roads Contrcller Main (M) 1,437(Rq) 303 (138) 1,281(796) 3,021(1,877) 28.21

Chief Roads Controller S.condnry (:8) 18M11) 160 (105) 2,O9 4(1,301)2,4S6(1,520)22.84

District Council (2) District (D) - - 5,037(3,130)5,05(3,135)47.12

Chlef Poads Controller branch (R) - - 60 (37)

Otharm (Ectat-e - 2) Branch (P) - - 29 (18) 89 (55) 0.83

Chief Roads Controller Estate (E) - - 107 (67) 107 (67) 1.00

Total 1,620(1,007) 472(93) 8,616(5,354)10,70e(6,654)

Percentage of Total 15. 0.41 80.46 100.00

Municipal Council Main, secondary and adopted roads within the designated Areas of the
Capital City of Lilonvwe and the City of Blantyre.

Town Council Main, secondary and adopted rondA within the designated areas of the

Zo-ba, Salaka, Mangochi, Dedra, Salima, Mzutu and Liwonde townships.

Width of rond reserves Main-60m (2)0 feet); secondary and diatrict- 6m (120 feet); branch
and eetate-Wm (60 feet).
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absorbed as district roads. The low quality of much of

the network results in high transport costs.

Almost 600 miles, or about 60%, of the paved

roads and about 74 miles, or about 25%, of the gravel

roads, in the country have been built since 1968. (See

Table XXII, Malawi: Road Development Program, 1968-1977,

and Projects Underway, 1978.) The existing system pro-

vides major links for the southern and central regions

where the majority of the population resides, but links

to the northern region are incomplete. Paved roads run

from Bangula to Blantyre and on to Lilongwe and Nasungu.

(See Figure XXIII, Malawi: Principal Roads Network, 1978.)

Completion of a paved network is complicated by the exis-

tence of a sharp escarpment parallel to the lakeshore which

creates two north-south corridors, communication between

which is very difficult. As a result, a paired system

with a coastal route and an interior route is planned at

least until Rumphi. Liniks between these routes are

planned at five strategic positions.

Government engineers complain that the rising

costs of construction make it difficult to complete what

constitute economically viable links in the road network.

Main paved road construction in 1971 was about K60,000 per

mile. By 1977 the cost had reached almost K90,000 and the

projection for 1979 was K152,000. Even discounting for

possible differences in topography, inflating costs were
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TABLE XXII

MALAWI: ROAD DEVELOPMENT PROGRAM 1968-1977

AND PROJECTS UNDERWAY, 1978

PFRIOD - Tears 1968-1977 Completed projects.

Bridges (1-3) Road and Bridges (4-8)

Aganc) No Av. span-m(ft) Cost-K Gravel Coat Col Bitumen Coat Col Cost Cola
km(milea) (4) -K km(.Biles) (6) - K (5)(5)(7)

() (2)3) (4) (5) (6) (7) (8)

Direct Labour 4 95 (320) 635,355 119 (74) 632,993 592( 68) 16,146,929 17,413,277

Contract 3(a) 126 (413) 2,025,873 Nil - 357(222) 20,484,022 22,509,895

TOTA1 7 109(359) 2,659,228 119 (?4) 632,993 949(590) 36,630,951 39,923,172

(a) ..-ludinF adaptation Chiromo brid~e span 181 m(593 ft) to a rail/road facility; cost

...ziuded Col. (3).

, ,JECTS IN HAND - cost anticipated as at 31 March 1978.

WJiect LAbour Minor (b) - 550,000 Nil - 169(105) 8,425,000 8,930,000
Contract Nil - - - 435(270) 42,573,254 42,573,254

TAL'- - 550,000 - 604(375) 50,998,254 51,553,254

(b) Construction of 4 No and replacenent of Bailey superstructure with precast post tensioned

inverted RC T-beams and cast in situ PC deck to 10 No minor bridges.
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FIGURE XXIII

MALAWI: PRINCIPAL ROADS NETV"ORK, 1978
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seriously complicating road development planning. This

problem is reinforced by the structural needs of the

Malawian system but represents a problem for countries

throughout the region. It is particularly disturbing

to the Malawians to have prepared the engineering details

and other backup associated with their projects only to

wait for donors as construction costs soar.

The Ministry of Works and Supplies is respon-

sible for construction of all classified roads except

district roads, which are the responsibility of the District

Councils. About 60% of the paved roads constructed since

1968 have been built by direct labor projects. The remainder

have been awarded to independent contractors under the super-

vision of the Roads Department or consultant engineers acting

on behalf of the Department. Most main road construction is

not labor-intensive--except for the construction of culverts,

drains, etc.--but labor-intensive methods are being intro-

duced on a trial basis under the District Roads Improve-

ment and Maintenance Program funded by the IBRD. Local

contractors often construct estate roads, but they lack

the ability to handle major road projects, all of which

are presently handled by foreign contractors.

Tho Ministry of Works and Supplies also is

responsible for the maintenance of all classified roads,

except district roads, which again are the responsibility

of the District Councils. There are divisional offices

in each of the three regions which are directly responsible
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for road maintenance projects; road planning and overall

supervision are handled by the headquarters staff in

Lilongwe. Road maintenance is largely mechanized but

manual labor ig used for certain routine operations. Each

region has its own pool'of mairtenance personnel, and main-

tenance of all-weather roads is satisfactory.

The construction and maintenance of district

roads have been given inadequate support, but in 1974

under the Second Highway Project promised by IDA a District

Roads Improvement and Maintenance Project was initiated.

The original pilot scheme was started in Kasungu District.

Most labor has used intermediate technology but there has

been some experimentation with labor-intensive techniques

using hand tools. Initially the project is being operated

by the Ministry of Works and Services, but in late 1978

or early 1979 responsibility will be transferred to the

Kasungu District Council. The project has trained foremen

from all 24 districts in office and workshop administration

and such associated tasks as concrete culvert casting and

repairs to timber bridges. The pilot scheme has been

successful in general and will be extended to service

additional districts at an estimated cost of about

US $3.6 million, provided by IDA or World Bank assistance.

Road planning and overall supervision are

handled by the headquarters staff of the Ministry in

Lilongwe. There is a Design Department consisting of
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almost 70 engineers, technicians, and surveyors, which

is responsible for the engineering of roads and bridges,

hbt it is primarily concerned with the design of struc-

tures and water, supply facilities; it carries out only

preliminary studies and minor road and bridge designs

and relies on engineering consultants for major road

projects. The Department has a well-equipped laboratory

for testing materials and soils and has developed design

standards keyed to topography and traffic conditions in

Malawi.

There is a Plant and Vehicle Hire Organization

with workshops in all regions and a central workshop in

Blantyre for major repairs. Created in 1971, this organi-

zation is responsible for procuring and maintaining all

government-owned equipment and vehicles. The Ministry is

assessed a rental fee for the use of construction and

maintenance equipment based on purchase cost and main-

tenance charges. The equipment availability rate is about

70%, but the government would like to increase the rate to

about 85%.

The Ministry of Works and Supplies faces a con-

tinuing problem in obtaining professional staff members.

Although the government operates an active program for

selecting, educating, and training Malawi nationals, there

is a' scarcity of qualified candidates and! supply never

equals demand. Training supported under assistance by
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mainly Britain, Canada, and the UNDP is more than ade-

quate to meet qualified students. Although still dependent

upon expatriates, two out of every three engineers are

Malawi nationals. The Malawi Polytechnic is expanding

its training capacity and the need to send engineers

overseas for training will gradually be reduced. Consid-

erable progress has been made in training such personnel

as road engineers, foremen, and equipment operators.

Although able to supply its own needs, the Training Branch

of the Ministry estimates that it has trained three times

as many mechanics as it employs; the difference represents

losses to the private sector or to other public programs.

The regulation of road transport is the res-

ponsibility of the Ministry of Transport and Communica-

tions. The Ministry does prescribe freight rates and pas-

senger fares, but in view of the proportion of small freight

operators there is considerable undercutting of freight

rates. A schedule of vehicle dimensions and weight regu-

lations, with the maximum axle load being nine tons, has

been established, but enforcement of these regulations has

been weak. Under the Second Highway Project three weigh-

bridges were installed. These have helped enforcement,

but road deterioration caused by overweight vehicles con-

tinues.

By 1976 the road transport fleet had reached

29,600 registered vehicles, about 75% of which were regis-

tered in the southern region. About 34% were passenger
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cars, and about 36% were goods vehicles. The estimate

for the vehicle fleet in 1978 is about 32,000. Over 65%

of the goods vehicles have less than a 3-ton carrying

capacity and only 3% have more thaii a 10-ton capacity.

The government-owned Road Motor Services, Ltd. and the

major private company, United Transport, together handle

about one-third of the fleet and 60% of the many small-

scale truckers had only one truck. The fleet has been

growing at about 6% annually, but the number of trailers

doubled between 1977 and 1978. Truck/tractor combina-

tions have become common on main routes and have provided

for an increase in volume beyond motorized fleet expansion.

Efforts are underway to improve transport statistics, es-

pecially in regard to traffic flow, for which the government

projects an annual increase of 9%.

2) Proposed Projects

In conjunction with a special symposium (June 26

through June 29), the GOM prepared an enumeration of road

development needs, officially presented as the National

Highway__Dev'elop;- ,nt Pro(,ramme , 1978/79-1980/81. This

enumeration iv1ri.-,nts I !5 major proposed projects for which

the io'ernmen t as s.,ekin; financing. (See Table XXIV,

Malawi: Proosc-d Road Projects, National Development

Program, 1978, and see Figure XXV.) These projects are

at varyini stat:es of preparedness; several await pre-

feasibility studies and three (#3, V , and half of #10

south of Benga) can be begun as soon as funded.
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FIGURE XXV

MALAWI: PROPOSED NATIONAL ROAD DEVELOPMENT PROGRAM

1978
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Projects were selected for inclusion in the

enumeration on the basis of:

" providing a link in the national N-S plateau
and lakeqhore routes;

" providing access to such areas offering poten-
tial development returns, as the Viphya and
sugar refining sites;

" providing access to agricultural/rural develop-

ment projects and their associated feeder roads;

" providing external link.

Completion of these projects will provide the major routes

for the national system and regional linkage. The coastal

and interior links will. run all the way to Rumphi and then

a single link will run to Naronga and Chipata. Most of

these routes have associated sector importance. Primary

emphasis is being given to the sugar and pulpwood projects,

but other links are keyed to rural development and mineral

exploitation.

The GOM is interested in USAID assistance for

Project #12, which would provide an East-West link between

the lakeshore and interior plateau routes. Since USAID

assisted with the Monkey Bay Road to which this joins,

and which is in need of upgrading, the government feels

USAID best able to coordinate overall construction and

improvement. In view of active donor interest in trans-

port, the major interest expressed by the government in

USAID assistance is for feeder roads and the provision of

technical and mechanical training.
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3) Recommended Assistance

The consultants were unable to attend the session

of the Donor Conference. Although donor reaction is stil

forthcoming, the preparations of the government were im-

pressive and strong interest in considering assistance fo

road projects has been expressed by such donors as CIDA,

ODM, EDF, and IBRD. In general, the immediate needs of

the country would warrant only selective assistance.

* Technical Assistance in Transport Policy Regula-
tion and Enforcement - Ministry of Transport and
Communications
The project should be keyed to appraisal of
effectiveness of present methods, relationship
between surface failures and road damage, and
possible training suggestions for subscquent
projects. One contract advisor and two short-
term consultants, for a total of 24 man months
would be required.

* Technical Assistance in Modal Linkage - Ministry
of Transport and Communications and Economic
Planning Division, Office of the President and
Cabinet
Project should be keyed to a study of the relation-
ship between road and lake traffic. A design for
phased development of the two modes should be pro-
duced with suggested costing of independent
development. Suggest rate levels and volume for
profitable lake traffic should be included or de-
veloped as part of a separate prefeasibility study.
(See Section , Lake Traffic.) Project should
also concern upgrading coordination by Economic
Planning Division of investment in road and lake
transport and could include overall perspective
of investment adjustment for all modes.

* Technical Assistance in Road Engineering
Suggest a mix of one or two contract advisors and
short-term consultants to augment staff of Ministry
of Works and Supplies. Suggest also short-term
consultant to study coordination with various
ministerial-level planning agencies in terms of
the effective utilization of staff w.9th engineering
experience or background. Upgrading 7ompetence in
this area will be an essential complement to major
capital inflows and donors for road construction
proposed at Roads Symposium.
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e Capital Assistance for Project #12
Assistance for this project recommended because:

--GOM has stated interest in specific USAID
assistance for project;

--former USAID involvement in Monkey Bay;

--key element in development of lake transport.

Development of this entire link should be keyed
to feasibility study for lake transport develop-
ment as a whole. (See Lake Transport Section.)
Project returns should be keyed to eventual needs
for passenger and freight transport and to major
associated sector development, including coal,
pulpwood, sugar refining, and tourism.

b. Railroads

1) National Objectives, Plans, and Priorities

a) Improvement of Current System

The rail network comprises a railway line from

Salima in the central region through Blantyre to the

southern border (277 miles), where it connects with

the Mozambican line leadinj to the Port of Beira on

the Indian Ocean; and a branch line (63 miles) offer-

ing an alternative route *co the sea frrm Nkaya to

Nayuci, where it connects with the Mozambican line

to the Port of Nacala. In addition, a westward ex-

tension from Salima to the capital city of Li]ongwe,

financed by a grant from the Canadian Government,

will be available for oepration in August of 1978.

The Canadian Government has also financed an exten-

sion under construction westward from Lilongwe

through Mchinji to the Zambian border; this line will

be completed in 1980/81, but no rail line in Zambia

exists to meet it. The Canadian Government is
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considering a request from the Government of Zambia

to finance an extension of the line from Mchinju,

Malawi to Chipata, Zambia, a distance of 31 kms. In

1977 the railway carried about 1.3 millions tons of

freight and about 1 million passengers. The largest

amount of freight was carried in 1973 (1.5 million

tons), and the largest number of passengers were

carried in 1975 (1.2 million).

Two rehabilitation projects are underway on the

Malawi Railway. First, CIDA has financed rerailing of

the Balaka-Salima track with 80# rail. Second, ODM

has provided MK800,000 per year for three years to

rehabilitate the line from Balaka to the southern

border of Malawi.

b) Railway Employment, Finance, and Equipment

Malawi Railways had 4,127 employees in 1976.

During the same years its subsidiary, Lake Services,

Ltd., employed 517 workers and its other subsidiary,

Road Motor Services, employed 357 workers.

Railroad receipts and expenditures have

risen steadily during the period 1967-76, with receipts

reaching Malawi Kwacha (MK) 10 million in 1976. Railway

operating expenditure was at MK2 million in 1967, de-

clined to MKO.8 million in 1969, and rose erratically

to become MK2 million in 1976.1/ The Malawi railroad

1/ Unless otherwise specified, the statistics discussed in thetext concerning Malawi Railways are taken from the publications,
Malawi Railways, Compendium 1976 and Malawi Railways Statistics,
December 1977 (Provisional).
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makes an operating surplus, but no an overall surplus.

The railroad would probably make an overall surplus,

however, if it had not been called upon to finance

the line of rail from Balaka to Malawi Railways, in-

cluding the latter's two subsidiaries, Lake Services,

Ltd. and Road Motor Transport Services, Ltd., a large

trucking company. All of these companies are under

the jurisdiction of the Ministry of Transport and

Communications (MTC), which is also responsible for

regulating private carriers, including those in road

transport.

Locomotives and rolling stock used by the

railway in 1976 are referenced in Table XXVI.
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TABLE XXVI

MALAWI: LOCOMOTIVES, RAIL CARS, ANV ROLLING
STOCK AS AT DECEMBER 31, 1976

1. LOCOMO.TIVES (Diesel)

A.E.I. Diesel/Electric - Mein Line 10
M.L.W. Diesel Electric -OMain Line 4

Nippon Sharyo - Hydraulic - Main Line 4

Hunslet - Hydraulic - Main Line 7
Hunslet - Hydraulic - Shunters 4

Bhenall - Hydraulic - Shunters 2

Andrew Barclay - Hydraulic - Shunters 2

TOTAL 33

2. RAIL CARS

Drewery Diesel 2

3. COACHING STOCK

Second Class 2
Third Class 30
Dining Car 1

TOTAL 33

4. GOODS STOCK

Cattle Bogies 6

Cattle Shorts 1

Covered Bogies (pallet) 20
Covered Bogies 318
Fuel Tanks 47

High-Sided Bogies 141

Low-Sided Bogies 148

Rail Bogies 22

TOTAL 703

5. SERVICE VEHICLE5

Ballast Bogies 48

Breakdown Vans 2

Inspection Coaches 2

Water Tank Bogies 3

TOTAL 55

6. VANS

Passenger Brake 1

Cacpo Kitchen 3

Goods Bogies Brake 16

Goods Short Break 1

TOTAL 21

7. ON-HIRE

Diesel-Electric Locos ex-Zambia 6

Fuel Tank Cars ex-Morewear Industry,
S. Rhodesia 9

TOTAL 15
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2) Constraints to Railway Transport

The Malawi rail system is well run, but experiences

difficulties in exporting goods due to inefficiencies in

the rail system in Mozaibbique. It also experiences reduced

passenger traffic due to Mozambique's recent imposition of

visa requirements and due to closure of the border with

S. Rhodesia.

Approximately ninety percent of Malawi's imports

and exports move by rail on one of two routes into Mozambique;

the route to the east crosses the border at Nayuchi where it

connects with the Mozambican line to the Port of Nacala via

Entre-Lagos, while the other line crosses the southern bor-

der of Malawi to connect with the Mozambican line running

from Vila Nova da Fronteira to the Port of Beira. Hence,

the efficiency of rail transport from Malawi to the sea

depends on the effectiveness of the railway infrastructure

and manpower in both countries as well as the effectiveness

of the port facilities and manpower in Mozambique at Nac.ila

and Beira. Unfortunately, the major constrint is a lack of

railway manpower in Mozambique.

As a result of the manpower shortage, the level

of service on each line into Malawi from Mozambique is two

or three trains a day. Also, there are fluctuations in

schedules and in the number of trains per day, depending

on manpower difficulties in Mozambique. Malawi's trade

prospects would permit movement of approximately 400,000

tons of goods per month across the Mozambiqu. border each
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month, but current railway conditions in Mozambique permit

movement of only about 200,000 tons per month.

As noted above, two events caused passenger

traffic between Malawi, S. Rhodesia, and South Africa to

decline considerably since 1965. First, the closure of

the S. Rhodesian border had a slowly increasing negative

effect on passenger traffic over time. Second, Mozambique's

imposition of the requirement that non-citizens have visas

to enter the country reduced passenger traffic.

3) Recommended Assistance

* The U.S. should consider possible aid to Malawi
for the establishment of a school at Limbe for
diesel-electric technicians. Malawi is already
negotiating with South African Railways for an
instructor of diesel-electric technology. The
school could serve the needs of Malawi's rail
and lake equipment. The diesel-electric school
could also become a regional training school.
Malawi already provides regional training for
locomotive drivers. Perhaps this school could
become the component of the school for railway
training that the EEC is considering providing
for Botswana, Swaziland, and Mozambique.

c. Lake Transport

1) National Objectives, Plans, and Priorities

a) Background

Freight and passenger transport on Lake Malawi

is provided by Lake Services, Ltd., a subsidiary of

Malawi Railways, and principally serves the remote

northern areas of the country. The tonnage carried

-by Lake Services reached an all-time high of 41,500

tons in 1977, a 30% increase over the 33,200 short

tons carried in 1976. The number of passengers
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carried by the Lake Services has declined slightly

each year since 1975 when the number peaked at 147,500;

approximately 130,000 passengers were carried in 1977.

The decline"is mainly attributable to Mozambique's

establishment of a visa requirement. Freight and

passengers moved by the Lake Services during the

period 1970-77 are summarized in Table XXVII.

TABLE XXVII

MALAWI: FREIGHT AND PASSENGERS MOVED BY
THE LAKE SERVICE - 1970-77

Short No. of
Year Tons Pas. senrs

1970 25,600 109,100
1971 35,300 142,400
1972 .31,000 105,900
1973 36,000 137,800
1974 .. 38,300 142,900
1975 35,400 147,500
1976 33,200 132,300
1977 (Estimated) 41,500 130,000

Source: Ministryof Transport and Communications.

The cross operating losses and surpluses of Lake

Service during the period 1970-77 are referenced in

Table XXVIII. The increase in tonnage carried by Lake

Services in 1977, plus an 18 percent increase in freiqht

tariffs in May of 1977, contributed to the MK20,000

operating surplus realized that year by the subsidiazy.

These increases are estimated to be sufficient for

the service to cover operating costs in 1978. A loss

of MK183,000 was experienced the previous year, and

the only year since 1970 that the subsidiary realized

a surplus was 1973, when the surplus reached MK76,000.
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TABLE XXVIII

MALAWI: GROSS OPERATING LOSSES OF THE
LAKE SERVICE - 1970-77

Yzear K'1000

1970 . ... 121.2
19 7 1 . . . . .. 8 3 .6
1972 .. .. .. 131.0
1973 .. .... .. (76.0) Surplus
1974 .. .. .. .. .. 22.0
1975 .95.0
2976 .. .. .. 183.0
1977 (Estimated) . .... (20.0) Surplus

Source Ministr) of Transport and Cornmunications.

The Lake Service's operatinig losses averaged US $62,000

per annum during the period 1970-74, a considerable im-

provement on the average loss of US $180,000 per year

over the preceding five-year period.

The major ports on the lake are Chipoka in

the south, which is served by the railway, and Nkhata

Bay, which is slightly more than half way up the lake.

Approximately 75% of freight traffic is northbound,

with all but less thani about 2% of it being forwarded

from Chipoka. Data are not readily available to des-

cribe which commrnodities flow between certain ports,

but a breakdown of freight tonnage by commodity that

Lake Service carried during the period 1976-77 is sum-

marized in Table XXIX I/ For 1977, cement, fertilizer,

and fuels comprised almost half of the 42,000 tons

booked. These commodities are probably the bulk of

the goods shipped north on the lake, while the agri-

cultural goods, mainly rice, maize, and sugar, were

probably transported south on the lake. Nkhata Bay

experiences the greatest flow of passenger traffic;

/ Malawi Railways maintains excellent records of shipments

booked and almost certainly could specify tonnages of each

commodity shipped north and south on the lake.
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TABLE XXiX

MALAWI: LAKE SERVICE GOOVS TONNAGES BOOKED DURING 1976-77

COMMODITY GOODS BOOKED IN 1976 GOODS BOOKED IN 1977

Beer & Minerals 2,046
Cassave 158
Cement 3,392 2,747
Fertilizers 2,098 5,057
Flour 611 305
Ground Nuts 112 117
Maize 1,198 3,239
Rice (including

paddy) 3,995 7,154
Suaar 2,232 1,926
Other Traffic 9,946 7,296
Diesel, Light 5,857 8,390
Paraffin 823 758
Petrol 2,783 2,884
Lake Service
Stores Free 186 52

TOTALS 33,233 42,129

TAFL E XXX

MALAWI: LAKE SERVICE VESSELS IN SERVICE AS OF DECEMBER 31,
1976

VESSEL DESCRIPTION GROSS TONS NO. OF VESSELS

M.V. "Ilala" (passenger) 617 1
M.%. "Chauncy Maples"

(passenger) 266 1
M.V. "Mpasa" 325 1
M.V. "Nkwazi" 295 1
M.V. "Karonga" 380-400 1
Barges 7
Tugs 5
700 h.p. tug 1
Pontoons 6
Vipyha Pontoon 1
Motor Launch 1

TOTAL 26
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in 1976 approximately 22% of the 132,348 passengers

of Lake Services began or completed their trips at

this port. The port with the second largest passen-

ger traffic is Chipoka, but it experienced only

about 11% of the total passenger traffic in 1977.

Approximately 60% of passenger traffic occurs between

Nkhata Bay and southern ports.

Lake Services had 26 vessels in operation

as of December 21, 1976. Refer to Table XXX, which

describes vessels in operation as of December 31, 1976.

The Table indicates that Lake Services has two passen-

ger and three freight vessels in addition to a number

of barges, tugs, and pontoons.

b) Strategy Related to Lake Transport

The predominance of the northbound Lraffic flow

on Lake Malawi may change substantially in the next

five years for two reasons. First, the development

of lake transport has not received the attention that

road and rail transport have received. The World Bank

report on the Third Highway Project in Malawi stated,

for example, that "modal development in the past has

tended to be complementary rather than competitive,

but recent experience with rail investment and possible

future competition between road and lake transport suq-

gests that a closer analysis of intermodal tradeoff is

now required." The report attributed the lack of co-

ordination between transport modes mainly to staff

constraints within the Economic Planning Division of
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the government. It points out, however, that the

recent recruitment of a local economist by the Ministry

of Works and Supplies will relieve the division of pro-

ject pzepa~ation work and enable it to concentrate more

on intermodal issues.

Second, a number of development projects in

the northern areas of Malawi will create additional

demands on lake transport during the next five years.

These projects include:

* Dwangwa Sugar Mill started production
of 75,000 tons of sugar a year beginning
in 1977. The decision has to be made
whether to ship this sugar by road or
by lake to the railhead at Chipoka.

9 The proposed development of a pulp mill
at Chinteche in the northern region in
connection with the Viphya timber exploita-
tion scheme would increase freight require-
ments on the lake substantially. A study
of the infrastructure needs of this scheme
is being financed by IDA Credit S-17-MAI.

* Development of the northernmost port of
Kapora is being considered in relation to
exploitation of coal deposits in the area.
The port would also serve as a means to
provide tourists with passenger service
from southern portions of the lake to game
reserves near Kaporo.

c) Development Emphasis on Lake Transport

(1) ProEects Underway

Development projects related to lake trans-

port that are currently being implemented include:
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* The World Bank has financed the first
stage of improvements and redevelopment
of the Chipoka Harbor and a contract for
the work was awarded early in 1978.

e Arrangements were completed during 1977
to raise the level of the jetty at
Chirumba.

e Agreement was reached with the West German
Development Agency, KFW, for a loan to
purchase a new passenger vessel and tender
documents were prepared in 1977. The dock-
ing weight of the vessel will be 485 tons;
it will be prefabricated overseas and
assembled at Monkey Bay.

(2) Proposed Projects

The Government of Malawi would like a donor

to finance a study of the long-term docking require-

ments at Monkey Bay. The purpose of this feasibility

study would be to specify the optimum size of dry

dock facilities required for this harbor and the

range of sizes of freight vessels that would be

compatible with these dry dock facilities.

The Lake Service would like to expand

its passenger vessel fleet further. Two passenger

ships it now has are 26 and 27 years old; one has

the capacity of 400 passengers and 100 tons of

freight, while the other has a capacity of 180

passengers and 20 tons of freight, which usually

consists of baggage. Together the two ships have

a capacity for 11 first-class passengers. Both

ships are fully booked for a highly popular 7-day

excursion trip on the lake. The government would
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like to replace these two passenger ships with one

ship that has a capacity for 500 to 600 passengers,

including a first-class capacity of 30 to 40 pas-

sengers.

The Government of Malawi would like to

establish a school. at himbe to train fully-qualified

diesel-electric mechanics. The country has an in-

sufficient supply of these mechanics for both the

Lake Service and the rail service. The school, hos-

tel, and laboratory are estimated to cost KO.5 million.

Additional funds would be needed to supply the teachers

required for technical instruction within the school.

Officials at Malawi Railways have developed a broad

design of the training school, but consultants would

be needed to develop specific plans for it. The school

would have a population of about 75 students who would

be enrolled in a four- to five-year training program.

At the end of the course students would take an

examination that would be developed to reflect the

specific work requirements of diesel-electric

mechanics that work on lake and railway equipment

in Malawi itself.

The Government of Malawi would like to

establish a training program in Malawi for ships'

staff on the lake vessels. Currently the Malawians

are sent to the U.K. to train as deck officers and

marine engineers. The failure rate is high for
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for these students because they spend a consider-

able amount of time adjusting to living conditions

in the U.K. In addition, many students come home

to Malawi demoralized because while at sea for

practic&l training they learn from staff on the

vessels that the rate of pay for a novice on an

ocean-going vessel is at least twice the amount

they will earn while employed in Malawi on lake-

going vessels. In addition, the training received

in the UK. relates to ocean-going transport, and

therefore is not fully relevant, since Malawi is

concerned only with lake transport. It should be

said, however, the Lake Malawi, being 65 miles long

and 52 miles wide, does develop ocean-like condi-

tions at times. Up to Force Nine winds have been

charted. Also, some vessels used on the lake are

of the ocean-going class.

In order to establish the school the

Malawi Government desires, a building would need to

be found, or built, in Monkey Bay. Technical assis-

tance would also be required. The estimated cost

of establishing the facilities is MK600,000.

Another reason foL establishment of a

training school foi ships' crews is that the govern-

ment is not achieving localization goals on lake

transport vessels because Malawians trained abroad

refuse to work for Lhc relatively low salaries they

receive from the Lake Service. Expatriates comprise

80% to 90% of the professional classes on the lake

vessels. 199



3) Recommendations

e USAID should consider financing a study to identify:

--the economically desirable flow of goods
traffic in Malawi by road, rail, and by
Take;

--vessel and such associated harbor facili-
ties as dry docks require for future goods
traffic on the lake, especially at Monkey
Bay;

--associated land infrastructure support for
overall development of a lake transport
industry. (See Roads Section, Malawi.)

The last national transport study was conducted

in 1974 and is considered to be rather academic, but the World

Bank, in its appraisal of the Third Highway Project in Malawi,

referred to this study as a point of departure for an analysis

of tradeoffs between road, rail, and water transport.

o USAID should consider technical assistance for
funding a school for ships' crews on lake
vessels. As noted in the text, Malawi's exper-
ience with fellowship programs for training
ships' crews abroad indicates that overseas
training is not directly applicable in most
instances to lake transport and Malawian stu-
dents become demoralized when they realize the
differential salary paid to crew members in
Malawi and in other countries.

d. Civil Aviation

1) National Objectives, Plans, and Priorities

a) Introduction

Malawi is landlocked and consequently aviation

is not only an industry that provides an important

source of income and employment, but is also an effec-

tive mode of transport in the event of border closures.

In 1978 Air Malawi operated their services with eight

aircraft, namely:
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1 - vc-lo
1 - BAC 1-11
2 - Viscount 700s
2 - Hawker Siddley 7-48s
2 - Britten Norman Islanders

Scheduled services were operating to London, Nairobi,

Sychelles, Mauritiut, Lusaka, Johanncsburg, and Beira.

In 1977 an additional service to London via Amsterdam

was inaugurated.

In 1977 freight traffic totaled 14,577 tons

at Chileka Airport near Blantyre, an increase of 27.1%

over 1976 freight haulage. Mail handled rose slightly

for the first time in three years to 246 tons, an

increase of 5.6% over the 1976 level. Chileka handled

179,798 passengers in 1977, an increase of 3.6% over

1976.

In the Department of Civil Aviation and

Meteorological Services 22 officers were undergoing

training in various specialties in the United Kingdom,

the U.S., Canada, Kenya, and at the University of

Malawi Polytechnic.

A new airport is being constructed at

Lilongwe with all attendant complexities of ensuring

efficient commissioning, operation, and management.

At least eight international carriers run scheduled

operations through the country and non-scheduled

bperations and charter flights are numerous. The

country has 40 airports and landing fields.
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b) Strategy Related to the Sector

The Lilongwe Airport will become operative in

19,80 and by that time the government must decide whether

or not to purchase a wide-bodied aircraft for Air Malawi.

This decisicn depends on (a) forecasts of the profit-

ability of Air Malawi after the new airport opens and

it is forced to compete with more international car-

riers, and (b) the goverinent's concern to have a

national airline in the event of possible border closure

with neighboringA'countries, which would then preclude

or seriously limit ground travel. Currently Air Malawi

competes with only BEA, since this carrier uses the

VC-10 with its fuselage-mounted engines.I/ Other inter-

national carriers use wing-mounted engines and conse-

2/quently cannot operate out of Chileka.- Hence, competi-

tion now limited at Chileka Airport will become much

greater at Lilongwe International Airport. Air Malawi

is currently evaluating the usefulness of a variety of

long-haul tri-jet aircraft that have the flexibility of

hauling freight or passengers. Apparently traffic is

not likely to be great enough to fill the aircraft for

five years, but in the meantime this type of aircraft

can be used to haul freight as well as passengers. If

the government decides to purchase a wide-bodied aircraft,

Air Malawi will also need a hangar for it at Lilongwe;

the hangar to be built would probably need to be large

enough to house a 747.

1/ The VC-10 is an uneconomical aircraftlikely to be phased out
of use throughout the world within the next five years.

2/ The outboard engines of these long-haul aircraft overhand the
runway and consequently would suck in stones during operation.
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A number of rural airstrips are in need of

maintenance, but these needs have so far not been

identified in sufficient detail for discussion with

donors.

Th, government carries out important train-

ing activities of its own in preparatory and basic train-

ing in several specialties (such as fire/rescue and ATC)

and wishes to improve these still further. However, a

substantial need exists for both basic and advanced

training additional to that which can be provided

locally.

2) Proposed Projects

a) Capital Projects

The Government of Malawi will need financial

assistance to purchase a long-haul aircraft if it de-

cides to continue to have a commercial airline opera-

tion after the opening of the Lilongwe Airport. The

cost of the aircraft will be between 40 and 50 million

dollars, with an additional 25% required for spare

parts. Aircraft being considered by the government

include the Douglas DC-10, a Boeing aircraft to be

specified by the manufacturer, and a Lockheed 1011-500.

These aircraft are all tri-jet, wide-bodied models

that are suitable for long-haul transport of both

passengers and freight.

If the government decides to maintain Air

Malawi after the opening of the International Airport

at Lilongwe, a hangar will be needed of sufficient
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size to house a Boeing 747. Costs of the hangar

facilities were not available to the SADAP team.

Approximately 700 units of housing will

be needed at the new airport for all levels of air-

port staff.

b) Training Projects

According to ICAO, the total aviation training

needs of Malawi for a period of approximately five years

is $2.547 million. This figure includes a government

contribution of $278,000 in local cash, or kind. In

addition, through its own resources the government is

conducting formal basic classroom training, using on-

the-job methodology. Toward the remaining amount of

$2.269 million the UNDP is offering $0.776 million.

This leaves a shortfall of $1.493 million, which would

be approximately $1.4 million for fellowships and on-

the-job training experts (mostly to localized flight

and ground crew personnel) and $0.0934 million for

training supervisors for the new airport. ICAO con-

siders these estimates of training requirements to

reflect the proposals outlined in the "Genera] Plan

for Meeting Civil Aviation Training Needs in Africa"

adopted by AFCAC. (UNDP/ICAO, Manpower and Training

Civil Aviation Africa, p. 101.)

Localization requirements are presently

identifiable from an analysis of the expatriate composi-

tion of the total staff of Air Malawi, which is refer-

enced in Table XXXI.
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TABLE XXXI

MALAW?: COMPLEMENT OF STAFF - AIR MALAWI

Staff Category Local Staff Expatriate Staff Total Staff

Captain 1 18 19
First Officer 2 13 15
Flight Engineer 6 1 7
Navigator 0 4 4
Ground Engineer 13 24 37
Other Staff 664 47 711

TOTALS 686 107 793

A manpower need not referenced in the UNDP/

ICAO estimates is for the training of accountants.

Malawi has no training school at the present time, al-

though the University and Polytechnic have business

courses which do not provide students with professional

qualifications. Three students are currently obtaining

foundation courses in the U.K. that will prepare them

for entrance to degree courses in accounting. Two of

the students will require two years to complete the

founcation courses, while the other student will re-

quire three years. All educational costs of these

students, plus subsistence payments to their families,

are being financed by Air Malawi.

3) Recommendations

a) Capital Assistance

e USAID should consider financing the air-
craft that Air Malawi may wish to buy for
operation at Lilongwe Airport.

b) TechnicalAssistance

o U.S. interest in the Malawi Polytechnic
should be expanded from concern with de-
velopment of the Science Department to
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provision of assistance for develop-
ment of degree instruction in account-
ing.

e U.S. Government should determine its
interests in financing ICAO efforts to
develop multinational training centers,
which are discussed in Annex III
and the previous section of this report
concerned with Botswana.

e. Telecommunications

1) Development and Constraints

Malawi has a basic telecommunication grid with over

10,500 telephone exchange lines and almost twice that

number of telephones. The system is composed of a

microwave link, groUnd lines, and UHF and VHF radio

links. Major centers in the system include Blantyre

and Lilongwe, but Mzuzu and Zomba are also important

exchanges. The system is primarily oriented in a

north-south direction, except for international links.

(See Figure XXXII, Malawi: Existing Telecommunications

System and Projects Underway, 1978/79.) About 90% of

the exchanges in the system are automatic.

There are four major UHF and five major VHF

links in the telecommunication system. They carry

anywhere from two to almost two hundred channels.

(See Table XXXIII, Malawi: UHF and VHF Transmission,

Telecommunication System, 1978.) The major links are

Zomba to Limbe and Limbe to Lilongwe.

Throuqhout the 1970s the demand for telephone

service has been increasing, and during 1977 was pro-

jected to have increased by 12%. Efforts to meet new

206



FIGURE XXXiI
MALAWI: EXISTING TELECOMMUNICATIONS SYSTEM AND

PROJECTS UNDERWAY, 1978/79
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TABLE XXXIII
MALAWI: UHF AND VHF TRANSMISSICN,

TELECOMMUNICATIONS SYSTEM, 1978

UHF Zimba - Limbe 120 chann .ls

Limbe - Lilongwe 192 channels

Lilongwe - Mzuzu 48 channels

Blantyre - Thyolo 24 channels

VHF Blantyre - Mu',nfe 15 channels

Blantyre - Nqabu 9 channels

Chilnida - Mzuzu 12 chattels

Chilnida - Karonqa 5 channels

Blantyre - Mwanza 2 channels
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demands have focused primarily on the Lilongwe and

Blantyre/Limbe exchanges. An additional 1,000 lines

were added to the Lilongwe exchange and the installa-

tion of equipment for a trunk transit exchange at

Lilongwe has been begun. A new crossbar and manual

exchange replaces the old Lilongwe South Exchange.

A trunk transit exchange was opened for Limbe allow-

ing automatic service to Balaks, Dedza, Nasungu, and

Mangochi. Equipment is on order to provide automatic

service to Salima at the end of 1978. The microwave

system between Lilongwe, Blantyre, and Zomba is also

being upgraded to provide an increased number of

trunk circuits.

International service includes satellite link-

age and connects to Nairobi, to London, to four points

in Mozambique, and to Salisbury and Johannesburg. A new

UHF link has Yeen opened between Lilongwe and Chipata

to improve service with Lusaka. Cable and Wireless

presently operates the 26-circuit earth satellite sta-

tion for Malawi on a rental basis, but the government

anticipated assuming ownership by the end of 1978.

The government is very interested in the PANAFTEL

proposal and would seek assistance for microwave links

to neighboring countries interested in participating

in the proposal. Malawi would like to upgrade all

existing international links, especially those with

Mozambique.
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2) Proposed Projects

A major government interest in telecommunications

expansion is in conjunction with the development of

new navigational and communication equipment'for civil

aviation. The government is interested in expanding

the air space covered to the entire country and is

proposing a central system controlled from Lilongwe

and linked by expanded microwave connections. There

is some interest on the part of the Japanese in support-

ing this project.

Although system expansion has provided in-

creased service, there are recurrent complaints about

system maintenance. The official attitude toward prob-

lems being what it is in Malawi, the cause of these

complaints was not openly discussed in detail. It would

seem to be a question in part of scarce service vehicles,

but there is also a scarcity of technical and engineer-

ing staff. The government is interested in the receipt

of technical assistance from USAID for a maintenance

unit program which would include telecommunications

enginuers.

In order to increase coverage for the Shire

Valley, a VHF project is planned with a base station

at Ngabu, which already has a VHF link to Blantyre.

.Five sub-stations. are planned, one for each: Therere,

Nichalo, Dolo, Sorgin, and Bangula. The total cost

of the project, including both equipment and investment,

is estimated at US $41,600.
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Various other projects are included under the

telecommunication development program projected for

completion by 1985. The government is interested in

expanding telecommunications service to rural areas

where the economic iate of return does not always

justify investment; the projected cost for such ex-

pansion is MK3.0 million a year for a five-year period.

Plans are underway to convert magneto exchanges in

service in rural areas to automatic exchanges. Cer-

tain automatic exchanges already in service will be

extended, and the number of inter-urban trunk circuits

will also be expanded. The UNDP is supporting the cost

of a feasibility study for trunk expansion and assis-

tance for such may be a later interest.

The government feels the need for upgrading

training in telecommunications. IDA has already assisted

training development and the government has requested sup-

port from the EEC equivalent to about US $2.0 million.

The major problem is a lack of training equipment, and

the government feels it will need an additional

US $500,000 for supplemental purchases.

3) Recommended Assistance

* Technical Assistance for a Survey of Rural
Telecommunication System Expansion - Depart-
ment of Telecommunications
This project should survey the government
interest in extending service to rural areas
not justified on the basis of return on invest-
ment. Alternate links and levels of investment
should be examined in comparison to cost and
social/economic impact. The project could be
a useful pilot project for other countries in
the region.
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* Technical Assistance for Training in Tele-
communications Engineering and Maintenance

--Prefeasibility and Design
Existing programs needed to be examined
with perspective of increased integration
and utilization of both facilities and
equipment. Supplemental courses, includ-
ing on-the-job training and short in-house
training sessions, should be designed.
Emphasis should be on the use of equipment
such that it will simulate field systems.
Costing of recommended equipment for the
project should also be undertaken.

--Technical Assistance for Training
Support for operational costs of training
is recommended. Probably two contract
advisors and several short-term consultants
for a two-year period will be needed.

--Capital Assistance for Maintenance /
Training Equipment
The projected cost suggested by the govern-
ment seems rather high. The expenditure could
probably be reduced, but equipment should be
closely meshed to training outlined in the
design phase.
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D. Mozambique

1. Overview

The SADAP team did not visit Mozambique, so the informa-

tion contained-in this paper was obtained from a variety

of secondary sources. These sources include:

" U.N. reports on assistance to Mozambique
" Conversations with railway officials in Swaziland
" Conversations with officials of South African

Railways in Johannesburg
* Conversations with officials of the Intergovern-
mental Maritime Consultative Organization in London

2. U.N. Appraisal of Transport Needs

a. Urgent Needs

In Resolution 32/95 of 13 December 1977 on Assistance

to Mozambique, the General Assembly of the U.N. stronqlv

endorsed Security Council Resolution 411 (1977) June 30,

1977, in which, inter alia, :he Council condemned the

illegal regime of S. Rhodesia for its acts of aggression

against Mozambique and requested the international communi-

ity to provide financial, technical, and material assis-

tance to enable Mozambique to overcome the severe economic

loss and destruction of property brought about by acts of

aggression. The U.N. report, entitled Assistance to

Mozambique, a Report of the Secretary General, states

that after an encouraging initial response to an appeal

for special assistance in the context of sanctions, only

$20 million of assistance has been pledged or provided

since February 1977 (p. 45). None of the assistance so

far provided appears to relate to transportation or

communications. Nevertheless, the U.N. report lists
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a number of transportation and communications projects

for which "assistance is urgently required." (See

Table XXXIV, Mozambique: Transportation and Communica-

tions Projects. for Which Assistance is Urgently Required.)

b. Less Urgent Needs

The U.N. report, entitled Assistance to Mozambique,

identifies additional transport assistance that Mozambique

requires to improve its traffic links with Zambia.

Mozambique and Zambia have been cooperating in developing

routes for Zambian imports and exports through Beira and

Nacala. A transfer point between road and rail has been

developed at Moatize and the road connection with the

Great East Road in Zambia is beinq improved. Some of

the work needs to be dole in M.ozambique, some in Zambia.

The present road, a~ihouch being improved, is

not all-weather standard and can only be used during the

dry season. The capacity of the route has been estimated

at 70,000 tons. With improvements to the road, more

trucks for the Zambian-Mozamhique haulage freight, and

additional carqo-han.l inq eOn ioment at Beira and Moatize,

this route could ca-rv nearly 10,000 tons in each direc-

tion. Assistance to Mozambique directed to-,..ds greater

traffic on this route would make a significant contribu-

tion to meet nn Zambia's needs and to reducing the strains

on -the Port of Dar es Saladn, for th-) benefit of all of

t' e countries using it. In this connection, the pro-

vi ion of facilities to harndle 20-foot containers at

Beira, Moatize, and in Zambia woul.d increase the speed
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TARE XXXIV

MOZAMBIQUE: TRANSPORTATION AND COMMUNICATIONS
PROJECTS FOR WHICH ASSISTANCE IS
URGENTLY REQUIRED (000 o6 US$)

Projects Estimated Costs (US$)
(000s)

2 Launches for the
Marine Department $1,584.U

Equipment and Maintenance
for Navigation Network 3,135.0

Reopening of Marrupa/

Mutarrara Station 13.2

Reopening of Chinradzi Station 6.6

Replacement of Radar Equipment
at Beira Airport 54.5

Weather sub-station at Beira
Meteorological Station 435.6

Refitting Zambo-Montepuez
Meteorological Station 13.2

TOTAL $5,242.1
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and efficiency of the route, and would reduce the

costs of transport for Zambian imports and exports.

The assistance -required in Mozambique consists of:

* a storage and transfer facility at
Moatize and ecquipment to handle
20-foot containers;

* 12 - 5-ton fork lifts and 3 - 20-ton
expanded fork lifts for Beira port;

* 20 - 5/15-ton and 30-ton lorries
(7 -ton axle load) to augment the
Moatize/Zambia road haulage fleet;
and

* a scale at Moatize to ensure that axle
loadings are not' exceeded.

Appropriate facilities will also be required in Zambia

to make this route effective, but these are not specified

in the U.N. document (pp. 25-6).

3, Mozambique's Poor Economic Situation and Extensive Invest-
ment in Transport

The U.N. report, entitled Assistance to Mozambique, points

out that the economic and financial position of Zan-Lia re-

mains grave. The government's budget continues to be

characterized by deficits and the balance of payments

position weakened even further in 1977. The estimated

deficit for the regular government budget for 1978 is

$85.8 million. The deficit of the major parastatal organi-

zations is expected to reach some $35 million during 1978,

giving a combined state and parastatal accumulated deficit

of over $305 million by the end of 1978. Accumulated

deficits have been financed largely by the central bank,-

with consequent pressures on price levels and the balance

of payments.
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The National Investment Program for Mozambique

during the period 1978-79 is presented in Table XXXV.

This Table indicates that planned investment in transport

and communications is expected to total $110.6 million,

or 23.9% of the total national investment of $460 million

that is planned fur the period 1978-79. Almost 70% of

this investment, or $70.3 million, will be directed 
to

ports and railways. Information concerning the specific

projects to be undertaken to improve ports and 
railways

is not known; information concerning potential donors,

sources of technical equipment, and consulting or con-

tractor assistance is also not known.

4. South African Assistance

Evidence from various sources suggests that the Republic

of South Africa is providing significant amounts of as-

sistance to Mozambique for ports and railways. Elements

of this evidence include:

* Conversations with officials of mining

companies indicate that in October or

November 1977 Mozambique reactivated a

1922 agreement between its Port Authority

and a consortium of mining 
companiesL

/

to obtain assistance with its transport

needs. The consortium subcontracts the

work to South African Railways. The agree-

ment is essentially a contract whereby

South African Railways (SAR) will:

l/ These companies include General Mining, Palaboro Mining, Anglo-

American Corporation, Rand Mines, Rand Carbide, Samancor, and

other chrome producers.
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TABLE XXXV

MOZAMBIQUE: NATIONAL INVESTMENT PROGRAMME 1978/79
(Mizlion6 o US$)

TOTAL % OF TOTAL GOVERNMENTINETMN INETMN SHARE

Public Works

Dept. of Public
Installations 31.1
Water Department 68.5
Housing Department 14.4
Building Industry 23.8
Highways Department 104.7

Sub-Total 242.5 52.6 207.9

Industry & Energy

Energy Department 14.9
Geology and Mines 17.4
Fisheries 8.3
Industrial Services 5.4

Sub-Total 46.0 9.9 39.6

Transport & Communications

Civil Aviation 9.1 1.9
Marine 9.4 2.0
Road 17.5 3.8
Ports and Railways 70.3 15.3
Telecommunications 4.3 0.9

Sub-Total 110.6 23.9 19.8

Agriculture 38.9 8.4 33.0

Other 24.0 5.2 20.0

TOTAL INVESTMENT 460.0 100.0 320.0

Source: Report of the Economic and Social Council, Assistance to
Mozambique, Rep'rt of the Secretary General, pp. 20-21.
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--provide technical assistance for rail/
port operations;

--rebuild and modernize the Maputo port
on a commercial basis;

--assist with repair and maintenance
of old equipment;

--replace worn out equipment with new

equipment.

This agreement will not include payment to

SAR for the salaries of its personnel, and

the two countries have agreed that all

South African personnel will commute

daily in and out of Maputo by air.

o The Republic of South Africa's interests in

Maputo for export of minerals and Mozam-

bique's need for food imports have histori-

cally provided a basis for good cooperation

between the two countries. Dr. Loubser,

the Director General of South African

Railways, stated in 1977 that "firm

agreements (between the two countries)

exist with regard to transport, as well

as in respect of other fields, such as

mine labor. rmaputo is the nearest

harbor to the largest industrial complex

in the country, via the Witwatersrand and

the Vaal Triangle. For this reason the

railway lines to these areas were

strengthened and electrified at a cost

of approximately R70 million so as to have

a high carrying capacity." (The Political

Role of South Africarn Railways, p. 18.)
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He states further that,

"The Natal main line to Durban, at present
the second nearest South African commercial
harbor to the Witwatersrand, is at times
occupied to full capacity. Durban Harbor
carries more than two-thirds of South Africa's
total general commercial traffic. Up to this
stage Richdrds Bay has been developed on the
basis of a deep sea harbor for bulk exports
and will serve its purpose only fully by
1980.

When viewed against this background, it is
economically essential that the railway line
to Maputo, and the harbor of Maputo itself,
remain available to South Africa. It is in
the interest of South Africans that technical
and operating assistance be provided to achieve
this goal effectively.

Export is an economic requisite and should thus
be stimulated. All available transport facility
should be used productively, especially insofar
as chrome ore exports in bulk are concerned.
The Harbour of Matola/Maputo has the modern
equipment that is necessary to handle this
strategic and profitable commodity on a large
scale. At this stage Maputo's facilities are
better than those of any South African harbor.
In 1975/76 approximately 20% of South Africa's
total. export volume was shipped through Maputo/
Matola. By October of this year (1977) Swazi-
land's ore exports through Maputo will also
cease, making available to South Africa an
additional export capacity of 2 million tons
at Matola." (Loubser, pp. 18-19)

Dr. Loubser explains that, should Maputo harbor be

closed to the Republic, it would be necessary for

the Republic to provide alternative harbor capa-

cities for ten commodities, referenced in Table

XXXVI.
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TABLE XXXVI

SOUTH AFRICAN MINERAL EXPORTS
SH1PPEV FROM MAPUTO

Asbestos
Granite
Chrome
Magnetite
Vermiculite
Fluorspar
Clay
Ferrous Alloy
Ferrochrome
Coal

Finally, Loubser points out that the South

African Railways is prepared for such an even-

tuality, but that it promotes a good-neighborly

relationship with Mozambique by providing the

country with food supplies. He states that

Mozambique is "largely dependent on the Republic

for these food supplies. (Loubser, p. 19)

The limited response to the irternational

appeals of the U.N. for assistance to Mozambique

are referenced in the U.N. report, Assistance to

Mozambique, which seems to confirm Loubser's

position that Mozambique depends partly on South

Africa for food. The report states that "because

the level of international assistance provided

has been far below the amounts required, the

Government of Mozambique has had to divert scarce

resources from urgent development projects to

rebuild the destroyed towns and infrastructure

and to resettle displaced people. It has also

been necessary to delay programs to improve
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eductio an2d health fciiie in t ra

.......

area's and for the benefit of the poorer 'sections

of the urban population. Major developmient

schemes in agriculture and in taprhv

had to be postponed. The Government ofMozam-

bique is eager to obtain assistance with the

development of a wide variety of sectors of

the economy. (Assistance to Mozambique, p. 41)

The U.N. report states further that "Mozam-

bique will need to import at least 192,000 tons

of major food p.d sduig .th. balance.of

1978 and preliminary estimates suggest that the

1979 requirements will total 385,000 tons

(Assistance to Mozambique, p. 45)

* Mr. John Walls of the South African Railways has

summarized for the SADAP team the assistance that

the South African Railways provides to Mozambique.

In his words, assistance is provided in two forms,

which are:

--The South African Railways renders
assistance to the Direccao Nacional
Dos Portos Caminhos De Ferro (DNDPCF)
in the form of technical advice, par-
ticularly in connection with improve-
ments to the track and to the signal-
ing system. In addition, motive power
is leased to the DNDPCF and assistance
is given in regard to the maintenance
of its rolling stock.

--Harbor equipment at Maputo is provided
and maintained where necessary and tech-
nical advice is supplied by a consortium
actually formed for this purpose by
General Mining, Palabora Mining, Anglo-
American Corporation, Rand Mines, Rand
Carbide, Samancor, and all other chrome
producers.



5. Constraints to Railway Transport

a. Manpower

A major constraint of the railway in Mozambique is

a lack of railway manpower. The Portuguese ran the rail-

way themselves before independence, but did not train suf-

ficient numbers of Mozambicans to take their places when

they left. Hence, and according to railway officials in

Malawi, the Mozambique rail line suffers from insufficient:

* shunting capability
* maintenance and service manpower;
* shortages of spare parts due to inadequate
methods of inventory control and planning.

Although the railway ip suffering from a very serious

shortage of manpower, available staff are making a good-

faith effort to maintain railway service. Moreover, con-

gestion does not exist at either port. Nacala is handling

far less than its current capacity of goods, and Beira, while

handling more goods in relation to its capacity than Nacala,

is provided assistance by the South African Government.

The eauioment on the Beira line in Mozambique is

in good working condition and is similar to the equipment

of the Malawi Railways, Ltd. For example, Malawi has four

M.L.W. and ten A.E.I. locomotives, while Mozambique has

ten M.L.W.s and a small number of A.E.I.s. The other loco-

motives on the line in Mozambique are G.E.C.s and steam

engines. Mozambique is soon to receive sixteen more

M.L.W.s.

As noted in the earlier section of this report

concerned with Malawi Railways, railway service is
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insufficient in Mozambique. Malawi's trade prospects

would permit movement of approximately 400,000 tons of

goods per month across the Mozambique border each month,

but current railway conditions in Mozambique permit

movement of only about half this tonnage. Representa-

tives of Zambia have visited aithorities in Mozambique

to request a transit capacity of 10,000 tons per month

on its rail route to Beira. Zambia plans to transport

goods to Moatize by road and then by rail to Beira.

Technical assistance requirements within Mozambique

to establish a railhead for this purpose at Moatize

are discussed in the first section of this report on

Mozamnb.i qu.

b. Port bottlenecks in the Future

When the border between S. Rhodesia and Mozambique

opens, Beira wiil become congested and Malawi, and per-

haps 'Zamia, will be forced to rely more heavily on Nacala

for its exports. Currently Beira strugJles under the

freight requirements of Malaw3 , Zambia, S. Rhodesia, and

South Africa. Before independence in M<.camhiCue, a

Beira Port Ad i sory iommi te , comunrisr d of representa-

tives of M:-]awi, ,a.b:a, S. Rhodesia, atnd Mozambique,

met regu1ar lv to al locate tonna es a ,mor the countries

but curre ntly no Lonnacio ai roment e::ists.

Technical and locis tical considerations suggest

that Nacala will 1become a m ore im.ur tant port to Malawi

and Zambia in the futLre, For se:(ralr
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First, Beira is subject to silting and needs continuous

dredging. In addition, it presents limited possibilities

for expansion. By contrast, Nacala is perhaps the finest

deep water port along the east coast of Africa; it con-

sists of three smaller bays--Namelala, Muananculo, and

Bengo--and covers an area of 46.5 million square meters,

an elongated form measuring 12.5 km long and maximum

width of 3.3 km. The Bay of Nacala connects with the

Indian Ocean through the Bay of Fernaoneloso; the con..

nection of these bays is made through a straight ha]f-

a-mile wide, with depths reaching 60 meters.

Mozambique is considering improving the Nacala

line to facilitate transport of coal from Moatize. Cur-

rently the coal is shipped to Korea and Japan through

the Port of Beira, but it may be more economical to

upgrade and extend the rail route to Nacala and the

port itself. The inistry of Transportation of Mozam-

bique has commissioned Trausmark to perform an engineer--

ing and feasibility srudy of the rail line and perhaps

the port. Transmark is rumored co have detailed grade

and curve improvements for the rail line that could be

undertaken at minimal cost and which would improve the

performance of the line considerably. In addition,

Transmark is rumored to have performed feasibility studies

of at least two alternative routes that could be used to

connect the northern-most tip of the rail line running

from Moatize to Mutarara in Mozambique to Utale in

Malawi. Malawi is not expected to have any political
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objection to the line. The production capacity of the

coal mines in Moatize is approximately three million

tons per year.

0. Proposed Projects

4CO is interested in obtaining assistance for the estab-

i ishment of a maritime academy and training program for

:2azamlbiue. At present there are no Portuguese lan-

.age training facilities. This project would greatly

.Junefit operation of the Ports of Maputo, Beira, and

":acala and could also be keyed to the development of

-oastal shipping as a complement to surface shipping.

T Indlocked countries interested in the use of ports in

Mozambique would also profit and port operations in

Maputo by South Africa could be displaced.

Assistance is needed for the cost of internationally

recruited advisors and trainers, fe]]owship training

abroad for certain specialties, and importation of

training or ciemonstrati on equipment. Under the terms

of previous aareements IMCO has negotiated with recipient

countrices; the recipient country itself pays for such

local support costs as land, the construction of training

and dormitory facilities, and servico or- infrastructure

needs.

IMCO has yet to cost projected expenditures for the

project. External costs for a similar facility in Pio

de Janeiro funded in 1971 were about US $16 million.

Assistance for a project in Alexandria, Egypt also begun
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TA3..E XXXVI I
IMCO

SAMPLE TRAINING PPOJFCT COSTS

Budget Item Rio de Janero,. Brazil Alexandria, Egypt
Trainir.g Center Training Center

(UIS) (US$)
INCO-Suppor ted Costs

Internationally re-
cruited experts 928,100 1,492,368

Fell] ov :1hi p training 65,276 275,031
a b r 3 d

nmpcr, ', training or 508,816 914,628
de.7nrtat 4 or. equip-
mrient

Other 124,898 105,520

'otai 1,627,090 2,787,547

Locally Supported 1

Costs 1,941,013 46,697,000

Total Cost 3,568,103 49,484,547

]Included are land acquisition, construction costs, and salaries for
nat ional staff.

Source: Technical Cooperation Division, Intergovernmental Maritime

Consul tation Organization, London, 197,,
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in 1971 but still being developed, is projected at about

US $2.8 million. Even allowinq for an inflation rate of

5% per annum, .he minimum :ryj:,.t cost estimate would be

about US $2.0 million. Norway has e:.:xressed some interest

in this project and USAID might be able to obtain Con-

gressional approval on the basis of a joint fundinq ar-

rangement.

A major study of the transport sector of Mozambique

is reportedly nderway hy a group of Swedish consultants.

The study is scheduled for completion in September and

is to be presented as a series of seminars as well as in

written form. Distribution of preliminary findings is

restricted. Although it is believnd that officials in

Moz.:ambique might discuss the basic content of the final

report, it is expected that the entire report will remain

confidential. Appropriate effort to discuss this .tudy

should be made as part of an vxerturn of U.S. assistance

re 1 at ions w.i tb Mo"ambique.

7. Recom e no-ed Assi -tnc,

v The US. shold consider support to both Zambia and
Monambiql, ,r es-ntablishment of a railhead at Moatize.
As ntod in a subse:uet porti on of the to:.:t, the
ass istan ce rq, 1red in ', conshi .,. . O .ists of:

-- a sh'orto ' . ,d t ansfer facil ity at. oatize
and u ipm t01 w handIn. t 0:" ' ....

1 (I u P l -0 I :dit t lt]-- °,  - %-ton fork lifts and A, - .:0-ton ,e,.p}anded
forklift:n for Lhu~ Re -irn pork;

-- 0 - 5i' -to - n0--L l rri-, (7-i/2-ton
a::le l ad) te auamnt the MoaL :.z /Zambia road
haulage flot; an

-- a scale at Moat ie to ensure that axle load-
ings aye not excepied.
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" The U.S. should consider establishment of a
regional training school for railway staff at
Limbo in Malawi. Mozanbique and Zambia both

have well established wor1kinq relationships

with Malawi Railways and con sequently both
countries migiht be willing to utilize a train-
iny sc heool i n Mliawi. 'Malawi's request for

such al insl tiitution is discussed in the previous
sCction of the ruporL concCneCd with Malawi

rai lw 's.

" The i.S. should consider assistance to IMCO for

its proposed training facility for port and ship

workers ini Mozambique. Comyiparisons should be

made, however, between the costs of (a) this form

of training; and (h) tranimn by South Afr-ican

Railways (SAR), which is alreadv providinq techni-

cal assistance at Maputo and Beira; and (c) a fel-

lowship pr-,ogram that would permit usp Of the Rio

facility by Mozambican trainees.
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E. Namibia

1. Background

The SADAP team collected available background information

on Namibia, but did not visit the country or talk to SWAPO,

for political reasons. As a consequence, this report is

based on bac:kcaround information concerning transportation

infrastructure. This information is limited due to the

Republic of South Africa's control of the Territory.

South Africa's interests in the Territory of South

West Africa, which later was to become Namibia, began

with the British establishment of a base at Walvis Bay

in 1878 and was e:panedd to provide it with total control

of the Territory after Wo:l! War I.

The area p rosen!ly encompassed by Namibia has long

been the home of several indigenous groups of people.

The Ovambo settled in their present land :ear the Cunene

River, Hlereros and Namas moved into the central plateau

area, and bushmen resided in different locations to the

south and east. The country became a German colony in

1892, escept for the 435-square mile area of Walvis Bay,

which became a part of the British Colony of Good Hope.

The Bay, as well as the rest of the colon'y , later became

one of the four provinces of the Union of South Africa.

South African forces occipied Ate country in the

first few mon ths of World War 1. After peace treaties

were signed, the Leaqu (2 of Nat ions awarded South Africa

a mandate to administer the former German colony. After

the Second World War, however, a ft er initial tacit
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recognition of U.N. authority through the Trusteeship

Council, South Africa refused to place the mandated

territory under United Nations protection. Instead,

it requesa t-ha t the t err-itar',' he incorporated as

the fifth province of the Union of South Africa. When

the United NaLions refused, South AFrica hegan to act

on its own. In 1949 the South Africa Parliament passed

an act which gave the white population of the territory

representation in the South Africa Paia]]cmlent (two

senators and six deputies). Tn 1966, after years of

debate, the Un i ted Nat ions w thirew South Afri ca 's man-

date and in 1967 appointed a cnommission to administer

the territory for the United Nations. South Africa re-

fused to accept thi s decision and undertook a series of

measures :o integ rate Nam ihiw more, compl)i'tely into the

Republic. In 1971 the International Court of Justice

declared the South African presence in the territory

illegal.

The dispute that the Republic of South Africa has

maintained over Namibia's status since World War IT has

meant that the Republic has not permitted detailed in-

vestigations of Namib.ia's development needs. Moreover,

a development stratogy for the coun try, and more parti-

cularly for the transportat ion sector, can only be estab-

lished af ter a major, ty-rule avernmcnt Lakes control of

the country.



2. Transportation Infrastructure

When consideration is taken of the vast distances that

separate the groups of Namibia's sparse population

of 852,000 in 1974, the country has a good rail and

road system with adequate air service and the modern,

efficient Port of Walvis Bay (Transition in Southern

Africa, pp. 1-5, IV-44).

a. Roads

Reports suggest that major expenditures have gone into

improving the road transport system between 1964 and 1974

(Transition in Southern Africa, p. TV-44). Between 1965

and 1971 over R17 million was spent annually to improve

the systen. In 1953 there were no paved roads. By 1963

there were 447 km, and by 1973 2,772 km of road had been

paved. Over the same twenty years road bridges increased

from 35 to 373. The South African Government estimated

the entire road network was worth P172 million in 1973.

Major roads connect Cunene and Orkakati with

Tsumeb in the north; Tsumeb with Walvis Bay and Windhoek;

Windhoek with Gobabis in the east, Walv is Bay in the

west, Keetsmanshoop and South Afri ca in the south; and

Luderitz wi th Ke ot.smanshoop. (See, Figure XXXVIIT,

Namibia: Roads and Railroads.) In addition, there are

9,248 km of unpaved main roads, 19,627 km of district

roads, and 25,408 km proclaimed farm roads. Rumors

suggest that a sealed road has also been constructed

from Tsumeb into the Capr ive Strip for securit:y purposes.
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FIGURE XXXVIII

NAMIBIA: ROADS AND RAILROADS
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The road system is geared toward Walvis Bay and South

Africa to facilitate trade. It is efficient at getting

goods out of or into the country, but does little to

encourage rural development in predominantly African

areas. Upon independence the system will require re-

examination to determine if it fits the needs of the

entire population. It is likely to require more exten-

sive development in the northern areas where population

is more concentrated.

There are several problem areas relating to the

national road system. With the country's size, low

population density, physical conditions and climate,

construction is a very difficult task. Roads to carry

heavy traffic have to be built over great distances

without a gravel bed because in many parts of the coun-

try there is no quravel to be found. Many bridges have

to be designed to withstiand floods which may occur once

every fifty years. Bridge foundations have to be driven

through as much as 30 meters of sand in order to rest

on bedrock. in the Namib, special bar riers against

wandering dunes have to b(. erected.

Perhaps the most important problem is the economic

justification for these expensive projects which connect

points with small populations situated at great distances

from one another. It is this limitation that has directed

most road building toward north-south or hinterland-port

trade routes.
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b. Railways

Namibia's rail service, which is also burdened by

long hauls, is owned and operated by the South African

Railways. As .such, the South African Government has

total control over this critical element of Namibia's

economy. Most incoming traffic from the Republic

consists of manufactured goods, coal, and refrigerated

fruits and vegetables. Outgoing goods are primarily

ore and livestock.

South African Railways (SAR) has divided its rail

lines into ten "systems' and system 10 is slightly greater

than the railway for Namibia. As noted on the attached

map of the 10 rat lway systems, which was provided the SADAP

team by South African Railways, the Republic/Namibia horder

is crossed by the railway line near Nakop. Currently the

Southwest Africa system of SAR includes all rail 1ines in

Namibia, plus the line of rail south of Namibia that runs

from De Aar to Nakop, a lenqth of 550 kin. The length

of the railway network in Namibia, including the section

to De Aar, is 2,890 km.

The ra ilwa' system in Namibia was the first one

to be completely dieselized by SAR due to difficulties

involved in obtaininq adequate supplies of water for

operation of steam locomotives in Namibia. The diesel

shdd is located at Windhoek.

Officials of SAR report that Namibians are being

trained to operate the railway system when the country

becomes independent. i' Details of the type and extent

1/ Conversation betwe'onn Mr. Tohn Wails, (hiI-f Plann:ing Enqineer,

SAR, and a rn ill r of Li S A[JAP te. am.
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of training are not available, however a diesel shed

is located at Windhoek.

This extensive mix of goods creates an important

operating problem for the system. Loads hauled to

Namibia require a different kind of car than loads

hauled from the country. Because of this, both types

of cars must be hauled up to 1,000 miles, although one

will ride empty on the way up, while the other will be

empty for the return. The same problem often occurs

with internal shipments--the goods needed as Tsumeb

cannot ride out in the same cars which brought copper

to Walvis Bay.

As a result of the high construction costs and

forced operating inefficiencies, the rail service operates

at constant losses. By 1970 the accrued losses totaled

R63 million. This can be compared to total assets of

R220 million for the Railway Administration. Further

losses are incurred annual ly from the Road Transport

Services, also run by the South African Railways.

Keeping these services runnin is essential to

the economy, but it would require subs rantial increases

in fares for the operations to pay their own pay. Mining

and agricultural spokesmen claim they could not absorb

such increases.

c. Civil Aviation

Namibia has four major airports and numerous smaller

fields and landing strips. South African Railways makeV
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20 direct return flights every week between centers in

the country and the Republic and two SAA planes per

week connect in Windhoek with international flights.

In 1972/73 the major airports handled 154,900 pas-

sengers, with the overwhelming majority going to or

from South Africa.

As is the case with rail and road transport,

air travel is not paying for itself in Namibia. The

great distances and small load factors result in losses

for the airlines, with SAA losing almost RI million per

year on Namibian service between 1962 and 1972.

d. Ocean Ports

There are only two operational ports in Namibia--

Walvis Bay and Luderitz--however, Swakopmund was a

functioning port under the Germans and Mowe Bay has

been considered for port development. Both ports are

operated by South African Railways.

Walvis Bay is Namibia's most important harbor.

It has been modernized and equipped with efficient un-

loading, loading, and repair facilities and is planned

for another R8 million in development. Total cargo

landed and shipped was 1.3 million tons in 1973. This

represented 971 of the country's total. (Transition in

Southern Africa, p. IV-47) Table XXXIX, Namibia:

Walvis Bay Harbor, describes the harbor facilities of

Walvis Bay in 1975. Reference to the Table indicates

that the water depth is about 30 feet. Hence, addi-

tional dredging or extensive use of lighters would be
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4.5 million Rand were slated for the construction of

the fishing harbor, but the Mowe Bay project was post-

poned indefinitely due to insurmountable problems in

harbor development.

e. Te leconuunica tions"

The distances involved and the low population density

are problems for the communications system, as well as

for the power grid. Post office and telephone/telegraph

services are relatively expensive to maintain for the

population served. Because of the distances involved

and the paucity of subscribers, an internal high-frucuency

radio-telephone system has been found most cost-effective.

It provides patching service whereby telephone calls can

be made to any telephone subscriber in Namibia by going

through 305 mobile stations which, in turn, route the

call through one of the seven fixed Post Office radio

stations.

Durino the period 1.963-1973 the number of tele-

phones doubled from 18,561 to the present number. The

Post Office is also proceedina with its plan to convert

all manual exchanges to automatic. From 1970 to 1973

the trunk lines increased fr om 594 to 984, mak inc a

total of 13,900 miles of physical trunk lines. During

the same period nineteen major proje.cts invol-ing the

lay'ing of underground cables were completed at a cost

of R1 million. Up to 1973, 366 telegraph channels,

representing 66,700 miles of circuit, had been installed

with work progressing on an additional 55 circuits
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representing 9,300 miles of physical lines. In the

same 10-year period radio services increased from 394

to 1,756. (Transition in Africa, p. IV-50)

f. an~ms Prosect

Namibia will inherit uood road, rail, and air trans-

port and telecomimunications infrastructure from South

Africa. If the Walvis Bay qucstion can be resolved,

Namibia will also have access to the sea through an

excellent, well-equipped port.

On the other hand, maintenance costs for these

systems are high and operating losses are the norm.

It will be expensive for a new qovern-mint to pick up

Ahe cost of subsidizing rail and road transport operat-

ing costs on top of the heavy constraction costs borne

by government. Yet, increases in rates would have. im-

mediate and marked effect on profitability of agricul-

ture and mining.

In any case, a country as large as Namibia, with

its small economic. 7nd population base, will always have

difficulty providing complete transportation and communi-

cations services.
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3. Recommendations

o A working committee should be established between
South African Railways and international organiza-
tions to compile as much information as possible A
about infrastructure in Namibia. Documents shouldbe developed that describe:

--assets and conditions of roads, railroad,
port, civil aviationfacilities, and tele-
communications facilities;

--maintenance and capital investment require-
ments for each mode of transport and com -

munications that are planned or recommended
..... ySouth.African--Rai ways;-....

-- detailed information concerning South African
Railways' efforts to train personnel to main-
tain, manage, and continue to develop each
form of infrastrpcture (it would also be use-
ful if South African Railways would estimate
total training needs).

--Studies should be conducted as soon as possible
to develop a program for expansion of the
road system. Angola can be reached by only
one good sealed road, Botswana is only acces-
sible from Namibia by dirt roads, and Zambia
and S. Rhodesia are only accessible over very
complicated, roundabout routes. Extension of
the road which the Republic is rumored to
have built recently for security reasons from
Tsumeb into the Caprivi Strip could be extended
to provide Zambia with access to Walvis Bay for
its exports. Many of the homelands in Namibia
are serviced by very inadequate road systems.
Moreover, within the homelands all-weather
and feeder roads are lacking in all areas.

--A feasibility study is needed fo the economic
benefits and costs involved in connecting the
homelands to the railway system. At the present
time none of the homelands--not even those with
some crop cultivation potential, such as Ovambo,
Kavango, and eastern Caprivi--are connected to
the railway.

--An economic and engineering feasibility study
should be conducted of the Trans-Kalahari
Railway. A new line of rail would be required
from Francistown, Botswana to the Botswana border
and then to Gobabis in Namibia. The line of
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rail in Nawmibia ruilning from Gobabis to Walvis
Bay probably would need to be upgraded. Rumor
sugges ts that Sou th African Railways expects to
re-rail cortain portions of this line by about
1990. Th ,' ikel thood that this .ine of rail
would n.d,,.d to h)e_ upq r-ade(i is hi aiq , since the
ma j ojKI , O. > of tho I ii < WOUld be_ to carry
ore to W I v i s Iav. To( max imi ze ore-carryincq
capac' i ty of t- ( Ii 1n , i t prolbably necds to be
u qradld h ;O its current 48 KG track to 60 KG
tr tc , th( ' ;i~ of the tr-ac].t on South Africa's
Si han 1 in 1 . A, I .d it ionaL] cost associated with
the 1: ins-I. i -i liaiilwa , might be dredqinq re-
qu i r cntl at Wa lvis Bay. Current]% the Bay is
app-ot-: C1]' 30 f Ct W''h ] , while modern 0o -

car nin.:, 'es' . - mui e 75 feet ofI water for
the eare,-o >00, ( 0 to.s. The cost of improve-III-.nt of the r i w v v.t., i-11 Nal-ibia ih

be between P100 and 110 ,uii]ion and the cost
of harbor imt rev em ents coul]d aipproach R100 million.

243



F. Swaziland

1. Development Objectives, Plans, and Constraints

a. Overall Developmnen t: OInjectives

Swaz -iand has t hree overall development objectives

that are consid(ered to be open-ended, according to the

country's Third Devel pment Plan. These objectives are:

a Ecunomic growth
e Self-r li ance
a Social justice and stability

1) Economic Growt h

To achieve economic growth, the aim is to in-

crease growth of domestic product by 7% per annum.

Between 1973/ 74 and 1976/77 GDP, at factor cost in

constant 1977/78 prices, grew from E222.5 million

to E272.1 million, or 71 per annum, notwithstanding

the wor]d-wiide recession and in particular the

depressed economy of Swaziland's chief sun plier,

South Africa, in the later years of the Plan.

During the Plan period the governmoent hopes to in-

crease agricultural production by 6.52 per annum,

to promote industries which advance the stage of

processing of mineral and agyrci 1]t v -i raw materials,

and to complet the geological mapping of the country.

The production target fnr industry is to in-

crease manufacturing and processing output by 7.V,

which means creating 6,200 new jobs in industry,

bringing total employment in Swaziland to about

15,000 by the end of the Plan period.
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2) Self-Reliance

To achieve a greater measure of self-reliance,

the strategy is to reduce foreign control of pro-

ductive activities, to strengthen government's

administrative capacity, to develop local sources

of goods and serv .ices, and to diversify external

economic relations. Transport init:iatives re-

lated to this objective include (a) the establish-

ment in July 1978 of Swaziland's own national air-

line and air services with other countries, and

(b) construct ion of a new rail link from Phuzumoyo

to Golela on the horder with South Africa to pro-

vide alternative outlets for export.

3) Social *~Justice and Stability

Social just ice and stabl. itv wil. be promoted

by spreading ecornomic oppo-rtunities and social ser-

vices more widely. The government plans qreater

utilization of traditional institut ions to bring

people an awareness of the possible benefits of

available services api product.iye technolo qies

and to attain greater involvement of rural people

in decisionmaking matters which concern their

well being.

b. Transport Ob-jectives

The government plans to use transport infrastructure

as a means to fac].itate industrial development and

exploitation of mineral resources, to promote
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agricultural development through both the in-

crease and diversification of production, and to

make possible the improvement of health, educa-

tion, and socio-political cohesion among the

people of the country.

Transport goals during the next five years are:

* to achieve a stage in roads development

whereby 28% of the entire network of
roads will be tarred;

* to ensure efficient and reliable road

freight and passenger transportation;

* to ensure that Swaziland Railway will

become operationally independent and

to accomplish economically fcasible

extension of Lhe :ai]liway network in
the country;

* to ensure thu e declopmen t of civil avia-
tion to th. point hIre the opefrational
and safety stndarids are roached and
maintained;

* to expand and irove the efficiency of

the posts and tcco-,mmuni cations networks
in the country.

C. Constraints on Development Plans Re]ated to Transport

and Telecommuni cat ionrs

The capita] inputs i.quired to achieve the develop-

ment objectives of the economic infrastructure sector

for the next five year porl od appear to be ensured.

The proposed capita. budqet for 11978/'79, as the first

year of the Plan, has been approved in its entirety.

A major constraint, however, is the lack of

sufficient expertise and skil led manpower for the

greater part of the Third Five ''ear Plan period.
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Another constraint is the lack of a well defined

training program for the government as a whole.

Swazi1land'.s manpower constraints are partly ad-

dressed in the qovcrnment's summary of the techni-

cal assistance and training r'quirements of the

Ministry of Works, Power, and Communications over

the daevelopine nt pl ani period. 'Ph s rep 2rt, which

is entic]e, "An Assessment of Technical Assistance

Requi reme nts for the Ministry of Works, Power

and Commun i cat loris , " June 1978 , Mbaba ne, provides

a detailed list of the ministry's manpower short-

ages and it illustrates use of an effect:ive frame-

work to summarize manrpower requirements for the

govermnent as a whole. The more fully t aese needs

are identified, the greater the government's ability

to utilize its manpower most effectively, and to seek

to obtain exte.rnal support for trainin and technical

assistance.

2. Analysis of i:Respec ive Modes

a. Roads

1) Cons traints and Projects Underway

During the last decade economic growth in the

wage sector of the economy has taken place largely

in four establish ed core, regions:

o Mbabne-Win:zi n -- m:inofacto i ri, construc-
tion, tou. iim, and u~rbar expansion

* .P.i s ', , k--f. '.'.1oel---a:;,.;ts, t i imber, and
c i t rus

* Mh .ume--suo ar ,And citrus
* Big Beid--sugar and citrus
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It is these four core areas that generate most of

the traffic on the country"s roads and also provide

almost all of the export traffic for rail shipment.

It is difficult to assess the exLent to which

roads represent a constraint to economic development

in the country. Two-thirds of the country is within

8 km of an all-weather road, and road projects to

date have souqht not only to expand the system but

also to link to mi jor development sites.

Increased lumbering and projects in industry

and tourism would well lead to the development of

a fifth core region centered on Nhlingann in the

south. Peripheral economic development is represented

by the Rural Development Area programs. The basic

network of pved roads--wiAch in 1971 were almost

entirely locat:ed in the Mbabane-Man:v ini core region--

were so established to faciili tare economic and func-

tional ties, which, in fact, have tended to be weak

between the core regions. Thus , the present progrm

underway is extending ,the pac'd road system into

the periphery, thus facilitating the internal trans-

portation of sugar and citrus exports to rail beds

at Phuzumon and M1awula, and to enable the export of

timber and cit rus f rom the P iqqs Peak aroa to South

Africa. (See Fiqure XL, Swaziland: Third Development

Plan, Paved Roads by the End of 1977/78.)
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SWAZILAANV: THI RD V~E'LOp.Iq Fi PLAN, PAVEV ROADS BV

7HL (I+'[ f 19 77 197 8
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The total length of the road system is

2,653 km, of which 1,428 km (or about 54%) are

classified as main roads and 1,225 km (or about

46%) are classified' as district roads. Of the total,

however, only about 280 km (or about 10% are paved.

Thus, although in possession of a fairly dense road

system, Swaziland faces high transport early as a

result of low mileage of paved roads and insufficient

maintenance- of the remainder..l/ Both-main anddistric j -

roads are divided into three classes with distinct

design criteria. (See Table XXXXI, Swaziland: Govern-

ment Minimum Road Design Criteria, 1978.)

There are six major ongoing road projects in

1978. Two of these, the Motshane-Jeppes Reef and the

Phu-umoya-Big Bend roads, are more than 50% finished.

(See Table XXXXII, Swaziland: On-Going Road Projects

and Costs - 1978.) Another two, the Northern Sugar

Road and the Helehele-Phuzumoys roads, are basically

open to traffic and are awiting but finishing touches.

The Mpaka-Siteki link is an especially important

route to new RDA project.

_/ Note: It is estimated that, dependent upon the type of
which--terrain and level of maintenance--the vehicle

operating cost on a gravel road is 20% to 40% higher than
on a paved road.

For further information, see Maasdorp, G.G. , ennett, T.H.
Feasibility Studies of Road Improvements in Swaziland:
A report prepared for the Ministry of Works, Power, and
Communications, Kingdom of Swaziland. Dept. %' f Economics,
University of Natal, Durban, June 1977.
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In addition to main road projects, there

is a substantial district roads program, designed

to link feeder roads. Between 1970, when the program

was ini.tijatea, and 1977 thirteen district road pro-

jects were completed to gravel standard. This re-

presented a total. of about 260 km of roads and four-

teen bridges or culvert causeways. This represents

an average yearly rate of less than 40 kin, or about

two district roads per year.

The government has sought grassroots input for

this program. Priority lists of target roads are

periodically structured, usually every t-wo or three

years, beaiinni ng with consul.tations bet-ween the local

chiefs and the District Commissioner. Each district

presents a list of three or four schemes, which list

is culled and integrated with the interests of other

districts. The final list of roads and the priorities

granted to these roads is based on such factors as

access or associated sector dove,1]opment , and includes

the recommendations ofr state services as the police

and reports of consul tants in road development.

The Poads Branch of the Ministry of Works,

Power, and Communicatoions is responsilb o for the con-

struction, maintenance, and upg radin of al l proclaimed

roads, except for those in urban areas or on private

property. The branch has only 50Y of its projected

professional staff needs, and there is extensive

r liance on the use of expat-.riate personnel as
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consultants. Out of a total of 700 employees, less

than 50 are appointed staff and the rest are daily

wage employees. Only 150 are skilled workers or

administrativye staff, and less than 10 are deemed

as professi onal or technically skilled. Only four

engineers are memners of the staff. In addition to

a general scarcity of technical and engineering exper-

tise, there is a serious deficiency in such statisti-

cal information.as traffic, in turn complicating develop-

ment planning.

The GOS generally prefers IBRD or ADB financing

for road construction. Arrangements with other sources

are felt to be too complicated. Construction for main

roads is felt best placed in the hands of South African

contractors and suppliers. To do otherwise increases

project costs by up to 40. Unless such financing

represents a grant, the government is not interested

in financial support with restrictive clauses. It has

avoided EEC fundinc as a result and has chdnneled ODM

support to distr ict roads and CTO projects.

Althouiuh contractors are usually used for main

road conkstruction, di s trict road construction and

ma.ntenance is dependent on the CTO for plant and

vehicle support. CTO is understaffed both qualitatively

and quantitatively. The availab iilty rate for equip-

ment is projected at: about 501 . 'Tii is Is somewhat mis-

leading since the interdependenice of trans)n -t ancd

various kinds of construction equi pment makes the

rate lower at times. The management structure of
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CTO is expected to be revised under support from

ODM at E1.8 million, the main component of which

is to be a workshop at Matsapa.

System maintenance has begun to be a serious

problem. In the early 1970s the condition of roads

was fully satisfactory, but since 1975 the Roads

Branch has fallen considerably beh.ind in its pro-

jected schedule, especial ly innruard to gravel sur-

face. A five-year repaying program was begun in

1977/,78, but si nce d irct labor-intensi ve programs

have a ca pacitv of on ly' abonut 50 to 80 km per year,

some of the work has been let to contractors. By

mid-1978 an estimated 177 km have been regraveled.

2) Proposed Projects

Under the terms of the Third Development Plan

the GOS is proposina work on twelve main road pro-

jects (see Table XXXXII, Swaziland: Proposed New Road

Projects 1978/79-1982/83). The Ministry of Finance,

the authority ultimately responsible for contract

negotiati ons, has arranced for donor support for

four of these projects and expects support to be

forthcoming for two other projects. Several of

these routes represent vital links between areas,

as well as fdcilitating access to RDA projects or

such other economic activi ties as suc ar, citrus, or

cattle projects. Only one of these, the Junction

MR. 7L Maphiveni route, is in need of donor support.

Completion of these projects will provide major
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north-south links to the existing system.

(See Figure XXXXIII, Swaziland: Third Development

Plan - Main Roads Construction Programme, 1978/79-

1982/83.)

There are nine district road projects in

which the government is presently interested.

(See Table XXXXIV, Swaziland: Proposed Program,

District Road Scheme, 1978.) Swaziland is presently

receiving assistance from ODM for these projects.

The government would like to increase the rate at
', r

which these projects are being implemented. To do

so would require additional equipmentr additional

supervisory personnel, and the introduction of con-

tractor/capital-intensive operations. The rate pre-

sently charged by CTO is very reasonable. ODM does

not support this interest and feels it to be too

ambitious, and support of this interest should be..

made only in consultation with ODM representatives.

Ifnorder to upgrade CTO operations, the GOS

expects to receive British help for a new workshop

at Mapsapa. The cost of the workshop is estimated

at El.35 million and represents 75% of the total

figure being discussed. In addition, there is a

need for an additional F200,000 to E300,000 for

additions to five , workshops. Some upgrading

will be covered under the local budget for the first

year, but no donors exist for the remainder. The

government feels these additions essential in order
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FIGURE XXXXIII

SWAZILAND: THIRD VEELOPMENT,'LAN

MAIN ROADS-CONSTRUCTION PROGRAMME 1978/79 -1982/83

I ) - I -
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TABLE XXXXIV

SWAZILAND: PROPOSEP PROGRA,'A, VISTPRCT ROAD SCHIME,
1 978

PRIORITY SCHEME TDENT'IFICATION DISTRICT

1 Upgrading I)11 - Ntfhonjeni lhohho

2 Hlluti Shiselweni

3 Mafutseni Manzini

4 Upgrad ing Hhohh

5 Mashobeni /Mritsini Shiselweni

6 Phunga Clinic to join MR8 (Nkonjane) Lubombo

7 Bulunga to join MR8 near Gilgal SchoolManzini

8 Mbalala Loop Shise]weni

9 Bridge Construction Ludzewdze

Source- Government of Swaziland, Roads Branch, Ministry of Works,
Power and Communication, 3978.
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to keep present levels of maintenance. In addi-

tion to the road development projects to be included

in the Third National Development Plan, there are

also variaus projects in which the government is

interested. During the rainy season, for example,

certain roads in hilly terrain dip to low points,

sometimes-for bridges,.which are easily-flooded.

Even though some of these roads are main routes,

they often have low traffic rates which, when com-

pared to other priorities, do not justify the invest-

ment needed to correct the problem. The situation is

further complicated by the fact that investment of

such level should mesh with the overall standards to

which the route will eventually be upgraded.!/

Typical of such a problem--and the largest of six

possible projects--is on Main Road 8 south of the

Usutu River, where a 200 meter bridge is needed.

A gmaller project is needed for Ngwavuma River ,

crossings where silting is a particular problem.

3) Recommended Assistance

Technical Assistance in Road Maintenance and
Maintenance Training - Roads Branch of the
Ministry of Works, Power, and Communications
Keyed to deterioration of roads since '975,
should include mix of contract consultants
and short-term consultants. Special training
component to expand number of crews and their
skills.

l/ Note: A similar problem exists on other main routes, the

final alignment of which has not been determined.
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* Technical Assistance in Vehicle and Equip-
ment Maintenance and Trai'ning - Central
Transport Organization
Project should be keyed to reduce equipment-
down rate. Contract advisors for initial
operations and for development of training
program. Should be meshed with CTO reorgani-
zation under.aid from ODM.

e Technical Assistance, Statistics, Management
Traiiing and Staff Development - Roads Branch,
Ministry-of-,-Works-iy Power, and-Communications-
Target should be expansion of professional
staff with preliminary use of contract ad-
visors for staff support and phased training
component. Also development of statistical
methodology. Some donor interest already, but
need expanded project and also funding for
associated equipment.

Capital Assistance, Workshop Development -

Central Transport Office
Project designed to provide five workshops
in addition to those expected from British
assistance. Should be meshed to British
project and procurement key to standardiza-
tion. Other capital investment not recommended
at present.

b. Railroads

1) National Objectives, Plans, and Priorities

a) Background

Swaziland's singi1 railway line began opera-

tions on 1 October 1964, to move high-grade iron ore ,

from the mine at Ngwenya in the west of the countvv

to the Port of Lourenco Marques, Now Maputo, in

Mozambique. The 224 km of the railway line inOwa .. ,

land, which includes the 6 km Matsapha's spur,-'runs

from Ka Dake in the west of the country to connect

the Mozambique railway line at the eastern border,

74 km from Maputo. The original plan for the railway
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was to move approximately 20 million tons of ore

over the ten years, during which time the finances

of the Swaziland Railway Corporation--the parastatal

operat.ing authority--were des ined to retire the

original construction debt, cover all operatinq costs

and produce a reserve fund of El.0 milion. In addi-

tion, such In toral traffic as could use the railway

conveniently was to be seec-le d and the net revenues

obtained put to the benefit of the railway.

Although iron ore still represents two-

thirds of the tonnpqe traffic on the line, a proqres-

sive diversification of demand has occurred. Reference

to Table XX'XV indicates that export commodities other

than iron ore, such as suwar, mol.asses, woodpulp,

fruit, and coal are transported by rail. Some import

con iodities are brought in exclusively by rail. The

import, export, and local traffic are summarized in

E:xhibit XXXXVI for the period 1973/74-1927/78.

At the commencement of o paerations, the

Swaziland Railway Corporation made a comprehensive

oporatin norment with the Cariahos do Ferro e

Transi crte de M naYbique, whic. h ro.'eed all opera-

tional: mai, ntunun.ce an d ar:counnIia,'cy' activ'ities at the

ra ilway in Swaz.'i land and the prov.is.ni of tinain ser-

v i.ce s, a f e ::e : .Y Arcqed for these qp rvices. The

Swaz-i Iand,- Railwa . pur tion establi shed atself as

a d.i. -ectirng body, leavinq manaqcment and operations
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TABLE XXXXV

RATLWAY TRAFFIC BY COMMODTTY
(im thousandso6 tons)

comnodit 1973174 1974175 1975/76 1976/77* 1977/78*,
NK EKEXEN EMOWEER KNEE EKEEK KEKEEN
Iron ore 2276 2088 1984 1488 1333

Sugar 158 180 16 8 -165 -~203-

Wood pulp 121 123 127 72 122

Petro, oil & 87 85 98 58 99
related
products

Molasses & 48 54 52 75 77
other tank
car goods

General
Goods 257 205 202 190 273

Total 2947 2735 2631 2048 2107

*Provisional figures

Source: December 181 1977 draft of Swaziland's Third Development
Plan.

263



TABLE XXXXVI

RAILWAV TRAFFIC BY TYPE

T' 1973/74 1974/75 1975/76 1976/77* 1977/78*
EU EKE EmEEEHBE fICE E ME ICE E IEEE

Exports 273.3 2554 2465 1896 1939

Imports 171 147 142 122 140

Local 43 34 24 30 28

Total 2947 2735 2631 2048 2107

*Provisional figures

Source: December 16, 1977 draft of Swaziland's Third Development Plan.
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to the C.F.M. and their staff. The railway was well

built, operations conducted efficiently, and sat:is-

faction given to the customer until about mid-1975,

when the pa ]i t ical .inrtpendence of Mozambique led

to the withdrawal of the majority of the Portuguese

management. and operating staff, which seriously

reduced the efficiency of C.F.M. and consequently,

of the Swaz iland Railway. (See Trarsn:ark, A fDevelop-

men Stud y o f the Swa z il1._and Ra il]ways. ) I t has managed

to cont nue operati: ns under ir creasinq d i fficulty,

due to the lack of properly trained and oxperienced

Swazi ma'nagers, supe rv isors, and staft , and the

rapidly worseninq standards of supnorting services and

repair provided by C.F.M. at Maputo. Expatriate man-

agement and technical assistance have been obtained

from Canada and South Africa, but despite this the

service given to to main customers--Swaziland Iron

Ore Deve.opmenrt Corporat ion--has fallen short of re-

quirements; there is still a large stockpile of ore

to he moved to the port, even though mining operations

fin shed at the end of 1977. The service given for

a enra] traffic, that is, nearer to the port and

away from the more d.ifficult operating sections of

the line in the western part of the country, has

been maintained at a reasonable standard.

The original financial objectives of the

railway were met by 1975 whent the railway was free of
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debt and had a contingency reserve of E920,000.

As Table XXXXVII indicates, however, this reserve

has declined since that time due to rising costs,

increased ratu.s, less than adequate operational

efficiency, and greater use of other modes of trans-

port by railway users. This Table indicates that at

the end of financial year 1978 the railway is expected

to stand free of debt, but have a contingency re-

serve of only E37,000.

At the beginning of 1978 the sources of

revenue included a growing volume of general traffic

and a backlog of 3 million tons of iron ore still to

be moved. I. addi tion, capi tal for the railway has

been provided by the Swaziland Goverrnment and by the

operation of the iron ore freight rate agreement to

such an extent that at the end of FY 1977 the rail-

way's capital account e.:ceeded the dereciated value

of the fixed assets by E<712 , 0 0 0 . (See Transmark,

A Development Study of the Swaziland Wai.lways.)

The sharp reduction in the railway's accumulated sur-

plus from E648,000 in 1976/1977 to E37,000 in 1977/78

is explained by the decline in the volume of iron

ore traffic and a major accident on the line in 1977.
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TABLE XXXXVII

PROFIT ANV LOSS ON THE WORKING ACCOUNT

(iLi thouands -o6 emaeanigeni)

Scoun 1973/74 1475 1975/06 1976/77* 1977/78*K__: V INE R IKEINHICC IMRIG K lma lICE NRIiMEMUC 1 9 7 7U 7

Revenue 4307 4865 5430 5619 6410

Working 4371 4669 5502 5819 7021
Expensesx

.Surplus (46) (196) (792) (200) .(611)
(Deficit)

'Accumulated 724 920 848 648 37
S u urplus

*Provisional figures
Includes depreciation

Source: December 18, 1977 draft of Swaziland's Third Development Plan.
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b) Stra te Related to - the Sector

(1) Prsent Situation and Trends

To adjust to t:he altered situation in

Mozambique and the dec1ine in iron ore exports,

the Govern-munt of Swa:zi land has chanqed the manage-

ment of the railways, 1oased locomotives, modifi ld

i ts rap a, main tenanco and training practices,

and bequn contsuct ion of a new rail way line.

Personnel providod by South African Ra:1 ways (SAR)

have taken over the manaoment responsihi i] i.t y for

the Swazi.and Railwa's from the omxpat:.riate manaqe-

ment provled by the Canadian Governmen t durino

the period 1972-1977. The railway now lcases

eleven steam locomotives for R37 per day from SAR

to replace Mozambican locomotives; Swaziland

Railways plans to substitute diesel for steam

locomot ion in approximately fi v.' years. All

heavy repairs are provided by SAR in South Africa,

and SAR is providing training assistance.

A 94 km southern link between Phuzumoya

canthe existing line and Go]ca, the rail terminus

of the South African Railway on the border, is

under construction and scheduled to be completed

by the end of October ]978. This link will aid

development of coal reserves and provide access

to Natal's consumer markets. With this line
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Swaziland is epxected to carry one million

tons of traffic other than iron ore by 1980

(draft Development Plan).

Construction in the future of a link

between the rail line in the northeast corner of

Swaziland to the South African rail line to the

north would permit South African exports to pass

through Sw.:aziland to South African ports to the

south. M inerals, including chrome and ha:i atite

from Witbank, Belfast, andother min.i ng areas in

Eastern Transvaal, coull9 be shipped on the rai.]

lines through Swa:iland to permit S" to use the

alternative rail line aroind Sw.-: il ard almost ex-

clusivaly to transport- coal; by March of 1979

South African Railways plans to use this line to

capacity to carry about 20 million tons of coal

per jear through South Africa. The through

traffic on the Swaziland rail line could be be-

tween 3 million and 6 million tons per year and

provide sufficiert revenue to pay the full cost

of the railroad, including interest and deprecia-

tion on the capital.-

(2) Dovel_]opmeon t 0bject ,ves and Tarqets

The general objectives of the development

of the railway as stated in the Third Development

Plan of Swaziland are:

l/ Estimates of the amount of fyright and revc'nue to be derived

from through traffic were obtained in an interview with

Mr. A. A. Wo d.rma:n, Chi,'f Ex:cut ive officer, Swaziland

ka i lways.
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e to provide an adequate and efficient system
of freight transport for exports and imports
and such through traffic as may be required;

o-to ensure that Swaziland Railways becomes
operationally independent and continues to
be financially self-supporting;

" to provide Swaziland's importers and exporters
with a choice of alternative outlets to over-
seas markets;

* to reach the maximum possible re localization
of posts during the plan.

c) Development Emphasis on Sector

(1) Specific Development Projects

Projects Set fcrth in draft of Swaziland's

Third Development I lan that are to be acconplished b)

1982 are:

" to establish an organizational structure to
ensure safe, efficient, and reliable opera-
tion;

" to improve and expand maintenance facili-
ties and maintain the permanent way in a
good state of repair;

" to replace as required rolling stock and
build up the rolling stock fleet as needed
for the envisaged growth in traffic;

" to complete construction of the southern
rail link between Phuzomoya and Golela;

" to investigate the economic feasibility of
providing additional spurs and sidings;

" to implement a training program to localiz-
management;

" to secure additional traffic for conveyance

by the railway.

(2) Projects Underway

Progress to date with railway projects refer-

enced above that are already underway includes:
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" Phuzomoya-Golela rail link. As noted above,
this project involves building a single track
94 km railway. This rail link will include
a signaling and communications system, pas-
-sing loops and sidings, three stations with
loading and unloading facilities, and hous-
ing for staff. Southern African contractors
are being used for this project and South
African Railways has provided Swaziland
Railways with a civil engineer who is moni-
toring the contract, which is for approxi-
mately R9,000,000.1/

• Improvement of workshop facilities. A loco-
motive leasing agreement with South Africa
includes the cost of heavy repairs while
light running repairs remain the responsi-
bility of the Swaziland Railway. The work-
shop facilities at Swidvokodvo are to be
improved, and machinery and equipment pur-
chased. Railway workers currently receive
short-term training at Sidvokodvo in safety
practices, carriage and wagon maintenance,
and permanent way maintenance. This training
is provided by instructors from South African
Railways.

" Maintenance of permanent way. Substantial
improvement is needed in the permanent way
since very little maintenance has been done
since 1974. Some rail replacement is re-
quired. Currently 100 employees of Swazi-
land Railways are receiving training in
in permanent rail maintenance at Sidvokodvo.

" Replacement of rolling stock. Additional
wagons are needed for petroleum, molasses,
fruit, and general goods. Currently 100
wagons are on lease from SAR. Once the
stockpile of approximately 3 million tons
of iron ore has been transported from
Ka Dake to Maputo (about 1980), these
wagons will no longer be needed and will
be scrapped.

" Relaying of the Matsapha spur. Heavy traffic
has so worn the lightweight track that it will
need to be replaced in 1978/79.

The capital costs and phasing of these projects are shown

in Table XXXXVIII.

l/ Information concerning the involvement in the rail link by

South African contract and by South African Railways was

obtained from Mr. John Walls, Chief Planning Engineer,
South African Railways.
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TABLE XXXXVIII

CAPITAL COSTS. SWAZ 1 LAJ1 'A. [WAV
i it t It c a ii a i nd 5 4,' .a f ar-

AFt ion
Program 1978/79 1979/80 1980/81 198!/82 1982/83 Total

1. Refer-
enced in
Third Plan

Phuzomo- 19,038 
- 17,038moya-Golela73

Rail Link

Improvement 200 200 200 200 200 1,000
of Workshop

Facilitles

Maintenance 250 250 250 250 250 1.250
of Permanent
Way

Replacement - 375 375 375 375 1.500
of Rclling
Stock

Relaying of 50 50 - - - 100
Matsapha Spur

Total 17.963 825 825 825 825 21,263

2. Projects

Not Referen-
ced in Third
Plan

Flatcars for 
200

Containers
(10 cars)

Containers & 
200

Container
Handling
Equipment

Total 400
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The Government of Swaziland is also con-

ducting a feasibility study for the development of

extensive.coal deposits in the area around Tshaneni.

If exploitation of-the depoists is economically feas-

ible, a rail spur may be constructed to the mine site.

This rail spur would be approximately 40 km in length

and could serve the Mhlume sugar mill and the third

sugar mill, as well as the coal mine.

The government wishes to expand the railway

in accordance with the requirements of industrial de-

velopment, and has commissioned Transmark to identify

future railway needs. The committee has completed the

study, entitled "Development Study of the Swaziland

Railways." It identifies middle- and long-term rail-

way development needs and will be used by the govern-

ment as a basis for policy development related to ex-

pansion and modification of the present railway system.

(3) Proposed Projects

Two projects not referenced in Swaziland's

Third Development Plan, but which the government wishes

to consiuer in the future, relate to containerization.

The government would like 10 flat cars for containers,

containers, and containerizat-on equipment. These

- cars and equipment are cited in Table IL under the

heading, "Projects Referenced in the Third Plan and

Estimated to Cost a Total of E400 Thousand."
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TABLE IL

CAPITAL COSTS, SWAZILAND RAILWAY
(it! thousands o6 e.malangenti)

Action
Program 1978/79 1979/80 1980/81 1981/82 1982/83 Total

1. Refer-
enced in
Third Plan

Phuzomo- 19,038 - - - - 17,038
moya-Golela
Rail Link

Imprevement 200 200 200 200 200 1,000
of Workshop

Fac i itles

Maintenance 250 250 250 250 250 1,250
of Permanent
Way

Replacement - 375 375 375 375 1,500
of Rolling
Stock

Relaying of 50 50 - - - 100
Mat q a)hia Spu r

ra 17,963 825 825 825 825 21,263

2. ProjecLs
N,'t Refelren-
ced in Third
P 1 ,in

Flatcars for 200
C')n t a 11 nor a
(10 cars)

Cr)rntai *r~er , 2100
Contai ner 20
C' ni la i nor
11 nt i i nll It

Eqipmen~ iit

Tot400
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World Bank missions to Swaziland in March, July,

and October of 1977 developed a loan for Swaziland

Railways that the government will consider accept-

ing after the new railway management becomes familiar

with the railway problems and prospects for develop-

ment.i/ The loan is designed to provide those minimal

improvements to the railway that are needed for it

to maintain operations until all of the iron ore

stockpiled at Ka Dake is shipped to Maputo. More

extensive loans would be needed if the Government

of Swaziland decides that it wishes to maintain the

railway after the iron ore contract is completed.

The equipment and costs provided for in the loan

are referenced in Table LI, Possible Future Loan by

the World Bank for Swaziland Railway.

2) Constraints

Swaziland Railways suffers from a shortage of

workers of all skill levels and a detailed analysis

is needed of current and future manpower training re-

qiirements. Aspects of the current manpower situation

i c]ude:

a A sufficient supply of unskilled and semi-
skilled workers were not available in Swazi-

land for the construction of the Phuzumoya-
Golela rail link. As a consequence, the
office of the Deputy Prime Minister of Swazi-
land gave permission for the importation of
200 unskilled workers from South Africa for
this construcf-i(n project. Officials of

L/ Swaz i .i Ra iiway:-; 1-a: i :e mandged by a team from South

Africani Railways in August of 1977.
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TABLE LI

POSSIBLE FUTURE LOAN BY THE WORLD BANK FOR

SWAZILAND RAILWAY

(Costs in 000s of Rand)

Loan Item Local Contribution Foreign Total
Exchange

Requirements

Track Material .,R422

(Rails & Sleepers)

Price Contingency for
Price Changes Between
July 1977-80 R 48

Track Equipment R106

Price Contingency R 5

Sub-Total R581

Wor kshops

a. Buildings R53 R174 R227

b. Physical contin- R 6 R 17 R 23

gency

c. Price contin-
gency R 8 R 26 R34

d. Equipment R 47 R47

e. Price contin- R 7 R 7

gency

Sub-Total for Workshops R67 R271 R338

Purchase of 50 wagons - R1,302 R1,302

Price Contingencies - R192 R192

Re-Wheeling R600 R600

Rebuilding wagons - R150 R150

Sub-Total R2,244 R2,244

/continued/
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Foreign
Exchange

Loan Item Local Contribution Requirements Total

Technical Assist- R1,365 R1,365
ance

Price Contingency R 135 R 135

Sub-total R 1,500 R1,500

Training R 21 R i11 R 132

Price Contingency R 3 R 12 R 15

Sub-Total R 24 R 123 R 147

Consultants Fee

a. Development STudy R43 R 116 R 159
for Fiituxe Justi-
ficatJon of the
railroad

b. Workshop design R 6 R 46 R 52

c. Price Contingency R 2 R 8 R 10

d. Sub-total R51 R 170 R 221

Grand Total without R123 R4,439 R4,562
Congingency Costs

Contingency Total R 19 R 450 R469

Grand Total R142 R4889 R5031
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Swaziland Railways believe that the wages
and bonuses offered to the unskilled workers
were sufficient to have attracted them, but
that the location of the work site, in the
south of Swaziland away from all major cities,
may have contributed to worker reluctance to
work on the rail link.

" South African instructors provide short-term
training at Sidvokodvo for employees of Swazi-
land Railways in

--safety procedures;
--carriage and wagon maintenance

(30 railway workers were recently
trained for a period of 3 months
and 95% of them passed the course);

--permanent way maintenance (100 em-
ployees were recently trained in this
course.

" Fitters from South African Railways overhaul
steam locomotives that Swaziland leases from
SAR and provide training for light maintenance
of these locomotives and wolling stock at
Sidvokodvo. The government is considering
the purchase of diesel locomotives in approxi-
mately five years to phase out the steam loco-
motives, but no action will be taken until such
purchases are economically and technically ap-
propriate. The government plans to use the
next five years to train diesel drivers and
repairmen. Currently Swazi crews drive the
steam engines, but sufficient crews are not
yet available to drive all of the steam en-
cines and none of these drivers are qualified
to operate the more complex diesel engines.

" Swaziland's College of Technology produces
graduates qu~tlified to enter railway appren-
ticeship programs.

* South African Railways, which is providing
training for railway workers in Transkei,
Namibia, and Swaziland, plans to erect a
college for lower-level training in South
Africa. The managing director of South
African Railways believes that current ef-
forts and plans for training by South African
Railways are more feasible than Transmark's
recent suggestion for a centralized training
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school that would accommodate students from
Mozambique as well as the neighboring majority-
rule countries. The managing director believes
that the language and politica) differences be-
tween Mozambique and neighborig countries is
likely to lead to a reluctance on the part of
officials of the Mozambique Government to
participate in a regional training program.

e Manpower requirements identified in the draft
final report of the Transmark Study of Swazi-
land Railways, referenced above and entitled
"Swaziland Railway Development Study," are
tentative until the final report is completed,
but currently are:

EXPERTS/TECHNICAL OFFICER

The study recommends the provision of 30
expat-iate personnel of different categories,
for a period of 10 years (various duration of
appointment for different posts. Total esti-
mated cost of the programme is in the region
of E1.85 million. It has been estimated that
during the period of the first 5 years (1979-
1983) needs for expatriate personnel will be
particularly great, the total cost for the
period being in the region of E1.34 million
(72% of total). From the fifth year the need
for expartriate personnel will gradually diminish
as a result of the implementation of the training
programme proposed in the study.

TRUINING

The study recormends implementation of a
training programme, the total cost of which is
in the region of E1.6. million for a period
of 10 years. Global components of the programme
for the first five years (1979 - 1983) is as
follows:

(i) Internal training, 12,220m/m ------- E
613,000

(ii) External training, 564 rn/m ------- E
564,000

TOTAL 1,784 m/m 1.177,000
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This program is likely to be substantially
scaled down after the fifth year, amounting
to about E100,000 per annum.

An interesting proposal of the consultants is
to attempt to organize the railway training
on a regional basis. If this approach is
tried and pr6ved successful, the estimated
cost of the proposed training program might
substantially change. Neither the scale of
implementation of the proposed programs, nor
the strategy for their implementation, nor
the sources of financing have yet been
identified. However, the greater part of
the training program implementation, parti-
cularly the internal training, will probably
be capable of being financed from the railway's
own resources.

3) Recommendations

U.S. assistance to the Swaziland Railway does not

seem to be required in the short run. While the coun-

try is in the process of deciding whether or not it

wants a railway after the approximately 3 million tons

of iron ore are shipped from Ka Dake to Maputo, the

railway is under the capable management of South

African Railways and leases whatever equipment it

needs from SAR. In addition, the World Bank is pre-

pared to provide Swaziland Railway Corporation with

a loan to upgrade track, develop workshops, and in-

stitute larger training programs, as noted above.

In the longer run the U.S. might consider

provision of assistance for containerization needs

of the Swaziland Railway. These needs would amount

to approximately R200,000 for 10 flat cars for con--

tainers and R200,000 for container handlin equipment.

This form of assistance is cited in Table IL as a

project request unrelated to the Third Development Plan.
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It is likely to continue to have low priority in

the distant future because Swaziland Railways is

likely to.be sufficiently profitable if it estab-

lishes a northern link with South African Railway

lines to finance containerization costs. Another

reason for the low priority of assistance is that

Swaziland Railways has such a close working rela-

tionship with South African Railways that South

African Railways probably would be willing to pro-

vide financial assistance for capital projects of

Swaziland Railways, especially since South African

contractors usually perform the capital development

projects of Swaziland Railways.

Civil Aviation

1) Constraints and Projects Underway

Although there are fifteen airports in the country,

the Matsapha facility is the only manned airport ac-

commodating international traffic. Other facilities

are smaller and have grass runways. Six are licensed

and the other eight are registered. Motsapha itself

does not conform to ICAO standards. National air

service is operated through Swazi Air under a private

contract with South Africa. This agreement is to be

terminated at the end of July, at which time a new

national service is planned. Present service pro-

vides scheduled flights connecting to Johannesburg,

Durban, ai.d Maputo. Flights to Blantyre were dis-

continued in 1975 after a trial period of one year.
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International agreements with various neighbors

for regular connections have been negotiated and

could provide the basis fcr expanded service.

The supervision, provision, and upkeep of

aviation service in conformance with international

standards of safety is the responsibility of the

Civil Aviation Branch, established in 1972. By the

end of 1977/78 the number of established airports

in Swaziland was 31, compared to 19 at the time

the branch was first established. Major emphasis

has been on staff training, but certain programs

have not materialized. Twelve staff members did

attend courses abroad in such areas as air traffic

control, radio maintenance, airport management,

commercial pilot training, communications, and fire

service. in-country training in rescue and fire

have also been provided to sixteen of the staff mem-

bers either through courses or on-the-job tralning.

2) Proposed Projects

The Matsapha airport fails to meet ICAO standards

and is inadequate for future needs. The GOS is in-

terested in building a new facility at a different

site but presently lacks the finances for it. In

the meantime upgrading of the existing facility is

planned. The GOS has allocated about E1.1 million

for the first year of the projected five-year pro-

gram, but needs donor support for the remainder,
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estimated at the cost of about E615 million. (See

Table LII, Swaziland: Civil Aviation Projects 1978/

79-1982/83.) Included in the package are runway

extensions and repair, terminal building construc-

tion, and fire and safety equipment. The airport

presently lacks any security equipment, but the

GOS hopes to be able to include such in projected

investment.

Short-run plans to upgrade airport facilities

and operations will also necessitate the training of

approximately 45 new staff members and the upgrading

of the qualifications--including both advanced train-

ing and refresher courses--of an additional 20 per-

sonnel. The total cost of the project is projected

at about US $684,000. (See Table LIII, Swaziland:

External Training Requirements, Civil Aviation

Branch, 1978.) The government has proposed a pro-

ject document and has applied to the UNDP for pre-

liminary funds. Additional donor help is necessary.

Beginning August 1, 1978 national air ser-

vice will be provided by the Royal Swazi National

Airways Corporation (Royal Swazi), a totally govern-

ment-owned enterprise. Initial service will provide

three weekly flights to Johannesburg, with expanded

weekly service to Zambia, Lesotho, and Malawi projected

for initiation in September, October, and November.

Royal Swazi will start with one Faulker F28 Jet

and a Viscount 810 Turbot Prop for a backup. Clearly

there will be a need for additional craft.
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TABLE LII

SWAZILAND: CIVIL AVIATION PROJECTS 1978/79-1982/83

(1978 Constant Prices)

78/79 79/ 80/81 81/82 82/83 TOTAL
ON-GOING PROJECTS

(in thousand of emalangeni)

Housing (min. progr.) 30 - - - - 30

Radio Navigation Equip. 35 ... . 35

NEW PROJECTS

Land Acquisition 200 ....- 200

Taxiway Pavement 38 -.. 38

New Apron Pavement 163 18 - - - 181

Terminal Building 100 200 115 - - 415

Equipment 448 674 394 300 300 2116

Fire Station 42 - - - - 42

Fire Appliance - 170 0 0 0 170

Housing 80 120 200 - - 400

Existing Apron Pavement - - - 163 18 181

Runway - - - 90 90

Shoulder Areas - - - - 90 90

1,136 1,235 1,309 1,363 1,438 6,481

1) Costs for Security Equipment not included.
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TABLE LIII

SWAZILAND: EXTERNAL TRAINING REQUIREMENTS,

CIVIL AVIATION BRANCH

1978

Number of Estimated Estimated

Post Personnel Duration Man/Months

Designations To' be of Each Required
Trained Course

1. Airport Manager 1 5 m. 5 m/m
2. Air Traffic Controller 7(1) 17 m. 164 m/m (1)
3. Radio Maintenance 5 (2) 24 m. (2)

Technician 180 m/m
4. Meterclogical Observer 7 4 m. 28 m/m
5. Meteorological Forecaster 3 24 m. 72 m/m
6. Communications Supervisor 1 3 m. 3 m/m
7. Communicator 4 9 m. 36 m/m
8. Airport Electrician 3 6 m. 18 m/m
9. Senior Airport Fire Off 2 3 m. 6 m/m
10. Junior Airport Fire Off 7 4 m. 28 r/m
11. Airworthiness Inspector 1 ( 4)  4 m. 7 m/m ( )
12. Airworthiness Inspector 1 28 m. 32 m/m
13. Air Transport Operation

Officer 1 3 m. 3 m/m
14. Deputy Director of Civil (5)

Aviation 1(5) 7 m. 14 m/m
15. Director of Civil

Aviation 1 12 m. 12 m/m

15 TOTAL 45(6) 608 m/m (6)

NOTE: (1) In addition to number of personnel indicated in
column 2, an advanced refresher training for
nine personnel, of ar estimated five months
duration, is also required. qhe number of ad-
ditional Irn/months involved has been included
in column 4.

(2) Similar to (1) above, advanced/specialist training
for six personnel, of an estimated ten months
duration is also required. Column 4 indicates
total man/months requirements.

(3) In addition to the airworthiness Inspector
course, it is envisaged that the incumbent will
also attend two more specialized courses (Accident
Investigation - Prevention and Government Adminis7
trative) the duration of which is estimated at
3 months all together. Column 4 indicates total
man/ months requirements.
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(4) In addition to the Basic Aircraft Maintenance
Engineer Course, it is envisaged that the in-
cumbent will also attend the Airworthness
Inspector Course of 4 months duration. Column
4 indicates total man/months requirements.

(5) In addition to the Government Operations/Personnel
Licencing course, it is envisaged that the incum-
bent will also attend a 5 month course in Airport
Management, and a 2 months course in Accident
Investigation/Prevention. Column 4 indicates
total number of man/months requirements.

(6) Total number of personnel to be trained is 45,
but with the additional advanced training as
explained in notes (1) to (5) above, total number
of required personnel training units, is 65.
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The most pressing need related to the es-

tablishment of Royal Swazi is manpower training.

Some crew will be supplied by Faulker and also

some by Ireland. Others will have to be hired

directly. For themost part, there are no quali-

fied local personnel to staff these positions.

The GOS has proposed a training program with an

estimated external cost of US $683,720 to prepare

various staff ranging from pilots to traffic control.

(See Table LIV, Swaziland: External Training Require-

ments, Royal Swazi.)

The major 'long-run transport project envi-

sioned by the GOS is the creation of a new inter-

national airport. Implementation of this project

will necessitate relocation of the airport at a

point at least 30 miles from the present location.

To date the government lacks a master plan and

estimates the cost of the new facility at about

E618 million. This is really a rough figure which

needs considerable refining. The cost of a master

plan is estimated at between E50 to E70,000.

There is no donor at present for either the master

plan or for the new facility itself.

3) Recommended Assistance

Assistance for the proposed new airport is not

recommended on the basis of economic costs, but

might be warranted if relations with South Africa

deteriorated. If such should develop, USAID might
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TABLE LIV

SWAZILAND: EXTERNAL TRAINING REQUIREMENTS, ROYAL SWAZI

(Etina.ted Costs - US $)

lo. of Course Tenta- Estim. Allow. Travel
Train. Dura- tive Tuion and Cost TOTAL

Courses Units tion Locat. Fee 1,er Accom. per CCST
Course per Unit

Unit

1. - Manngement - Gencral 2 2 months U.K. 4950 600 1565
- Appreciation nf Manavement 1 month U.K. 2160 30C
- Directing Inernntional Ops. 1 ronth U.K. 2u50 30
- Corporate Vlnnning/Development

of Mnnnrerial Effectiveness/
Irrlcm snlvinq 1 month U.K. 1980 30C 29,166

2. Aeredr-me/,ippronch/Terminnl
Arca Crntrol (Bnsic)('Tl) 7 17 m-nths Ni~orin 3600 3186 875 53,627

Air Traffic Control Refresher/
Specil/inprover course 9 5 months Austrnlia 3500 1500 1875

61,875

3. Aeronautical Radio Maintennnce 5 24 rnnths Kenya 3600 720C 625 57,125

Comnunications Maintenance 6 10 m-nths U.K. 13000 5000 1563 177,378
(Advnnced Rndio Maintenance)

4. Aeronautical MetecrolCical
Cbserver (class IV n'urse) 7 4 mnths Kenya 500 12.0 625 16,275

5. Mete-rcloical Forecaster
Class II Course 3 24 ronths Kenya 3600 7200 625 34,275

6. Communications Services
Supervisor 1 3 nvnths Nireria 790 9C0C 875 2,565

' Based on thbA"IOA'Djietor'of Tqaininq Courses Cpen To Foreign
Students, 1978/79", Documeht No. 9172/2
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'T][M.T"'D (;' I-T1i2 (in US Doll1rs)

-rn Course T*-nt -i- ETti-. Allow. Travel
urses Unites Duri- tive Tuitirn and Cest T-TL

ti-n Lrcit. Fee ner Acc o. per C(ST
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1 . Juni-r ,ir--rt 'irc. fficer 7 4 mi-nths U.K. 4, CO 12(c" 1565 47,341

11. .i:-w rthiness - Gv. rnr-ent Inp. 2 L nmnths Astrnlia 3C I 1.2CC 1875 12,15C
.irw-rthincss .,dministrration 1 1 .r.nth .,ustrili3 1,10c

.',c, i'ent Invrstir-rnti-n 2 ? nnths U.K. 2%"4(C 6,C 156 9,.-6

12. ircrnft INintcnncc -
-irfr- m in i-werplnnt 1 28 nonths U.K. 234( 28CC 1563 27,763

17. ..ir Tr-mspnrt Ec-n'mics 1 3 n-nths U.K. 1C62." 9Cc 1563 13,1-83
14. G-v~rnmcnt Frrrti--ns /

lrs-nnrl Lic;ncinp 1 7 tonths Lel-).n 2C( P 21C(' 1625 5,725
15. ,ir & Srncc L-w 1 12 m-nths C-nadrs 15c' 0 36k, 175( 6,85C

Sub-T' t i 65 6C'8 2972' 2318C2 81198 6i 3,72C
16. Chief Fire Scrvices Advisor

(internal trnininr) 1/18 24 mnths Mitsapa N/A !/A N/A 85,CK)c

Gi-.ND T,'T,.L 632 68A,720
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consider financing the feasibility study. Train-

ing and upgrading existing facilities are suggested

as immediate needs.

" Technical Assistance, Training in Airport
Management afid Operations - Civil Aviation
Branch
Project should provide phased staff support
using contract advisors designed to mesh
with the proposed training program for 45
staff members. Training is to range from
refresher courses to advanced traininq for
five different categories of personnel as
described in Table of External Training
Requirement. The project document needs
further refinement and modication. The
project could readily collapse some of
the training needs for the new air service
for inclusion in overall frame of reference;
and certain aspects of training might be
deferred until the second project year.

" Capital Assistance, Fire Fighting, Safety
Equipment
This assistance should be pawre-t--train-
program suggested above. Associated vehicles
and a full range of equipment is to be in-

cluded in support of fire fighting and safety
training component. Security equipment would
be recommended, but its use is restricted by
the small size of the terminal.

d. Telecommunications

1) Development and Constraints

Under the last Development Plan major achieve-

ments included:

" the procurement and installation of auto-
matic telephone exchanges at Mbabane,
Manzini, Lobamba, and Malkerns, yielding
a total capacity of 4,000 lines;

* the purchase and installation of a 200-
line automatic telex exchange and exten-
sion of the telex network;

* automation of multi-pay lines;

" procurement of subscriber equipment and as-
sociated line plant.
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Throughout the 1970s there has been a

steady increase in demand for telecommunications

services. (See Table LV, Swaziland: Telecommuni-

cations Services, 1968-1976.) Although the total

number of telephones increased by 80% between 1968

and 1976, unsatisfied demand at 1-he end of 1977

equalled about twenty percent of the exchancse

connections. Automatic telephone equipment is

being installed. The new exchanges will provide

completely automatic service for the Mbabane-

Manzini corridor for both local and international

connections.

2) Proposed Projects

Proposed expansion of the telecommunications

system includes the provision of exchange equipment

with network experience, including microwave and

UFR links, automatic switching equipment, and ex-

1/
pansion nf the national training program.-

A third development phase is projected for the

years 1983/84 to 1987/88. Funds generated by

operations are expected to be adequate to finance

the project and there is little interest on the

part of PLT to even discuss a role for U.S. assis-

tance. No assistance recommended.

1/ Note: Middle-level technical and supervisory training at
the center in Blantyre and advance training is provided
in Kenya.
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TAI E LV

SWAZILANV: TELECOMMUNICATIONS SERV1CES -- 1968-1976

Type of Service 1968 1969 1970 1971 1972 1973 1974 1975 1976

Exchange
Connections 2237 2557 2578 2700 2771 2885 3128 3428 3585

Telephone
Stations 4461 4822 5092 5592 5972 6211 6964 7483 8074

Metered Call
Units
(millions) 1.8 2.0 2.3 3.3 4.1 4.5 11.8 21.0 27.0

Telex
Installations 21 27 34 49 51 54 84 106 124

Telex
Calls
(000s) 11 21 29 35 48 50 80 83 155
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G. Zambia

Introduction: Constraints on Transport
-'/

The economy of Zambia has not been able to withstand

the series of shocks which Zambia has experienced since 1965.

In addition to the heavy burden carried by the government and

the people of Zambia following the application of sanctions,

there have been a number of other difficulties. First, and

perhaps most important, has been the increasing difficulty

of transporting imports and exports. The transport bottle-

neck became particularly serious with the closure of the border

with S. Rhodesia in 1973. This problem was further aggravated

by the closure of the Benguela Railway in 1975. The reorienta-

tion of supply routes and the transport problems caused sub-

stantially higher costs and delayed imports and exports in

such a way as to add dramatically to the difficulties facing

Zambia.

Incursions by. forces of the illegal rec-ime in S. Rho-

desia disrupted economic activities and necessitated heavy

and growing e:.:pendirures on defense. There has been a large

influx of refugees. To add to these problems, Zambia is now

faced with a serious balance of payments deficit resulting

from a decinc in the price of copper and a continual worsen-

ing of its te-ms of trade.

The Goundrey Report states that "this compounding of

detrimental effects means that Zambia is now facing an

I/ Much of the inforiar oi contair.rd in this report is taken
from the report c7 the U.N. Mission to Zambia in 1978
that was lecd by Ir . Gordon Goundrey. Henceforth this

U.N. R.zpert, entitled "Assistance to Zambia, Peport of
the Secretary-General," is referred to as the Goundrey
Report.
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extensive economic and financial crisis and requires assis-

tance in much greater measure than ever before. The amount

and kinds of assistance required at this time can best be

assessed not so much in relation to the burden of sanctions,

but rather in the light of the current economic and financial

situation, the special factors affecting Zambia and the

government's development priorities and policies. It is im-

portant to emphasize, however, that the economic and finan-

cial crisis is essentially short term; the long-term develop-

ment prospects are bright, particularly if stability and peace

are established in Southern Africa." (Goundrey, p. 7)

a. Current Economic Situation

Salient characteristics of Zambia's economic situation

are:

* Gross Domestic Product: When an adjustment is
made for changes in the terms of trade,,/ Gross
Domestic Product at 1964 prices declinea from
K1067 million in 1973 to K765 million in 1977.

* Government Finance: For the period from 1973
to 1977, the government faced an overall ac-
cumulated deficit of K889 million, primarily
due to the fall in revenue from the depressed
prices in the copper industry. While copper
production has remained stable since indepen-
dence in 1964, the mining industry contributed
one-half of the government's revenue in 1974
but made practically no contribution to it in
1976 and 1977.

o Inflation Since 1973: An increased money supply
resulting from deficit financing, the hicgh cost
of reroutinq Zambia's imports and exports, and
a steady deterioration in Zambia's terms of
trade have resulted in accelerated price in-
creases. In 1976 consumer prices increased
by about 18" and a similar increase was regis-
tered in i:77.

The Government of Zambia has undertaken a number

of measures to deal with the current crisis. Among the
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most important of these measures were restraints on

government current and capital expenditures, the ex-

pansion of non-mineral tax revenues, chanqes in bank

reserve and liquidity ratios, increased interest rates,

cost-saving measures in the mining sector, programs to

improve the efficiency of parastatal organizations,

and wage restraints. In addition, tax incentives were

introduced to stimulate investment, both domestic and

foreign, and the Kwacha was devalued by 20% in July

1976 and by a further 10R in March 1978. These measures,

combined with outside financial support, particularly by

the International Montary Fund, constituted a stabiliza-

tion program to deal with the financial crisis.

b. Illegal Declaration of Independence in S. Rhodesia

Many of Zambia's current economic problems are the

result of transport bottlenecks and distorted develop-

ment programs that resulted from seizure of power by

the illegal regime in S. Rhodesia in 1965. The policy

pursued durxng the colonial period aimed at the complete

integration of the economy of Northern Rhodesia with

that of S. Rhodesia and, to some extent, with that of

South Africa. The transport system of Zambia, road and

rail, was routed southward through S. Rhodesia to South

Africa and through the Portuguese colony of Mozambique.

Th'e headquarters of the businesses connected with copper

and related activities were in S. Rhodesia or South

Africa. Trade, tariff and payments policies were directed

towards ensuring that S. Rhodesia and South Africa supplied
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the bulk of the needs of the then-colony of Northern

Rhodesia. All the major manufacturing establishments

were thus located in S. Rhodesia or South Africa.

The Railway headquarters and workshops, power sources,

coal supplies, were all outside of Zambia.

The application of sanctions, and the reduction

of integration with the economies of S. Rhodesia and

South Africa, meant that very heavy investments were

necessary to reduce Zambia's complete dependence on

S. Rhodesia for power, coal, anI transport. A pipeline

had to be constructed for Zambia's necessary petroleum

imports. The manufacturing sector had to be developed

more with a view to replacing imports from S. Rhodesia

and South Africa than to utilizing domestic raw materials

and resources.

These expensive projects disrupted Zambia's de-

velopment program; they made it impossible to select

projects on purely developmental grounds, and they

interfered with most appropriate timing for projects.

Thus, Zambia had to postpone projects costina some $200

million which were included in the SeconO National

Development Plan, and postpone the beginning of the

Third National Development Plan until January 1979.

Zambia's current strategy is to attempt to solve

its transportation problems within the next two years

with external assistance, but outside the framework of

a development plan. The Third National Development Plan,
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on the other hand, will be oriented to a longer run

diversification of the economy with emphasis on agri-

culture.- / In broad summary, for a development plan

Zambia is seeking assistance with (a) rural develop-

ment projects, (b) the establishment of industries

based on agriculture and forestry, (c) the expansion

and creation of industries based on domestic mineral

resources, and (d) establishment of provincial pro-

jects related to agriculture, forestry, fishing, and

water resources. A summary of the estimated costs of

these selected projects over the plan period is given

in Table LVI, "Costs of Selected High Priority Develop-

ment Projects and Programs."

TABLE LVI
COSTS OF SELECTED HIGH PRIORITY DEVELOPMENT

PROJECTS ANO PROGRAMS

Ru.ral develo~ment projects K 81,100,000

In.utries base! on aricultue K 97,000,000
an5d fcrests

In!u.stries based on domestic K 25,000,000
rnineral resources

Provincial DroJe:ts K 21,200,000

Total K 224,300,000

c. Current Assistance for Transport

Development Assistance provided to Zambia for trans-

port by multilateral and unilateral donors is summarized

in Table LVII.

The strategy for the Development Plan is described in detail
in the Goundrey Report, pp. 74-5.
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TABLE LVII
Rtr0RT EIN VFVfEtPENT XSSISTAWCE TO IASJTA TOP TRaYSPORT IN 1977

Source of Assistance

Project/Activity Asaletance Committed Duration of

for 1977 Total Project Nature of Asais-

($S Equiv.) Begin-End Dates ante and Location

"Transit Transport UNDT/UNCTAD
for the landlocked 1976-1978 Preparatory ais-

developing countries of tance anticipated

Southern Afrir aub-region to be carried out

(RAT/77/017) in 1978

Regional Projects: UNDP/ECA,Donors Nil Sep 77-79 Regional analysis

Study of Last African wit>.n TCDC and of post operation

Port facilities ECA members 
and transport con-

governments stratnts from Dar
es Salaam to Zam-
bia (future pro-

vision of experts)

Railways Management Canada 3.000,000 1976-90 Hanagement person-

(CIDA) nel Zambia Rail-
ways. Kabwe

Manaaerent, Supervi- Denmark 83,330 1974-79 Technical Mans-

vision and training, ger and two

Nationa: Transport Corp. 
senior workshop

supervisors,
Freight Holdings
Ltd.. Lusaka.
Head of Hechanical
Dept. Himosa Train-
ing School,Chilaoga

National Transport Denmark 13,750 1975-78 Automobile olec-

Corp. trician In main-
tenance at Mimosa
Training Center,
Chilan&ga

National Transport FFG e**1,220.770 1974 6 experts to advise

on management and
Corporation Person- technical problems

nel Assistance 
tcnclpolm
in connection of ion.
distance road haulag
Lusaka

Fellowship Training France 13,800 1977 5 scholarships for
training in Prance
1 Zambia Railvasysi
1 Road transport:
3 Aeronautical train

ing

fellowship Training
in Railway Signalling Pakistan N/A 1977 /A scholarships at t

Pakistan Regional
Training Center,
Lahore

Xafue Railway Bridge UK Hot Known 1977 A feasibility study

of Kafue Railway
Bridge to improve
Kafue rail crossing.
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Analysis of Respective Modes

a. Roads

(l) DeveLopment and Constraints

The road network consists of about 36,000 km of

roads. Of these, about 19,500, or 54% of '-he total,

are territorial, main, or district roads. Of these,

4,968, or about 25%, are Class I paved roads and

7,715, or about 40%, are Class II and II gravel

roads. About 6,800 Lre unclassified. The remaining

16,000 km are earth roads under the jurisdiction of

rural councils (see Table LVIII, Zambia: Main, Terri-

torial, and District Roads by Class, 1971-1976, and

Table LIV, Zambia: Road Specifications by Class,

1978.)

The major road route is an 885 km link from

Tunduma in the northeast to Livingstone in the

southeast. Major trunk routes include: the Great

North Road (810 km) to Tanzania; the Great East

Road (585 km) to Malawi; and vertex branches toward

Angola to Mongu (585 km) and to Solwezi (180 km).

A road also has been constructed parallel to the

Namibia border and connects Livingstone and Sesheke.

There are few roads in the western half of the

country and links with Namibia and Angola cannot

support heavy traffic and are sometimes impassable.

Responsibility for highway construction falls to

the Department of Roads of the Ministry of Public

Works, formerly constituted with the Ministry of
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TABLE LVIII

ZAMBIA: MAIN, TERRITORIAL, AND DISTRICT ROADS V CLASS, 1971-1976

YEAR CLAS3 I QAD CLAjS II & III UNCLA:;-IFIzD
---- '(P' ,VI.i)) (GiR.',VrL hOA:.;) -I H II

1971 3216 7221 -.7222

1972 3876 7434 7149

1973 4099 7391 7?81

1974 4456 7513 6992

1975 4561 7609 6849

1976 4808 7378 6833

1976 4968.4 7,715.5 n.a.

Notes:

1. The highway system of Zambia is composed of international
main/terrirorial roads (T)

Main Roads (fl)
District Roads (D)
Branch Roads (B)
Rural Roads (R)
Estate Roads (E)

2. Adjusted figures for 1976 based on maintenance schedules.

Source: Ministry of Public Works, Dephrtment of Roads' Lusaka, n.a.
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TABLE LIY
Z,(MBIA: ROAV SPECIFICAT7ONS BV CLASS, 1971

Class 1 Formation width Carriageway Type of Surface
at finished width in
Surface lends meters
in meters

Class lA 13.30 7.30 Bituminous

lB 10.70 to 17.7 6.7 Bituminous
According to
traffic needs

IC 10.10 6.1 Bituminous

II 10.10 Minimum Ground
6.1

III 7.50 minimum Ground where
5.5 necessary for all

weather standards

Unclassified Cleared and stumped back of Earth with 3.5
5.5 minimum width and skeleton meter ground
drainage surface where

essential

Note:

1. At the present time no roads in the country meet specifications
for IA or lB.

2. Estimated costs at 1977 prices

IA n.a.
IB K150,000 per km
1C K100,000 per km
II K65,000 per km

III K8-9,000 per km (highly dependent on terrain and distance
from contractor's base operation)
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Power and Transport as the Ministry of Power,

Transport, and Works. The department is manned

at only 50% of projected staff needs. The plan-

ning function of the department is seriously defi-

cient and design responsibility can only be handled

for Class III roads.

Although the road system was regarded as in

generally good repair in the early 1970s, mainten-

ance has become an increasing problem. The 1977/78

rains left 45% of the road system in need of repair.

This is a substantially higher percentage than nor-

mal and is regarded by the government as reflective

of combined weather and maintenance deterioration.

Maintenance is the responsibility of the

Department of Roads and is also implemented on a

decentralized basis in each province by the

Departments of Personnel and Equipment. Equipment

is allocated through the Central Transport Service,

which is also responsible for equipment maintenance.

Since 1974 the CTS has been operated by the Ministry

of Defense, a step taken to increase the effective-

ness of CTS operations. The Public Works Depart-

ments of the Rural Councils are responsible for

construction and maintenance of local roads

(see Table LV, Zambia: Roads Classification -

Maintaining Authority and Types of Surface, 1976).
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Included among the reasons for substandard

road maintenance are:

" a shortage of vehicles for the transport of
labor to work sites;

" a shortage of heavy road equipment;

" low availability rate on equipment, esti-
mated at 20% to 35% due to

--shortage of spare parts
--inadequate servicing
--scarcity of lubricating oils;

" high cost of fuel.

In conjunction with the Third Highway Project

financed by the IBRD, a special road maintenance pro-

ject is planned. Included among the goals of this

project are:

* the rehabilitation of the entire Zambian
road network;

" the provision of technical assistance per-
sonnel, including advisers and mechanics.

The government is currently recruiting personnel,

after which project start up-can be scheduled.

The National Transport Corporation (NTC), a

parastatal, provides transport service through three

subsidiaries: Contract Haulage Ltd., United Bus

Company of Zambia, Ltd., and Bulk Carriers of

Zambia, Ltd. Bus service is restricted to inter-

nal service and Bulk Carriers of Zambia deals ex-

clusively with the transport of fuel. Engineering

and repair services are provided to all NTC
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subsidiaries by Freight Holding, Ltd. and the pro-

vision of basic facilities and housing for NTC

staff is provided by Transport Holding of Zambia,

Ltd. NTC suffers from the absence of management

training, poor organization, low level of manpower

qualifications, a scarcity of spare parts, inade-

quate maintenance, and poor driving habits.

NTC operates half the vehicles engaged in

public transport of freight. These vehicles repre-

sent the larger vehicles in the fleet, resulting

in the direct control by NTC of the majority of

total transport carrier capacity. Private trans-

port is regulated by the Road Traffic Commission.

No permits are granted to private operators by RTC

without consultation with NTC. Taxi service remains

unregulated despite the announcement several years

ago to create a national taxi service and to dis-

continue private operation. All road traffic to

Dar es Salaam is handled by Zambian Tanzania Road

Services, Ltd., of which 35% is owned by NTC of

Zambia, 35% by NTC of Tanzania, and 30% by Inter-

somer, an Italian firm.

(2) Proposed Projects

The Department of Roads is particularly interested

in funding for four major road projects. The most

beneficial of these in terms of impact are the

Angola Road Project and the Chemba Bridge Project.

(See Table LVI, Zambia: Proposed Road Projects,

1978.) The Angola Road Project would provide a
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TABLE LXI

ZAMBIA: PROPCSED ROAD PROJECTS, 1978

Project Route Standard Economic Appraisal Status

Zambia-Angola Route IB Provide link to rail operation to No engineering study
Kaoma to Zambezi to Port of Lobito would take off pres- but GOZ feels econo-
Ch ev uma sure from Dar es Salaam. Estimated mically viable.

cost at K60 million.

Zambia-Mozambique 1B Would provide link to Beira, re- Pre-feasibility study
IKatite to Carsacatinza ducing pressure on Dar es Salaam, complete; bridge de-

Mozambique in process of upgrad- sign nearly complete

ing road link on their side of and r'oad design under-

the border. Estimated cost K4.5 way.
million.

Chembe Bridge over Not less 600 meter span would join Pedicle Uncertain

Luapula River than IC Road (68 km.) joining midlands
and Northern Province traffic
across Zaire. Almost all traffic
on this route is Zambian. Now is
gravel road with ferry. Benefit:

i) ten schemes; 2) fishing develop-
ment in northern lakes; 3) potato/
rice cultivation; 4) potential
sugar scheme; and 5) rural develop-
ment projects by opening up copper-

belt markets. Estimated cost K4.5
million.

Kasungula Bridge IB ITse of ferry at Nasungula blocks Uncertain
flow on East-West Highway.

Priorities for these projects reserved for further consultation with GOZ.

Source: Informal discussions, Ministry of r .Aic Works, Department of Roads, June 27, 1978.
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link to the Port of Lobito via connection with

a point midway on the Benguela Railroad. The

upper section of the railroad enters Zambia after

passing through Zaire, but is currently out of

service. At least five bridges have been damaged

and the roadbed needs maintenance before service can

be re-established. The road link to the lower

section of the railway would facilitate East-West

flow in the region and would release some of the

pressure on Dar es Salaam. The engineering study

for the road has not been undertaken, but the pro-

bable route is from Kaoma to Zambezi to Chavuma.

An alternate route would run from Monqu to some

point on the Gago-Coutinho road in the Bundas area

of Angola. Although shorter, this route would pass

through marshland, complicating construction on the

assumption of the northern link, which is reportedly

underway by the Angolans on their side of the border.

The Government of Zambia gives this road high priority.

The Chemba bridge ro oct would greatly facilitate the

traffic flow from the nor-thern region of the country

to the Copperbelt markets. It would effect a variety
of development prorams underway or planned for the

region and ,:ovido ,arket-iq income generation

potential for the ruiral poor in the region. The

road across ZIaire, however, would have to be up--

graded to handle the new traffic.
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USAID might wish to consider the Zambia-

Mozambique route as a regional link; additional

information about upgrading underway in Mozam-

bique is -needed before a decision can be made.

Construction of the Kasungula bridge awaits

stabilization of security in the area.

NTC has expressed interest in an upgraded

inspecLorate program to cover all its associated

subsidiaries as well as ZTRS operations within

Zambia. The program cost schedule is estimated

at K537,000. (See Table LVII, Zambia: Estimated

Cost Schedule - N.T.C.'s Group Inspectorate.)

About 60% of this figure represents vehicles and

radio equipment. The remainder is mainly for spare

parts. A year-long training program in the U.S.

for one Zambian technician is also included. The

West German government may be interested in provid-

ing some assistance for this project.

In order to alleviate the spare parts short-

age and to upgrade workshop facilities for its sub-

sidiary, Freight Holdings, Ltd., NTC proposes a

K2.3 million program. (See Table LVIII, Zambia:

Estimated Cost Schedule - Freioht lfoldinqs Limited.)

Of the total assistance proposed, about 53 percent

is for spare parts. (For an expanded description

of spare parts suggested by Freight Holdings,

see Appendix, Annex V, Freight Holdings Ltd.:

Suggested Spare Parts, 1978.)
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TABLE LXII

ZAMBIA: ESTIMATED COST SCHEDULE -
N.T.C.'.6 GROUP INSPECTORATE

American'Loan

1. Inspectorate Vehicles K

12 Willis Jeeps at K16,000 each 192,000.00

1 Light - Radio Van for Technicians
at K12,000 each 12,000.00

2 Ford Cars - Administration
at K8,000.00 each 16,000.00

2. Radios

40 SGC International 12 volts
at K1,600.00 each 64,000.00

3. Tools and Equipment for Radio
Repair + 257 cf (2) above 16,000.00
(inclusive of Masts and Antennae)

Sub Total 300,000.00

4. 1 Year Training in Technology
in America for one Zamrbian 12,000.00

5. Spare Parts for (1) (2) and (3)
75% of Total Purchase Price 225,000.00

TOTAL 537,000.00

Source: Informal discussion, Corporation Security, NTC, at Ministry of Power,
Transport, and Communications, June 29, 1978.
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TABLE LXIII
ZAMBIA: ESTIMATED COST SCHEDULE -

FREIGHT-HOLDINGS LIMITED

WORKSHOP EQUIPMENT & SPARE PARTS

PARTICULARS NUMBERS TOTAL (K)

Lathe 2 120,000

Crank Shaft Grinder 2 60,000

Skimmer 2 7,500

Reboring Machine 2 4,000

injector Pump Calibrating Machine 2 25,000

Crank Shaft Arch Welding Machine 1 80,000

Crank Shaft Straiting Press 1 5,000

Crank Shaft Chrome Pliting Machine 1 9,000

Camshaft crinding mar:hine 2 18,000

Con Rod S£raiting ,;achine 2 4,000

Con Rod Standar.izinq Machine 1 2,500

Surface Grjh.Ucr 1 13,000

1;1eeI Aligning Machine 2 20,000

Brake Pevcrtin..azh-ne 1 2, 000

Eia.c L*. ng Tu.:nin Machine 2 6,0C0

Hydro Brake "ester 1 1,500

Whec. : a : 7:n .Ecpment 1 7,000

Dynonometer 2 40,OC0

Crankcrack Dctector 1 2,000

Valve Guide Meui.d:nc Machine 1 3,000

Fly Whe.rindcr 2 10,00o

Electr-ca-1 lest Equipment 1 25,000

Auxil :ary Vehicles 2 600,00-
(&E Crane)

G!W :.0Y T :-'A !M .M A :".-E lK , 0 4 , 50 0- 0

Worksh% E1ETent K1,064,500C-0&

.orkshco Tools & Special Equipment 9,C70-3-,
r es K 1,212,111-71

G I.AD TOTAl ,2SC,
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(3) Suggested As ;istance .

The road transport system is a serious constr 'Zint

on associated sector operations and development and "

needs immediate consideration. Coordination with

investment by the IBRD under the Third Highway Pro- ,

ject shoIJd be programmed.

* Capital Assistance, Road Rehabilitation .
Department of Roads 4
Short-term project designed to repair damage
to major roads during last rainy season.
Flexible project design keyed to consulta-
tionowith IBRD o st effective way to
bring.-immed-ate -relief,.whichi isco .. nistent ,
with Third Highway Project.

a Technical Assistance in Management and
Mechanics
Central Transport Service: Project should
be targeted to reduction of equipment down-
time and should include funding for spare " A
parts and lubricants.

a Technical Assistance in Management, Planning
and Engineering - Department of Roads
This project should be keyed to staff supple-
mentation. A preliminary survey by a manage-
ment/transport consultant should identify key
posts for two-year contract personnel and
opportunities for counterpart training.
Particular concern should be given to 4

planning and construction design.

* Technical Assistance in Administration and
Management Training - National Transport
Corporation
Targets should be organizational revision
and upgrading management, skills.

Capital Assistance, National Group Inspectorate
Development Program National Transport Cor-
poration
Assistance mainly for purchase of equipment
as outlined in cost schedule, but suggest
addition of short-term consultants to
facilitate project development and design.

o Capital Assistance, Freight Holding Equipment
and Spare Parts Project - National Transport
Corporation
Spare parts are a pressing need, but it is
suggested that the amount of assistance be
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reduced from that suggested by NTC. Pre-

liminary survey and design phase will have
to guide project scale, but a balance of
needs with complementary investment should
be offered.

" Technical Assistance, Engineering Study for
Angola Road.
Co-mplee-lon ofthe engineezi-Pg stud- for this
road should be an immediate priority. Par-
ticular concern should be given tc projected
traffic and axle load restrictions. Consid-
eration of development by Angola on its side
of the border to meet this link should be
taken into account by the study. Preliminary
discussion indiates that the road would offer
an economic return on investment. Based on
recommendations of the engineering study it
is suggested that USAID provide assistance for
the ccnstruction rf this link up to IB standard.

" Capital Assistance, Chembe Bridcie Construction
C i at aassistance --a-so-c1-a-e t -c--nnlcal
assistance should be offered for this 600
meter bridge. The project should be matched
with upgrading of the Pedicle Road through
Zaire, however, possibly through joint or
multilateral funding.
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b. Railroads

(1) Overview

This discussion of railways in Zambia is

based on discussions that members of the SADAP

team had with government and railway officials in

Zambia and on information contained in the Goundrey

Report. As noted earlier in this report, the

Goundrey Report contains much detailed information

concerning railway conditions and problems in

Zambia that is directly related to this report.

Hence, major sections of that report were adopted

for use in this report. Any information from the

Goundrey Report that is used in this report is,

however, carefully documented as such. Finally,

although much substantive information used in this

report is derived from the Goundrey Report, the

assistance requirements of Zambia that are identified

in the Goundrey Report ace much broader than the

reconmendations of this report. This 'fl-erence is

due mainly to the fact that while both reports are

concerned with the speci fic priorities and prob-

lems of the t-ansport sector, the Goundrey Report

is also concernied with economic and external trade

conditions that relate to transport and to Zambia's

overall economic development.
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2) Transport Links and Constraints

a) RaJl and Road Connections to Ports

Table II shows that the Zambian exports and

imports by all available routes fell between 1970

and 1977. The Goundrey report attributes this de-

cline to both a reduction in avaiflable transport

routes and to a shortage of foreign exchange that

curtailed or delayed the purchase of transport

equipment and other imports.

(1) Available Routes

Goundrey states that "by 1977, Zambia

was relying on the Tanzanian rail and routes

to carry over 80 percent of its exports and 85

percent of its imports. If one excludes Zambia's

direct trade with Zaire, the relevant percent-

ages are 95 percent of exports and 85 percent

of imports. When TAZARA was planned, it had

been assumed that no more than 65 percent of

Zambia's trade would move through Dar es Salaam,

the balance using the Lobito route. Small

amounts were expected to continue to move into

Zambia by road from Mombasa.

The Lobito route has been closed

for some time and there are no indications of

when- norraal operations will be resumed."

(Goundrey, p.2 2 ). At a meeting in Brazzaville
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in mid-July 1978 representatives of Angola

and Zaire agreed to reopen the Benguela Rail-

road to this port, but no date was set for ti.

reopen'ing (The Washinqton Post, July 18, 1978,

p.A12) . The closure of the road link through

Tanzania to Mombasa has also caused problems.

There is a direct road link to Mozambique,

but this road is only passable in the dry

season. Until an all-weather road, now under

construction, is completed, it is unlikely

that more than 70,000 tons annually could be

carried on through this route. The road with

Botswana has not yet been surfaced and suffers

from a number of limitations. Both the road and

the ferry at Kazangula are vulnerable to disrup-

tion by the forces of the illegal regime in Southern

Rhodesia. The combined road and rail route through

Malawi has only a limited capacity and involves

not only extensive road haul but, thereafter,

trans-shipment to rail. Air transport carried

only 1 percent of the total tonnage in 1977 and

is very expensive, particularly now that Zambia

is so short of foreign exchange.

Although the links through -otswana,

Mozambique and Malawi are valuable and can make a

limited contribution, Zambia has no short-term

alternative to the Tanzanian route via Dar es Salaam
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for the bulk of its imports and exports. Thus,

in the short run, efforts need to be concentrated

on improving the TANZAM corridor and the port of

Dar es Salaam." (Goundrey, pp.22-24.)

(2) Ratio of Imports to Exports

The second important feature shown in

Table II is the decline in Zambian imports during

the 1970's. In 1970, this figure had fallen to

0.7 million tons, although the volune of exports

had remained remarkably stable over this period.

While this fall in tonnage reflects the shortage

of foreign exchange resulting from the low price

of copper, Goundrey suggests that another factor

is involved. It is the "lack of transport capa-

city, rather than shortage of foreign exchange,

that is at present the immediate problem for

Zambian foreign trade." (Goundrey, p.2 6). He

reasons that a shortage of foreign exchange is

responsible for a shortaco of spare parts and de-

lays in making payments have interfered with the

movement of exports and imports.

( 3) TAZARA

"If TAZAR's expected capacity of an

initial million tons per annum (more than 80,000

tons per months) in either direction had been

realized and Dar es Salaam port had sufficient
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TABLE LXIV
ZAMIBIAN rx1 PO1I'S A IA PO 'fS BY ROITE

('000 tons)

Tanzanin Lobito/ DirccL Kenya Botswana
Yer naii Road Zaire via Rhodesla v1- Itla.L rood route (Mb3ribasa) I'itpp1a14 Air Tot.1

Exports: - ,
1970 - 253 187 398 6 - - 4 8.8
1971 - 221 176 390 9 - - 2 793
1972 - 210 170 467 , 7 - - - C54
1973 - 28, 438 5- I'l - 45 - - P1
1974 - 319 509 - 10 - 86 - 92;
1975 46 349 309VW - 66 10 2 - - 7821:-6 349_/ 323 1314' - LS35 12 - - E
1977 524 181 1314' - 34 - 1 - - 871

Imports:,/
1970 - 248 118 1,293 is - - - 4 1,631
1971 - 295 269 1,048 29 - - - 7 1,6-8
1972 - 202 144 864 3 - - - 8 1,257
1973 - 200 418 109 - 68 4 25 859
1974 18 1/271 438 - 125 - 86 15 29 932
1975 69 311 257 - 129 30 22 41 20 879
1976 326 S/248 4 d/ _ 71 53 22 9 -1 759
1977 413 156 1 'i/ 25 9 3 eJ 47 18 672

For the first 14 days before border closure with Rhodesia in January 1973.
Lobito route severed in August 1975.
First full year of operations from August 1976.
Zaubia's direct trade with Zaire.
Halted in ftarch 1977.
To Mwanza.
Excludes crude oil imports through the TAZAMA pipeline from Dar CS Salaam, averaginn 800.000 tons D.a. in 1976/77

Source: Gordon K. Goundrey, Assistance to Zambia, Report of the Secretary-General
of the United Nations, June, 1978.
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capacity, Zambia would not now be experiencing a

transport crisis: the emphasis would have been

completely shifted to the foreign exchange shortage

as the-reason for the shortage of imports. But

the railway's adhievements so far have been far

from expectations.

The best measure of a railway's

effectiveness is the utilization of its rolling

stock, as determined jointly by: (a) averace

wagon loading achieved; (b) availability (or

"serviceability") of wagons; and, (c) average

turnaround times of available wagons." (Goundrey,

p. 3 1 ).

(a) Wagon Loading

"Average wagon loading currently

achieved by TAZARA (27 tons per wagon for imports

and 43 tons for exports) appears excellent. How-

ever, these figures reflect the fact that there is

very little empty movements of wagons, thoucih a

substantial. amount of empty running would normally

be expected." (Goundrey, p. 3 1)

(.b) Wagon Avilabiity

"TAZA{A 's waclon fleet (excluding

wagons for track ballasting, etc.) is as follows:
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TABLE LXV

Capacity
Wagon Type (tons) No. of Wagons

High-sided open 50 399
Drop-sided open 50 735
Covered .30 523
Flat 50 161

Tctal 1,818

Source: Gordon K. Goundrey, Assistance to Zambia, Re-
port of the Secretary-General of the United
Nations, June, 1978.

The availability of wagons

is now said to be about 80 percent, but has ap-

parently been as low as 60 percent recently, which

is unacceptable, particularly for a fleet that is

still almost new. An 80 percent availability re-

duces the effective fleet from 1,818 to about

1,450. The main reason for low availability was

reported to be a desican fault in the suspension

system of the wagons. in spite of difficulties in

obtaining the appropriate type of metal, springs
are now slowly being replaced, and TAZAP& hopes to

achieve a more acceptable fIinure of 90 percent

availability in the near future." (Goundrey, pp.32-2).

(c) Wacon Tunaround Tine

"It is in the round trip times between

leaving Dar es Salaam, unloadinq and reloadinu at.

terminals throughout Zambia, iand repcatinu the pro-

cess in Dar es Salaam, that tie rTeoatest room for

improvement lies. TAZARA manag;ement is aimina at an
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average turnaround time of 22 days, a rather

generous figure. But actual turnaround time is

averaging between 35 and 45 days. This means

that the-effective wagon fleet of 1,450 wagons is

achieving what 700-900 wagons could achieve if

turnaround time was 22 days. The effective capa-

city of available wagons is consequently cut to

about one-half, and TAZARA's effective capacity

has been only about one-half ow what was originally

planned.

Although a complete analysis

of the factors determining turnaround time is not

available, there are clear indications of the major

problem areas. Goundrey, pp. 33-3).

(d) Waqon Terminal 'ime at Dar es Salaam

"One area of concern is the off-load-

ing of copper and zinc exports at the port. Until

the new storage facilities for copper are completed

outside the port area, wagons are shunted into the

port area, where loose billets are either banded

for unitization and then off-loaded by forklift

trucks or manhand led from the w ,ons pi uce by piece

and subsequently handeda. Wacon turna rouni time

could be improved with greater ut. it:at.ion on the

copper belt and additional mechanical handliin(i

equipment to eliminate the slow and difficult task

of unloading manually at the port.
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Wagon detention at Dar es

Salaam resulting from exports is, however, only a

minor contributary element in overall wagon turn-

around tfme. The mission was informed that the

whole te rminal time, including shunting from TAZARA

to the port, and cleaning, banding and off-loading the

copper, usually takes about four days. Much more

important is what happens to the wagons once they are

off-loaded.

A major problem in achievinq an

efficient off-take of imports from the port and, indeed,

efficient wagon turnaround times overall, is the

difficul.ties caused by sudden changes _in the priority

accorded to various kind s of imports. Determnin

the off-take nn the basis of needs in ambia is not

always consistent with efficient port and railway

operations. To illustrate the problem, there is at

present some 30,000 tons of Zambian general carqo

imports witin the poc:t, of which most is fully

documented and ready for shipment to Zambia. In

addition, there is an equivalent amount of imports at

the TAZA.A terminal (most wI heat and fertilizer)

some of which has hee , stor:ed under unsatisfactory

rudimentary tarpawlin cover for up to two years. In

spite of this, priori ty needs in Zambia miqht result

in empty wagons being held at D)ar es Salaam for some

urgent imports (for example, coke) without regard to
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the fact that the coke is in a ship outside the

port awaiting a berth. In these circumstances,

the wagons stand empty at Dar es Salaam, and the

"lower priority" imports available immediately for

loading continue to cause port congestion.

The solution to this unaccept-

able situation involves making the legitimate de-

mands of Zambia for determining import priorities

more compatible with the equally legitimate demands

of the port and the railway that empty wagons be

used as effectively as possible to clear the port

and railway area of imports already available for

loading. The first need is for much earlier col-

laboration between the Zambian authorities, the port,

and the railway from the time it is known that"priority"

shipments are likely to arrive, and an ag-reement on

the logistics of dealing with tnese prior1ty ship-

ments without undue detention of empty wa•ons

The second need is F.or adequate

storage facilities for imports, outside the port.

This would not only reduce the wastaqe of cargoes

detained under inadequate conditions, but would also

provide buffer stocks from whirh KMbia could meet

its most urqent needs. it is clearly much easier

to fulfll a priority from stocks already available

for loading, than from a ship which may or may not

be unloading in the port during the next week or

so." (Goundrey, pp. 31-5).
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(e) Wagon Terminal Time in Zambia

"The time spent in offloading im-

ports at terminals in Zambia is another major reason

for poor overall waqon turnaround times. One problem

may be Zambia R ailways' shortage of shunting loco-

motives. Althouah Zambia Railways has 16 diesel

shunters, only three are currently serviceable.

Zanbia Railways is thus obliged to divert some of

its 12 lioht (1,500 hp) mainline locomotives to

shuntinq operations in spite of its shortage of

mainline motive power.

A much more important source of

delay in Zambia arises from the slow off-loadincg

at destination, particularly of bulk imports such

as wheat and fertilizer arriving in train loads.

There is a clear need for more mechanical hand1incl

equipment to speed up the operation, and for more

storage to accommodate the traffic. At present

the wagons themselves are being used as "storage"

on a substantial scale. Better storage facilities

at Dar en Salaam could also ease the situation, by

allowing bulk commodities to be forwarded a few

wagons at a time, over an extended period, rather

than in train load quantiti es that overwhe lm the

consionees' limited facilities. A penalty in this

case, however, would arise from the additional
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shunting and marshalling that would bt required to

assemble a train load of mixed traffic and to dis-

tribute the wagons to a number of terminals in

Zambia rather than to one particular destination.

The provision of general storage close to Kapiri

M'Poshi, where TAZARA joins the Zambia Railways

network would also help to reduce delays. This

would eliminate the need to exchange some of the

TAZARA wacons with the Zambia Railways system and

allow them to be returned much more quickly to the

port. It would also offer the flexibility of using

either rail or road transport for forwardinq within

Zambia. Again, however, this solution is likely to

involve more wagon shuntin; and marshallinq, and

double handlingz at the intermediate storage depot.

A combinaton of these solutions

would probably provide the best answer. In any

event it should be noted that all of them have two

requirements in common: more storage, and more

mechanical handling enuipment. It is a lso important

tha t the cons 1Fnee s e iven ever-y icnt i e to off-

load wace ons with Lhe min imum dela. To this end,

Zambia Pa aiiways has recenlltly i.sod its wag on demur-

rage charges from F.5.00 to K . 10.00 (after two free

days). This roucqhly appro:: imates the capital servic-

ing charges of a wagon reduced to a daily basis,

but it likely to understate very considerably the
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.J ... pp '36 "7) .  i .i... !i/

~(f) "The quality of TAZARA ' s  track isl

generally 'excellent , consisting ,of 90-pound rail •

and concrete sleepers laid on good ballast. All ...

a ...

the evidenceiaso suggests every effort was •made

to provide high quality locomotives and rolling'

stock. But there are innumerable examples of

......................... w g n and -l oc omotive s-,, whic h--a~f te r- -demons t r atin~g - ..

years of exemplary sevc in their home environmentti

(North America, Europe, Japan) were subject to ini-

tial problems when they war introduced to foreign
railways. In the case of TAZAA's wagons their

suspension has caused some difficulties. The main-

line locomotives we're expected to haul a gross trail'-
ing load of 1,300 tons over easy terrain, but in

practice they have achievedno more than 1,000 gtt.

An experiment to increase this to 1,150 gtt is said i

to have been a failure.

But the major problem is keeping wagons

and, even more significantly, locomotives operational.

Diesel locomotive availability of about80 percent

would be acceptable and an achievement of 85 percent

would be above the average for Africa. Table following

shows the availability of locomotives on the three

sections of TAZAR on which they normally operate.
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TABLE LXVI

• -. " •.

Base for No. of Main- Percentage Mainline Locomotives Available-
Section Mainte- line Locomo- 1977 1978
of Line nance tives Assigned Nov-Dec Jan-Feb-Mar May 15 ,

Dar-M'Liirba Dar 15 78.2 81.5 75.3 71.3 69.0 66.
M'Limba-ChosiMbeya 43 74.8 78.0 74.1 67.0 62.1 55.8

Chosi-Mapiri Mpika 27 54.8 53.19 58.5 57.3 53.9 .25.9
M"Poshi .85

;'iWhen the G oundrey Mission visited Zambia.

Source: Gordon K. Goundrey, Assistance to Zambia,Report of the Secretary-
. ,. General of the United Nations, June, 1978.

These figur es prompt a number of obser-

vations. The locomotives are assigned,, to three sepa.

rate sections of TAZARA and are not scheduled to work . "

trains throughout the 1,860-km route from Dar es

Salaam to Kapiri M'Poshi. This reduces the opportu-

nities tor optimum utilization, but is probably jus-

tified because it means that e'ch of the three motive

. ..power depots has fewer locomotives to become acquainted

with. All the mainline locomotives are standard

2,000 hp diesel-hydraulic units, but each can never-

theless develop individual idiosyncrasies of which

maintenance staff should be aware. Mbeya has the

biggest fleet because it has a section including a

grade of 2 percent which requires trains to be double-

headed.

The availability of mainline locomotives is

clearly unsatisfactory, particularly when it is noted

that none have yet been in service long enough to

reach the normal scheduled mileage for a major overhaul.-'

326



At all three depots the situation has been 'de-

teriorating but is particularly bad on the Zambian

)F' ."section from Chose-Kapiri M'Poshi.

The locomotive maintenance function'typi-

fi'e6s a general observation on TAZARA as a whole.

,f ' "The infrastructure and equipment provided--the . .

track, buildings, etc.--all appear to be excellent.!

But the infrastructure and equipment need,itrained'
..... .:- ° .£-- -and-.seasoned. staf f---to :make,.,proper-. use-f_.-it,.-and-

this is undoubtedly TAZARA's most urgent need. The

machinery available to the workshops appears to be

of good quality, but small in numbers compared to the

sizo of the workshops.

One explanation for the poor performance

at Mpika, and to a lesser extent at Mbeya, compared

with Dar es Salaam, is that staff are hard to re-,

cruit and harder to retain.- Once the railway has

trained its mechanics, many leave Mpika for more

attractive surroundings, and higher wages, on the

Copper Belt. By contrast, staff is being attracted

to the Dar es Salaam area from the less well paid,

less well equipped, Tanzania network of the former

East African Railways.

A major improvement in the labour situ-

ation might be sought by introducing wage differen-

tials between the various sections of the railway
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by way of hardship allowances. There may also be

a need for more careful selection of recruits for

training. P"t to resolve the present critical

state of locomotive maintenance, the only foresee-

able solution is increased technical assistance on

a substantial scale.

To ease the burden of TAZARA's motive

power, Zambia Railways has recently, on occasion,

provided locomotives on the TAZARA section between

Kapiri M'Poshi and Mpika. but Zambia Rai-lways is,

itsel f, short of ci fecti ye motive power and i s

understandably reluctant to work locomotives over a

line which has no repair facilities or e:.:perience

with diesel-electric locomotives. This option should

only be undertaken undo c the most critical circum-

stancc." (noundrey , pp. 37-41).

(i ) "Tt,..ZAPA wagons are able to work over the

Zambian railways network (both railways are 3'6"

gauge), but some problems are reported in doing so.

TAZARA's t rains use air brakes, but its wagons are

also equippcd with less efficient vacuum brakes, to

make them compatible with the Zambian system. Auto-

matic couplings on both railways are identical.

TAZARA's track is desiqned for 21-ton axle

loading and Zambia Railways for 17 tons for locomo-

tives and 15.3 tons for wagons. This means that
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TAZARA locomotives cannot safely work on Zambia

Railways and some wigons might well be overloaded

in relation to the Zambia Railways limit, particu-

larly when waqons. for copper export are in short

supply.

Wagon turnaround times could be improved

with more pre-sorting of wagons according to desti-

nation in Zambia and more sidings at the exchange

point at Kapiri M'1Poshi." (Goundrey, pp.41-2).

(h) The Road Route to Dar es Salaam

"Zambia's exports and imports by road,

on the TAN,.ZAM Ilic;way, reached a peak in 1975, the

year thi L the Lobito route was closed, and the year

before TIZARA began full-scale operations (in August

1976). It was planned to reduce r ad services with

the initiation of TAZARA. But, when TAZARA's ef-

fective capacity proved to be less than expected,

efforts to resuscitate the road alternativc were

disappointing. Again, it is the imports side which

is the key indicator of capacity available in both

directions (see the followinn Table).
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TABLE LXVII

Imports from Dar es Salaam
(000 tans per month)

Year By Road By Rail Total

1973 17 - 17
1974 23 2 25
1975 26 5 31
1976 21 27 48
1977 13 34 47
1978: Jan 11 34 45

Feb 10 31 41
Mar 7 29 36
April 7 30 37

Source: Gordon K. Goundrey, Assistance to Zambia,Report
of the Secretary-General of the United Nations,
June, 1978.

There are several reasons why road haul-

age has been disappointing. First, it should again

be remembered that performance durino the early

months of 1978 was hampered by e:.ceptiona lly heavy

rains which delayed han'lin: cperations at the port

and slowed both road and rail tw-rna-ounds accordincly.

Second, of 7ambi a Ta'z Ii i a Cad Servi ces (7'?R S

fleet of some 520 vehicles (excluding trai lers), 340

were stopped for major repairs at the end of .March

1978. Of these 340, ZTS reports that- only 100 are

fit for further service after repairs. In other

words, the effective operationa]i fleet is only some

180 trucks." (Goundrey, pp.42- 4 ). Third, Tanzania

has imposed a 30-ton weight restriction for vehicles
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using its roads. This weight restriction was lifted

for three months (]urinq 1978, however, to hasten

clea rance of qood s at l )ar cs S alaam (AfricQ Diary,

1/28/78, p.8349).

"A fleet of only 180 operational trucks,

with ample trailers, should have been able to carry

up to 7,000 tons of imports a month and about 1i,000

tons of exports. Actual] aciievements are far short

of this, the 6,500 toWns of imports carried by road

from Dar as Sal aamin in Apri 1978 only bWing achieved

with substan t il .sup)1 le: it.ri y hel.1p from sub-

contractors. The availabi li ty of sub-contractors

has been affected by diffi]lties they h ave experienced

in repatriating their .earnngs from Zamb.ia.

If T/,ZAP.iA's effi ciency can only be improved

by technical assistance to help in the slow process

of building up a we1l-trained well-disciplined work

force and if other routes to the spa can, for some

time, make only a l[imtd contribution, the on]l,

practical, procralmu is to.im prove road transport

capacity on the TANhZAMl Hiqrhwa,. This will be expen-

sive and wil absorb considerable amounts of foreion

exchange for new vehicles, spare parts and payments

to non-Zambian sub-contractors. Acc()rdino to pross

reports dated 20 May 1978, some 200 trucks have been

ordered for ZTRS, with deliveries beginning in June
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1978. The cost is said to be about $35,000 per

truck." (Goundrey, pp. 44-5).

b) The Port of Dar es Salaam

(1) (1vera l Por 1 C-t Condi. tions

"Dar es Sal aam was only a lighterage port

until its first three deep-water alongside berths

were completed in 1956. Eight more were in operation

by 1975. Ln spite of this considerable expansion-'-

11 alongside berths are now available-- the port has

experienced an a]rmnosL continua] state of congestion.

There was a brief respite in 3975 when the last three

berths were added, but there is now serious congestion,

with all deep-water berths fully occuiejd, and ship-

waitinq time outside the port e:,:tendina to up to 25

days. The Conferences ,ines diinose a surcharge of

15 percent.

The basic reason for the congestion hi s been

the coninuing shift of Zambia's traffic to the port;

first, in 1965, then in 1973 when the Rhodesian bor-

der was closed to Zambian traffic, and then, to an

even greater extent, when the Lobito route was cut

in August 1975. The expansion of Zambian traffic

through Dar es Salaam is summarized in Table.
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TABLE LXVIII

Zambian Dry Carso Imports and Exorts

'1j-'ouql par es Salaam

Percentage of Total Zambian
Import/Export Traffic on

._--r 000 Tons All Routes

Kefo e 1965 Negligible
1-70 501 20
1-74 608 32
"17 1,274 83

.nurce: Gordon K. Goundrey, Assistance to ambia, Report
of the Secretary-General of the United Nations,
June, 1978.

However, bar Os Salaam' s iIediate problem is
not a shortaqe of berths. Berth c'pacity would be

adequate for present traffic if occupation time were

kept down to reasonable levels. There are several

reasons why this is not being achieved." (Goundrey,

pp.45-6).

(2) Cogestion Caused by Zambian Imports

"Another reason for concern about the capacity

to move imports is the build-up of iambian imports in

the port at Dar es Salaam, available for movement in-

land but not being moved. Table shows the monthly

movement of imports from Dar es Salaam to Zambia during

the first four months of 1978, compared with the average
for 1977.

i/The lighterage berth, however, is currently being re-
habilitatei, which is restiicti.c thn off-loadinq of
ships at mdd-str,.team moorings, and the use of lj hters
to speed up the: turnaround of ships at: the Jeep-water
ber ths.
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TABLE LXIV

Zambian Imports Throuqh Dar es Salaarm
(000 Tons Pler M1onths)

1978 lFaii P, oad Total

January 34.3 11.0 45.3
February 31.2 10.2 41.4
March 29.0 6.6 35.6
April 30.1 6.5 36.6

A'era e 31.1 8.6 39.7

1977

January-April 31.9 13.1 45.0
Av era ge

A\'er~-qe '-o~ Year 34.4 13.0 47.4

Source: Gordon ) . co.-n(d re, Assistance to rhia
Repo-t Cf tht Sec t r0-,,cera] of the
United Nations, June, 1978.

The take-cf f a the port durinc: the early

months or the "ea- is normal 0 1 ow beenaso loadi

is interr }ez by the rains. Iwcwe'er, ti!e achieve-

ments durine the first four months of 1978 were

si(;nificantly lower than1 durin-; the same period a

year- enr lie: ari be low the avera :c for 1977. There

has, therfore, been a ::'erous build-u of Zambian

imprt-. t r es
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TABLE LXV

Zambia-7]_mjjports on Hand at the Port of
Dareo- .a1aam, 30 April 1978

h OCther 'Tota]

Unload- Wait- Local
Documented Undocumented Total inn __ina_ Sources

19.0 10.9 29.9 5.4 2.1.6 0.8 57.7

Source: Gordon K. Coundrey, Assistance to la.Tmbipi, Peport
of the Secretary-Gen eor f ti-h- nied- tat ions
June, 1978.

To this must be added over 30,000 tons of

bulk imports stored outside tho port in TAV..\ 's yoods

yard. In tntal, therefore, sorme 90,000 tons of im-

ports were being held at the port or in the vicinity.

7he major problem is the slow take-off of

'aMbian imports from the port area, and the weaknesses

in the svstem for deciding which particular imports

should be liven priority movement. In addition,

daa:,. fromt poor packing and careless handling appears

to be very high--one source put it as high as .10-16

percent of the total. One factor contributijng to

damage is the continual need for multip.e handling of

cargo as a result of the overall con fusion and conces-

tion.

The amount of imports, whether damaged or un-

damage.!, taking up valuable space within the port
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itself engenders further congestion by slowing up

cargo handling and by making the identification of

particular consignments extremely difficult. This

is considered a major reason why the productivity

of cargo handling staff, which si on ificantiy improved

when the new berths were opened in 1975, had fallen

to a very low level by the first quarter of 1978.

TABLE LXVI

Port of Dar es Salaam
Averaqe Tons flandi elper Ganoi-Shi ft

Average Tons Handled
Year Per Gangc-Shift

1974 61
1975 65
1976 69
1977 55
1978 January 51

Februaryv 49
Mara.i 41

Source: Gordon K. Goundrey, Assistance to Zambia,
Report of the Secretar.-General of the United
Nations, June 1978.

Such low productivity makes it impossible to

keep the port "fluid", and one inevitable result is

that the berth occupancy of ships is unreasonably

high, with the resulting queueing of vessels outside

the port awaiting berths." (Goundrey, pp.28-30 and

46-8).
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"A major effort is needd trremove

r!:i, '!':'substantial piles of idamaged and-valueless imports i~ii~l

-'. icluttering-the port. -Although everyo0ne agrees that.-.

, this would help significantly, there are frustrating .::

difficulties in attempting to clean up the port.

First., the customs, authorities require cargoes .to be

identiflied before allowing their disposal and this is .

now a very 'difficult and ,time-consuming task, i f not : "

impossible in some cases. There are. obvious problems " "

located in Zamb3ia, has no evidence that it is indeed - :

worthless. INevertheless, a campaign to clean up the

port, particularly in respect to Zambian traffic, is

badly needed. An ultimatum to consignees to inspect

their goods within a specific time limit may be

necessary.

For undamaged Zambian imp s sorted

within the port, progress is needed in at least three

ways. First, the off-take from the port to Zambia

must be speeded up. Second, adequate storage must

betprovided in Daraes Salaat outside the port; and,

third, consignees must be persuaded to stop using

the port as i t were a storage area.(Goundrey, pm48).

(4) Cargo Unitization Issues

"The port is attempting to simplify its
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handling of imports by discouraging "break-bulk"

consignments and encouraging unitization" This

involves banding, or otherwise packaging indivi-

dual items into larger units suitable for palletizing,

or the use of containers. Currently, the port is

offering priority berthing to any ship whose cargo is

more than 50 percent unitized.

The advantages of properly implemented

unitization are well known and well established on a

world-wide basis. It allows vessels to turn around

in a fraction of the time taken

cargoes; it allows the optimum use of mechanical

handling equipment within the port; and, especially

imiortant in the case of Dar es Salaam, it reduces

the problem of orderly stackinq and identification

and location of traffic in transit. With all these

advantaqes, it can increase the annual throuqhput

of an expensive berth sixfold.

It is clear that unitization is a de-

sirable long-term objective but it is incurring a

number of initial problems in Dar es Salaam. In the

first place, it is not easy to determine whether a

ship should really qualify for priority berthing on

grounds of its unitized cargo. Much of the traffic

claiming to be within this category is so badly

packaged as to cause at least as many problems as
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brak-bulk carqo Second, the only equipment for

lifing containers is one side-loader and one 30 ton

mobile crane, with no standby equipment'. Third,

there is nb plihned container park, containers being

placed wherever there happens to be room available.

Fourth, at the present, a large proportion of con-

tainers are stuffed or unstuffed in the port, which

much reduces the potential cargo handling space of the

port. But real unitization and containerization could

make a major contribution and should be encouraged."

(Goundrey, p.49-50) . .. . .

(5). Builk Cargoes.

"One cause of high berth occupation by bulk

carriers is the absence of adequate bulk storage to allow

rapid discharge from ship to shore. It is necessary

to offload wheat, foi example, into very small hoppers

and the offtake depends on the numbe of rail wagons

or road trucks available for iunediate loading. Al-

though better facilities are planned, the lack of

bulk storage is causing serious difficulties at this

time." (Goundrey, p.50).

(6) The Labour Force

"Although it is true that cargo handling

in the port is inhibited by congestion, the cargo

handling operations are inherently inefficient even

after allowance is made for these factors. The down-
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time of much handling equipment is extremely high,

due to the lack of skilled maintenance staff and

spare parts and to careless handling by drivers.

It is d.ifif-icut to p~romote lahnur efficiency and

job satisfaction in s"ch inefficient, untidy sur-

roundings, which only serves to exacerbate the in-

efficiencies. A further problem has been caused

by the uncertainty arising from the demise of the

East African Harbours Corporat-i'on and i ts replace-

ment by the Tanzania Harboury Authority. For ex--

ample, future conditions of employment have not

yet been determined. In addition, the Authority

is gradual' taking over the activities of the sepa-

rate Cargo Handling Services C.nmnpany' which ana.n

creates uncertainties among the staff about their

future." (Goundrey, p.50).

(7) The Foreign E.chan-e Prob lem

"Zambia's shortano ef foreign exchange

is,itself, contributing in many ways to its transport

crisis. Substantial sums are owed for port charqes

on Zambian calzgoes and clearing agents are waitinq

for payment. Although no traffic has apparent]y

been stopped as a result of payment arrcears, their

elimination would improve the chances of efficient

cargo handling and clearing." (Goundrey , p .50).
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3) Assistance Required to Reduce Transport Con-
straints

a) Dar es Salaam Corridor

As noted in previous discussion, Zambia depends

aimost exclusively on the Dar es Salaam corridor at

the present time for its imports and for its exports.

The rail connection, the road connection, and the port

do not have sufficient capacity in the short run to meet

Zambia's needs' Assistance in the transport sector

needs to .concentrate on elimi nationof-many.-.causes.sof ------

delay and shortages of effective capacity on the route

to Dar es Salaam.

The assistance required to increase the ef-

fective capacity of this route involves a number of

components. First, technical assistance to< TAZARA is

needed in order to increase the availability of loco-

motives and rolling stock. Currently, of the 102 loco-

motives that the Chinese supplied with the TAZARA LINE,

over 50% are out of operation due to lack ref mainten-

ance expertise, spares, and management weaknesses.

Rates of utilization are somewhat lower and maintenance

and repair are somewhat less effective on the Zambian

section and 70% on the Tanzanian section. One explana-

tion for the difference in repair efficiency appears to

be Tanzania's greater access to experienced mechanics

who became available with the breakup of the railway

services provided by the East African Common Services

OrganizaLbn of Kenya, Tanzania, and Uganda.
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Second, spare parts, additional locomotives,

improved maintenance capability, and modern traffic

control equipment are required for Zambia Railways.

In addition, Zambia would like a railway sleeper plant

similar to Malawi's or assistance with foreign exchange

required to import a substantial supply of sleepers.

.. IZambia. Railways.are 100.%. owned by, the Zambian Government-.,,-,.

and they are 90% Zambianized. The railway is managed

by Zambians, but has 15 Canadian advisors supplied by

CIDA and 50 advisors supplied by India. Constraints on

the performance of this railway system, which is totally

independent from TAZARA, are due to primarily a shortage

of spares and the age of its locomotives. The locomo-

tives, all of which are GEC diesels manufactured in the

U.S., break down often due to their Lage and heavy work--

load. Seven locomotives are not functioning due to a

lack of spares, but they could be operational within

two months if spares were available. Officials of

Zambia Railways express their needs for assistance

and their order of priority as:

a spare parts valued at K1.2 million to repair
the 7 locomotives that are currently not
functioning;

9 an additional 10 locomotives, model U-20C,
at a value of 600K each;

o technical assistance is needed to improve
the maintenance capability for locomotives
and rolling stock;
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e a new centralized traffic control system is
needed; the current system is 20 years old
and lacks spare parts for which distributors
have limited supplies since the parts are no
longer, manufactured. Approximately K8.0
million would be needed to replace' all com-
ponents of the inside plant of the central-
ized traffic control system; an additional
K2 million would be needed for installation
of this equipment, but those funds need not
be foreign exchange.

* Assistance is needed to finance a program of
rail restoration.

o.Assistance .is. needed to purchase-railway .
sleepers or to develop a plant to produce
them within Zambia. The Canadian Government
recently built- a sleeper plant in Malawi and
Zambia would like a similar plant. The esti-
mated cost of the plant is K6 million, of
which K3 million would be foreign exchange.

Third, storage is required at the port in Dar

es Salaam, and the TAZARA yards at Dar es Salaam, at

Kapiri M'Poshi and at strategic locations along the

Zambian line of rail.

Fourth, additional equipment needs to be pro-

vided in order to ensure faster unloading of cargoes

and better turn-around times for rolling stock. Among

the equipment required are mobile cranes or side

loaders for the port at Dar es Salaam, more forklift

trucks and cargo handling equipment at the port, and

bulk loading and unloading equipment at the port

and at storage centers to be constructed in Zambia.

In this connection, such bulk cargo as wheat, coke,

and fertilizer merit special attention, although,

in the case of the latter, storage should be pro-

vided when the present system to build fertilizer
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warchouses throughout Zambia is implemented

(Goundry, p. 64).

Fifth, a rapid build-up is needed in the

capacity of the road haulage fleet. This is the

only quick method to.eliminate the present back]og

of imports for Zambia at Dar es Salaam and to pre-

vent corngestion from reoccurrinu. Althouqh it has

recently been announced that TANZAM Road Services

have ordered 200 trucks, it is unlikely that this num-

ber will be sufficient to meet thn urqent need for

road haulage between Dar es Salaam and Zamb ia. The

Goundrey report suggests that, hased on past perfor-

mance, an additional 100 trucks seem to be required

for this route (Goundrey, p. 64).

Sixth, in addition to more trucks a major effort

needs to be made to provide a stock of spare parts for

the existing and the new fleet of trucks. In ZambJa's

situation, with transport problems and 1onq delivery

times, a higher than normal allowance for spares is

requir ed.

b) Development of Altern.ative Transport Corridors

The diversion of all of Zambia's traffic to

Dar cs Salaam in the past has creaLed difficultius not.

only for Zambia but for other countries in the region.

The conyestion at the port :affec"t~s the imports an

exports not on]y of Zambia aniid Tanyania, but also of

R.arda, Burundi, and 2 i re. In the case of Zaire,

t:he lack of capaci ty in Dar es Sa]aam has increased
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transport problems caused by the closure of the

Lobito route. Efforts to improve alternate routes

for Zambia will reduce the excessive demands on

Dar es Salaam and, if successful, free capacity for
the benefit of all the countries in the region.

The Goundrey Report recommends immediate assis-

tance for three corridors. First, the all-weather road

to Moatize in Mozambique would give Zambia access to

the Mozambique Railway System and the Port of Beira. A

Work has already begun to establish a railhead for

Zambia at Moatize.

Second, establishment of a railhead at Chipata,

inside Zambia, would give Zambia access to the Malawi

rail system and the Port of Nacala. The Canadian

Government will probably finance the extension of the

railway line in Malawi that ends at Mchinji into Zambia

to end at Chipa%a. The Canadian Government is not

entertaining the construction of warehouse facilities

at Chipata, however, and consequently another donor

could consider finance of these facilities. CIDA is

also considering withdrawal of assistance for Zambia

state railways in the early 1980s; it has provided

management assistance to the railroad since the 1960s,

but does not believe it has realized substantial success

in the training of local personnel or in the replacement

of expatriate personnel. Currently it is attempting to

systematize training activity in Zambia Railways as
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part of its plan to reduce its aid pfforts in

the next few years. When it decreases its assis-

tance to the railways, it will probably increase the

level of aid it provides for rural development and

agricultural projects.

Third, an all-weather improved road from the

western province of Zambia to Angola would give Zambia

access to the Angola Rail system and"'he Port of Lobito.

. ..The.-coslt-of, this- road would be approximately K60 million

and work on the Angolan section of the road from

Caripande has already begun (ARB/EFT, 6/30/78, p. 4727).

In order to utilize these routes, which even

under present conditions have a capacity of over 10,000

tons a month in each direction, additional vehicles need

to be added to the Zambian fleet. Another 100 trucks

would be required if these routes were to be utilized

at anything near their capacity (Goundrey, p. 65).

The need to utilize road haulage on existing

and new routes to a greater extent will also necessitate

additional expenditures on repair and maintenance of

roads. For this purpose, more road maintenance equip-

ment will be required along with technical assistance

and training. If road haulage is to make a greater

c.ontribution, freight rates will need to be re-

examined and, in some cases, raised. The dangers

of overloading in the attempt to make profits or re-

duce trucking costs need particular attention.
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Significant additions to the capacity of

Zambia Railways and the Zambia road haulage fleet

in the near future are unlikely to be wasted in the

longer run. The Goundrey report states that "none

of the countries bordering Zambia would appear to

have excess capacity in the transport sector. Cer-

tainly Zaire, Angola, and Mozambique are faced with

a shortage of effective rolling stock and it is likely

t.... ha t- the--r ail-ro ad-in--an independ ent t-Zimbabwe--will, 1 ;in

the first instance, be faced with similar deficiencies

and shortages. Such. considerations also apply to road

haulage. All of the countries bordering Zambia face

chronic shortages of road haulage vehicles. There is,

thus, every likelihood that any excess capacity in

Zambia which might result from supplying additional

equipment would be easily absorbed by neighboring

countries." (Goundrey, p. 66.)

4) Recommendations

a) The U.S. should consider assistance to Zambia

for the spare parts Zambia Railways needs for its 7

locomotives that are currently out of service.

b) The U.S. should also consider the construction

of warehouse facilities at Chipata and at Moatize so

that Zambia can utilize more fully these two corridors

to the Ports of Nacala and Beira. The development of

warehouse facilities at Chipata and Moatize seems

important not only as a means to stimulate Zambia's
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imports and exports, but alsobecauise they might

augment' any rural development projects that either

exist or are planned for locations near these two

sites.

c) The U.S. should explore Erie feasibility of

production of railway sleepers in Malawi for export

to Zambia and take steps to encourage such export if

sufficient production capacity exists.

d) The U.S. should consider establishment of

the training school at Limbe. Mal-awi-for diesel-electric

technicians, which school was recommended in the discus-

sion of Malawi railways and lake service. This school

could help meet Zambia's needs for improved railway

maintenance.

3) Any assistance that the U.S. provides to

Zambia should perhaps be coordinated for the Inter-

national Consultative Group on Zambia.

c. Civil Aviation

(1) Background

Zambia has an international airport at Lusaka, two

regional airports at Ndola and Livingstone, and 15 air-

ports in the interior. The country operates an exten-

sive domestid air network, and is heavily dependent on

aViation for access to the interior because of its

location, as well as the political situation in the

region. There is a demonstrated need 
for skilled

manpower to handle not only Zambian requirements in

civil aviation, but also to ensure the safe operation
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of. the 20 international airlines which serve Lusaka.

To meet these responsibilities, the government has

expended more than #3 million to establish the Zambia

Air Services Traininq Institute (ZASTI), which offers

courses to Zambian students in aviation services, en-

gineering, and flying. A substantial part of the in-

structor and fellowship costs of civil aviation

training has been provided in the past by the UNDP,

but these funds are no longer available. Instead,

UND? is concentrating its funds on two mulinatial

training centers, one for francophone states at

Francoville, Gabon, and one for anglophone states

at Addis-Ababa, Ethiopia. The rationale for these

centers is discussed in detail in Appendix, Annex III.

UNDP is also involved in the establishment of a sub-

regional training center at Soroti, Uganda. The

African Civil Aviation Commission, a technical unit

of the OAU, concurs with the UNDP decision to estab-

lish these two multinational training centers and the

one sub-regional training center.

(2) Recent and Current Assistance

Recent national and multilateral efforts to meet

present and forecasted training needs include:

Technical Instruction - a five-year UNDP/ICAO
project, which terminated in 1976 provided funds
for expert instruction and fellowships
through ZASTI.
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*I.Tc G rai n iuation of expert instruction
in ATC, radio and aircraft maintenance, plus fellow7
ships and equipment in these areas, are required.
Total cost would be $512,000. Government's contribu-
tion $102,000 (Experts $330,000, fellowships, $72,000
equipment, $110,000) .

9 Fellowships - a wide range of fellowships totaling
476 man-months is required over the period 1978-1982.
Total cost would be $714,000; the government would
contribute approximately 20% of program costs, or
$143,000.

Training Center - ZASTI - the requirements for external
assistance to maintain training functions and activities'
at ZASTI, not included in elements 2 and 3 above, total
$610,000 and are top priorities of the government
(fellowships $8,000, and equipment, including training
aircincluding02,ai00)

Some assistance for training has been given by the Indian

Government and there have been a few fellowships through

the British Council. Otherwise, the government has not been

able to negotiate other arrangements.

(3) Assistance Requirements

Training requirements in Zambia were identified by

ICAO ,In its 1974-75 survey of manpower requirements for

civil aviation in Africa. Included were:

Ground training - the external aid would cost
$510,000 and the government would contribute
$102,000.

o Fellowships - external aid of $717,000 is
needed, with the government's contribution
being $143,000.

v The ZASTI Training Center - aid of $610,000
is needed to continue the school after UNDP
withdrawal of support.

New equipment is needed at Lusaka International Airport.

This equipment includes:

v Aviation communications equipment. Current
equipment is now ten years or more old and
is obsolete. Manufacturers have recently
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. . .. - / nolonge beng ~manufa'ctured i~for thisequip-

" ..... needed, if- it is not replaced •sooner due toli
i - " its obsolescence. , / .!i, i~.i . ....

S The government would like to convert the .in-
- strUment landing system at !Lusaka Airport to -- .

i a microwave landing .system.

. . - * Most planes of the government are ten to fif -

.teen-years old and need to be replaced.,,"

* A maintenance orgtnization is needed for the.
airlines; currently aircraft are repaired and i

serviced in Kenya or South Africa.

.. Deta le ., l s s o -e u pm ent .requirements, and ,tr ainin~g

courses specified by officials of the Directorate of :

Civil Aviation in Zambia are referred to in Appendix,

Annex III.

(4) Appraisal of Assistance Requirements

Multinational assistance will probably only be

available for in-country training to a significant

extent, since UNDP/ICAO and the African Civil Avia-

tion Commission have agreed to establish multinational

training centers. Moreover, the Government of Zambia

has not provided any funds for ZASTI either, so ZASTI

is likely either to close down completely or to oper-

ate at a considerably reduced scale determined by the

availability of funds. "

The centralization of air-related training to

the multinational training centers seems to be a wise

decision when viewed in rlelation to the international

competition for qualified pilots and the highly techni-

cal spects of this industry. Aircraft pilot,•
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engineering, and service personnel tend tobe paid

on an international standard, while. national training

schools such as ZASTI pay instructors as little as

one-half or-one-third of what they could earn working

rather than teaching in the industry. The need for

high instructors' salaries to minimize turnover and

maintain quality of instruction, plus the extensive

amount of highly technical and expensive equipment

needed for such instruction, suggests that training

-eff or ts should -be-concentr at ed--in-multi n at-ion al. tr a in-

ing centers. The relatively homogeneous salary struc-

ture for workers in the industry, however, also means

that some students who train in multinational training

centers may not wish to return to their home countries

after training and experience a standard of living con-

sidered to be low by international standards.

(5) Recommendations

As noted in earlier sections of this report, the

United States should consider supporting the multi-

national training centers and identify ways for expand-

ing national training centers such as ZASTI to comple-

ment--but not substitute--these larger-scale training

centers. Studies are needed to identify low and inter-

mediate skilled training related to aviation services

that could be conducted at national training centers,

and to identify economical ways for training centers

to adjust their training efforts to meet these basic

and intermediate skill shortages where they exist.
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Examples of training that should be provided by ZASTI

rather than by the multinational training center would

be for meteorological assistants and fire rescue

workers.

d. Telecommunications

1) Developent and Constraints

One of the most demonstrable constraints on

.economic.activity, in_ Zambia i s -the.breakdown of f.tele-..

communication services. The situation is particularly

pronounced in Lusaka and for rural party-line subscribers.

At least 60% of all attempts to reach a number in Lusaka

are unsuccessful because of system malfunction, and it

is virtually more effective to go by taxi to make ap-

pointments than to rely on (?hone calls. Subscribers in

certain rural areas complain that their phones have

operated for but a few days out of an entire year.

Farmers complain that they must leave their farms 'to

take up business that otherwise could be handled by

phone. It is impossible to calculate the economic

loss that results from inadequate telecommunications

support, much less project the human frustration pre-

sented by the situation. The main factors contributing

to system malfunction include:

o lack of vehicles for repair operations;

maintenance and repair of vehicles compli-
cated by scarcity of skills, lubricants,
spare parts;
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o scarcity of telephones and equipment with

installation;

o scarcity of tools;

o qualitiative and quantitative staff

deficiencies;'

o lack of standardization creates both ser-.
K . 'vicing and spare parts problems;

Zi~m,~p1~g! ~ ,.__of "exchange faciiis

The country is serviced by about 57,300 phone

stations with a total of about 11,200 applications on

waiting lists. This compares to respective fiur .s

in 1975 of 50,351 and 11,003. Of the total, about

55,000 (or 96%) are linked to automatic telephone ex-

changes. Out of an equipped capacity of 36,'J99 ex-

change lines, 29,392 (or about 80%) are in use. (See

Table LXVII, Zambia, Telephone and Telex Statistics

Summary, 30th June 1977.)

A major improvement in international service

came with the construction of the K3.2 million

Mwenbeshi Earth Station. Direct connect is provided

to London, South Africa, Nairobi, Rome, Peking, and

Delhi; one channel provides service to the United

States via a patch in London. The system also pru-

vides color or black and white TV linkage. The pro-

jected shift to a new signal sys,tem for Intelsat

communication presents a serious problem for PTC.

,There is no choice but to make the conversion or

S .ose Satellite service. PTC has attempted to float

3 ,,3
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its own line of credit in order to purchase the equip-

ment. The equipment has been on order for several months

but funding remains uncertain. The Earth Station was

purchased from a Japanese firm and ten Japanese volun-

teers are providing technical support for station opera-

tion.

The lack of standardized equipment has been a

recurrent problem affecting both training and'avail-

ability of spare parts. The original telex system

utilized both British and American equipment. The

American firm Astrodata went bankrupt. One of the

transformers they supplied has burned out, and there

is no source for the original specifications rin order

to repair it. A new transformer will cost over K13,000.

PTC had hoped to continue using the type of exchanges

in operation, but the insistence of the IBRD on inter-

national competition tenders has resulted in the in-

troduction of a whole new system again.

The major effort underway to upgrade the system

is the replacement of the 4,000-station capacity ex-

change in Lusaka with a 15,000-capacity NXIE exchange.

This exchange is being purchased from Norther .,Electric

under a K33 million loan from the IBRD. The equipment

i6 scheduled for arrival in July 1978 and operational

use is programmed for February or March of 1979. Under

. the terms of the contract the exchange is to be com-

patible with existing equipment with minimal installa-

) tion time. Included in the contract is a training
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program in system operation and r.intenance at the

factory and an in-country trainer for a period of -

12 months. The exchange incorporates such current

technologic'al advances as the capacity for push-

button dialing.

Management, operations, and repair of the

telecommunications system is the responsibility of

the Posts and Telecommunications Corporation (PTC),

a 100 percent overnment-onwed parastatal responsible

to the Ministry of Transport, Posts, and Communications.

The corporation has been seriously understaffed since

1975 and continues to rely heavily on expatriates.

The general housing shortage limits the introduction

of additional staff even if budget constraints and

foreign currency scarcity did not. The government

pressure on PTC to move its personnel from government

housing into private or PTC-financed units further com-

plicates the situation. Both the housing and office

space shortage is restricting PTC interest in relocat-

ing the central headquarters now in Ndola to Lusaka.I /

Zambia has a special microwave system running

from Livingstone up along the Great North Road with

two hand carriers each capable of 960 channels. The

link can also carry 625/50 monochrome or color tele-

vision transmission. Individual exchange systems are

l/ The headquarters was moved from Lusaka to Ndola in 1975,
primarily on the basis of proximity to the training
cneter. The move has complicated coordination of PTC
operations, and a return to Lusaka is under consideration.
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tied to this system, but there are problems with the

switching zone centers and wiring in some of these

exchanges., Present plans include extension of the

service to Malawi by the end of the year and putting

out for tender a link towards Angola. PTC is anxious

to obtain support for the PANATFEL links and expects

IBRD funding.' "('S'ee Table LXVIII, Zambia: Existing

.. .TelommunicatonsSystem,-19.7.. .and- TBRD .Project-

Underway.)

Ground line service to the U.K., Kenya, and

neighboring states for telephone, telegraph, or telex

were initiated in the 1960s, and during the early

1970s telex links to South Africa, the U.K., and

Kenya were added.

The exchange currently in use in Lusaka in-

cludes 47 party-line systems, providing service to

a total of about 600 subscribers. Each of these has

a capacity of 20 phones. Since the new exchange will

be able to handle only 12 stations per line, FITC has

tried to keep the number of stations on each of these

lines to 12. Certain lines presently have 15 or 18

stations, however, necessitating the running of addi-

tional lines--for which there is no budget--or the

reduction of sLbscriber. service.

Conversion to the new system will provide

separate circuits for all current utilizers of party

lines. Adjusting existing equipment and facilities

for -this conversion is the responsibility of PTC.
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The problems involved in making phased converstion

of the party lines, essential to their incorporation

in the new exchange, implies that certain lines could

be out of service for an extended period.

At the present time there is a waiting list of

about 7,000 applications for service in Lusaka. The

installation of the new exchange will not, however,

in and of it. elf remedy this problem. Although good

auality copper wire is made locally, avoiding the

foreign exchange scarcity, there is only a limited

budget for additional lines. There are, more impor-

tantly, no additional telephones to connect to new

lines. Even if these two problems were eliminated

there are no funds for the additional staff needed to

install the new phones. Even if there were more staff,

there aren't enough vehicles to support the logistics

for the present staff level. Additional ctnsidera-

tions include spare parts, fuel, and lubricant scarci-

ties.

Under the terms of the IBRD loan Zambia is

responsible for the provision of structures to house

the new telephoneexchange. The government originally

allocated K17 million for this construction, but has

subsequently cut the figure to K3 million. The agree-

ment includes a hea;' , 'e alty clause for failure to

comply with the ten., Iciffed. If the equipment

arrives as scheduled, PTC will be in violation of

compliance.
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Operation and maintenance of the new exchange will

require the retraining of six technicians. Three

technicians have already been sent to study at the

North Electric Plant. The cost of this training

is covered under the contract but the government must

cover travel expenses and maintenance. PTC is having

difficulty meeting these expenses and is uncertain

that it will be able to send three additional techni-

cians scheduled to leave in August.
W,

The PTC operates its own training facility at Ndola.

Formerly the recipient of technical assistance under an ITh

program, this school presently suffers fram a shortage of

instructors. Technical assistance from Sweden is providing one

instructor and two field trainers. Unfortunately the two

field trainers are not experienced with the type of equipnent

being used in Zambia. The school is presently producing more

trainees per year than there are skilled technicians with whiich

the trainee can be paired. Most of the skilled technicians,

moreover, have only had two or three years experience them-

selves.

2) Proposed Projects

Current budget and international exchange restrictions have

limited the prospects for major telecomunications projects be-

yond projects presently underway; the major concern of PTC is

keeping the existing system operational until relief arrives.

An extensive file exists illustrating repeated system break-
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down and long delays between the reporting of system

failure and the economic and human costs associated

with such. (For a sample better demonstrating asso-

ciated sect6r costs of telecommunications system see

Appendix, Annex--Zambia: Zambesi Ranching Correspon-

dence,. _Ref.-.Telephones.)

Should political developments in Zimbabwe

lead to an opening of the border or should thie tie-up

in Dar es Salaam be reduced, foreign currency pressure

might be eased somewhat. The relief such would bring

to the telecommunications sector would be marginal

without an upswing in the price of copper. Justifica-

tion for aid to the telecommunications sector is best

seen independently of scenario speculation. The time-

frame for such aid is the immediate future.

The most pressing need is for service vehicles;

without these even the existing level of staff cannot

operate effectively. Support also is needed to upgrade

the Lusaka exchange for training Zambia technicians in

the U.S., for in-country, on-the-job technical training,

for telephone sets, and for the installation of equip-

ment. Financial support for earth station conversion

also needs to be considered.

Intermediate assistance should include support

of the Ndola training facility. Only with the funding

of these inputs should PANAFTL links be expanded.
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3) Recommended Assstance

Immediate assistance is recommended in order to

prevent further deterioration of the system and to

support efforts undexway for system improvement. Primary

focus should be given to Lusaka exchange.

o Package Assistance, Lusaka Exchange Development.
Project should be keyed to fit needs and problems
not presently covered in the IBRD project.

o Technical Training in System Operation and Main-
tenance. Funding for training in US at factory of
three remaining technicians and on-the-job program
under these technicians for other linemen.

o Capital Assistance for Vehicle Support. Designed
to fit initial need for installing new exchange
plus general need for system maintenance. Should
include funding for spare parts, fuel and lubri-
cants for at least two-year period.

o Capital Assistance for Equipment. Supply of new
telephones for new exchange and associated equip-
ment not in IBRD package.

o Capital Assistance for Exchange Structure
Construction. Construction of structures to house
new telephone exchange, estimated cost for total
is K15 million but multilateral funding might he
arranged. This represents an urgent and immediate
need.

o Technical Assistance for Management Training and
evelopment, PTC. A survey of staff needs by
short-term consultants should be used to design
a supplemental staff project using contract advisors
in management, on-the-job training,and planning.
Housing and office space also may have to be also
funded. Goal of long-term upgrading of institu-

C tional structure and function.

o Technical Assistance in Telecommunication Engineering
and Skills. Ndola Training School overview of
operation of facility and recommendations for pro-
gram adjustmentto be supplemented by contract
visitors. Design should include on-the-job training
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using contract trainers. Associated equipment needs

matched to equipment in use should also be funded.

o Capital-,Assistance, Earth Satellite Station Con-
version. The conversion of the Mwembeshi Station

to new signal system needs assistance. Support
possible coordination with Japan which already pro-

vides some technical assistance for station
operation.
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I,, So;thern Rhodesia (Zimbabwe)

1. National Priorities and Development Policy

At the time of the Unilateral Declaration of Independence

(UDI) in 1965 Zimbabwe possessed one of the best developed

transport and telecommunications sectors in Southern Africa.

Investment in the transport sector between 1955 and 1965

had representedl about 20 percent of total expenditures in

fixed capital formation, and such indicators as the length

of the road and rail systems, the volume of freight handled,

and the number of vehicles in use were impressive. UDI

brought structural and functional changes. Although the

present system remains relatively advanced, there is a

major need for investment in maintenance and expanded faci-

lities and capacity. The existing volume of traffic is

straining the system and in the long run would produce

serious deterioration of the system.

Government interest in export earnings has resulted

in a disproportionate investment in expansion of the rail-

road system. Road transport has been incurred as a supple-

ment to rail traffic, and main road links were emphasized.

Various rural sections of the country, and particularly

Tribal Trust Lands (TTL), have not been linked to the

national system and there is an observable disparity in the

service provided to the white and black segments of the...

population.

The anticipated repeal of the international sanc-

tions and the subsequent opening of the borders of Zimbabwe
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will necessitate a readjustment of the transport and tele-

cominuninication sector to regional and international

factors, from which the sector is now "protected".1 Sig-A

nificantly, sector adjustment cannot revert to former

patterns but must account for new economic and political

realities. The balancing of urgently needed investment

in maintenance and facility expansion with modal modifica-

tion and realignment is a complex operation and,_ in itself,

could easily lead to modal inefficiencies and disruption in

service.

Several reports have attempted to survey the trans-

port and telecommunications sector in Zimbabwe either in

relation to assisted sectors, or as part of macro economic

analysis.-' Unfortunately, they,,as-in this report, have

,had to work in i.,olation from 'an established--though

illegal--government with a specific transport policy per-

spective.' The UNCTAD proposal for Zimbabwe discussed later

in this country's section is intended to comnpensate inputk

for this limit. Clearly, the detail and effectiveness of

new transport policy will be dependent on the actual timefrane

It is a basic as:'umption of ti study that USAID assis-
tance will be dependent upon majority-rule government
and internationial concurrence withthe final set+tlement in

S. hie~i. Cthel- sceniarios -are not consi iered for this
analysiz. 'onsiderable variation remainn,,however;, in
the structure and direction of policy to be advocated by
the new government.. Such policy could be a constrainin,-
or facilitating, factor on JSAID assistance.

'See, for example, Annette Pinkney. A FPrelinin ar-, :urve
of the 9'ran sport -Commun icat fion Sector, Pap.Ier No.) 7
(Preliminary Draft, AID/ *-D-125 4 Center for Research
on Economic Development, University of 1!.ichi~an, 1976.
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for transition planning and implementation. Certain quide-

liies are presented here for further consideration, regard-

less of the timeframe:
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will be a need to relay on expatriate advisors.
Hopefully, these can be drawn from a wide enough
international base or from international organiza-
tions so that their presence will be stabilizing
rather than disruptive. In addition to job replace-
ment, there will also need to be an integration of
black Afrieans into the overall stream of skilled
positions in the transport and telecommunications
sector.

o System Economies. Under UDI policies the government
provided a variety of subsidies to transport,
channeled investment according to strategic interests
sometimes with only marginal relevance to economies,
and distorted the entire issue of cost accounting
and profitability. Special consideration will have
to be given to the costs of various modes for dif-
ferent types of goods and for different distinctions.
Allocation of modal use, modal modification, and
subsequent investment will have to be keyed to such
costing. Rate structures and general transport
policy will also have to be redesigned in conjunction
with this costing.

2. Sector Survey

As stated above, although there have been various

studies of the Zimbabwean economy, most of these have not

been carried out by Zimbabweans nor have provided for input

by potential policy-makers. A macro-economic survey

(project PAF'78/010) of Zimbabwe, with the Patriotic Front

(PAF) as the cooperating agency and UNCTAD serving as the

executing agency, has been designed to provide this missing

input. The study is a six-month project with an original

start-up date of July 1978. Start-up has been delayed and

now is not expectr. until early 1979.

Although the study is intended to be action-oriented

rathern than academic, it will rorovide structural and

functional analysis of the economy as a whole and specific
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sectoral analysis, including transport and communication.

Immediate objectives include:

o Pooling statistical background essential to struc-
tural functional analysis

o An Evaluation of existing suiveys

o Delineation of the main problem and issues and pos-
sible solutions or strategic directions for short-
and long-term time frames

o Drawing up an inventory of possible projects re-
quiring international financial and technical
assistance.

The delayed start-up of this project and the ac-

ceptability of the perspective of the PAF to external

groups in a position to iufluence assistance to Zimbabwe

limit the value of the study. Nevertheless, there remains

a need for internal policy input and a more comprehensive

analysis than possible under the time- and country-frames

of such surveys as SADAP. Capital investment projects can

have no base without a policy framework and, in fact,

much of the assistance recommended for Zimbabwe in this

study is desicned to facilitate policy formation and develop-

ment planning. Serious consideration shoul.d be given to the

intecirated approach offered by the UNCTAD study, and balanced

consideration of the study's findings should be used in the

formulation of future assistance policy by USAID in Zimbabwe.

Two more narrow studies are also recommended. Neither

study is as comprehensive as the proposed UNCTAD survey, and

both could be treated as separate studies or in conjunction

with a larger framework. The first concerns the role

368



of transport, particularly in regard to railways, as a source

of employment, and the second study is tied to associated sector

development for tourism.

The railway plays a major role in che economy; it is the

largest industrial organization in Zimbabwe and employs nearly

20,000 workers. Although skilled positions are usually reserved

for white labor, blacks represented 67 percent of the total labor

force in the transport sector and 27 percent of the total wage and

salary receipt i.n the sector. There is some evidence that blacks

have been allowed to seek skilled positions in certain areas

u- ially reserved for wh4.te labor. This has been an issue raised,

or example, in labor disputes between white and black engineers

over main-line;service preferences. The extent to which this

reflects employment in the sector as a whole, or just employment

on the railroad, is not known, but clearly the railroad system

warrants consideration as a major employer of black labor.

Before UDI, tourism was the fourth largest earner of

foreign currency, the leading earners in order of importance

being tabacco, asbestos, and refined copper. The importance of

the industry has, however, seriously declined since 1972 with

increased security problems. The structure of both national

production and international demand has changed considerably, but

in view of the depressed price of copper, tourism might well

again represent a majo- foreign currency earner. The number of

visitors from South Africa might decline, but international in-

terest will undoubtedly increase once a settlement has been

reached.
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The major tourist attractions requiring diverse transport

support, include:

o Victoria Falls

o The Zimbabwe Rains

o Game Reserves

o Lake Kariba

o The Eastern Highlands

o The Matupo Hills

These locations are already serviced by transport facilities,

but there will be a need for expansion and upgrading of these

facilities. The incorporation of phased development for tourism

into overall national transport planning may seem of secondary

strategic importance but will lead to the stimulation of the hotel

and catering industry, as well as diverse tourist facilities

which have the capacity to provide employment for a sizeable number

of only marginally skilled employees, as well as offering employ-

ment mobilit,.

3. Anan.sis of Respective Modes

A. Roads

1) An Overview

The road network consists of about 50,000 kilometers of

classified roads, of which 53,000 kilometers (or almost 11%)

are tarred, two-lane highways or main roads. There are approxi-

mately 400 high-level and 300 low-level bridge crossings. Most

roads were built before UDI. Since then road expenditures have
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been concentrated mainly in upgrading and realigning certain

main raods, allowing an upgrading of axle loads for main roads

to 8,200 kilograms in 1971. The only major construction between

1969 and 1974 was the Victoria-Beitbridge road.

Responsibility for the administration and maintenance of

all roads is divided between five different administrative

authorities:

o Main Roads. Main roads and all bridqes are the

responsibility of the Ministry of Roads and Traffic.

o Rural Roads. All rural roads, main roads excepted,

are under the Administration of Local Rural Councils.

o African Area Roads. All roads in areas designated

as African areas are under the responsibility of

either the Ministry of Internal Affairs or, with the

consent of the Ministry, may be delegated to the

African District Council for the area.

o Municipal Roads. Roads in municipal. areas are the

responsibility of the respective municipal government.

The Ministry of Roads does not possess an in-house capability

for either road construction or maintenance, both of which are

presently handled bv' private contractors.

o Main roads are constructed with a design life of

twe:ity years, and a qood majority of these roads

have already reached that age or more.

o The road system generally serves as a duplicate,

backing system or as feeder links to supplement

the railway system.
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o The present road system was built up during the

1950's with emphasis given to construction of all-

wether roads linking major urban centers and out-

lets toward the coast.

o Regional variations exist in the development of

secondary routes, with the best network found in the

Central High Veld. The number and conditions of

roals in the TTLs and African purchase areas are

clearly inferior to other areas, and it is reported

that road surfacing frequently abruptly ends at the

edge of an African area. Most African areas are

served only by gravel roads. There is regularly

scheduled bus service to these areas, but the con-

dition of the roads and bridges is inferior and

many routes become impassable in the rainy season.

2) Recormmended Assistance

Again, it is difficult to make recommendations

independent of the anticipated UNCTAD study and in

the absence of an independent government able to de-

fine its priorities and allocate domestic resources;

clearly, however, there will be several immediate

needs.

Technical Assistance for Road and Capital Assist-
nce for Associated Eqiuirpm.ent iaintenance Developmentand Training

The government presently has no capacity for in-
house road maintenance and ooes all such opera-
tions by contract. It is not certain the extent
to which the contractors are South African firms
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or Rhodesian firms, nor is it certain that these
firms will be able to meet the need of the road

system for major maintenance. An increasing
dependence upon black labor will be an essential

element of maintenance projects, regardless of
the use of private firms or a government mainten-

ance service for this operation. This is likely
to be a major problem for road transport within

the immediate t-imefrane. Actual structure of
the project will be dependent upon the delinea-

tion of government policy. It is suggested that

a modal study for both construction and mainten-

ance be supported as the first phase of this

project. This study would present the govern-
ment with different options for short-term and

long-term construction and maintain programs
and recommend private, public, or mixed operations.

The second phase should include assistance in

implementing the approach designed in the pre-
liminary survey.

Technical Assistance in Transport Management and

Policy Development

This project should be keyed to the development

of the private road transport fleet, one of the

primary supplements to short-term adjustment of

rail system inadequacies and a major area for

black entrepreneurial activity. The project
should be divided into two sections. The first

should provide assistance for the design of road

transport policy, including rates and traffic
allocations. The second should facilitate the

establishment of a freight motor vehicle opera-

tors' association or cooperative. Ideally,
this group should have a credit progrnm designed

to encourage the emergence of black truckers.
The organization could also offer special training

in accounting and transport management. Alter-

nately, the road transport service operated by

the railroad could absorb this function, placing

all trucking under a public corporation. This

particular structure of the project again awaits

government policy input.

Technical Assistance, A Survey of Road Construction
Needs for "African Areas"

The imbalanced development of the road system will

clearly necessitate the construction of several

levels of main road cliassification. USAID should
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assist in immediate survey of development needs
for these areas, again possibly in conjunction
with the UNCTAD study or, because of the time-
frame, as an expansion of the findings of the
study. Clearly, feeder roads should be a prime
consideration.

Capital Assistance, Road Construction for
"African Areas"

USAID should initiate construction of one or two
of the suggested routes from the UNCTAD survey
and encourage other donor support for prime
routes, assuming concurrence of an independent
Zimbabwe government. Particular emphasis should
be placed on rural development projects, but
also on associated sector development relevant
to "African areas."

b) Railroad

(1) Overvi'ew

The railroad conists of 1,568 miles of

lines built on 3'6" South African gauge. The

system, operated as a government enterprise,

handles most freight transport, frequently in con-

junction with its own fleet of trucks for road

transport.-' In general, the system suffers from

obsolete equipment, rising costs, heavy debt ser-

vicing charges, and various labor problems. Joint

operation with Zambia Railways was terminated on

June 30, 1967, but Rhodesian Railways continues tn

operate service for Botswana. (See Railroads,

Botswana; takeover of rail operations through the

./The Road Motor Service (RMS) operates over 80 dif-
ferent routes linked by 22 control stations and
serves a route of about 12,000 kilometers.
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territory of Botswana is under negotiation.)

The network was primarily designed to

facilitate west-to-east haulage of mineral ex-

ports from enighboring states to the ports of

Mozambique. Thus, the exports of neighboring

countries, especially Zambian copper, provided

the major portion of revenues for the system.

Internally, the system ran from Victoria Falls

on the Zambian border to the rail center at

Bulawayo and then southward towards South

Africa and westward to Salisbury. Before 1956

direct internal links ran from Bulawayo to Bots-

wana, from Victoria Falls to Zambia, and from

Salisbury to the Port of Beira in Mozambique.

In 1956 a new link was completed from Gwelo to

Ma; uto (then to Lourenco Marques) . The two ports

in Mozambique handled over 60% of all foreiqn

trade.

The imposition of sanctions brought a

redirection of front line country exports, espe-

cially Zambian copper. This resulted in a loss

of earnings for S. Rhodesia, new investment in

alternate routes of neighboring countries, and

heavy demands on the Port of Dar es Salaam. The

closing of the border with Mozambique in 1973

caused considerable dislocations. Both Beira and
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Maputo were sealed and exports had to move

through Botswana in order to reach South

African ports.

In order to cut some of the transit

distance, and particularly to open up a life-

line for badly needed petroleum, the government

invested about $100 million in the construction

of a rail link to Beit Bridge in South Africa.

Annual capital investment in plant for railroad

operation use went from R$31.2 million for the

three-year period 1969/72 to R$114.4 for the

1973/76 period. Since 1971 the Central Statis-

tical Office has consistently reported an increas-

ing loss for railway operations. The actual

structural causes for and real dimension of this

loss is open to considerable interpretation.

It is obvious that the construction of

the Beit Bridge link not only preceded major losses

in transit tariff but also represented serious

costs for Rhodesian Railways.

o The decision to build the link was a costly de-
cision based not on such economic factors as return
on investment but on strategic considerations for
survival. The end of sanctions will clearly
warrant redirection of traffic, resulting in
substantial under-utilization of this route.

o The use of the longer route through South Africa
has raised the cost of exports from Zimbabwe,
making them less competitive internationally,
even when laundered through South Africa, and has
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also caused delays and backups in traffic.

o Opportunity costs resulted from the use of
capital funds to create the new facilities
rather than maintaining the railway and other
modes.

o Opportunity costs also resulted from redirected

capital investment in structure of other modes.

A major problem for immediate consid-

eration is the adequacy of the system's roll-

ing stock. With the separation of Rhodesian

and Zambian operations in 1967, most of the

rolling stock was passed to Rhodesian Railways.

Most of that which is still in use is obsolete.

The closing of the border was Mozambique, more-

over, resulted in a loss of about 17% of the

operational rolling stock of Rhodesian Railways,

valued at about R$26 million.-/  Zimbabwe has

purchased some locomotives from South Africa

and has begun to manufacture certain types of

wagons, but rolling stock remains very obsolete

and in short supply.

(2) Recommended Assistance

The role of the railroad in the Zimbab-

we economy makes it a crucial factor in the

transition period. A complex set of factors

needs to be examined and corresponding policies

I/Sources vary as to whether or not these figures

account for several locomotives which were also

lost.
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structured. The extent to which the UNCTAD

Study will be able to facilitate this process

is uncertain and the extent to which there will

be any cooperation from South Africa is unknown.

Clearly, the association between Rhodesian

Railways and South African Railways makes assist-

ance from South Africa to this sector a most

logical economic choice; however, political and

strategic considerations will restrict such co-

operation. USAID should determine the depth en-

visioned for the UNCTAD survey of the rail system

and likely cooperation with South Africa and pro-

pose supplemental or alternative Technical Assist-

ance for Policy and Operational Planning, Rhodesian

Railways. The project should survey:

o Capital investment necessary to equip and upgrade
the system to meet realities of post sanction
period

o Capital and technical assistance cost of mainten-
ance needed immediately and for creation of per-
manent care

o Policy of rerouting of traffic to Beira and Maputo

o New tariff rates and reyulating policies, employ-
ment generation policies. (See also opening
section, Zimbabwe) This survey should involve
short-term consultants, plus contract consultants,
to assist in management decision-making relevant
to policy formation. A cooperative project, in-
cluding such donors as Canada, might be considered,
especially if South Africa proves unwilling to
provide assistance or if such assistance is
judged too baised to be useful. Following this
survey, capital investment can be better evaluated.
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c) Civil Aviation and Telecommunications

(1) Overview

Before UDI, air service was provided jointly

for S. Rhodesia, Zambia, and Malawi by Central African

Airways (CAA). After UCI, air service from S. Rhodesia

to all countries except South Africa was terminated,

and in 1967 it was decided to dissolve CAA. Air Rhodesia,

a state-owned corporation, was established on September 1,

1967 and continues to provide regularly scheduled ser-

vice internally and to South Africa. A number of private,

commercial operators also provide non-scheduled air

service on a hire basis.

According to somewhat dated information from

1977, Air Rhodesia operates with a fleet of about 11

planes. Included are seven Viscounts, a DC-3, and three

Boeing F20's. The F20's are almost 16 years old and were

obtained second hand. Even allowing for possible up-

grading of the fleet in 1978, there is a serious need for

more modern aircraft just to meet present demands.

Efforts to extend service to neighboring countries will

clearly necessitate additional planes, even if service

to South Africa is terminated. It would be hoped that

this transit link to Johannesburg would, however, remain

open.

There are two uirports capable of international

traffic: the Salisbury runway has been expanded, making
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it one of the longest runways in the world; and the

Buladayo airport has also been extended to facilitate

international flight. Other major airports include

Victoria Falls, Fort Victor ia, Wankie National Park,

Buffalo Range (Chiredyi) and Kariba. All but Kariba

have been reconstructed to serve aircraft up to Viscount

weight. In addition to these, there are numerous small

airfields scattered throughout the country. Improvements

both both runways and terminal facilities have been made

for strategic reasons, as well as to cope with increased

passenger and freight traffic. The cost of air freight

remains high, restricting demands.

Little current information is readily available

on the telecommunications network. The basic system

serves basic needs and is relatively advanced, compared

to facilities in most Front-Line states. Investment in

repair, especially with increasing security problems,

has resulted in the deterioration of certain aspects of

telecommunication, but system operation as a whole has

been given priority by the government for obvious strategic

reasons.

(2) Recommended Assistance

Civil Aviation. No immediate capital assistance
is suggested, but USAID should support an over-
view of civil aviation by ICAO, preferably serving
as a link to the UNCTAD study. Areas for study
should include: 1) Maintenance 2) Telecommuni-
cations 3) Safety. Simultaneously, a management
and training survey should be incorporated in
overall manpower planning by ILO. Multiple
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source funding is preferable. Should disrup-
tions in the quality of service and safety
develop, USAID should be ready to provide emer-
gency Technical Assistance for Maintenance Train-
ing. This should be a very7I-exible project
keyed to sector breakdown and designed to pro-
vide technical supplementation of ground crew
operations. Project structure will be dependent
upon percentage of personnel lost during transi-
tion and early independence period, but probably
will need to be keyed to selected higher skills
and mid-level training in general.

Telecommunications, Technical Assistance in
Management, Maintenance, and Manpower Training

Again, the nature of this project depends much
on personnel losses. The project should be
keyed to system maintenance rather than expan-
sion. The timeframe should be immediate, but
should be preceded by a preliminary survey of
system needs. Areas covered should include:
1) Management 2) Development planning 3) Equipment
installation 4) Exchange operation and mainten-
ance, and 5) Line service and maintenance.
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ANNEX I. Donor Summary Statements: Attachment A, CIDA.

CIDA is particularly concerned with the changing

international economy, particularly in regard to food, fuel,

and fertilizer, and the impact of these changes on third

world countries. The essentials of the CIDA program

include: a more focused program--including priority for

the poorest countries, geographic concentration of

assistance, and regional cooperation--; such more efficient

resource transfer as the untying of procurement restric-

tions; and more flexible program management. Support for

regional cooperation includes regional institutions and

development projects undertaken by two or more countries.

CIDA is interested in evolving a permanent planning

capability and offers varied programs for technical assis-

tance. Canadian advisors are sent overseas and training

programs, including fellowships, are offered in Canada

and in third countries.

In relation to Southern Africa - CIDA has been par-

ticularly active in support of transport both in associa-

tion with rural development and overall national develop-

ment. Activities include road construction and railway

management and operation.
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ANNEX I. Donor Summary Statements: Attachment B, EEC.

The EEC is concerned with both financial and technical

cooperation with the over 40 countries of Africa, the Caribbean

and the Pacific (AC-P). In addition to such Lome/ Convention

activities as trade arrangements and stabilization of export

earnings, the EEC supports economic and social infrastructure

projects, rural development and training schemes. Increased

support for regional and inter-regional cooperation seeks (1)

increasing economic cooperation ii, development; (2) faster

diversification of the economies of the ACP countries; (3)

Reduction of economic dependency of ACP countries on imports,

(4) Setting up sufficiently extensive markets inside the ACP

countries and neighboring states, (5) maximum use of resources

and services in ACP countries. Support for small- and

medium-size firms and small-scale basic development schemes

is emphasized. Funding is provided through the European

Development Fund (EDF).

Basic participation by ACP countries in administration and

management of aid programs including definition of general

orientation of aid and successive stages in project life:

(]) prog'rams, (2) preparation and investigation of projects,

(3) preparation of financing discussions. (4) project execution,

(5) project evaluation. ACP countries submit their proposals

for consideration to the EDF for consideration. In the case

of rejection, advice is offered on amending and resubmitting

thet- proposal .

In Eel at un to Southern Africa

Additional consideration given to countries on special list,

both in regard to terms of finance and technical assistance for

participation in project preparation and management. Included

are Botswana, Lesotho, Malawi, and Swaziland.
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ANNEX I. Donor Summary Statements: Attachunent C, Ford Foundation

The Ford Foundation sees two major roles for itself in

southern Africa. The first is the support of economic develop-

ment by capacity development of both institutions and individuals.

The second is concerned with the promotion of human relations and

rights, with particular emphaFis at present on South Africa.

Primary activity for technical assistance is the provision of

representative advisers who serve directly on the staff of the

host government, and also support research programs. Financing

provided by foundation budget. Scale of operations between

500,)00 and 1 million for 1978-1979.

Act.vities directed through regional office in Nairobi.

Represen-:atives sent to field 2 or 3 times a year. Proposals

are presented to representiitive or directly to regional office.

Project selectio; br.sed on 1) expected impact for largest seg-

ment of population, 2) institutional development, 3) government

abilciy to util ize/implement effectivel. Regional office re-

cruits and pays costs of representative advisers. Usually

two-year assignment with possible renewal. Specialists placed

directl, on ministerial staff cf hiost government, and it is

the LosL (ovL-imenu rather than the specialist which reports

balck to the f.oundation. Budgeting considerations result in

interest in reduced role in technical assistance except where

maximum results expected.
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ANNEX I. Donor Summary Statements: Attachment D, GDI.

The German Development Institute (GDI; alternately DIE

and, more correctly, the German Institute for Development

Policy) functions as a public policy arm for economic, social

and political issues particularly as they relate to invest-

ment by the German Government in selected developing coun-

tries. Particular concern exists for practical policy alter-

natives that can be used for institutional approaches to pro-

blem solving. Research programs frequently include field

research but not technical assistance which is handled by

GTC (German Corporation for Technical Cooperation).

In Relation to Southern Africa

Particular concern for future development programs in

Namibia but also concern for Zimbabwe. Upon resolution of

Namibia's independence GDI plans to do an on-site, intensive

study of current economic issue and development projects for

Nami 1,ia. GDI also plans an analysis off the international

competiveness of the price and quality of manufactured good

produce( in Rhodesia.
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ANNEX I. Donor Summary Statements: Attachment E, ICAO.

ICAO is primarily interested in training preparatory to

the development of civil aviation as a vital component of

the transport sector. For developing countries air trans-

port can serve to distribute technological and scientific

change and bring social development to the rural areas.

Particular interest in manpower training ICAO seeks develop-

ment of national and multinational training centers. A

special protocol in regard to the operation of these centers

has been developed including administrative organs to be

established, their terms of reference, and the allocation of

costs and responsibilities. ICAO has actively sought OAU and

ECA support of multinational centers.

Technical assistance programs including training in

flight safety, telecommunications, and associated engineering

and mechanical skills as well as training for pilots. Associa-

ted equipment costs sometimes are also covered. Major funding

for programs is provided by UNDP (For fuller discussion of

ICAO training see Appendix, Annex
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ANNEX I. Donor Summary Statements: Attachment F, 1TU.

ITU is primarily concerned with the maintenance

and extension of international cooperation for the im-

provement and national use of telecommunications. In

promoting the development and most efficient operation

of technical facilities, ITU seeks to increase the

general availability of communication services on an

integrated basis to the public. Activities range

from the allocation of the radio frequency spectrum

and general regulation of telephone, telegraph, and

radio operation to the creation, development, and

improvement of telecommunication equipment and networks

in developing countries, especially in participation

with various programs of the United Nations. Particu-

lar emphasis in regard to the later activities is

given to educating national planning authorities

about the multiplier effect of investment in tele-

communications. The majority of ITU projects have

been financed through the UNDP.

ITU projects include both regional and national

orientations. Usually a pre-feasibility team is

sent to survey each proposed project. The use of

regional advisers has been temporarily terminated

and upon resumption of their operations they will

serve as general field representatives for the Geneva

office. Projects provide fellowships, trainers,

equipment.

390



ANNEX I. . Donor Summary Statements: Attachment G, IMCO.

IMCO is interested in the technical, rather than

the economic aspects of maritime operations and safety

including shipping, ports and harbors, marine pollu-

tion and such associated areas as training, legislation,

cafety, communications and shipbuilding/repairs.

High priority is given to the promotion of uniform

standards on an international oasis, an interest

demonstrated by IMCO's support for the drafting of an

international convention on maritime training and

certification. The need to provide expertise to

developing countries is facilitated by a technical

assistance program which emphasizes trainng activities.

IMCO is dependent on other donor sources, largely the

UNDP, for funding this program, and IMCO's regular

budget is for administrative and supervisory operations.

The various projects under the technical assistance

program vary according to the individual needs of

each country. In some cases a regional approach has

been utilized. Althouah it varies with the financial

situation of each country, the host country usually

provides local facilities and associated costs. IMCO

pays for the cost of 1) technical advisory services

2) equipment 3) fellowships. Regional advisers make

periodic country tours to 1) identify problems 2)sug-

gest advisory services required 3) facilitate drafting

of project proposal documents for submission to the
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UNDP or other donor source. Highest priority is given

to maritime training, especially for engineers, navi-

gators, inspectors.

In regard to souther Africa:

IMCO already has anglophone and francophone programs

underway in Accra and Abidjan respectively. There is

no facility for Portuguese speakers, but IMCO reports

an interest by the Government of Mozanbique in establish-

ing such a facility. The Secretary General would

especially welcome US/AID interest in this project.

IMCO has talked with the UN Commission for Namibia

concerning the basic parameters for a national mari-

time organization.
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ANNEX I. Donor Summary Statements: Attachment H, NORAD.

NORAD is concerned with the development of both human and

economic infrastructure. Particular emphasis is placed on

health, roads, and village development. Program focus in-

cludes the role of women and the promotion of leadership

on the village level. Support is given to transport to faci-

litate the delivery of social services to rural areas and

conversely for access to marketing centers. NORAD has a

strong interest in reducing economic dependency on South

Africa. The lack of local firms to implement development

contracts is a serious restraint on NORAD's preference for

non-South African firms. Regional projects have not been

an interest.

Technical assistance is provided through salary support

for expatriate advisers and the provision of volunteers with

technical specializations. Efforts are underway to link

additional support to technical assistance projects. NORAD

is also seeking direct input from district and rural-level

institutions in project design and selection and, reci-

procally, hopes to encourage the evolution of institutional

effectiveness at the local level.
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7t:NEX I. . Donor Summary Statements: Attachment I, ODM.

Past ODM projects have reflected historical links between

the metropole and former colonies. Present interest is in

moving away from being the main donor and modification of the

colonial relationship. Currently funding a multiplicity of

small projects from various sectors. This involves heavy

administrative costs and would like to concentrate involve-

ment for administrative effectiveness. Heavy emphasis on

agriculture (production to marketing), associated economic

infrastructure and water resources. New programs give less

emphasis on health and general secondary education. Techni-

cal/vocational training and manpower planning are strong

interests.

In general, country programs are not designed on a

regional basis but in terms of individual country needs.

nDM believes, however, that there is a greater basis for

regioi-l cooperation in transport and communications

than in other soctors. Technical assistance provided

through suplementation program paying for salaries of ex-

patriate advisers who usually serve in some direct adminis-

trative capacity. ODM would like to reduce this support and

encourage indigenous manpower training in order to facilitate

localism.
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In relation to Southern Africa:

The foundation is particularly impresed with the ability

of the government of Botswana to profit from technical

assistance and for this reason continues support for four

representative agents in the country.

1) Ministry of Finance

2) Ministry of Minerals and Water Resources

3) Ministry of

4) Ministry of

Program activities in Zambia have been terminated, and a

proposal by Malawi tuTned down. A grant to the University

of Lesotho is providing support for atwo-man study

in association with the Ministry of Finance, of external

economic relations: currency questions, the customs union, etc.
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~ '>\ANX I~nri~utatement:AttachmenJ

•a , ./ ea s !.,r

SIDA is interested in the promotion of viable economics

for developing states. Littleaconcern in bilateraln aid for.

ci-onalism since such sis handled ,through multi-lateral

in.Major interest in agriculture, rural development,

healtn and education. _Allprojects give emphasis to training

vwh.2ncver possible.

-,Lional prciects have been based on specific agreements ...

7 1a " " ,a e wi ch wil,.igie... . .....

eve, to programming agreements signed with eachcoty roe

i: 1-vo years. Frequent con-sultations with governments, and

rnic-v-ar reviews facilitate submission 'of proposals by govern- a.

ment., Attempting to shoft away from Project specific aid, how,

ever, to general agreement for sector support which will give

more flexibility and provide more permanent integral develop- v
ment. ,Heavy emphasis on personnel aid with training capacity.

In relation to Southern Africa:

General policy of supporting efforts to create viable

independent states, including reduced dependence on South

Africa has resulted in dispersal of aid throughout the re-

.jion and to front-line states. The special geographic and

political situation of Zambia and Botswana has given them'a

prominent position. SIDA has a particular concern for manpower

problems expected in Zamibia and expects to play role in aid

. for training in both Namibia arid Zumbabwe. It is concerned
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with various needs in Mozambique. Strong support is being

given to rural development and studies in disease, especially

through WHO.
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ANNEX I. . Donor Summary Statement, Attachment K, UNCTAD.

UNCTAD approaches development programs largely from the

perspective of trade needs but has undertaken a new role in

researcj and analysis on policies and programs keyed to

specific development needs of the least developed countries.

UNCTAD came late into field of technical assistance, but is

interested in major role as advisory unit, leading to broader

approach and decision-making framework to aid development

planning. Particular concern exists for integrated planning

and the links between countries. There is a special interest

in the problems of land-locked countries. Specific goals in-

clude accelerating amount and rate of assistance; increasing

absorptive capacity of recipients; more flexible assistance

policies; improved assistance in administration and manage-

ment; more effective coordination. Major dependence for

financinq is on UNDP.

Interested in both regional and -ountry-specific pro-

jects. Close association with resident representatives of

UNDP in each country but have designed programs for sub-

regional advisers for Lastern and Souther Africa to be

supported by UN volunteers. Outside consultants used both

for project design and implementation.

In regard to Southern Africa:

UNCTAD considers transport bottlenecks in southern Africa

particularly in regard to Zambia as a major constraint on
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economic development in the region and is currently enqagEd

in the design and implementation of a two-stage project to

facilitate commodity movements. The first phase is to be crash

program to clear the port of Dar es Salaam. The second phase

is to be a study of about thirty fifferent transport routes

in the region. This latter phase will analyze and suggest

changes in infrastructure development, management, and opera-

tional procedures. Cost comparisons of route use will also

be included. UNDP funding is available for the first phase

but additional donors will be necessary for the second phase.
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ANNEX II

SOUTHERN AFR'ICAN ASSISTANCE POLICIES OF THE

BRITISH A iIN7STRY OF OVERSEAS DEVELOPMENT (ODM)

Summary of a discussion with Peter McLean and Peter

Carter of the British Ministry of Overseas Development (ODM):

ODM's current aid policy to south African countries

is to find a balanced mixture of rural development projects

and infrastructure projects. The rural development pro-

jects are closely related to ODM's current aid strategy

of providing aid to the poorest members of the developing

country and the infrastructure projects, which are easy to

manaae and customarily have rapid and high rates of expendi-

ture; help keep overall disbursement levels for development

piojects at levels that are sufficiently high to be accept-

able to OD,'s management.

in the last five years ODM has moved away from being

the principal donor, a donor that financed larqe numbers of

small projects in almost any sector that the host govern-

ment reauested aid, to one that prefers relatively larce

projects which are susceptible to effective administration.

ODM's role in Malawi five years ago illustrates its pre-

vious will!ress to accept a number of small projects;

just after inependence it had over 100 small projects in

the countr..

Other than not being involved in mineral or manufactur-

ing projects, ODM does not seem to have any Yard and fast

rules about projects it will accept or reject. Neverthe-

less, CDI is systematically attempting to reduce its level

of efforL with relation tD three types of projects. These
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are:

0 Manpower supplementation projects whereby ODM ad-

visers work for and are paid by host governments, but have

their salaries supplemented to donor country levels by ODM.

* Projects related to health care assistance.

* Projects related to livestock--ODM's emphasis has

shifted to dry land agr4 culture and it funds large-scale

projects of this type wherever possible.

Specific projects funded in Malawi, Botswana, Lesotho,

and Zambia are referenced in Attachments A, B, C, and D.

ODM currently has no prbjects funded in Swaziland, but the

country has requested assistance for its railroad and in-

ternational airport. ODM is currently not convinced of the

need for either of these projects, but has not reached a

decision concerning its willingness to fund either of them.

In 1976 ODM negotiated a 10-million loan to Mozam-

bique for agricultural projects. An FAA-Nordic consortium,

however, had gotten into Mozambique first and apparently

funded all of the more desirable projects. As a consequence,

6 million of the 10-million loan from the UK was spent on

roads and the remaining E4 million was spent on power

generators for Kuelimane, Pemba, and Anqoche.

During the UK-Mozambicue neqotia tions concerning the

.oad. projects, ODM learned that MozanbiquC is more concerned

with rural roads and rural infrastructure than with main

roads. Moreover, Mozambiquans wanted the development of

the road systen to occur on a provincial basis. Scandina-

vian countries had already taken Tete and NTiaca provinces
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and so the Mozambique Government asked the UK to provide

assistance to the Gaza province. As a consequence, the

UK is supplying spares for equipment, road supplies, and

manpower to develop 150 km of road per year until 500 km

of road are developed at a cost of E6 million. The

-roject will take five years to complete. One of the

major goals of the project is to construct roads that

are less susceptible to floods than current roads.

Studies of Mozambique related to development needs

that have been completed or are underway include:

The Italians did a study of development needs in

'974.

VTK in Sweden is doing a comprehensive study of

Mozambique development needs. This study will be avail-

able in about August 1978.

ODM also gave Mozambique a loan for transport equip-

,cnt just before independence. The loan was for E10

million with a year to finance import of spare parts for

vehicles, vehicle maintenance, importation of vehicles,

and importation of spare parts for textile and other

industrial machinery.
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ATTACHMET A
OPM ASS ISTAN(CE TO MALAUl'

197/79-1980/SI VEL'[LOPMfENT P(OGRAM FOR MALAWI

PROJECTS PROPOSED FOR FINANCING FRO'.1 G.K. VFIJELOP.JLL'S.T GRANT

PROJECT GROSS NET U.K. GRANT LOCAL 1ESOURXES

Total Total Total

1978/79 79/80 80/81 3 Yrs. 1978/79 79/80 30/81 3 Yrs. 1978/79 79/80 80/91 3 Years

HEAD 071 - EDUCATION

Secondary Education 472 500 628 1600 425 450 565 1440 47 50 63 160

Domasi In-Service
Training Centre 50 50 50 150 45 45 45 135 5 5 5 15

Technical/Vocational
Education 768 453 129 1350 691 408 116 1215 77 45 13 135

Development of
Polytechnic 450 500 650 1600 405 450 585 1440 45 50 65 160

TOTAL 1740 1503 1457 4700 1566 1353 1311 4230 174 150 146 470

HEAD 074 - HEALTH

Improvements to
District Hospitals 360 300 300 960 324 170 270 864 36 30 30 96

Peripheral Health
Units in Urb'an
Centres 70 70 70 210 63 63 63 189 7 7 7 21

Upg radi ng -Rural1
Hospitals 160 160 160 480 144 144 144 432 16 16 16 48

TOTAL 590 530 530 1650 531 477 477 1485 59 53 53 165

HEAD 075 - HOUSING

Development of
Traditional

HouS.A-reds - Generel 500 500 500 1500 450 450 450 1350 50 50 50 150

7-T 'rAL 500 500 500 115oo 450 45U" 45 I 35__ 50 '50 50_
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P JJECT G0DSS NiA U.K.GRANT LOCAL RESOU [FCiS
Total Total Total

19781/79 79/80 80/81 3 Yrs. 1978/79 79/80 80/9I 3 Yrs. 1978/79 79/80 30/81 3 Years
HBAD 078 - MISCELLA-N:-f7Js SERV' ICE's

N riO. 1 C(Isus 20 - - 20 20 - - 20

T OTAL '0 - - 20 20 - - 20
HE-M-) 377 - A" u ... -

Smail.o ,- T. C
Deve lcp:mu: t 200 200 200 600 180 180 198C 540 20 20 20 60

Farm Hjc}. r. rXsea-cb
and 1vQori 100 50 200 200 90 45 45 1O 1) 5 5 20

National R.u--I DevrtI
P.roiOecj I )

FhaIor.L:e Sural Devpt)
Project

M zI'iz RIra L .vpt
iF" aC t

Central Serv ces 1942 2409 2473 6824 1748 2168 2226 6142 194 241 247 682Unit (D !arl yre
National Sa>;:ie

Survy 'of A]ri-
c'u 1 t ure

Agricultural Researcij
Services and Rice
Sued Improvewents 120 - - 120 108 - - 108 12 - - 12

Housing for Agricultural
Extension Stalf 1 100 83 92 275 90 75 83 248 10 8 9 27

Seed Production Project 120 50 20 190 108 45 18 171 12 5 2 19
Dryland c'nd Irrigate

Settleent Schere 5s 300 300 219 819 270 270 197 737 30 30 22 82Seeo Stord e and 200 50 12 262 180 45 11 236 20 5 1 26
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PR3J 'CT GF%3SS NET U.K.GRANT LOCAL RESOURCES

I Total Total Total
197/'79 79/80 80/81 3 Yrs. 1978/79 79/80 80/81 13 Yrs. 197/79 79/80 80/S1 3 Years

Land Husbandry Devpt 251 125 125 501 226 112 113 451 25 13 12 50

IrrlgatiDn Development 25 10 35 160 23 90 31 144 2 10 4 16

Crop Str je R:search ind
Developmitrt 130 115 50 295 117 103 45 265 13 12 5 30

TUTAI, 34,9 3-4i2 3276 10246 3140 3133 2949 9222 34 3 349 327 1024

HEAD 079 - FI I {E PI E

Fisheries Development 170 170 160 500 153 153 144 450 17 17 16 50

TPTAL 270 170 160 51]0 15) 153 144 450 17 17 16 50

HEAD 079- FC:{ESTRY AND

Timber Plant3a1Iof,,s 400 500 650 1550 360 450 585 1395 40 50 65 155

Viphya Pup.O'.ood 1493 1400 1200 4093 1344 1260 1080 3684 149 140 120 409

Viphya Sa'wlnili FrokCt 5 00 - - 500 450 - - 450 50 - - 50

Dcv.of Wildl1ie .j-:sourcu5 255 207 23b 700 230 136 214 630 25 21 24 70

Vlphy"i Forest Industri
Tr Ias 55 53 42 150 50 43 38 136 5 5 4 14

Rural Fue!x,oa aid ?-oles 100 100 100 300 90 90 90 270 10 10 10 30

TOTAL 2303 2260 2230 7293 2524 2034 2007 6565 279 226 223 728

HEAD 080 - U;IE.:I.TYS AND
!. AND S

Precise Levelling Survey 50 50 50 150 45 45 45 135 5 5 5 15

ThTAL 50 50 50 150 45 45 45 135 5 5 5 15
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PFdjECT G NET U.K. GiANT LOCAL RESOURCES
|Total Tot ji Total

1 1 7 ",/ 7', 79/ ,0 151 3"r s. 179' Yrs. I j 7./ 0/1 3 YearsHEAD 051 - VETERINARY
SEIRV!Cr:S

Diseast3 Control 350 350 350 1050 315 315 315 945 35 35 35 105n te 3 r tc'I L IV C=St O~ A I
Duvue"iO ,e.t 400 424 376 1200 360 3d2 33 O 40 42 38 120
Poultry Pi<o ,ct 40 - - ,0 3t, - - 40- - - 4

D -I v,-j:ri ( 60 50 50 160 54 45 45 -44 6 5 5 16
z .,-A &o > tryPro j :et 135i 67 35 260 124 60 50 234 14 7 5 26

TOTA L 9d1 1 l3"20 2 b89 00. 74S 439 5 9 53 271
HEAD 052 - NE CAPITAL

New C vptal Tradit,:mal!1
HGustr~ Esttes 400 400 4100 123 3'O 0u 360 100 43 40 40 120

400 *00 400 1 20i; 360 3L0 36 1 60 40 .0 40 120

H. AD 083- , J)T2 ANi

Trunk arid JunctjcH CIrcuiL
Grovth 3J: 407 439 1295 359 366 141 1166 40 41 43 129

Internal Tel <.r~ph- 25 239 151 646 232 215 136 583 26 24 15 65
Cal ration !.epr

Cente 35 5 25 65 32 4 23 5) 3 1 2 6
Rural Teleco:-.ar1catlurls

Deve "op, e t 143 153 160 456 129 138 144 411 1 15 16 45

TOTAL P 35 80 825 2464 752 723 744 2219 03 81 81 245
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PI1J ECT G RD.SS NE'I U.K.G RIAT LOCAL RESOUIr2ES

Total Tot l Total

197 9/7') 19/ 0/ 1 3Yrs 197/79 79/1iO 50/31 3 Yrs. 197/79 79/SO 80/81 3 Years

HFirAJ1 08ec.riIictim -

Bo'mia ivadqurtrs 346 - - 1A6 311 - - 311 35 - - 35

ThAL 346 - - 6 311 - - -311 35 - - 35

Hi,;AD 3: , - ir :} 'iATihNl

17 .l',,u ro 1 L s 500 500 500 1500 450 450 450 1350 50 50 50 150

UeLIL/aU4Jot ),t.:/N?: kCt a Bay/
Mr i 'zLza 2500 2500 2500 7500 2250 2250 2250 6750 250 250 250 750

T. v00 300 0OO 240D 300 300 ,00 2400 - -

G ,nd s H ,I j Fac1i t ies i00 - - 10 100 - - 100

Waron '.''jz. d,5 s 80 E0 80 240 80 130 30 240

TDOTAL 3930 33850 3880 11740 3630 3590 3580 10340 300 300 300 900

HED 0 -,JAT':I SUPPL1ES
AND J;A.N ITAT!(.,4

Bl1 ntyre W~t,r Bbc :d De velop
mert Phase. IV 1700 - - 1700 1530 - - 1530 170 - - 170

Loan to Biantv're Water Boaird
for later Mters 120 120 - 240 103 108 - 216 12 12 - 24

TOTAL 1820 120 - 1940 1638 108 - 1746 182 12 - 194
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PROJECT GNSS T t3T U.K.GkiANT LOCAL RESOU RESTojt i To It c. t Total

1978,/79 79/,;0 <)/81 3 Yrs. 197L/79 7'/30 / 1 3 Yis. I37)/7, 79/C3 80/8i 3 Yrs.

HrAD 01:17 - ,AIRY.S C mANIZATIO.
Trainii,j Centre IjlpLOVeflufktnr 40 40 - i 36 36 7
Addition- ! Plao. ad 'Velicle!
for FVHO (17/79) ? ? " ,

WhTAL 40- 4C 36 t 7- -1 -

GlANb Tt)TAL 17 7 70 1..630 14139 [1653 16091) 1 32 -',, 12315 216. 1675 1376 1324 14375

* Provisio,!- for vehicles conitained in the main Project 2u[,,issio:ns.
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ATTACHMENT B
BOTSWANA: ODM ASSISTANCE TO BOTSWANA

UK/BOTSWANA TALKS FOR THE
TRIENNIUM 1979/80-1981/82

Record of conclusions reached during the talks in the Ministry of

Finance and Development Planning which ended on 18 May 1978

Delegation

Mr P A Raftery, MBE, Mr B I Ga.sennelwe
Acting High Commissioner Acting Permanent Secretary

MFDP
Mr M J P Lynch
Under-Secre tar y Mr 0 K Matambo
Ministry of Overseas Principal Planning Officer

Developmert MFDP

Mr M1 J Fairlie OBE Mr M L 0 Stevens
Eastern and Southern Africa Director of Economic

Department Affairs,
Ministry of Overseas MFDP

Dove lopmen t
Mr J Cross

Mir J P Coldsack MBE Senior Finance Officer
Agricultural Actviser MFDP
British Development Division

in South ern Africa (BDDSA)
Li I on qweo

P-Ir M Todd- MBE
Encjinecrinq Adviser
BDDSA
Li !on awe

Miss , R I Roberts
Ad.ministrative Officer
BDDS)A
Li Iongwe

Mr ( .i ,',Ialle '
Second( Secretary (Aid)

Mr N J Stevens
Economic Adviser
BPDSA
Li I cnqwe
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At the final meeting the following understandings were reached:-

Commitment Level

1. The British delegation said that a total of E13 million

(P19.5 m) would be made available for new commitment durinq the

triennium 1979/82; this figure for commitment is over and above

the conmitment of E10 m (P15 m) which was agreed for the pre-

ceding triennium as well as the emergency grant of E3 m for

special aid following the Farah Report and assistance for refugees

which is channelled throucqh international agencies. The British

delegation would expect that disbursements arising from the E13 m

(P19.5) new commitment and frzom unexpended commitments arising

from the Farah Report, t.ther with disbursements outstanding

from the 110 m (P15 in) commitment for the 1976/79 triennium

should be realistical],l, estimated at L13 m (P19.5). For their

part, the ioswana deleciation estimates a level of disbursement

in 1979/82 from all the sources ment-ioned of p22 m. The British

delegat ion undertook that, should their own estimate of cisburse-

ments threatern during the triennium to be lower than could in1

fact be achieved, the, proposed new commitment level o 13 n

(P19.5 in) would be reviewed in the course of the triennium.

Carry over _)f unspent funds

2. At present the commitment authority foi 1.976/79 expires on

31 March 1980. ''ne British delecation acireed that favorable

consideration should be oven to e:*tending that date if this

should prove necessary and agreed that undishursed funds from

commitments relating to the 1976/79 triennium could be carried

over for disbursement in the 1979/82 triennium.
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Disbursement procedures

3. The system of retrospective financing should be continued

in accordance with the exchange of letters dated 3 December 1976

between the Vice President of Botswana and the British High

Commissioner. The British de-legation emphasized that the

Botswana Government is at liberty to submit claims as often as

their needs recquired.

Exchance Rate

4. Sterling is the constant currency and the national rate for

conversion to Pula should be revised from time to time.

Terms of Aid

5. Aid will be made available on the same terms (40% grant and

601 loan of 25 years duration, interest free with a 7 year arace

period) as for the tranche for the 1976/79 triennium (L10 m or

P15 m). it m hi be snent or, British or Botswana goods and services

but the ajreed list of items for which waivers for third country

purchases are automatic wi 11 remain in force. Applications for

special waivers will he considered on their merits. It is, how-

ever, the general desire of both sides that, where this can be

cone without serious delay or diseconomy, the proportion of off-

shore procurement from the United }Eincidom will increase.

Nex-t S te9

6. The Bri ti si delegation undertook to produce a draft exchange

of letters modi fying the exchar-nge of letters dated 3 December

l976 betv'eer. the Vice President of Botswana and the British liiCh

Commissioner so as to give effect to the new commitment of h13 m

(P19.5 m). An indicative list of the projects to be proposed

for financing under the agreement, or to be completed from
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existing or newly-committed funds, is attached to this record.

At the present stage these projects are not agreed for financing

but will be subject to the usual processes of discussion and

appraisal.

Gaborone 18 May 1978

Distribution:

Mr B Gaolathe, Permanent Secretary, MFDP (6 copies)
Mi- P S :.1cLean, Ministry of Overseas Development London (4)
Mr W T A Cox, BDDSA, Lilongwe (2)
Mr G H Malley, British High Commission, Gaborone (4)

412



PROJECT SUMMARY

Agriculture

Animal Health Servi-e Centres
Reorganization of Extension Services
Evaluation of Farming System-and Agricultural Implements
Integrated Farming Pilot Project
Veterinary Diagnostic Laboratory
Improvements to Disease Control Facilities
Central Research Station
Rural Training Centres
Cooperative Development Bank
Agricultural Extension (Small Projects)
Botswana Agricultural Marketing Board
Cooperative Credit Societies
Seed Multiplication and Distribution
Arable Lands Development Programme
Additional Veterinary Cordon Fences

Water Resources and Supplies

Evaluation of Underground Water Resources
Small Village Water Supplies
Underground Water Development

Fd uca t ion

Kriari Sechele, Molefi and Seepapitso Secondary SchoolsJrancistown, Lobatse and Serowe Teacher Traininq CollegesMater Snei College

Fourth Teach.r Traininc College
'ch rs' in-service Trai ning Centres

Universi ~CaMpus of Botswana

'ira rS*;n rt

Secondary Road l mprovements
Ghanzi-Kalne v o d (Test Strips)
Main iLi ne Pail.way

U r an 19.v': I on ne n t

1, a t se Ph','sical F'D .1 opment
Gal:;c 'on'~ Y::p-nion (Desicn)

Rural omn

Land U ' e Plans
Deveop-o.( nt of Land Boards

Gove rrin t In f.-astructure

Serowe Prison
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ATTACHMENT C

ODM ASSISTANCE TO LESOTHO

STATEMENT OF CONCLUSIONS REACHED BETWEEN THE DELEGATIONS OF

THE BRITISH GOVERNMENT AND THE GOVERNMENT OF LESOTHO AT THE

NEGOTIATIONS FOR AID DURING THE 1979/82 TRIENNIUM, MASERU,

22 - 25 MAY 1978.

The two Delegations agreed that the general strategy for the

triennium 1979/82 should be concentrated on rural development,

communications including roads, and the creation of opportuni-

ties for employment. In the discussions special account was

taken of the particular difficulties, especially in communica-

tions, being undergone by sections of the Lesotho population

in the present political circumstances.

Commitment Level

It was agreed that the amount of capital aid to be offered by

the British Government for commitment during the triennium

1979/82 should be h20m (R30m). The commitment figure for the

1976/79 triennium, including both the regular programme and the

additional emergency aid, was E13.5m; the higher commitment of

E20m for the triennium 1979/82 has been agreed in recognition

of the special difficulties faced by Lesotho at the present

time and in particular of the British Government's willingness

to finan~ce two major road construction projects in the moun-

tain areas.

Carry-over of Unspe t Funds

At the request of the Lesotho Delegation the British Delegation

agreed that claims arising from expenditure incurred on agreed
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projects during 1976/79 triennium may be presented for re-

imbursement up to 31 March 1980. This date may be extended

by agreement between the two Governments. Such disbursements

will not be counted aqainst the i20m commitment of new funds

referred to in the preceding paragraph. Funds approved for

expenditure from the 1976/79 grant before 31 March 1979 but

not spent by that date may be carried forward into the new

triennium and similarly will not count against the ceiling of

the commitment of f,20m.

LisL of Projects

Trhe followino indicative list of projects to which funds would

be committed in the triennium 1979/82 was agreed between the

two Delegations. This is an indicative list only and may be

subjecL to mco1ification by agreement between the two Govern-

ments. Each will be the subject of appraisal by the British

Devc,]o!,ment Division in Southern Africa and to specific finan-

cial approval by the british Government<. Projects not included

in the list which mav come forw.'ard as a result of changes in the

general situation during the triennium can be considered, hut

their inclusion would be contingent upon appropriate adjust-

ments to the list below so that the total commitment level of

1,20m was not exceeded.
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Rands million
Basic Agricultural Services 1.70

Crop Supporting Activities

Intensive Horticultural Production .20

Woodlots Project .55

Specia. , South East Woodlots Programme 1.00

Intensive Arable Area Conservation 1.00

Lesotho Acricultural College Phase IV .20

Livestock P3roduction

Mountain I,ivestock Development Programme 2.29

National Pig Breeding Herd .17
I.isheries Development .22

Rural Communications

Mokhotlong-Taung Road

Mokhotlong-Sani Pass Road 13.60

Mechanical Assistance to Food Tracks .97

Telecomm unication s 1.13

Rural Tnf rastruicture

Offices, Quarters, District Markets 1.35

Or thc hophot:,a Mapping 1.10

Projects for - provi dicuemployment
o ), ") u c" It i I . i i

, i .la2 -. ater supplies .67

Rui-a] Clinincs .60

Educ L ion

!a tionil University of Lesotho .94

Primary Schools 1.00

National J.nfrastructure

Lands & Surve Of ,fiices Phase II .20

R30.00m

b20. 00m

Terms of Aid

The whole of the new commitment will be in grant form. The sums

shall as far as possible be spent on 'British or Lesotho qoods

and services but the agreed list of items for which waivers for
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Third Country purchases are automatic will remain in force.

Applications for special waivers will be considered on their

merits; the Lesotho Delegation undertook that such applica-

tions would be made to the British High Commission as early

as possible and while projects were still at the planning

s tage. It is, however, the general desire of both sides

that, whore this can he done without serious delay or

diseconomy, the proportion of off-shore procurement from the

United kingcdom will incrase.

E:cuaice Rate

Sterling is the constant currency and the notional rate of

conversion to Rand may be reviewed in the event of substantial

and significant chances in exchange rate parities.

ERvio%-' of Prog_ ress

The .rocrcmme for the 1979/82 triennium may be reviewed by the

Rlead of the British Development Division in Southern Africa

and his Advisers in cooperation with the Lesotho Government -

at about the riddle of the triennium ; and regular revi ews of

the progress of individual projects may be made at any time

1v the Brit:ish 1i(:h C mmi s-.ion r ii Mase ru and his officers

and durinu normal. routine visits to Le.so,ho Lv the staff of

the 13vi tish Development Division in qouthern Africa and the

Mini st:rv of Ove rseas Develo ment.

Technical Coonration

in addit.ion t:o the capital funds provided for the British

aided projects, the full range of British Technical Coopera-

tion services will be available to the Government of Lesotho.
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Next Steps

The British Government will produce as soon as possible a

Draft Exchange of Letters modifying the Exchange dated 2

August 1976 between the Minister of Foreign Affairs in the

Kingdom of Lesotho and the P ritish High Commissioner so as

to give effect to the new commitment of capital aid for the

1979/S2 triennium and to give effect to other minor amend-

ments proposed by the Government of Lesotho and agreed by

the British Government.

Maseru
25 May 1978
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ATTACHMENT D

OVM ASSISTANCE TO ZAMBIA

1978

1. A L7.5m loan for agricultural development. The
loan is signed.

2. A El5m loan for agricultural development and
transport equipment. This loan is not signed
yet.

3. A 1i.76m loan for Leyland buses and spares.
This loan is signed.

1976

A E5m grant of which:

a. 14m spent so far for road building equip-
ment.

b. Elm to be spent during 1978/79 for:

o Dairy bottling machinery

o Animal feeds

o Milling machinery

o Chilanza cement machinery (mainly
vehicles)
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ANNEX III

PROPOSEV ORGANIZATION OF CIVIL AVIATION
TRAINING iN AFR7CA

in 1974/1975 a manpower-training survey was sponsored by

ted Nations Developmcnt Pro ram (UNDP) and carried

out by the International Civi lAviation Organization (ICAO)
to aete rrmine the im-rediate a:nd lon-term (five years) needs for

c..vil .viation in lovernmient and airlines in the states south of

the S ."h ra. T.:e final report for the survey, published in June

, escribed a serious shortaqe of training capacities within
4 The survey tst i.at curent trainin capacity at

, I-an once a year an'- a ned of 34,200-man once a year, or

double the existing! capacity.

During its fourth plenary session in 1, brevilie in Auqust

1 th!ie African Civil Aviation Commission (AFCAC) adopted a three-

: . - i.occ Pto increasinq the manpower traininc: capacities needed

Sica. First, s1trainincl un t-s at the .atio:. level

,ld be epanded j.n some Afri can count ries ani, established in others

c, ro':vide Irimarilv basic traininc nec..s in , variety of disci-

: . ... inc-lucinc initial pilot training . Se.ond, two mu.ti-nationa]

. . cent C r- v':)Iu Id b t e stab .i shed, one or the f r anc!,h on

Stot,', at r-ncevi II, Gabon and one f or an":., hone ates at %ddi.s

a Et)ioi a. These : rain1i n, center.oul meet what AFCAC

.t,: tit1 .-c 'of t,. reort J.s AG!nerd] Pla, for Aeetinc Civi.

.z on- rtzcnan )rt. ids a,-% Ge20 h
Cnu T c -1 in. S rV t2
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refers to as a serious difficulty in providing training, especially

advanced training, for pilots and aircraft technicians for airlines.

The AFCAC recognizes, however, that useful training facilities,

especially for basic pilot training, already exist in both northern

and southern Africa. Third, fellowship programs would be continued

to meet tha need for a residual of training requirements which are

of a sufficiently specialized nature or required for so few candi-

dates as not to justify the creation at this time in Africa of

appropriate training facilities. Such subjects include air law,

medicine, air transport economics, air line organization and

similar highly specialized needs.

Many African countries will experience small residuals of

trai ni.ng . oeds that cannot be met nationally by existing institutes

or which do not meet tho economic criteria fnr the creation of a

training facility. The plan is for these training requirements

to be absorbed in other existing national or regional training

facilities. Where a country does not have a trainiLng facility for a

discipline, then there is no alternative but to provide the train-

ing needed outside the country through fellowship programs.

Similarly, the multi-national traini.nc- centers will not have

the capacit' to meet all of the needs for trainin- in Africa in

Mhe cii. scilines for which the centers tran. The residual training

-equirements are intended to be absorbed by national training units

in various Af!rican countries.

The rationale for national training units is as follows:

o Satisfy national desires to determine, control and

manage air-related training

a Maintain fle:.:ibility in organizing training courses

to meet peak demands
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9 Allow for introduction of additional requirements

at short notice and progressively to expand the avail-

able resources to keep pace with national developments

* Maintain the ability of governments to have direct

control of trainees

* Avoid personal or cultural disturbances sometimes

associatcd with training in other countries

* Reduce the impact of course failures

" Augment a ination's feeling of self-reliance and self-

suf f i ci enc y

* Provide an opportunity for African countries to

realize substantial savings over training abroad that

can accrue where training needs for a discipline

exceed the fi.ed cost of establishing a national train-

ing school and are within the capacity of the facility.

* Permit convenient pruvision of refresher training or

trainin(c in new developments

The rationale for multi-national traini'cg centers is as follows:

* Very few countries have individual requiremncnts high

enough to justify: the creation of their own national

schools. Collectively, howe-ver, the UNDP/ICAO Manpower

and Train.ing Survey identified a need for 1.,400 new

pilots and I,300 new aircraft technicians over the

period 1974/75-1984/85. These ieiu.irements will in

part replace e:< ,atriates and in part fill gaps created

by the steady and continuing increases in civil avia-

tion activities.
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* Overseas training for African students is an alterna-

tive to multi-national training centers, but this

would deny Africa the opportunity to play an active

part in its own development; to create and foster

its own skils; and eventually, to become self-

sufficient in this type of training.
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ANNEX IV

BOTSWANA: TELECOMMUNICATIONS DEVELOPMENT PLAN,
1977-1997 SUMMARY

The forecasts" prepared as the basis of this study indi-
cate that main telephone stations can reasonably be expected
to increase from 6564 as at 1977, to some 13511 at 1984 and36273 at 1997, giving penetration factors at those years of
0.94, 1.57 and 2.87 main telephone stations per 100 populationrespect ively. by; the year 2027, main stations are expected tobe approximately 118,000, which can readily be accommodated
within a h-digit numbering scheme.

The national numbering scheme proposed will permit sub-scriber Trunk Pialing between exchanges having the necessary
facilities. tach subscriber number will consist of two parts,the first part identifying the exchange to which the subscriber
is connected ano the second, the number of the subscriber with-in that exchange. When dialing a subscriber on the same ex-change, only the second part of the number will need to be
dialed, together with the trunk prefix.

The numbering scheme has considerable spare capacity tocater for any unexpected growth which might occur over the
next fifty years.

For trunk charging purposes, i- is proposed that the
country is divided into four zones centered on Gaborone,Mahalapye, Francistown and Naun. Trunk exchanges will belocated in aach of those centres except chat the trunk unitat Francistcwn will also handle trunk traffic to or from ex-changes in the Maum zone initi l1y, The routing plan accordswith the charing plan, all local : xchages within the zone
are ccnnectcd their parent zone centre which has directroute. to ea ' f the other zone centres. Thus the most
dem;anj. : tr :k c'"nectin will consist of only three cir-cu ts in I:,d,, i.e., the circuit from the calling subscriberexchange ? c its parent trunk zone centre, the circuit to thezone cent on which the called subscriber is parented andthe circu , it be tween Lhat ?one centre and the called subscriber
exchang .

pcause the m:a im-um number of tandem-connec ted circuits
.s limited to: three, it is possible to use initially two-wireswitching, at both the local and trunk switching units, therebyenabling cost ravings to be made at the trunk switching units.Eventua]] four-wire swiching will be used in the trunk
switching centres.

it is recommended that all international traffic is con-centrated via an international exchange located in Gaborone.
This would be a four-wire switching unit,
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The transmission plan based on the above routing and

switching proposals will afford nominal reference equivalent

levels of 21 dB sending and 12 dB receiving.

The charging plan proposes that local calls are charged

at a single rate irrespectie of the time of day. Trunk rate'

will apply for all calls between zones, periodic pulse meter-

ing will be employed for this purpose in automatic exchanges.

A master development plan is included outlining develop-

ment over the next 20 years and fully detailing proposed

provision year by year up to 1984/85. The proposed investment

totals some P 22 million up to 1984/85 and some further P 45

million for the period 1985-1997. The economic viability of

the proposals has been analyzed and found to be satisfactory

providing that the tariff increases proposed for 1978 are

implemented. The analyses extend to include sensitivity

checks of the estimated investment and operating costs and

the necessary adjustment that would be required to tariffs

indicated, should there be significant variation from the

estimated figures,

Included in the master development plan are recommenda-

tions for the replacement of the existing vulnerable back-

bone microwave routes with protected systems which fully meet

the necessary transmission performance standards. The im-

proved performance in this part of the network will enable

economies to he made in the lower sections of the network,

giving overall cost savings.

The study proposes a revised organizational structure

for both the Headquarter Office and the outstationed Service

Area Offices. The main objectives of the revision are to pro-

vide a satisfactory infrastructure for handling work in a

smooth, ordierly manner throughout the planning, implementation

and operational phases of a project, to ensure that the various

elements of the proposed development programme proceed in a

coherent, nterrated manner, and to provide an enduring base

for future expansion,

Source: International Telecomunications Union. Republic of Botswana

Telecommunications I)evelopment Plan, 1977-1997. Report No.

ITU /BOT/0 1/78. Geneva; ITU, 1978.
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ANNEX VI

ZAMBIA: ZAMBESI RANCiiING CORRESPONDENCE,
Rc.6: Tefephones

44A* 4I( -MANCHESAl

LVJSAKA

kL A £ KI Z A LO',:D

CORPORATION LIM! TED I"f

CEfNER&t MANAGE A
PL BUX0695
LA4??iI[JKA CROP SECTIONS AT

o ro4 VMll t 491 LUS AKA.

v--1LI GAA. bAf AZABUKA,
1C.,I *~ I LE L -4(mA

17th li&y, 1975.

The Re~icna) . .pon L'n ar,P .O .P 0 .1
L It S A.YA.

ar Sir,

Ti=!i K,N2S. LUZkKYAJjI h l92

In soite of repeated verbal rejueste fr',-: our Rietfontein Ranch Manager

near LuPLak durin, the ppoat fou- y:ari aM] in spite of letters written to

the Tvleo:_..unicntion l-parct fr-,- tniis office duriP the pazt three years,

the above ataLed two tele:,Ihone are stll net wr'kinj.

On the vei-; few oeca oecnt thal Ptvrine frn-i your department h" been to

reprITr thc telephune'.r3/cr tL line, t, v nt htiv wLr,.td for one or tw days
ftfld thr-?, Fme dewd zruljn.

It ir extre:.!ly imL.(r't,nt flor we to kece" Ln constant touch with our

Rietfontein P .x:,, aherr-c we a ti w and a half Luuw ;rid heai of cattle and gTow
up to 4W [Ficres of conk clopi,. The fruqtrti,-n un-- onmee resultinp from 'v

hay-ns to tra'v-' 3041 klloptere evezrtl're I have to ni:ke contact with o ir

Xans-er at Fietfontein io gr -t Indeed. N ot to mention th lose we hnve
lnca-rr-d ir. n't beiri atAc to contact Veterinary Sur eon in time and not

Lnvin; tnephree acuefin to Gov(.tri..ent A4rriculturnAl 1partnents, comziodity

iarketirq organ- ialonn urm l deaLern In a;:icilturl odo and riachinery.

k aAkI tia#t you p"zarn rntlv riipair' tihe telepionotk 71c2!16 and 719129

&r4/or the line that Fgeon to the,: oo that ve aa" cntinue to run this irportant

A4ricolturaa Eutate z. it t)e Uho of tie ounential tclephone.

Tlat.tte let ie 1rnu at ycur varieaiconvvnience when thin will be dome.

I ~......

¢f

DEVELOP AND 2

427



f) 
T

I 
0

1
 

1
0

Z
3 

.1 
0n 

j)- 
.0

1 
1) a) 

O
F

j 
Q

-.>

-3
1
 

D
 

0

~-1. 
271 

o
.3

 
~

2) 
2

E
l1

2) 
3
~

2
C

0
3
 

0

3E

3
..~

t 
0 

) 
-

ri Z)

-~
~

 
7
-j. 

.

C' 
1

L
I 

.
0
 

~ 
2

).- 
3

3
.



3
.3

 
jj 

'4
 

U
2

o 
-

.0
 

-
o 

a' 
0

. 
-.3

 
.0

4
)4

 
2
 

P
 

4
-4

 
*~

C
 

2
: 

I 
K

) 
.4

-3
 

4
.4

3
.3

.

4
. 

C
U

I~
..cn

2  
C

'2
 

0
 

~
 

tat 
4. 

C
C

"--.-' 
~

-.-c., 
0 

'-4 
C

<
L
tL

.L
. 

.-- 
C

C
 

Q
~

C
 

2., 
C

o 
C

-, 
.4

3
-' 

4
.~

~
1
.' 

.3
3
 

C
 

.3
-

-
-'4

L
 

C
 

2
3
' 

-
a 

C
 

.4
 

o 
r' 

a'; i-. 
-

ct 
t..

C
 

1 
C

 
L
. 

a.
-, 

.-. 
C

 
C

C
 

L
..- 

C
3
-. 

0
 

0
 

a 
4. 

U
 

C
 

' 
4. 

4
.)

3. 
&

 
C

 
S

 
4 

L
. 

C
' 

n
. 

4,
C

 
~

i 
0 

4 
C

'';-. 
C

a
3
'.. 

C
C

* 
"C

 
'--4

 
-, 

0
3
 

-~
 

" 
C

 
3
. 

'S
C

' 
2
3
. 

* 
4
<

0
.

C
C

 
4
 

L
.Q

.-4
..-4

.4
 

a.

C
--, 

.'e
. 

-C
(I 

C
 

4
' 

U
 

4
-

.2
 

C
 

<
 

-

C
' 

4
-.

3..
4. 

C-, 
C

 
4
.3

' 
U

i
C

 
0.'

C
. 

3
-, 

'U
 

.0
 

3
.. 

.4
-. 

I 
C

--'

3
. 

*,....-

4
)4

.-'-
a 

2 
4
-'1

3
"'

* 
-' 

* 
a

o 
.0

C
 

c 
i..' 

s.a

3
. 

C
' 

3
.

-
.. 

..
a
,, 

C
- 

.
-

2
)

r 
4
 

4
4

.
4
. 

4.
4
- 

'2
 

C
~

 
-

* 
.4 

, 
-, 

4
 

4 
~

4
- 

-4
' 

4-. 
II

U
 

aj 
-C

 
-- 

~
4
-. 

~
.

-- 
U

..,
a. 

3. 
a. 

2
 

U
 

* -
U

 
U

 
-

'~
 

-
U

 
C

';>
. 

-4
--; 0

 
,: 

-
4
- 

si:>
 

4-'; 2 
'-'--'

U
 

U
 

C
 

U
 

C
. 

.-' 
-. 

2
 

C
 

3. 
4
 

... 
C

 
C

a.
C

-3
 

:4
o 

2
C

 
CC
C

.3
 

.4
C

. 
.4

C
-C

 
-

C
o 

.r

a.

C
.

a.';

1
. 

4
-

-
0 

3.2
4 

a 
-

4.2 
-

'C
-t 

-- 
.

C
C

.

03 
4
- 

'- 
-

en 
u



0 a

t. 
C

, 
" 

| 
" 

.: 
• 

v, 
V

..

* 
.. 

(3

0 0 
L

P
 ~2 

2~. 
1
' 

U
 

0
 

.

i
 

0

L
°
 

t



BI BL] OGIRAPHY

Agency for International Devclopment. Botswana Botszam
Road Pavinq Supoervis ion. All) I'rojoct Pa per. Washington,

D ~ I 4(Y 1 1,,, 1977.

Arkhurst, Frlrick S. "-oldom.; of Economic Intogration in

in AfricA," i fi . in thu l venties and ij qhties. New

York: 12,-i I V ' . I , 1( 79.

Arnold. 1uy, a di'' W.i s, i.'C,.i. -St aLC ic Hj.ih.wa's of Africa.
Lonan: Ju1 On-. IT ' ' n im.al 1 1 Ldrs Md 19/1 .

Ba ttldoi, W,. , ,. wu±' r. Nam . iia's .conom1ic PotO Lial
and Eisi-ivt Wnw 'ic it icli &uhAfiaBi:c .::- L I ( t t . ) c.:,:,-r ' i h i I,< n.. I h t.l--<v .i., ut d-5£ ;7fi -'i -K
I_. Tl.. I ,_.1,t) . & A ,Kl... < !( I .... . I .... t it , n I .d].

Bloom, pridi t. " m a" i' Fin ancial Times nuuvei y. London,
Ducembei 15, .I77.

Bretton , Hienry. 'Tho poliLicai lkolu and Fuinction of Direct

Priva, to 1014 ;n I ovu,; tIioi L ii b I c Cu . * .i I i 5 l i I . rc

M AMtcrrA tio A, i ;] 9-i1qjsn O" , ic r . . I. .t 0-] J, 1973.

,_> U I" 1..L . P(; 2 , , t*I.i tl . .- {.t]' II I ) )io ' t : ! t " ,... _l . .. It'lI ,' u 1] O IandIL Ti'~.1;1}-,, Link&:,-A So:.-(urth, Cj;a:tri Anid PATl.;- ,V l ;A.Z 1,]

Speia Reu. No 32 • nan h cn

(:able and ireoss; Ltd. Lart SLiLon ro,.sai . London:
C& Ltd . , 197B.

CAI'M CtnIl tants Ltd. Report on a Railroad Study Plan
for Bot..ana. Montreal: CANAC, .,u t 1975

Ci]ii-, J. J. "InfIrastLuctira -quircrmoents of the Mineral
.Indust i ic '&Ut.. i.. iCa, i n I l' ircps , O SOuth1'11 <rica

'102d ..... 'f1 r20..iO il" ,i'1> , r- l. .5 0 d OU Cj1It,1..
Ma y _ . ' Cand 5(.. .1 Li 0 I 35.TI ] )'i(.

oicallo n, Eria ., ' a . Poalin< "t ,.s*ana Mini stry o

C:o 1,16ICiii, IP 600henllAn Pa: 1:utnri, Cunsul- iui I y Engineeris,

AjpiIi, 075.

Cra.ri.As, a t al. Rp ort_ of a MIissi10n to Zambia . Oct er/
NOVno'Cm.. 1976. Loidon : Mlinis try oi- Over seash l~velopsient:,

Noeber 1976

431



Crocker, Chester A. and Hartland-Thunberg, Penelope, Narlibia
at the Crossroa'Is: Economic and Political Prospects.

aiingi-on, nC Goroonnversity, ApiI 11978.

Dei:artm- .t of Civil Aviation, Ministrv of Works and Communi-
catzo,-s, ,Q!A' YA} !C Civil Aviat ion rIrainiiicjg Confcrence for
Africa i clt itt-:.i:,- ( , - ' : ,  31 }.i., , -2 Ju,,- 197B . Bo,--,tswv., -n aCou;-i ]} , ..

Dc. I. : :I n C I i P- ', I Dpuhlic of South Africa.
ouh.', . ,. -- 74. Pretoria and Cape Town:

Gove. 1,:,, I 17

] 'C.:' . '.' ~ v "y A ica. [urm.arv of Economic Data
'". 9C to 1975. e .... -: UnitedLa . ..

}I cC'r' -.-,- ------. .r -.fT r ic a c of Pc ,:c Data:
1.2 N. o: tL i onT s ] D 'cc 1- 9/

3, '.' 1errent.

0C er 1t i -(jt' ' 2. . C: . Com unitgol

1 02 P C:r- v. A,, r - , 7C

'~2 ' ~ a~ t1 c.a ~ x~. .1 arc, t Pla : 1976-
Lo o,2 ( l ' .: *L 0'i ten j 2977 .

111 sc c- oic Don u-o-,~c.c nae

(~~ I' C'. I. Lt'' IC:&A t h C)2 ~
G , a,.: ' . ,: o., t- : u .t 0 - 1 0I .. , . - ',, 7o t .

dra :; ' . o 1:h- i,% .' .''- I £ ,V - - i-.,43: 2It th o

ar<'' t'ir .... 29 , - .1 c-:7 " o'. . t..2 f( I 1 " f .. .. . Lu oth our.

d' ('.,,;,ri~s o t. t A :ay [ 432. /,
i-u r :., ,., " < " : ] ' i ,- A _" ] , ['7



Governllc-flt of Mozambique. "Second Draft of Chapter XII
Posts aid 'icjecoi.rmundcations for the Third Plan." GOM
Dcceilcr b, 197- 7 .

t cii...i .. oad (draft

pO['.1 ) CLaL)tcr NI I'" G1IM, F('Lruar 14, 19.

Go"Ve -nirle ut Sw i . I. . l d0 . - , :.1 A ;C,cIr0L Ct, 'itch ical
,%S..i:;t~dIlc'( 19h.20 Ii(i enlt U~'!L r tllh' Mi Ii ot cx' (II Vorl]'1, 1c'OV r

ci 0 (1 C ()IWO 1 (Xii ti '!0 . '' f },tu1( I; : (I,., Vi"L r' I (Iir;c

IOV , r' t i ,i .%wa i li i .I I CtO 11, 'Yr Tr :' , t, Ct jun (u;,,ni iatLion.

"(:hii't- r XI!." '''cic~ r'rert p1]r. M iii:c': (iS, .'.I ch 17,

I~~~ t'~ (''

, Q nk,11 nclt I 1,..:I-_ 0Li0. '011.Li CC tL Vc s f I 'll rc d I I n.

Ci'i t III " aiu: P IS March 1 (, 1r7 (drcti t)

(I '' cr't o F1 " I e ' c>l md on a] 1,.,ol o en t Plan:

l I l- ' ('1 . . (3 - .

(.c, vc; i'b. t ''', o ::v. ir ua d "'J'tir c [-aft. Liiat'Ler XiI] - ''ransp ort

Ci. Lc- L I, 11 .'' . t 0: 1i 1.L 1.1'1( : 1' DI t C I Ick ixe \  1 (IqTi n rL-1zation n" IMCO s

' cI I cii ]',-, t aii < 'C - ,i o -o .0 luoncoY. : ,ctmct~jhs Lirrited,
S. (d.

T r nt J O ,: :ur (..If icc. 'i, 1 ti tt:. I e Ji r) )oij j- CCc on

LI .cxiiw nt i ,11 1, i l I I. Ir -c cu i r-0 tn J -(i t I I c e ci
L ,Ac .'I crna t v 0' I )II 'i l i t Iu arI,1 S . IIi tcC.

I "tC1 ao "1 I Di , 'oL I I r' l e I

m tc.rnatL ,i ". ' ' I 1r an, -c t: I 1 C CI i c

I)cV(2ic1lu t  " - . I ',' t iM ", , ' t 9, 1 977

P nY 0 (, I .) I X 1 '. I

7'~ JCS Dc Ib' C1 - ~'

.1 f.L o s ..i l.>,. 1 0:Ci I- t 1 .J 1. .

N o i'( I, e ti I :; I I C I l ' , Ll , t", 1",'..

7~ ( ll C ld 6 1 ' (1 t w).~ I..(I . , f) J.C.. , ut, 1•01 (

,10 , tiiI IIt. Fund 11(111 1c I. fii( oibc I- L'u-'I fS ia ta -I ' 1
Aa I7 ci- 1 71 t ,, I ,, / <.8 ,1( I ' I t' 0 XP I IM i' , 1 19,Ari I . ..nl('nBI .1"/id 7:IiL L R 91 . :t a':i a' h ,(j- _-

1 9) 10.

433



International Telecommunication Union. Republic of Botswana
Telecommunication Decelopment Plan 1977-1997. ITU/BOT/01/78.-Jie-a 1 'r- Pi:,-H !*V 7 8.-

Inter nat io l] TI 1 communnicat.ion Union. What is ITU? Geneva:
ITU, .l974.

Jushu,, Ch arles. A Railroad to UnIlock ,otswina's Mineral
Pote n l ,. (draft q - i ) . A -o T o - i ni (.r-' erce -
Novuobr ( 6, 1977.

Joint Workam:-, Co'im ittun n. the1 'nninq uF tLt Take-Over
of t , e of Pail in v . Thl -. .ir t I 'kpiutt of the
Bot '" 1 ivn t 'hw' sl a R lw-] " w. tt ,(. . c; Cokt m ttoe
for Ow ',-ik of n? , - . th J- - -'i in,W ' "' .' ' ' ,- (I ... .... .l tt , UI hbu t..-sw"':Ln.a.. ,00 ......... a!, , ,.nt: W',_, V-1, ; !: ~ - t t-CL:, -, r, -- 7 _

Jones, David .Aid and . , - in Skuti .rn Afr-ica British
Aid to B swn.1 , t u ' ;: I oo iooi htlm,
[ -i's. '"c, ( ',,.-ill: 10 1. ; r .nt ln titutw, 1977.

Ea ,da. , Krimt. .S1 ' ' c ."t:,il. 12, 19'7 .susp cn ding' Third
Nat- iwl u£v, .iq' n". V.t 1 Lon, 7c.' "

KO:"Cna2w" i, VI i n:.l,.. A. Boctsw,,ana's Devclon:murt P'rog lap:

' .11.1 ' " I

1. .. '.'±L • l ' ' , . ica U I
A C'

nio.l ]-.yil, P. Me. South1rn African Customs Unior: A Con-

11Z .... - . : A, 1 t ic ior. t., to,] 1e lark M5.
iilv ZP y r t .I ±1IL ~ U

. . 1 .,r : f i, il kc nC. r  -. Uc lre an d Cairlu.

: 0:, 3. Z.H. " ... .". i t r s(ut Afi-can

and F AWIP, ,:'.:.,, N k) f in t ,
" ,,.: 3c 2'" ,. .

• - .. . '. c'i ,

"" .'! ,: ].ic ,: ! ',, ; ,:m , ;  : '- " " ' '" u :!!.i: :.:i c- -a i,12

1 -1

SIt(
)

1 1,1 ic /;

434



Malawi Government. Estimates of Expenditure on Development
Account for the Financial Year 19/7879 as L-ad Before
P--h-]I' t-- n-Tt-KT-arch, 1978. Budget Document No. 2,
"I o L~ , a! - < -A e in I: Ic { -i ni{{ -- --.-d .

Malawi vex :.ment. Financial Stateinent ].978/79. Budget
Documy':t N. . 3. Zonba (kmvrnio:nt 'r :.Iter, March 1978

Marag;emuent Aucountant's (Office, LIMBE. Ma lawi _ai iya_
Statistics. Lmbo: Republic of P'alawi , .c', enbc.-r 1977.
(pr _ ovTi o <.: ',

Maxwel ,t,:mp ;ssociaL, t, Ltd. Owti l. Iproonal for an
Era i et o i n n and Yicn.mi c S yu-v, of khe Tr, oi.y s ' 1!aari

- ii l. . in .d : LMd. ! Econoic Consult an-s -,-Ma 1978.

McI ' t.', ii-t.., Curre, t Problems of Economis- ie r a -

t ie0on tW e t-, s P ( . r ---- ,ef c-, a, o "auGe A n? Ib -" .. .. 1t.- C. u}.l ,1:a PIE~ ~rt. I .1 . : g
Devc ]c, 'i'' yU iu .... '1... ',B ,3i . .... e'a. I ... ] d ....] ations
GA(,P, ur<.nTtp Pn Tr:, id, andt' Da o pme'- n:.:-t., 1974.

M. :, P. P ''i . M,.suin . the Ex:tent and Dimensions of

Middle ., i, Tr , 4 ..,"atio .ju g (MATS). AID contract

AQii, 1-5.. , io iL .  Ca. Il t. : 'tnf -rd Research Institute,
July 1( 9.

.M.ini str, of (O)v:'rs ,a Dev'.'ciot',r,, . MIO::: In v. . o - Swa.i-

a d-4 inrl of a missi or it s h' 'i c i" C i o

"try i. g' ,- n" 7 Lond( nry ox O parcl n 1 77.

Ministry.' ' Ove rsea On an ( -O- t-, .(. ..
L ~e s o t h& N o , .v W - Y'r I -)e c o r, l o r- 1 9 7 . ! ,: ..'d n .: - ( I V -, > ,i,, j'm b]i!:)7 (

Minlistr' of (v non ce It e 'n1.c'rvtey of hoeianS,.

Manry Gon men foi t" Pr'i2 1 i.';

1. 7:6--,,. ., ,arc: G3, n.d 5

Min:istry of Works - Road Bran,:t. (S,;ma y of Operations of

Brantch.) (v.nh!oro( :: : f'{ Po .,] ic of Boctswana.

Min.s:>try of Wo:rks and,] Supiei s. G;o,\ernwent of Malawi National.

n.d.

M i n i s t r y o f F .i n a n c e . E c -: , : i .' u v : .. .. . . ... . .....P h o d e s i a . S ) a l i s -

bury: Gover,:nmen::t Pr inte:: Ap~ril. 19 6.

435



Mosely, Faul. "The Southern African Customs Union: A
Reappraisal," in World Development, January 1978.

Mozambique. Africa Aij icAlaJvsis and Resource Allocation
Papr (PAR). AQ0r1ov0d by the NSC interdepartmental
Group for Africa., 1976.

NaLional Statistical o.ffIic<e. Anniual StaLement of External
Trade - . n:-. a i _7 4 and 197_) .- 7'.a -Gouvernmen9t

N a I (t off ice Malawi - Monthl. Stati stical
IPullc . 1,'.::a * O, A X1. 1. 78.

Nat ion Ft.. it. cO Off ice. Malawi Statistical Yearbook
1 07 7 . :. : ,O r, mt P'ri nt r,- M -arch 0 % . .

,NORAD. ]-Ura] h.;-_a-d: y - A..= 13.: Pc:,'r't 19t77 (fr o L~swan a) .
Gabor?,loe: 03101-1[ ]919Y.

Nort asy: Dis t'ict C. cil Norh, Ea t t i. '' t Develop-
m e fnt tC ou .r n i t t e- n . " . 'N . u V _ E -1 0 .._ .. 1. q j P._" a- k. -_ t - -I . 1 a; q' . -.1 ."_ " 7 7 - 8 2 ' ... .

Wf:Ic,, of the. t r,.cs<;]],;'nt and, <'Al n,,t .P"mnn.'iv,. hlar:n W '

" isiOn t Malawi 197- - resu. ts

Officc of LK ''1 . Kinet Ec ,'nomic rlan-,-n p DIvision.
Statc.,. t -f -' o .iic.es - 1971-0 . T ZomL<a
&TKw frwry F ' - c YOU--------

Mice of On P.... ' .u, LL Of the lrited Nations
Deve ci. m a t  Pi I-" var' m I in Malawi. D ovor .t Assistance to
Malaw..i - ,'.:'.wsc,i.al .hw rt. for. 1977. Li lorawo: U0,,D 1, May ]9,"8

O f ,:CL Uf !OW U.''7; %.'Wsj [ ,t R: un; ;.a .' c: t : D<--
K' u f :,i~ . Jl '+ _ 7- " ]{17 . ( Ii tru.n: I D ' lMay ]197 8.

the , n ' . t an! ( 'u - .1 o %z et'f (f 1 P

L9

WPC2U1.1ic of ho .'~.'.Z lo-F 9 intimne of(C 'XO uc fromv

int Ii 1. FK-T"n.'i.

436



Republic of Botswana. ProectDescription__ - Roads Traininq

Centre. Gaborone: Ministry of Works, June 1978.

Republ ic of Botswana. Project Memorandum, "Main Line Rail-
way Technical Assistance. IDPS 100/5/5. Gaborone: ROB,
October 1977.

Repmublic of o)tswana. Pci ,ul ]ic of Botswana National Tran-
prt. LI cia -! Terms of Re feo~,cr_ taqe II , n .d

'ep'uLbic of otswana. Terms 'of ,ererence for a Feasiillit'
Stucy 0 t( . Tuli Block.. Roacs. - 11orone. Minstry of Works,
197 .

RPc-u 1  .,i alai. %igloa i aia .'s , l. C'o.Ilen'0dium 1976, n.d.

Peluhic of MalawM. Map.s Illstrating Develo pment Projects,

1978/79 -- 198/ 1.

Robson, 1 tr. "1-*a(,pai nc o uthern ,frican Customs

Union A o" .*'i, in W Ir lront, April ]978

Shaw, T im c) t. c a I d Pr c) onr.- : The I: velop--

ment ind For :,n c ,,I of Ti . the2s, Ohio :.rs011
Hlouse, I . .

Sedma na n. N e v a . Suth Af. J c and 11 :t nationa]

Corporations. Cestport, cr. : - w ec c,  il.1 t. Cu., January

Sout- .rnca Ti ns,,i c r t io' Arto! I a:' t1 r'ni n Stun. qID
Cetr t~ctt7 K7 ~f)r-c--113~ - .... Louhis Pre: i _, .n t ern: a t 1c :Ja], , Inc. ,

SCptLit 1, r976.

Storlc an, Co . in. "Fore iCjn Cap'ita and the Reconstruction
of Nid Th. arch 1, 1978 (draft, pa:per)

Tate, ' ... . ineral Raa ways a-d -ro-'ects in Africa:

The.ir Social an(] Lcon omia.c 1mpact, n.d.

The ev ct.ment Fank o'f 7. ' '" .. rort 1976-77

The "u ,e :e a Ce-mo '.I tity a: o ciated A e rican States
and t cia:;asc:ar, 1low tLkI' 1-,, ; 0- 1 n:- i 1 ....

. .. .. .. a r

the LC, v10 .",l C_ , t i os.. u o s -s CJ..: on of t.

Thomas, ;',o fga': Toid s Acce, talio cve I opment Stratecaies

for jn- ei-, c -i. .: . , P,,, . er 1977.

437



TRIMAC Consulting Services, Ltd. Executive Summary-
Botswana :. ort Conti ngency PIa-n n Stud . Calgary,
Alberta: TRIMAC, n.d
TRIMAC ,onsutin; Se.rvices, Ltd. Tnrn-;jort Contingency

P1 I on S" q IiocuVarit X, Rai I s " (flr\', Alberta:

Uit' 1 K i c'11 on ra ond D velopmlment. Current
Pr. lw,. of ', om rir jnt.qrat.o - the Distribution of lyenc fits

ii I :e, - .u L ] ' -!in ,j-~-TD7- 7/ 9 4 ,

UAe Nao0 1 'nntt.r.incw on Trade( and1 Developm~ent. Current
P'rohI 1m o fv WI nm u 'Ii In te t ion - t Th P a-m o: Dl s, trila-ur ion_

- ,, n o '

1 tel Nntn Confurun'c' an T1radec and De''olopiierL. iC o n i C:
Co- nn n ti a v~ 1 1 i L a t (.1 on T lniI Dovo I 311( I(O c k Int-

ID - A t 00 1 kaT cV D,~J -_WK- 101 _7 701 -umei -o_ F-r,- I I, TI, I IV, V.

United (I .: n; Unnfo onc- on Tra c, d D cl,]OI m''t. T(rm al

Mrto thn 01 lun9y Miso.U'IWA

Irc) ..:lntil(1.- a:, I.(;< i L an S ].i-t i(:) r ti , bo.- tr s.i L977-'
Ui:ted< Na~tion Ci, L,.nfo~roinrc, an: Trad, and lUv-!o.m<n. ;:-NC;AD

(In i Ledc Na t' ton On('~ vacI~iij . Prcwfi L !o ciftun av
Prornmin and1 frjcs Pona PtA00 Or ATIh I )* 7ca 7

Un i W Na t i 11 1 1pv L, ''PrtiLfl 10 tar t rv Pr" am 1
niatedna. i..ona:s Corinn t Por:l,-. a. Pofile. of 1/, t Zambia

[nito, d Nat :ns D v(' o t ro ,-., v.v. Proj of t Gove43-8

men n S.% la tt t) Ih: ad,.. "Tra ) '. .! ;:i,,n . i ; !.' for. . . [ { ]
iH i7 ,,][ :": ;e ,o .- : }',""'.,.. . Ltd0 .:, , _ .1A 78 110-;5 n .

l ~ ~ oc I. i - l:.. ' C ::.': ,:Y,,: ( ,... c,: !Y ., ,:!d b,.... .::m,438 . < / ,



United Nations Deve lopment Programme. Report on Development
Assi £ tance to ambi a - 1977 . u sa k a UkP -May,19J8

lnite.d N a _io;I a; Dc v<.]o1(mcnpnt Proqrammo.. Sector Profile:

T'-a%190ort. and c'i .... V .n.. c.LJon- i. T - ..a. 2inT i on
Lu AN: U:, , ,',OV I 197:

t Not i,.rm, [ v, 1 ';iv n, 1 oqi m in. I.nit e Nations Confrorunrce

ol D<'. I (! V; t and ,(1 coda.'' x1 ) afyl Missi o F,. 1iqn

Tradn~ P 'V. A' i n 1)P 1 ann i nq i i K- OV '1: 10 (I -H-7

I f 0tiv'.', - q i n {i A' ht a ' E, xt ernal Sector.
U, u''i'19 7t

U .ItLd N at ' u u.*' 11 c and Soc i ,unci . A. i st ance to
Lesotho - R,.'Vrt of th. Se.cretary-Gone( ral . A/33/112.

w-' -i t Knitu d Nttio ,, N, al Assml y ] , June , 1 9 7H.

d V . , : I.o. ., M and. ,,;I, ouni' . A t vi t.iJ s of

T r a 1 o zn'I C o r a " t Tnnpact 0o1
f1 K A. i A d{ :, 1 1 Wi 41 !it r-. t.i: i " A:," A 6. )-9 ... --; York . .

U'ited " t~1o:,; Nuin:s .....-o,,c an; d S'ocial Council. "Ass is-ance to

. ':' a: i : .. } i : f to.0 5- ec'rtary-- nn;r1ora]. "-r.id:.T.. fr-
-o or -, -

*- ) '/lC[ ).4 []O:~l C an< 00 j" A" ( u. -_0

.... . ins Economic ad Soia' Coucil. Astance to

Mc'. ar'b u'I '. E/5812 /Add. 1 . Now "or : BCOSdC.-ay5;---6.

United t. ions Economic and Socia! Counc i 1 .As:;;istance to

N:n -in b n que. A 31 /266. Now York: t( 'S>., Et-SC O, ' e- 9,1-"7 E

.0;: ti. .' ,,. )r, i;:..... ",; u'9,"' ; "1 ( . '"C': .01 (" . iC ] .A Al 'J.. ""5_t '. :,.' to0

Knit. P50502(9 Ew mc and Social Counc1il~.1 Axws12tAnc(w to
'.L.. . .A/,32_

)
/96i . Notw YorkI' : FWQ56C,7l'J -[ # ]Lunr' 9 ] 7

ni to'ns Ecem.c:):) Vic anld Social Cou;'ci ] . 'Assistance to

:.'a, . l'-. t'( j 1;orrl 02 ta,,: P',: C' <to r, 'q'nero] 1, '' ,I] <--7)-7.8-(dr<at

' .-t1 .d ra ' 'n'- '. o :il for N amibia. con<,ic Exp :lo ta..o of

1, .- i ' ,. -* ' ' 1u' 9 . .... (1CI ~ j-' ti 1 L snv~:11(
n,ribt 'I y SnU Afy1 jiwA.', 111( York:t'1 WN~e JWWAI NOW Yarl

US:- , 39 ./

439



World Bank. District Road Improvement and Maintenance Project,
n.d. (excerpt)

World Bank. Economic Memoranidum on Botswana. 1832-BT.
Washington: G ; 1d .1-nk i Ap. ri ] .1 78

World Bank, . Ecuonmic Momo randum on Lesotho, 1083a-LSO.
W.,a:;h :,- .t:-- .1-i B-ank,-dub-- b, 1976.

Wold IBank 1con-,mic Mmorandum on Swaziland. 852a-SW.
Wash 'nqton 1~rdBn ooie ,17

World Bank. Lo sot-,ho A Do vc 1 onmo ntCh a i len q. Washington:
Wo r 1.d B3ank , (Do t: ob r 1 i75.

World Bank. Malaw Third Hiqhway Project. I'1607a-MAI.

Waslinton, DC; Vivid Bank, .oucober 7, 1977.

World Bank. M,,m<randum on tLh E,, am, of Malawi.. 1966-a-MAI.
Wa...liii.. nD q tu _ 3(, 1]9 7 7

Wo(r'ld Bank. P..r Ec imic DyIp' n1j, Proswects. 560-a-MAI.
Washi :uiti, DO: ,,Ld bank, 1 4, 97

'"rld Bank. Zabia - A Basic IEconomic R'ort. ]586b-ZA.
WAshin gton, DC: World Dank, (V tobur 1977. (3 volurnes

440



CONTACT LIST

Transportation and Teleconmnnnications

. Washington--,April 24 - May 26t 1978

A. Agency for International Development (AID)

1. VIVIAN ANDERSON, Deputy Director, Office of

Southern Africa Affairs, Bureau for Africa

2. MICHAEL FELDSTEIN, Chief, Southern Africa
Development Analysis and Planning Taskforce

3. PAUL GUEDET, Chief, South Africa Programs,

Office of Development Resources, Bureau for

A Africa

4. LEONAR.D POMPA, Desk Officer, Office of
Southern Africa Affairs, Bureau for Africa

5. THOMAS QUIMBY, Director, Office of Southern

Africa Affairs, Bureau for Africa

6. ROY STACY, Director, Southern Africa Develop-
ment Analysis and Planning Taskfcrce

7. ROBERT WRiN, Desk Officer, Office of Southern
Africa Affairs, Bureau for Africa

B. Department of State

I. CAPL CUNDIFF, Director, Economic Policy Staff,

Bureau of African Affairs

2. WILLIAM EATON, Office of Director of Southern
African Affairs, Bureau of African Affairs

3. DENNIS YEOIGH, Deputy Director, Office of
Southern African Affairs, Bureau of African
Affairs

4. JAMES NACH, Desk Officer, Office of Southern
African Affairs, Bureau of African Affairs

5. WILLIAM SWING, Alternate Director, Office of

Central African Affairs, Bureau of African

Affairs
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C. South Africa Development Analysis and Planning
(SADAP) Contractors

1. ALAMEDA IARPER, Public Health Specialist,
ATR1 CA:

2. KEVYIN IP( THV'R, Special Projectq Officer,
Alt I Q

3. LAPRY W,,IA.MS, Project Director, Health
Sector Sturveyv, Family Health Care, Inc.

4. WI iLIAM I(1O1N.ARIE, Project Director, Aqri-
cu lture Sector Survey, Department of
Aqricu] 1ure

5. EDWARD VIC CKERY, South-East Consortium for
International Developwent:

6. FREANCI.S 1<0 ,LEGAY, Information Specialist,
African Biblioqriaphic Center

7. DAN .A'Iii, xe, cutive Director, African
Bibl1 joc-raphdc Center

II. ondon, Enoland--Nay 29-June 4, 197H

A. Ministry orC Overseas Development (ODM)

1. PESTER CARTEFR, Economist

2. PETER FRE:EMAN, A rea Officer for 7imbabwe

3. PETER S. MC IAN, Director, D.ivision for
Southern and Last African Affairs

B. IGnttaloe-n~':np$ :.Maritime Consultative Or-

ganizat ion (I',!('

1. ' -!I VASI, A .V , Secretary General

2. VENNPtI' API I

C. Tr an sma rk

1. MP. COBB ETT

D. Cooper and lybrand

1. CHRIS FOSTER
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E. Center for International and Area Studies,

University of London

1. DR. ATMORE , Director

F. Institute of Comcnwea1th Studies

1 . BR. ,I AN , 1 LIAN

II I. Warrick, F,"![and--jlu ne 5, 1978

A. Department of Sociology, University of Warrick

1. DR. MARrTIN LEGASSICK

IV. Geneva, Swit:zerland--june 6, 1978

A. International Telecommunications Union (ITU)

1. RAS-WORK , Iea$, Africa Division

B. International ilaboLur Oruanazation

1. ROBERT RAC, international Institute for

Labour Studies

2. ROLPIH VAN DIfR I OEVEN (Emp/Econ)

C. Associates Research Consultants, Ltd.

1. DR. U. M. SA''NICE

D. Lutheran World Council (LWC)

1. DR. MAU

V. Berlin, West Germany--june 2, 1978

A. German Development lTstitute

1. DR. P TFER P. WALLER,

2. U;. SCIJUI:i. BARTH(LD

VTI. Nairobi, enya, June 7-12, 1973_'!

A. U.S. Acnency for International Development (USAID),

Regional Economic Development Services Office (H!DS0)

1. LOUT S COPEN, DIr PF?TOP
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2. ROBERT BELL, Department Director

3. MARTIN BILLINGS, Chief of Economic Analysis
and Social Projects

4. DIDI BLANE

5. HELEN SOOS

6. AL KARIEN

7. MKTE RUEN

B. Regional Housing and Urban Development Office (RHUD)

1. DON GARDNER

2. MIKE L IPPE

C. International Bank for Reconstruction and Develop-
ment (IBRD)

1. JOHN NOPTtl

2. RiCIIAPD CLOUGII

D. Kenya Government Ministry of Finance and Plannina

1 F.P ED EDARDS, F'ord Jdviser

E. United Nations Env,.ironwenta1 Progiramne (UNEP)

1. MARE GILPIN

F. The Ford Foundation

1. DAVIT SO:C::, Pcc.iora! Director

G. City Bank

1 . MR.

Xi Gabarone, Botswana--June 12-'6,1978

A. U.S. A0ency for international Development (USAI D),
Office of Southern Africa Recional Activities (OSARAIC)

1. J*f)lhP PR. IIhEMIN, Project cfficer

B. Embassy of

1. MR. MP) )FU
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C. Government of Botswana (GOB)

I . KJE.L., S(iBI.:RC;, Seni or I lanning Officer,
Ministry of Works arid Communications

2. JULIAN RIMS2.L, Pl]anninr officer, inistry
of. Works an'. Commlnications

3. C. W. MC 1E INZ Ih, Deparmint Permanent
Sec ectary'', Mini. stry of Works and
Coimirun icat i ons

4. IIA:VEY DI PIIR, Director Civil Aviation

5. 0. NAYA,,, Po].ilway Adviser

6. MICIIAIEL ;Ei-VlNS , Director of Economic
Aflarirs, Ministry of Finance and Develop-
ment il a il n,;

8. STIEViE LF.xW[I, !Eci: rnromic Consultirant, Ministry
of Finian ice arid )evcelopimient Plannin;

9. PETER, AGAR, I'] nniq ifficer, MinisLrv of
Min Ieral Psorcs AJd Watr Affairs

10. PAU . K . , I i. I { i .',.r , M in i;stry of
Minera l -,,oi ,'> :rai P~ a d tr Affairs

11. CHIJZ Wq(n:; , Min,.istry of Mineral Re-
so rces a d WatFer Aft 1 , ;

12. M,. T[MPI,, Dir c't:or, DejpaLtment of Posts
and 'IC ]ec(o)Iiciii i. io,1 Ois

13. ANDY }UI.I.MAN, Chif R oads Engineer, Depart-
men t of Roads

14. DAVID XLNE.; , iural )Development Consultant,
Ministv' of Agriculture

D. Unit:ed Natios Ie IDopment iProgram (UNDP)

1. J. ,VLUNLVI V

E. Embassy of Canada

1. MR. IEAP

F. Transmark

1. RICHARD GREGGORY
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G. Norwegiin Agency for Development (NORAD)

1. MR. ;TOJE, Deputy Director

VITT . Li] onqwe, Ma Kwi -- Juno 17-25

A. U.S. .mLa.sy

1 . GI Ii;R'T SEIIL [NBAUM, DCM

B. Government of Malawi (GOM)

1. WM. BANDA, Ministry of the Treasury,
T rCa s u ryV Un d-r r e C"t a ry

2. G. KALINGA, (Of ..ice of the President and

Cabinet, cnemic Pladnninq Division

3. ,.C.. MIANCI 0 e oi tho President and

Cabinet, I c(,fl2 I<' lIann n: D .ivisin(I

4. E.D. SILMPU , -fice "f th e Iresider t and

Cabinet, 1'Economic P n Divi, s)1 -iS on

5. A. Y. HH( Bt3, (nfic, tof c h P wsi denI!C and
Cabinet, E:conom, ic Plan ini 1 I isio

6. K. E. ,]. SA NJA, .ffi. of the President
and Cabi net, Deovelop me nt I Dvi ion

7. E. I. CiIIWEt.L;, C fflce of the President

and Cabinet-, 1)e0,ut_'y (hie f Deovc 1upment

D vi sio

8. JULI,UI ,S B. L. MALANC , leputy Secretary

Ministry of Tr ans:port and (ommunications

9. E. A. CIIIMWAYA, Pri n ipAl Transport Officer

Ministry of Transport and (,mmlnic',ations

10. M. A. GAMMlAYtE, 'lTran;ort .loEnni : t T. stry of
Tr4an5spr:t and "'innI ira t i ns

11. A. M. I. FTf' CLMRA, Principal Administrative

Officer, Miistry of Transpqrt and Communi-

cat ions

12. II. K. MWtKIAIKNJF; , Civil I:nqileer, Ministry

of Works

13. T. M. KALINDA, Economist, Ministry of Transport

and Communications
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14. C. W. MAD]SE, Engineer, Telecommunications,
Ministry of Transport and Communications

15. ROBERT KN .IIIN, Deputy Secretary, Ministry
of Works and Supplies

16. S. M. 7. KANA'A, Ministry of Aqriculture
and Nat l sr] t, 50s rces

17. A. J . H. JERE., Undersecretary, Ministry of
Educat ion

18. J. OULTO)N, Senior Technical Education Officer

19. C. T. BANDA, Senior Education Officer
Plannj nc:

20. G. J. , :it , Senior Education Officer,
(Teacher Tr sinino)

21. F. R. CHIlIV /;v,,, Senior Education Officer
(Secondary)

22. M. G. riMWI;NIA, Chie: Assistant Education
Officer ( 'rimary)

23. W. K. SIHI[NGA, Education Officer, Statistics/
P lann i nc

24. E. Y. j. NGAYE, Education Officer, Planning

25. R. N. NYITONGO, Education Officer, Planning

26. B. Y. C. GONDWIE, Ministry of Labor

27. B. B. MAWINDO, Ministry of Labor

28. M. E. NYITRONGO, Ministry of Health

29. II. G. IUNSANI, Mini.stry of Health

30. J. D. MANDA, Ministry of Hliha)th

31. C. L. MPIIANDE, Ministry of Finance

32. M. B.KA.U'IIANP'3BE NliKOMA, Ministry of Finance

33. T. F. GOODANEW, Lake Service Manager, Malawi
Railroad, Ltd.

34. J. L. BYRNE, General Manager, Air Malawi
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35. G. ELLIS, Deputy General Manager, Malawi
Railroad, Ltd.

36. G. IH. VOODCO.K, Manaqement Accountant, Ma]lawi
Railrocid, Ltd.

37. F. V. WATS;ON, Ch ie f Engineer, Post and Tele-
Comrnur n 1a t. 1 On

38. MR,. MI]GI,, 1 pot is ,t r General

39. PETER BROWN, Uro,:..secret:a ry , Ministry of
AgriculturIe and .a'atura] Resources

C. European :oncmic Cu"unitv (EF:C)

1. MICHiAEL IidA[iN , Cunselor Hand.inq Economic
Quo s tions

D. Ministry of Overseas Deveiopmcnt Regional Office
(ODM)

1. W. T. A. COX, Head of lDivisiovi

2. M. W. TODD, En ginecr-ing Adviser

.X. Lusaka, .Zambia--June 25-0, 978

A. Government of Zambi a (GOZ

1. M. . . , Y:inistry' of Economic and Technical

.C;pCe .- i

2. PWP;PB L,., ir ecLor, Department of Technical
l :>2. citi1 '' a.nd Vocational. ':'raininci

. , r.ecto;r,:D p-,nt f t:-', P p ctrent
o, ,i):I an: d Yn ,ct-ona] 'rani nc:

6. . . 1r- P AFP , n :t : re cat:i , n and
rp ", t (T '!! A ,c io 'Ja wr i :'a-

8 . V *,( , •i sr ,tor , u . artmInt

6. 1., H. S i..'A:Y.b] , !wj,:ort x of Education , , . .,

8. Y,. MP'0,0:C "YO}-, Anni::ston ,,,wf!<, n-tary,, Dupar:!tuant of
h:duut ..: ion anO, V.<<c i i ,-l Tra-k: intn;



9. 3OIN ADAMS , )epartment of 'Technical Education
and Vocational Training

10. E. Ml TUL !: , Iwpart. monL of Roads, Ministry of

Public Works

11. T. NGIn)T:\, i i-,C ,r f Pons(s, Dea)8rtment of
Roa ds, Mi nistry n ! Public Works

12. A. P. K14 = , A;to M:an ur-, Kwi lhinq, Posts
cind T1'2iLc F )FI(':'.IMI (:'7 Lt J( :. A,',, -:, 1(1 1~

13. G. S. Y 'IIC F; , en, Aniaj, Posts and
Teleuomuni cotA. c CuA(915 h1atioun

14. G. J. D[ ' QIEY, St fr De,'v loo:nt Officer,

Posts and Telecom;cai n Corpora tion

15. 0. II. IEIMBA, Ministry of Lands and .ricu.ture

16. L. ,J. S11 MAPONDA, Secretary, Nat:ional Transport

Corpora tien

17. S. W MrrAI , (perations Manaaer-, Posts and

Telecoumni. cat ions Corpora t iAOn

18. GEORGE I04JAf,1,15, Manac ina )i rector , Zambia Railways

19. E. M. AIM WE., /,arabia Airways

20. L. MALAYA, Chief E.:ngi neer-, Fr ei hthu dinq

21. i. NUGARA, National Transport Corporation

22. P. K. BANDA, National Transport: Corporation

23. R. C. MUKHMA, General Manager, Bulk Carriers of

Zambia, Ltd.

24. J. B. ZULU, Deputy Director, Civil Aviation
Depar tment

B. Swedish International Developimn. nt Aqency (SIDA)

1. PER K1 IE:R: "TZ

C. C"nadian International Development Agency (CTIDA)

1. Keith Olseii
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X. Mbabane, Swazi2and--Julv 1-6, 1978

A. U. S . Aconcv for 1 r t- - rnatio n, Dc lveIpitient (C USAI D)
Office for :ToLhorn A,-rici ,cq<;onI Ac .i ,ities (OSARAC)

1 . H OWARI) I,!; iLH C, R, I conom is -

B. U.S. Eiubassy

1. JACK SACHI(OB

C. Guvernilnont of, Swa 1ziland (GOS)

1. .P. M. III:0MIC, Ministry of Works, Power and
Com|it.Im ] icm ! t-n c Lons

2. 'AY P.! : ".,...,,, "Iini stiry of Works,Power and
C o 1!lm 1"111 c; [ .i r) s
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