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Abstract

Much of the literature on African transport has traditionally focused on the transport
corridors consisting of an export harbour and an inland transport system typically consist of
a railway line linking the harbour to its hinterland. Tanga harbour and the Tanga-Moshi-
Arusha railway line constitute such a transport corridor, but a small corridor which in the
trend towards port concentration lost out to the larger ports of Mombasa and Dar es Salaam
which are supported by longer railway lines and larger hinterlands. However, although
Tanga port lost the competition with its larger neighbours this does not mean that transport
in the inland corridor has disappeared, rather the transport activities were reorganised to
serve awider East African market. This paper isthe story of this reorganisation.

1. Background

When Taeffe, Morrild and Gould (1963) wrote their semind paper on transport expansion in
underdeveloped countries, they described the typical colonid transport system as consisting
of penetration lines or trangport corridors (mostly based on railways) linking export ports with
their hinterlands, but they expected that with independence the developing countries would
develop more integrated transport networks. However, in Sub-Ssharan Africa these
expectations have generally not been fulfilled. During the 1960s, around independence, many
of the African countries experienced a short burst of infrastructure investments, but it soon
sopped and for amost two decades (from the end of the 1960s to the mid-1980s) the
trangport systems stagnated or even deteriorated, and colonia transport policies to a large
extent continued unchanged. This was patly a result of stagnating economies, which did not
dlow for large infragtructure investments or even aufficient mantenance of the donor
financed investments which did take place, and partly because the import-subgtitution
indugtridisation introduced in most African countries after independence did not take off so
that the economies remained largely resource exporting.

However, two changes took place, which were potentidly important for the transport system
but in redity had limited impact:

*» The import-subdtitution indudridisation, together with heavy donor activity, led to
rgpidly increasing imports, which often became larger than the exports, and shifted the
direction of the transport flows. However, as most of the new industries were located
in the capitd cities, which are mogt often dso the ports, this generdly did not lead to
the development of more integrated transport networks. But because imports were
mostly higher vaue goods, where speed was more important than transport costs, it
was ingrumentd in shifting freght from ralway to road trangport (often agangt
government policy). At the same time, inter-African trade, which could have resulted
in a larger integration of the African transport networks, for a number of reasons were
generaly not favoured, and the transport corridors to the land-locked countries were
the only inter- African links which were devel oped.
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= The contanerisation which from the end of the 1960s developed rgpidy in the
indudridised and industridisng countries was dso gradudly spreading to Africa, firgt
because the growing imports increesngly arived in containers, but later (during the
1980s and 1990s) also the exports have been increasingly containerised. However, due
to poor infrastructure and transport organisation the African countries have generdly
been unable to derive the full benefit of the containerisation in terms of efficient door-
to-door transport and improved integration between transport and production, which
have been achieved el sewhere (Pedersen 20018a).

It was therefore only in the late 1980s and especidly during the 1990s that these changes in
the transport structure led to a more rapid restructuring of the transport system, partly in
regponse to the dtructurd adjusment policies, privatisations and trade liberdisation (and
donor pressure and funding), and partly to rea changes in the production sysem and trading
paiterns resulting from globaisation.

These changes are mirrored in the deveopment of the Tanga-corridor. Although, or even
because, the Tanga-corridor is a minor transport corridor, from the start squeezed between the
laager Dar es Sdaam and Mombasa corridors, it is interesting to study because its
development and postion in the East African transport system is so dearly influenced by the
shifting dructure of the economy and the increesing competitive pressure from the larger
ports and corridors of Dar es Sdaam and Mombasa. These shifts are more difficult to see n
the main corridors, which in spite of the structural changes remain the core of their system.

The paper focuses on the development and organisation of the transport sub-sectors and their
enterprises, rather than on the infrastiructure development, but the infrastructure of course is
adso discussed. The paper is based on a literature survey and about 40 interviews with
trangport firms and key persons in the transport sectors in Tanga, Moshi and Arusha, carried
out during one month of fiddwork during September-October 2000. In addition the paper adso
draws on interviews with transport firms in Mombasa and Nairobi carried out in connection
with astudy of the Kenyan transport system.

Although the paper focuses patly on the inter-modd links it is sructured by mode sarting
with the port and the shipping indudtry (Section 2) and continuing with the rallways (Section
3), the road trangport (Section 4), the arfreight (Section 5) and the forwarding enterprises
(Section 6). Findly Section 7 summarises the effect on the transport sysem of Sructurd
adjustment policies and globalisation during the 1990s.

2. The development of Tanga Port

Tanga harbour was the first modern port to be built in East Africa. It was Sarted in 1892 with
the building of a smdl jetty and extended in 1914 with a lighterage quay. Congruction of the
rallway line that should link the port to its hinterland began in 1893 but proceeded dowly and
did not reach Moshi until 1911; and the extenson to Arusha was not built until 1928-30. The
port and railway was built to serve the export of coffee grown on the dopes of Kilimanjaro
and the rubber from the coastd areas around Tanga, but later the export of Ssd from the areas
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around Tanga and Moshi became more important (Hance and Dongen 1958, Hoyle 1967,
1978; Hoyle and Charlier 1995).

However, dmost from the beginning Tanga harbour got competition, first from the harbour in
Mombasa (started in 1895) and the rallway to Nairobi (1899), Lake Victoria (1901), and via
Eldoret to Kampala (1928), and later from the harbour in Dar es Sdlaam (started in 1905) and
the rallway to Kigoma at Lake Tanganyika (built between 1905 and 1914) and the Sdeline to
Mwanza a Lake Victoria (built 1927-29). The much longer railway lines serving Mombasa
and Da es Sdaam gave these harbours a much larger hinterland than Tanga harbour. In
addition the economic growth was much more rapid, especidly in Mombasa's hinterland, and
traffic developed therefore much more rapidly than in Tanga As Hoyle and Charlier (1995)
say, the Tanga corridor became ‘sandwiched” between the Mombasa and Dar es Sdaam
corridors.

Planed extendons, of firg the rallway and later the road, from Arusha to Lake Victoria were
never built (but gpparently are 4ill included in TRC's plans). On the contrary, the building in
1924 of the Voi-Moshi feeder line to the Mombasa railway sphoned off a large share of the
traffic from Arusha and Moshi to Mombasa (thus dl the coffee from Moshi was exported
through Mombasa until the border to Kenya was closed when the East African Community
broke down in 1977 (Hoyle 1967 and Hofmeer 1970)); and according to Hoyle and Charlier
(1995) another share went to Dar es Sdaam when the Link Line between the Tanga and Dar
es Sdaam lines opened in 1963. Thus Hoyle and Charlier (1995) say that Tanga offers a good
example of the ‘shadow effect arigng from the opening of branch lines to mgor ports
‘dphoning’ the hinterland of a minor on€, and it illugrates ‘the overriding power of maritime
factors in encouraging port concentration on larger centres .

Due to the higher priority given to Mombasa and Dar es Sdlaam, Tanga port has never been
developed into a deep-water port but remaned a lighterage port. Although this, as the port
manager in Tanga sad, may not necessarily be an absolute condraint to development, it is
cetanly a disadvantage and increesngly so in the era of containerisation. Furthermore,
according to TRC's didrict officer in Tanga, the water leve in port has been fdling so tha
the barges must be taken ill further out from the harbour. Therefore only a smdl and
decreasing share of the East African freight throughput today goes through Tanga port. Thus
Hoyle and Charlier (1995) show that the market share of Tanga port has dropped from sven
percent in 1953 to only two percent or less during the 1980s and 1990s.

On the other hand, the supposedly negative effect of the opening of the Link Line is not
visgble on the port datistics (see Table 1). Seen in reation to Tanzanias own foreign trade
Tanga port is dso much more important than indicated by Hoyle and Charlier's data for the
whole of Eagt Africa. The export traffic out of Tanga remained farly stable between 1960 and
1990 (though with a dightly faling trend), and during the 1980s (when the totd Tanzanian
import decreased) amogt a third of Tanzanid's export was shipped out of Tanga (see Table 2).
At the same time the import traffic to Tanga increased during the 1970s from around 40,000
tonnes to more than 200,000 tonnes. This was due partly to the opening of new indudries in
the Tanga- Arusha corridor (which received about a quarter of the industries developed in Tan+
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Table 1. Cargo throughput (1000 deadweight tonnes) at Tanga port, 1958-2000

Import
Dry genera Dry bulk Bulk oil
cargo (fertilizer) Total Export Total throughput
1958 39 10 49 135 185
1959 33 13 51 151 201
1960 28 17 45 14 199
1961 63 17 80 145 225
1962 12 17 59 159 218
1963 27 15 12 168 211
1964 26 14 40 181 222
1965 25 14 39 172 211
1966 45 15 60 169 230
1967 50 21 71 181 253
1974 105 2 253 142 395
1975 141 51 26 218 162 381
1978 165 45 26 236 166 402
1979 118 33 2 173 192 365
1980 147 72 23 242 144 386
1981 85 60 18 163 156 319
1982 81 13 13 107 160 267
1983 53 29 9 91 97 188
1984 80 26 13 119 112 231
1985 81 25 7 113 133 246
1986 A 16 19 129 134 263
1987 58 4 23 85 134 219
1988 56 2 29 87 148 235
1989 45 15 3 93 114 207
1990 45 2 32 69 164 243
1991 53 29 113 103 182
1992 538 32 0 103 193
1993 30 23 53 11 164
194 3 17 49 78 127
1995 A 18 48 68 119
1996 44 10 54 82 136
1997 40 10 50 68 118
1998 53 3 86 51 137
1999 43 37 80 50 130
2000* 29 7 36 33 70

*Only January-August.
1958-67: Hofmeier (1970)
1965 and 1975: Hoyle (1978)

Sources.

1974-89: Transport Statistics 1993, Bureau of Statistics, Dar es Salaam.
1990-2000: Information from Tanzania Harbours Authorities, Tanga.
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Table2. Tangaport throughputinrelation tothroughput in Dar es Salaam port toand
from Tanzania

Total import Total export Total throughput

Average per year inthe period 1984-87

Tangaport 112 29 240
Dar es Salaam, for Tanzania 650 208 858
Dar es Salaam, transit 453 536 939
Dar es Salaam, total 1103 744 1847
Average per year in the period 1996/97 — 1997/98

Tanga port 52 83 135
Dar es Salaam, for Tanzania 2137 439 2576
Dar es Salaam, transit 954 275 1229
Dar es Salaam, total 3091 714 3805

Sources. Maro (1989) and Tanzania Harbours Authorities (1999)

zania in the post-independence period); especidly the fertilizer plant opened in Tanga in
1972, imported consderable amounts of bulk inputs during the 1970s and 1980s. Another
reason for the increased import through Tanga port was the congestion in Dar es Sdaam
resulting from the rapidly incressing trangt traffic during the 1970s, when Zambia wanted to
reduce its dependency of South Africa (Gleave, 1992). Findly up through the 1980s the port
adso benefited from the increasng deterioration of both the Link Line and the pardld road,
which reduced the speed and capacity of both, and serioudy consgrained the land
communications between northern and centrd Tanzania (Jessen e d. 1992). From being
primarily an export harbour before independence, Tanga port developed dmost a baance
between import and export.

However, since the late 1980s, and more rapidly since 1996, first the imports and later aso the
exports have gone down. This to a large extent is due to decreasing industrial production and
enterprise closuresin the Tanga corridor during the 1990s (the fertilizer plant closed in 1990).

The most important commodities exported through Tanga in 1999 was coffee (12,000 tonnes,
but down from more than 30,000 tonnes during the early 1990s), bagged cement (13,000
tonnes), ssal baes (7,000 tonnes) and seed beans (6,000 tonnes, but down from 10-15,000
tonnes during the early 1990s). However, earlier there was dso a considerable export of ssal
ropes and twine, timber and floor blocks, cashew nuts and cotton products, which has dmost
disappeared during the late 1990s (see Table 3).

However, the contraction of traffic in Tanga is not only due to fdling production in the
trangport corridor. It is dso due to increased competition from Dar es Sdaam port as a result
of the increesng containerisation, which tends to favour the larger ports. In container
shipping there ae large economies of high frequencies of ship connections in many
directions. Only large harbours have freight enough to sustan such high frequencies. Thus
regular container traffic only sarted in Tanga around 1990 and Tanga only handles 5-7% of
the number of containers handled in Dar es Sdlaam (1996/97 and 1997/98). As a result of the
privatisation of the coffee trade the robusta coffee from Kagera has since 1999 been exported
through Dar es Salaam. Compared to Tanga Dar es Sdlaam is a shorter distance from Kagera,
the ship frequency is higher and alarger number of empty containersis available.



Table 3. Major export commodities (tonnes), Tanga port 1990-2000

Commodities 1990 1991 1992 1993 1994 1995 1996 1997 1998 1999 2000*.
Coffee 35,730 33,536 30,009 42518 29470 24,172 23,642 32,056 24,683 11,627 10,560
Seeds Beans 5,650 16,882 12,358 17,475 4,095 4,459 8,554 8,564 5,655 5672 775
Maize 9,360 3,518 452 0 0 0 0 0 0 0 0
Tea 1034 1,040 443 369 26 29 55 220 318 277 135
Cashew Nuts 1,662 81 0 2,606 1424 4,426 5,850 817 0 36 18
Sisal Bales 5,730 3,669 5512 4,023 7,540 8,583 8,485 6,774 6,252 7,258 4,857
Sisal Ropes & Twine 10,764 11,884 9,094 12,229 15,940 469 8,409 7,786 2,236 246 1641
Timber & Floor Block 13,750 5,012 15,109 2,618 2,737 6,320 9,057 195 415 131 636
Bags Cement 45,526 6,438 10,605 17,743 6,104 389 6,493 7,110 14,252 12,860 6,750
Bags Fertilizer 19,280 8,600 0 0 0 1,187 1181 2,368 1,000 0 390
Cotton Products 1,160 987 1,309 1,976 1444 277 921 1021 665 410 238

*Only January-August.
Source: Information from Tanzania Harbours Authorities, Tanga.
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When international trade between Tanzania and Kenya becomes conpletdy liberadised more
of the trangport to and from the Tanga corridor is likely to shift to Mombasa from the ports in
both Tanga and Dar es Sdaam. Thus the tea produced in northern Tanzania today is exported
through Mombasa, and aso part of the cotton from Mwanza appears to be exported through
Mombasa. However, in spite of the re-cregtion of the East African community Tanzania
(probably for good reasons) ill seems to be hesitant to fully open up for the trade and traffic
from Kenya Thus down-prioritiang of the Tanga - Arusha ralway line has had the
consequence of drongly limiting the rallway traffic to Kenya, and dthough the Tanga -
Mombasa road is part of EAC's plan to upgrade the communication structure in East Africa
(EAC 1999), the Tanzanian Sde of theroad is till kept at avery low standard.

Tanga port is today served by only two container lines, P&O Nedloyd which vigts Tanga
twice a month on a route from Singapore around the Indian Ocean, and the Mediterranean
Shipping Company (MSC) which aso serves Tanga twice a month on a route between East
Africa, some Arabian ports, Barcelona and Western Europe. During the early 1990s 34,000
duffed containers a year were exported from Tanga, while only about 1,000 suffed
containers were imported. Therefore there was an import of 2-3,000 empty containers (while
Dar es Sdaam has a large export of empties). During the last years of the 1990s the export of
suffed containers decressed while the import of stuffed containers increased repidly (Table
4).

In spite of the somewha gloomy development trend for the port, the port adminidration
appears to be quite optimigtic about the future once the industrial development in the transport
corridor takes on. The port authorities have plans for the congtruction of a new degp-sea port
out to the sea, when the traffic darts to increase. Apparently aso the shipping industry in
Mombasa expects some renewed growth in Tanga. Thus one of the largest shipping agents in
Mombasa plans to establish a branch office in Mombasa, because one of the lines it serves has
been nominated for a tender for a mining project which will ship minerds out of Tanga port,
and one of the other lines has consdered the posshilities for opening a barge feeder link
between Tanga and Mombasa.

Table4. Development of container trafficin Tanga port 1992-2000

Year Imports Exports Container
Empties Stuffed Stripped Continue Total | Empties Stuffed Stuffed Stuffed Total |throughput
atthe inland atthe inland Total
port port
1992 2383 1840 262 1578 4223 1364 2812 2356 456 4176 8399
1993 3243 1130 182 A8 4373 385 4041 3567 474 4426 8799
199 2556 1399 155 1244 3955 330 3301 2828 473 3631 7586
1995 2266 969 127 842 3235 238 2880 2443 437 3118 6353
1996 3057 1084 3H 890 4141 345 3877 3266 611 422 8363
1997 1833 1118 155 %3 2951 231 2795 1813 982 3026 5977
1998 930 1665 279 1386 2645 629 2172 1670 502 2801 5446
1999 473 2322 287 2035 2795 935 1823 1383 440 2758 5553
2000* 314 1597 151 1446 1911 733 1166 1050 116 1899 33810

* Only January-August.
Source: Information from Tanzania Harbours Authorities, Tanga.
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In spite of the handicap of being a lighterage port, the port is very efficient compared to both
Dar es Sdaam and Mombasa. According to the port management, Tanga port has been able to
atract import traffic from Mombasa due to less congestion and because port adminigtration is
more efficient in Tanga than in Mombasa. However, the commodities diverted through
Tanga, namey sugar, rice and second-hand clothes, indicate that the trade may be diverted to
Tanga to avoid Kenyan import taxation rather than the Mombasa port bureaucracy. Thus there
is a large market for second-hand clothes in Taveta on the Kenyan sde of the border near
Maoshi (Billetoft 1996), which is probably supplied from Tanga.

Although the shipping companies issue only port-to-port bills-of-lading about 95% of the
imported containers continue inland, while only 5% are dripped a the port. This is Smilar to
Dar es Sdaam where a0 less than 5% of the containers are dtripped at the port, while in
Ghanaonly 5% of the imported containers continued inland (Pedersen 2001).

On the other hand most of the export containers are stuffed at the port. Only containers with
white seed beans are duffed inland in Arusha, while ssd and coffee are suffed in the port,
gpparently because it is impossible to organise the custom control outside the port. In order to
retain the coffee export through Tanga, P&O Nedloyd has invested machinery in Tanga for
steam cleaning of containers and lining them with craft paper for protection of the coffee.

Importers have to return the empty containers within two weeks, but the port is dlowed to
keep them for amonth, which is enough to secure the containers for export.

In addition to the internationd traffic Tanga port dso has a mostly domestic, coastd dhow
traffic which amounts to around 20-30% of the traffic on modern ships. This dhow treffic is
not included in the Setidticd tables.

3. The Tanga-Arusharailway line

The Arusha-Tanga rallway line was origindly built to carry export products to Tanga port.
However, as traffic a the port grew dowly before the Second World War, dso the raillway
traffic grew dowly, and the Tanga Line (like the Central Line) operated with large deficits
(Biermann 1995). The traffic darted to grow during the Second World War and increased
even more rapidly during the 1950s and 1960s (see Table 5). We have no specific data for the
Tanga Line after 1967 (up to the end of the 1970s the published data are for the whole of East
Africa), but if the data for TRC as a whole dso holds for Tanga Line, the traffic continues to
grow until mid-1970s. However, much of this growth is not due to the traditiona exports, but
rather to the import-subgtitution indudridisation teking place during the late 1960s and
1970s, which to a large extent benefited the towns in the Tanga corridor. This in combination
with the opening of the Link Line in 1963 led to an increasng traffic between the Tanga and
Centrd Lines. Cement, fertilizer and other industrid goods were trangported from Tanga and
Arusha to the markets in the rest of Tanzania, indudrid inputs especidly from Dar es Sdaam
were transported to the new indudries in Tanga and Arusha, while coffee was trangported
from the other coffee growing aress to the coffee curing plant in Moshi, from where it after
the break-up of the East African Community in 1977 was exported out of Tanga port.
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For the rallway company the largest benefit of the Link Line, apart from the increased traffic,
was that it made it possble to increase the utilisation of its rolling stock by shifting it between
the Tanga and Centra Lines, which had different peak periods (Hofmeier 1970).

Table 5. Development of railway freight traffic (1000 tonnes) at Tanzania Railway
Corporation, 1912-97

Y ear Freight volume (1000 tonnes) Total
Central Line Tangaline Total (incl. truck and lake
traffic)
1912 19 33 52
1920 30 14 44
1930 176 73 249
1940 150 89 239
1945 207 148 355
1950 406 183 589
1955 77 34 1131
1962 913 324 1237
1967 1104 391 1495
1971 1561
1972 1633
1973 1588
1974 1412
1975 1458
1976 1281
1977 1012 1199
1978 1024 1054
1979 936 1093
1980 988 1126
1981 1028 1166
1982 926 1061
1983 791 903
1984 916 1037
1985 952 1073
1986 877 989
1987 903
1988 982
1989 900 1000
1990 930 1000
1991 896
1992 1051
1993 1205
1994 1234
1995 1342
1996 1244
1997 1038

Sources: Hofmeier (1970) and different issues of Transport Statistics, Bureau of Statistics, Dar es Salaam.
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From the mid-1970s the railway traffic started to decrease, not because the traffic through the
port decreased (it happened only 510 years later), but because it became increasingly difficult
for the railways to keep up its capacity due to lack of spare parts and maintenance. At the
same time there was a growing competition from the roads, partly because it became
increeangly difficult to limit competition by means of the road licenang policy, and partly
because an increasing share of the port throughput was imports, which only to a limited extent
was carried by the raillway.

Compstition was dso made difficult by the traditiond ralway rate structure from the days of
monopoly, where the rates for high-vadue goods were higher than for low-vaue goods,
because supposedly they could bear the higher costs. However, in competition with road
trangport it meant that the raillway was unable to compete for the high-value goods, while they
were underpaid for the low-value goods. At the same time the rates did not take into account
the availability of return-freight.

During the 1980s ralway traffic on the Link Line went further down because the rals
deteriorated. The Link Line was origindly built to a fairly low standard (and partly through
soft low-laying ground). Due to poor maintenance it deteriorated during the 1980s to a leve
where the capacity was much reduced. On a long dtretch of the ling trans could not drive
more than 10 knvh, and frequent derailments blocked the railway for days. On the other hand
competition from the road traffic was quite limited, partly because the pardld road was no
less deteriorated than the raillway, and partly because the motor vehicle import was limited
due to lack of foreign currency. Thus the number of trucks in Tanzania probably remained
amost congtant around 14-15,000 between 1970 and the end of the 1980s, and Maro (1989)
estimates that not more than 10,000 trucks were operationa by the end of the period.

By the end of the 1980s the donors decided to rehabilitate the Link Line in order to secure the
markets for the fertilizer and cement factories in Tanga, which were brought to a standdtill by
lack of market access (Jessen et a. 1992). However, in the early 1990s when the Link Line
had been rehabilitated, the parald road had aso been rehabilitated and road traffic had partly
been liberdised so0 that the number of trucks was increasing again. Therefore during the 1990s
the ralways were up againgt increesng competition from road transport, a competition
Tanzania Ralway Corporation (TRC) has had difficulties meeting because of insufficient
locomotive power and wagons. However, this was due not so much to lack of materid as to
inefficient maintenance and utilisation of the available materid (Jessen e d. 1992; Economic
Research Bureau 1989). Thus in spite of heavy donor support during the early 1990s
locomotive availability only increesed margindly and remained bedow 50% (Blume & 4.
1995). The result was that TRC was unable to effectively utilise the extra rail capacity crested
by the rehabilitation of the Link Line.

Unfortunatdly, atempts up through the 1990s to raiondise TRC have not improved the
savice on the Tanga and Link lines One of TRC's responses to its difficulties has been to
prioritise the long-distance transport. This is done through a rate structure, which favours the
long distance trangport to Mwanza and Kigoma, and gives Tanga Line rates, which are often
as high or higher than the truck rates. Correspondingly TRC prioritises its scarce resources for
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the Centrd Line. As a consequence in 2000 the Tanga Line had only a few smdl 64 class
locomotives (which esawhere are mostly used as shunt locomotives) available, and they are
not able to draw more than three to four wagons a a time up the hill from Tanga to Korogwe
and Moshi.

From TRC's point of view this policy of prioritisng the long distance traffic is undoubtedly
reasonable, but implicitly it is dmost a decison to dose the Tanga Line. The passenger trains,
which usad to run between Dar es Sdlaam and Arusha closed in 1997 due to lack of materid,
and today the passenger train between Moshi and Mombasa goes only fom Mombasa to Taita
Taveta on the Kenyan side of the border.

At the time of the fieldwork (September 2000) TRC operated 35 freight trains a day out of
Tanga. The most important goods trangported are cement, clinker and gypsum for the cement
factory, coffee, fertiliser, petrol, sogp, cattle and sdt. According to the didtrict officer & Tanga
dation, Tanga port used to provide 30% of the traffic & Tanga station, but now it is dmost
nothing. This is partly because the traffic on the port has gone down, and partly because the
ralway cary very little of the imports through the port. Also the containers coming from the
port in Dar es Sdaam come on trucks to the Tanga-corridor, because TRC has been unable to
adapt to the rapid containerisation and has few wagons able to carry containers.

However, even when it was no longer possible to utilise the licenang policy to protect the
ralways, the parastatads continued to use the rallways. Thus the rallways used to transport al
the coffee between Moshi and Tanga, but as coffee has been privatised, exporters have
increasingly preferred to use the road, both for security reasons and because TRC is unable to
guarantee the ariva time a the port. At the same time an increasing share of the coffee is
exported out of Dar es Sdlaam.

The ralways now cary 3 wagons (of 36 tonnes) per week of coffee from Maoshi to Tanga
port, but only during the season from June to December, which in 1999 amounted to only
2322 tonnes or less than 25% of the 10,000 tons freight shipped out of Tanga by the end of
the 1990s. In the early 1990s TRC transported about 5000 tonnes of coffee from Moshi to
Tanga

Now only fertiliser is imported on rail from Mombasa to Maoshi. Until 1999 dso petrol was
imported from Mombasa, but this has been stopped, apparently partly for political reasons
because it competed with the oil refinery in Dar es Sdlaam, but probably also due to lack of
rolling stock. However, according to the Kenya Railway Corporation (April 2001) one of the
oil companiesin Tanzania has asked KRC to re-open the traffic between Moshi and Voi.

In spite of the gloomy picture of the railways painted above, recent South African invesments
in the ralways may change the fate of the Tanga Line In 1998 a private South African
company Trans Africa Rallway Company (TARC) edtablished a Tanzanian branch (Trans
Africa Rallway Company Tanzania Ltd.) to operate trains in Tanzania So fa TARC does two
thingsin Tanzania
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= |t is dlowed to operae its own trans with internationa freight in and out of the
transhipment sation it has built in Kidaiu to move containers from Tazara Ralways to
TRC's rails (which are of different gauge). In September 2000 it operated one train,
carying 70 20° containers, out of Kidatu every second week. So far these trains have
been operated between Kidatu and Kampaa in Uganda. But TARC is aso interested
in operating trains through to Kenya viaMoshi and Taveta

»= |t has a contract with the cement factory in Tanga to trangport cement in containers
from Tanga to dations aong the Centrd Line (to Arusha and Moshi TRC moves the
cement not taken by road, which is probably mogt of it ). TARC operates its own
wagons and engines, but the trains are operated by TRC, whom it pays for the use of
the rails. On the other hand againgt payment TRC aso gets its wagons with TARC's
trains and thus partly solves the problem of insufficient locomotive power.

If TARC gets permission to operate trains through to Kenya, this may change the future of the
Tanga Line radicdly. (In 1967, before Tanzania closed the border to Kenya, 16% of the
freight tonnage on Tanzanids ralways was to or from Kenya, three quarters of it from

Kenya).

4. Theroad transport

The development of the trucking industry

The road trangport policies in Tanzania have from the 1920s and at least until the end of the
1980s to a large extent been governed by the concern to protect the railways from competition
from road trangport. This has from the beginning manifested itsdf in three ways, firdly in the
planning of the long-distance road network, secondly in a very redrictive road licensang
policy and thirdly in the decison of the paragtatds to prioritise the use of the rallways. These
policies were generd British policies of the time, but in Tanzania (as in Ghana (Pedersen
2001b)) they were underscored by the need to support two railway lines that operated with
large deficits until the Second World War in spite of an only dowly growing motorization.
Thus in 1947 there were only about 8,000 automobiles (poth cars and trucks) in Tanzania, and
in 1960 there were only about 6000 trucks in the whole country.

The long-distance road network developed during the 1920s and 1930s consisted only of
north-south  connections running perpendicularly to the railway lines and to a large extent
mutualy unconnected. The most important road was the “Great North Road” running from
Narobi via Arusha, Dodoma, Iringa and Mbea to Zambia, which was pat of the British
dream of a Cape-to-Cairo road. Other important links were aroad from Tanga, via Korogwe
to Kilosa (at the Centra Line) and further on to Mikumu and Iringa, which linked the two
ralway lines, and connected the coffee growing area south of Mikumu with the coffee curing
plant in Moshi; a link from Mwanza to Tabora, which connected Mwanza to the Central Line
before the rallway to Mwanza was opened in 1929; and a road between Lindi and Songea
which ran east-west in southern Tanzania, in an area which was not served by any railway. No
roads pardld with the rallway lines were included. The firg road pardld to a ralway line to
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be induded in the long-distance road network was the road between Dar es Salaam and
Morogoro, which was included during the 1940s. The continugtion to Dodoma came in the
1950s together with the road between Moshi and Korogwe (Hofmeier 1970) (see Figure 2).

For the Tanga corridor this means that from the beginning the trucking industry in Arusha and
Tanga was focused, partly on the locd feeder traffic to the rallway and partly on the long
distance traffic perpendicular to the rallway, that is in Arusha transport on the Great North
Road and in Tanga trangport to and from the Central Line and centrd Tanzania. As we shal
see reminiscences of the pattern ill persgt.

During the fird decade of independence road transport was encouraged. It became
government policy to build up the main road sysem to an al-weather standard and attend to
feeder road improvements on a limited scae. A mgor trunk road network conssting of three
north-south and three east-west roads, the latter dmost paralel to the railways, was virtudly
established by 1969, when the policies shifted in favour of feeder road development (Mwase
1990). This darted a long period of trunk road deterioration until a donor-financed road
rehabilitation programme started in the early 1990s.

In 1990 Mwase (1990) writes that the Tanzanian road network consists of 45,000 km roads of
which only 5% are tarmaced; 13% are gravel roads and 82% earth roads. Most of the
tarmaced roads are in the Dar es Sdaam-Tanga-Arusha triangle and the Dar es Sdaam-Mbea
dretch. However, as a result of insufficient maintenance the passability of the roads declined
from 70% of the roads in the mid-1970s to only 30% in 1991 (Mwase 1994).

As more roads padle to the ralway lines were built or improved during the post Second
World War period the licenang policy became increesingly important in dructuring the
trucking industry and limiting its competition with the rallways The licenang policy was
introduced in 1956 after British model, but had roots in ordinances from the 1930s (Hofmeer
1970; Mwase 1980). The purpose of the licensng was to secure the provison of adequate,
regular and efficient transport services, but avoid uneconomic competition with other modes
of trangport. The policy distinguished between:

= public carier licences, which were given to lorries carrying other peoples goods on a
hire or reward bass, i.e. for specidised haulage operators. They were issued for a
lorry to operate within one or severd didtricts;

= contract public carier licences, which were given to lorries that operate under
exclusve contract with another company. It was typicaly given to tankers operating
for the oil companies. It would normaly be vdid for trangport within a specific district
or region only;

= ghort-term licences, which were vaid for 90 days only and given to public carriers to
trangport goods under “emergency conditions’; and

= private carier licences, which were issued to lorries only carrying the operators own
goods.
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In addition to the goods transport licences, the licendng authorities aso issued road service
licences for passenger trangport, which permitted passenger transport in buses on specific
routes and timetables. These buses also carried limited goods, but contrary to West Africa
where mixed passenger and goods transport (in the so-cdled mammy trucks) was common,
licences to such mixed transport were not issued, though they could have solved some of the
transport problems in rurd areas where the demand for both passenger and goods transport
was too smal to support regular services (Mwase 1980). Although also the road service
licence was desgned after British modd, in Africa it dearly had the function to limit ‘native
market trade, which was, and 4ill is, based on the trader traveling with her wares. Such a
limitation of the market trade was explicit or implicit policy throughout the colonid period
and aso through large periods after independence.

Public Carrier Licences for one or two digricts, which only or mainly could be used for
transport within the rura areas, were usudly given upon gpplication, because there was
generaly a lack of transporters who wanted to operate on the bad roads in the rural aress; but
licences to operate in many didricts, which in practice were licences to specific long-distance
inter-urban routes were much more restricted. Licences to operate routes parald with the
ralways were generdly not given, though in the 1960s there were some exceptions to this,
thus licences to operate between Dar es Sdaam and Arusha and Tanga were continued after
opening of the Link Line in 1963, and in 1965 licences were given to operate between Dar es
Sdaam and Mwanza On the other hand, after establishing the rallway’s road services the
licensing was also used to protect those from private trangporters (Hofmeier 1970).

Until 1962 there were no geographical limitations to the use of Private Carier Licences, but
after 1962 they became redtricted D operation within only one of four sections of the country
(three coastal sections around Tanga, Dar es Sdlaam and Mtwara and the rest of the country)
in order to avoid that they competed with the railways and long-distance truck routes.

After independence the number of trucks increased rapidly from 6,000 in 1960 to about
14000 in 1970, and the adminigration of the licendang regulaions continued largely
unchanged, though now it was aso used in an attempt to ‘Africanisg the road transport
industry, which was dominated by non-African businesses. However, with the introduction of
more socidigt policies after the Arusha Declaration in 1967 the adminigtration of the licensing
policy increesngly favoured government and paragtatdl transport operations, at the same time
as it was dso used to ration the limited number of trucks that the country could afford to
import due to the increasng scarcity of foreign currency up through the 1970s. Thus for
1977/78 Mwase (1980) shows that while 55% of the government gpplications and 34% of the
goplications from parastatds were awarded, only 12% of the private applications were
awarded. And the number of trucks stagnated around 14,000 from 1970 until the end of the
1980s, when probably less than 10,000 of them were operationa (see Table 6). At the same
time the number of trucks with Public Carrier Licence increased from around 2,000 in the
early 1960sto 2,673 in 1967 and 7,262 in 1975 (Hofmeier 1970; Mwase 1980).



CDR Working Paper 01.6 Centre for Development Research - Copenhagen

Table 6. Development in number of trucks and all automobiles. Tanzania 1947-94

Licenced trucks All licenced All trucks™ All vehicles™

vehicles

1947 8000

1956 5728 26,205

1960 6004 57,046 39,968

1962 6386 41,526 7676 45,149

1964 7301 49,520 8638 53,911

1966 9004 58,125 10,658 63,445

1968 10,137 61471 12,124 15474

1970 13,164 77,764 14,698 84,099

1972 14,849 85,583 16,789 94,037

1976 100,365

1978 105,523

1980 18,005 72414

1982 16,688 77,601

1084 14,370 64,819

1986 14,609 68,507

1987 14,118 72,072

1994+ 19,800 90,000 23,000 106,600

1994 27,160 133,000

1995 27,720 134,000

1996 29,700 139,000

~Incl. government vehicles
Sources: 1956-78: Mwase (1980)

1980-87: Maro (1989). The truck data are estimates based o the assumption of an average
vehiclelife-span of 8 years. Datafor all vehicles are based on insurance data.

1994*: EAC (1999)

1994-96: World Road Statistics 2000 (Data 1994-98). Geneva and Washington: International
Road Federation.

Up through the 1970s and 1980s it became increasingly difficult to use licensang to protect the
ralways from competition from the road traffic. This was not least the case in the Tanga
corridor where the incomes and therefore dso the vehicle dendty was higher than in the rest
of the country. By 1977 the number of Public Carrier Licences had increased dramaticaly
aso on routes pardld to the railway line (see Table 7). By the early 1990s even the Regiond
Trangport Companies, which were origindly edablished to serve the locd, intra-regiond
traffic, displayed an average haul distance of 1030 km and thus clearly served the more
profitable long-distance inter- urban routes rather than the local traffic.

On the other hand the stagnating supply of trucks, in combination with parastatal policies
primarily to utilise the raillways, continued to offer some protection for the rallways, until the
1990s when the number of trucks increased again and the trucking industry was gradudly
liberdised and the parastatals privatised. By 1996 the number of trucks had increased to
amogt 30,000, and Blume et d. (1995) give figures indicating that in 1994 12500 of the
trucks had public carrier licence.

In spite of the growing number of trucks, the number of trucks in the rura regions s Hill very
smdl. Of the 12,500 public carrier trucks in 1994 58% were licenced in Dar es Sdaam, and 9
regions had less than 100 licenced trucks each, or only 442 trucks dl together.
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Table 7. Public carrier licences on long-distance routes on or linked
tothe Tangacorridor, 1967 and 1977

1967 19777

On the Tanga corridor

Tanga-M oshi 9 56

Tanga-Arusha 12 79
To and from Tanga

TangaDar es Salaam 15 91

Morogor o-Tanga-Kenya 14 -

Tanga-Dodoma 1 30
To and from Arusha

Arusha-Dar es Salaam 3 178

Arusha-Dodoma 46 56

Arusha-Singida 22 -

Arusha-Mwanza 14 49
To and from Moshi

Moshi-Dar es Salaam 11

M oshi-Dodoma 3

Moshi-Singida 2

Y Licence requests or requests honoured.

- Noinformation available.

Sources: 1967: Hofmeier (1970)
1977: Mwase (1980)

Today licences are dill required for the trucking industry, but it is a licence without any
geographical condraint within Tanzania To operate outdde Tanzania a COMESA licence is
required.

The present trucking industry in the Tanga Corridor

At the time of this investigation in October 2000 there were probably 500-550 trucks for hire
in Arusha, about 150-200 in Tanga. Economic Research Bureau (1989) found that in
December 1988 there were only 100 licensed trucks of only 510 tonnes registered in Tanga
region) and less than 100 in Moshi. (This does not include pick-ups and smdl trucks, the
number of which has grown repidly during the last years of the 1990s). Including trucks
gationed in Korogwe, smaller centres and rurad aress this indicates that there are probably
less than 1000 in the whole transport corridor. Thus dthough the number of trucks has
increased during the 1990s it is gill not much larger than during the 1970s, though the truck
gzeislikely to be consderably larger than 30 years ago.

In Arusha there were about ten large trucking companies (with more than ten trucks) of which
the largest had 70 trucks, number two had 35 trucks and rest were smdler. In addition there
was edtimated to be about 200 enterprises with less than ten, often smdler, trucks. In Tanga
there were 57 large trucking companies with 10-15 trucks each, and in total about 70, mostly
andler, trucking companies. Findly in Moshi there gppear to be only two companies with 10-
12 trucks (including Kilimanjaro Native Cooperative Union (KNCU)) and 5-10 smdler
trucking companies. However, in addition to these transporters with large trucks, there was a
large number of smdl pick-ups that serve dmogt as taxies (and probably to a large extent
save the smdl coffee growers). The following is based on interviews with 9 of the large
trucking enterprises and some of the smdler.
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The largest of the interviewed firms in both Arusha and Tanga are al owned and operated by
Tanzanians of Adan origin. They are reatively old firms established between 1955 and 1978,
and some of them are today run by the second generation, with universty education or
experience from the British trucking industry. The smdler ones were edtablished during the
1980s. Most of the largest of the trangport companies only do transportation (though some of
them aso operate warehouses). Only one has other non-transport activities, and 20-30% of its
trangport conssts of its own goods. Of the smdler trangport firms interviewed one operates
adso a guesthouse, one a village shop, one HIs building maerids, and one has a vehicle
repair shop and sdlls spare parts.

The transport market in the Tanga corridor

There is no dear picture of specidisation in the trucking industry, they dl transport whatever
they can get, though one of the large firms in Arusha was sad to trangport especidly
indugtria goods, while two other firms sad that they trangported especidly agriculturd
produce and raw materials.

However, geographicdly the market for the trucking industry differs between the three towns.
In Arusha the mogt important market is the Nairobi-Arusha-Dar es Sdaam route on which al
the large firms gppear to operate amost fixed, regular routes, daly or severa times a week.
Tanzanian trucking firms dominate the route because Kenyan trucking firms tend to be 50%
more expendve than the Tanzanian. (This explans why | have not been able to find any
trucking firms in Narobi advertisng trangport services to Tanzania, but only to Uganda and
Central and Southern Africa).

However, Arusha firms aso serve the routes to Mwanza (beers and empty bottles), Dodoma
and Tanga One of the interviewed firms regularly transport containers with white beans to
Tanga from where they are exported. (White beans seem to be the only product, which is
containerised inland.

The trucking indugtry in Moshi is much smdler than it is in Arusha, and manly owned by
Africans. It dso seems to be more focused on Tanga and the Tanga corridor (Coffee to Tanga,
gypsum and porzelano to and cement from the cement factory in Tanga, beer to Mwanza and
Bukoba and empty bottles back, agrochemicas and fertiliser from Dar).

One of the two firms | interviewed in Tanga primarily operated in the Tanga corridor and on
the route between Tanga and Dar es Sdaam. It carries import containers from the port to
Arusha and Moshi and comes back with the empty containers. Apparently it is the only one in
Tanga which has machinery to handle containers (but according to one of the clearing and
forwarding agents in Tanga there are 10-15 trucking companies which are able to cary
containers when they are loaded in the harbour). It dso carries seed beans and fabric down
from Arusha to the port and cement up to Arusha. However, the rates for cement are very low
(because they have to compete with the railway), but in the low season al the truckers line up
a the cement factory athough they often have to wait for days before they get aload.
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Compstition in Tanga has increased both because of the increasing number of smal truckers
and because the trangport market in Tanga has contracted because most of the industries have
closed down. As a result a least two of the large Tanga-based trucking companies operate
today out of Dar es Sdaam to the Western and Southern Tanzania and in the trangt traffic to
Rwanda, Zambia and Mdawi. The one | interviewed adso operated in the trangt traffic when
it darted in 1972, but then most of its freight was out of Tanga This clearly shows a path
dependency which mirrors the pre-independence route pattern.

The trucks and their use

In generd the trend seems to be that trucking companies operating on long internationa
routes buy new vehicles, while companies serving more loca makets buy second-hand
trucks. One of the large companies buys second-hand trucks directly in Europe and re-
condition and drengthen them in its own workshop. Smilarly, new trucks are generdly used
on the long routes, while the older ones are used more localy.

Trucks and trallers are generaly operated with only one trailer per truck, because “only then
can drivers be kept responsible for the trucks’. They dl operate with only one driver and one
loader (‘ton boy’) per vehicle (This is smilar to the findings of Hine et d. (1997)). Only the
company operating on the trangt routes from Dar es Salaam, on these routes uses loaders who
are dso drivers. The reason for normdly having only one driver is that for security reasons
vehicles generdly do not drive by night. On the road between Dodoma and Isaka trucks even
drive with escort to avoid armed robberies. The only company of those interviewed which
drives by night, transports import containers on the relatively good road between Arusha and
Tanga

There is a strong seasondity especidly on the transport market for agricultural produce and
on untarmaced roads, and many trucks only operate 7-8 months or about 150 days a year. On
the other hand, trucks transporting industrial goods and operating within the Tanga @rridor or
on the route between Nairobi and Dar es Sdlaam may operate for up to 250 days a year. In
addition, many roads are so bad that it is impossible to drive more than 100-150 km/day, and
on the road between Dodoma and Isaka even only 80 km/day.

The reault is that truck utilisation generdly is low. However, it is impossble to get a precise
picture of the truck utilisation, because only some of the largest of the firms are able to
provide any information about have many kilometres a year ther trucks drive. On many of the
trucks the speedometer apparently does not work, and only one company uses tackometers
and find them usgful. The interviewed company with the highest vehide utilisation sad its
trucks drive 50-60,000 km/year. It is an Arusha company primarily transporting indudtria
goods with little seasondity. But most of the large Arusha firms sad that on average they
drive 40-50,000 km/year. The trucking firms in Maoshi which drive much more locdly
probably do not drive more than 25,000 km/year, in spite of the lower seasondity in ther
market. And the trucks of the Tanga firm operating on the long-distance domestic and trangt
routes does not go more than 18-20,000 km/year, because of the poor roads and large security
problems. This is smilarly low as in Ghana (Pedersen 2001) and francophone West Africa
(Rizet and Hine 1993), but less than Hine et d. (1997) found in ther 1995-survey of trucks
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interviewed at the main road outsde Dar es Sdaam. This is at least partly because the average
trip length islower in the Tanga corridor.

In addition, the amount of return freight that the firms are able to secure is generdly low. In
Arusha the companies estimate that only about 60% of the kilometres driven is with payload,
corresponding to about 20% return freight; and on the transt route from Dar es Sdaam to
Kigdi the trucks had 30% return load. In the Tanga corridor the amount of return freight
appears to be larger, but the waiting time for it is probably longer, and some of the return
fregnt apparently congsts of empty contanes. The levd of return freight is low partly
because the freight flows on many routes are very unbaanced, so tha there is no return
freight, but it is dso low because communication and trangport organisation in generd is
poor.

All but one of the large trucking firms have branch offices, depots or agents in Dar es Sdaam,
one had aso agents in Mwanza, Mbea and Nairobi, and one had an employee who moves
between Kigdi, Mdawi and Zambia, depending on where there was freight contracts. The
smaler companies did not have branch offices or agents, though one runs a building materid
businessin Dar es Sdlaam, which also serves as a contact point for the transport business.

In the internationa trangt traffic jobs are based on large 68-12 months contracts, eg. for the
transport of coffee out of Kigdi. For the large trucking companies a large share of the
domestic transport (one said 80 %) is dso based on long-term fixed customer relations and
‘drategic dliances with large transport buyers or internationd forwarding agents. But there
ae no forwarding agents or freght consolidators specificaly for the trucking industry. At
leest some of the trucking firms pay commisson to their drivers when they are able to obtain
return freight.

For the smdler transporters fixed customer relations generdly appear to be less important.
They rather operate on the spot market and at truck parks, where they often have long waiting
times, and therefore drive fewer km/year.

Hine et d. (1997) found in their survey of trucks to and from Dar es Sdaam that 37% of the
trangport jobs had been obtained from the transport company’s own dispatch clerk, 20% were
found by the driver, 17% from freight agents and 13% from atruck park.

All the large trucking companies interviewed have radio connection to their trucks.

All the interviewed transport companies have ther own repair workshops and in case of
accidents send their own vehicle and mechanic to repair the defect vehicle.

Transport costs

To get a precise picture of the cost dructure in the trucking industry has not been possible,
patly because it varies congderably with the character of the transport task and partly
because the qudity of the information we were able to obtain varies widely. However, the last
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column in Table 8 presents a rough picture of the structure of the operating costs and its range
asfound in this study (where the most outlaying data has been deleted).

Especidly the costs of fud and tires are surprisngly high. They vary a lot with the qudity of
the roads. On the other hand the sdaries (ind. dlowances) play a very limited role in the totd
costs, typically less than 10%.

For comparison Table 8 aso presents data from some earlier Tanzanian invedigations of
truck transport costs. Though the data drictly spesking are not comparable they do in rough
terms support our data. The data aso indicate that fud costs have gone dramaticaly up while
both capitd costs and salaries have gone down.

Both drivers and loaders are pad monthly sdaries and in addition dally alowances when they
are on the road. In some cases drivers may dso get commisson when they are able to acquire
return loads.

Loaders generdly get only the minimum wage around 30,000 Tsh./month (20-35,000 Tsh.),
while drivers get between 35,000 Tsh. and 120,000 Tsh., patly depending on the size of the
vehicle and the sze of the company. For the large trucks, trallers and semi-trailers the wage is
typicdly 50-100,000 Tsh. The daily dlowance is typicaly 5000 Tsh., but varies between 4-
7,500 Tsh. and is sometimes lower for loaders than for drivers. One of the large companies
sad that ther drivers may earn up to 300-400,000 Tsh/month including dlowances and
commission, but typicaly adriver isnot likely to earn more than 100-200,000 Tsh.

Table 8. Estimated cost structuresfor thetransport industry in northern Tanzania,
2000, compared to cost structures found in other Tanzanian transport cost in-
vestigations

1989 1992 1995 2000
10 tonne trucks Transport of coffee Two axletrucks. Largetrucksin
(Economic between Morogora | interviewed at the nothern Tanzania
Research Bureau, and Tanga. road out of Dar es (This study)
1989) Largetrucks Salaam
(Maters 1993) (Hines et a. 1997)
% % % % % % % Variation

Operating costs
Fuel 14 (35) 19 (3D) 31 (47) (50) (40-60)
Tyres 7 (18) 26 (42) 16 (24) (25) (20-30)
Maintenance 13 (33 7 (11) 14 (21) (15) (10-20)
Salariesand 6 (15) 10 (16) 5 (18) (10) (10)

other oper. costs
Total operating costs 40 (100) 62 (100) 66 (100) 100%
Fixed costs
Insurance etc. 19 5 13
Overhead and

depreciation 40 33 21
Total costs 100 100 100
Costs (Tsh. per tonne 10 20 50-57 30
km)
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Transport rates and competition

Trangport rates on specific routes vary condgderably both by season and direction depending
on the demand and the company. Table 9 shows the transport rates on routes within the Dar es
Sdaam-Tanga-Arusha triangle. The table indicates that the rates are around 30 Tsh./tonkm,
which is about the same as the raillway rate for coffee between Moshi-Dar es Sdaam and
Maoshi-Tanga On the international routes the rates are more than twice as high. This appears
to be more than can be explained by the codts of crossing the border, but may possibly be at
leadt partly explained by the difficulties obtaining return freight in the trangit traffic.

The average rate of 30 Tsh./tkm. found here for Tanzanids domedtic traffic is consderably
lower than rates found by Hine et d. (1997), which were 57 Tsh./tkm. for two and three axle
trucks and 50 Tsh/tkm. for articulated trucks. This indicates that there has been a
condgderable reduction in the transport rates during the second haf of the 1990s, at least in the
Tangacorridor.

Correspondingly, both in Tanga and Moshi truckers think that the market has been shrinking
because the locd indudtries have contracted. At the same time competition has been growing
because during the last years of the 1990s more and more businessmen have been buying their
own pick-ups or small 35 tonnes trucks. In Arusha this was especidly fet on the route to Dar
es Sdaam, but not on the route to Narobi where the costs of the border-crossng in Namanga
become too large for the small trucks.

On the other hand, the large industries increasingly outsource their trangport, and some of the
large trucking firms in Arusha found that the efficiency of the transport market has been
growing, and that especidly the least efficient transporters have been hit by the competition.

Table 9. Examples of truck transport rates

Truck transport ratesin Tsh. per tonne Distance Tsh. per
Average Range km tonne km
Arusha-Tanga 14,000 5-23,000 435 32
M oshi-Tanga 10,000 7-17,000 356 28
Arushi-Dar es Salaam 20,000 10-22,000 649 31
M oshi-Dar es Salaam 16,000 12-20,000 570 28
Arusha-Nairobi 19,000 15-23,000 266 71
Nairobi-Dar es Sdaam 33,300 915 36
Dar es Salaam-Kigali 116,700 ca. 1500 78
Railway transport rates for aoffee in Tsh.
per tonne
M oshi-Dar es Salaam 16,700 558 30
Moshi-Tanga 12,100 380 32

Source: Interview data, September 2000.
Note: The rates shown comprise ratesin both directions between the town pairs.

While the transport rates in the domedtic traffic thus seem to have decreased during the
second half of the 1990s, the very high rate of 70 Tsh./tkm. found for the internationa trangt
traffic is higher than the average rates found by Hine et d. (33-55 Tsh./tkm.), dthough for the
traffic to Burundi they dso quote figures a 70 TshJ/tkm. This indicates that there may not
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have been the same competitive pressure on the trangt traffic as on the domegtic traffic. One
reason for this could be that the trangport rates in the neighbouring countries tend to be higher
than in Tanzania. Thus in Kenya (April 2001) the trangport rates were 4-5 Ksh./tkm (40-50
Tsh./tkm.) or about 50% higher than the domestic ratesin Tanzania

The transport firms generdly say that they live up to the axle load regulation and find them
acceptable, though some are unhappy about the corruption apparently taking place a the
weighbridges. One admitted that he adheres to the regulations when he drives to Dar es
Sdaam where there is a weighbridge, but not when he goes to Mwanza where there is no
weighbridge.

The truckers generdly do not fed that competition from the railway is important. Delays and
lack of security are the main problemsfor the railway.

Containerisation

Although a large share of the import containers in Tanga continues inland, very little of the
traffic is truly containerised. Most of the containers are emptied on the truck, because few
inland firms have equipment to handle the containers (only one of the truckers in Tanga and
two in Arusha have equipment to handle containers). Therefore most containers are
immediately returned empty to the port. This is dso made necessary because shippers are
fined heavily by the shipping companies for containers with a turn-around time of more than
two weeks. Therefore many of the containers for export of white beans which is the only
product containerised inland, apparently go empty from Tanga to Arusha even though many
empty containers go down from Arushato Tanga

Container trangport rates dso tend to be high compared to ordinary truck tonne rates, and
often comprise the return trangport for the empty container. The clearing and forwarding
agents gave rates f. indt. for a 200 container between Arusha and Dar es Sdaam from 400-
800,000 Tsh., 800,000 Tsh. for trangport from Dar es Sdlaam to Arusha where there are few
chances of getting return freight, but only 400,000Tsh. from Arusha to Dar es Sdaam where a
new full container can more easly be picked up. As for the tonne rates, adso the container
rates are higher between Arusha and Narobi or Mombasa than on the domestic routes. For
ingance, the average rate to Narobi is dmogt the same as to Dar es Sdaam dthough the
distance is only 40% of that to Dar es Sdlaam.

The interviewed truckers therefore did not see any role for containerisation in the near future,
and none of the domedtic traffic in Tanzania is containerised a present. The trucking firm
trangporting trangt traffic to and from the inland counties sad that 70% of his trangt freight
was containerised.

There is some pdletization taking place, but mostly of beer and coca cola bottles and only for
transport among the breweries and depots where forklifts are available. There is even a pdlet
factory in Maogshi.
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However, that no red containerisation has taken place does not mean that containers are not
used. Some truckers use a container on a flatbed as a boxcar, because the container is much
cheaper than a boxcar. It is adso stronger and more secure in case of robbery than the boxcar.
On the other hand, the container is heavier and therefore carries a smaller payload.

5. Airfreight

Kilimanjaro Internationa Airport (KIA) between Arusha and Moshi was built in the early
1970s mainly in order to aitract more tourist traffic to northern Tanzania, but traffic has been
growing dowly. During the mid-1980s the airport handled 100-150,000 passengers per yedr,
but around 1990 the number was down &t little more than 100,000 passengers. By the mid-
1990s it increased again and was 168,000 in 1997 (Table 10).

Table 10. Scheduled commercial air traffic, Kilimanjaro International Airport

Total no. of passengers
(2000) Freight (tonnes) Mail | Freight and mail
Embarking  Including (tones) (tonnes)
and transit
disembarking  passengers
Off loaded L oaded Total Total Total
1978 54 (84) 176 141 317 53 582
1979 76 (110 284 230 514 57 571
1980 98 (145) 341 197 538 69 608
1981 101 (146) 329 340 669 61 731
1982 121 (156) 424 254 678 54 733
1983 132 (151 299 211 510 54 1564
1984 163 (197 482 534 816 105 921
1985 138 a7 598 240 838 102 A0
1986 140 (178) 679 222 841 97 938
1987 145 (186) 875 266 1141 93 1238
19838 - 856 412 1261 A 1381
1989 104 172 800 446 1246 153 1399
1990 115 (181) 758 591 1349 86 1434
1991 105 (189) 633 679 1312 268 1580
1992+ 726 1217 1943 - 1943
1993* 935 1822 2757 - 2757
1994* 1174 1970 3144 - 3144
1995* 110 1001 1709 2710 - 2710
1996* 168" 04 911 1815 - 1815
1997+ 1061 792 1853 - 1853
1998* 831 860 1691 - 1691
1999* 814 813 1627 - 1627
2000* 869 814 1683 - 1683

* The freight data 1992-2000 include mail.

Source: 1978-91: Different issues of Transport Statistics and Statistical Abstracts, Bureau of Statistics, Dar es
Salaam.
1992-2000: Unpublished datafrom KIA.
* Civil Aviation Statistics of the World 1997. ICAO Statistical Y earbook, Montreal: ICAO.



CDR Working Paper 01.6 Centre for Development Research - Copenhagen

KLM has been flying regularly on KIA snce the 1980s, until 2000 with three flights a week,
but during the firg months of 2001 this was increased to four flights a week and there are
plans to increase it further to a daily flight. The Ethiopian Airline lands twice a week on a
route between Dar es Sdaam and Addis Ababa Other airlines have been coming and going,
and there is dso some charter traffic.

The arport was privatised in November 1998, when the Kilimanjaro Airport Development
Company (KADC) got a 25-year concession to run the airport. KADC is formed by three
private investors a British (Mott McDondd), a South African (South African Infrastructure
Fund) and a Tanzanian (Interconsult), with the Tanzanian government holding 24% of the
shares.

Freight traffic has been growing dowly from about 600 tonnes in 1978 to about 1500 tonnes
in 1990. During the early 1990s it increased more rapidly to about 3000 tonnes a year.
However, in 1996 it went down again to 1800 tonnes and during the late 1990s it has only
been 16-1700 tonnes a year. The rapid drop in 1996 was a least partly due to “El Nifio”
which was hard on the horticulturd sector, but it is dso a result of the export through Nairobi
of an increasing share of the flowers.

On an anud bads there is dmogt balance between loaded and unloaded freight. The export
freight mostly condsts of flowers and some green beans, but souvenirs and hunting trophies
are another important air export commodity during the tourist season from October to March.
During the summer months an Arusha firm exports T-shirts to Europe. Imports consst mostly
of gpare parts, machinery and other high-vaue industria goods.

All the arr freight is carried on passenger flights, mostly KLM'’s flights from Dar es Sdaam to
Amgerdam, but some of the souvenirs and trophies go with Air Tanzanids domedtic flight to
Dar es Sdaam and from there further on with internationd flights.

Lack of hote capacity, not only for the tourists but aso for the aircrews, is a mgor condraint
to the arport’s atempts to attract more airlines. Lack of hotel facilities means that the airlines
will not stay overnight a KIA, which especidly for the freight traffic would be an advantage.
Now planes take off from Dar es Sdaam and arive dready full to KIA. The airlines therefore
are not able to guarantee in advance that there will be room for the freght from KIA. KIA has
attempted to persuade some of the cargo flights from Johannesburg to land in KIA, but so far
without success,

With only three flights a week it is a mgor problem for the flower exporters that the arlines
cannot guarantee that they will have free space, because it means tha if they miss a flight the
flowers will have to wait severd days during which the vaue of the flowers decreases rapidly.
Therefore today ninety percent of the flowers grown in the Kilimanjaro area are shipped out
via the arport in Narobi where the flight frequency is much higher, and where there are
soecidised cargo flights. However, with the expected increase to a daly KLM flight the
Stuation in KIA should improve consderably.
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On the other hand the arfreight rate for flowers to Amgterdam is higher from KIA (1.70
USHkg) than from Nairobi (1.40-1.60 USHkg) and Dar es Sdaam (1.25 USHkg). In addition
flower-packaging materials are chegper in Nairobi than in Dar es Sdaam and may be carried
back from Nairobi as return load. Both partly compensate for the extra cost of road transport
to Nairobi.

Therefore it is difficult to compete with Narobi, which now has a new large cargo termind
and much vested interest in the freight from Arusha. For instance one of the large forwarders
in Nairobi, Airlink, is sad to have 40% of its freight coming from Tanzania, and is likely to
fight for kegping it.

The transport rate for dry cargo is higher than for flowers (3-5 US¥kg to Europe and 58 US$
to the US).

Ground handling a KIA is managed by DAHACO-KIA (Dar es Sdaam Airports Handling
Company Limited), which is a branch of DAHACO in Da es Sdaan. DAHACO was
established in 1985, and the branch at KIA in 1990. Before 1990 the freight was handled by
Air Tanzaniaa. DAHACO was origindly a paradata, but has recently been privatised with
Swisport (a sster company to Swissair) as the mgority owner (51%), while the government
owns the rest. DAHACO has a modern, very dtractive cold storage, which, however, a
present is under-utilised.

In spite of the large difference in Sze the airport in Nairobi does see KIA as a potentia threset,
because with better facilities and a bigger hotd capacity it may take over many of the tourists
now vidting Tanzaniavia Nairobi.

KIA has just renovated the runway, which, according to the arport management, now is the
best in Eagt Africa, and they have the finance in order for a new automatic landing system, a
the same time as the arport in Narobi ‘is fdling gpat and the profitable routes are
increasingly being dlocated as political favours, which dl tends to be an advantage for KIA.

KADC itsdf has 180 employees, but to these come police, DAHACO and others, so
dtogether there are about 400 people working a KIA. Many of them are living in two large
housng edates, which bedong to KADC, but others come with busses from Arusha and
Moshi.

6. Clearing and forwarding

Forwarding and custom dlearing are services, which in principle should help shippers get ther
goods smoothly through the intricacies of the trangport sysem and custom adminigrations.
Since the 1970s large multinational forwarding companies have developed on supporting the
commodity flows of the globaisng production sysems. They developed adminidrative and
organisationd sysems to control multimodal, door-to-door transport of, often containerised,
goods. They often issue hills-of-lading, but generdly have no means of trangport of their own
and therefore outsource the physical transport to transport companies.
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After independence most African countries, in an atempt to Africanise or indigenise ther
transport systems, licenced locd clearing agents to support the nationd import/export trade.
However, mogt of these agents have remained smple custom cdearing agents, and especidly
the so-called briefcase agents have often been accused of being involved in the custom fraud,
taking place in many African ports. Only few have been able to grow and then generdly by
becoming local agents of multinational forwarders.

In Arusha there is a clearing ad forwarding sector in both Arusha and Tanga, but not in
Moshi. The gtructure of the clearing and forwarding is different in Arusha and Tanga.

Arusha

There are 10-12 clearing and forwarding agents in Ausha, of which | have interviewed six.
The oldest of them were established in 1977 as a mixed clearing agent and insurance broker,
but the rest of them was established in the period since 1992. Apat from one they were dl
independent locd firms (limited companies run by 1-3 owners). The only branch among the
interviewed firms, and probably aso in the sector as a whole, was a recently opened branch of
Cago Star, a large Dar es Sdaam forwarding company, which is part of a conglomeration
adso comprisng a large trucking firm. AMI, a large internationad forwarder used to have a
branch in Arusha, but that was closed because the key saff left and opened the Cargo Star
branch. AMI in Eag Africa was bought in 1999 by SDV, a lage French internationd
forwarder belonging to the Bolleré Group.

Apat from the insurance broker, al the locd, independent firms in redity are only custom
clearing agents. Some of them have smdl lorries and pick-ups for loca digtribution, but none
of them have ther own trucks for inter-urban transport. There are no trends towards
diverdfication into other parts of the trangport sector, but they dl seem to attempt to develop
dable relations with trucking companies. (The trucking companies did not express the same
interest). One of the agents was operating a warehouse for a big company, but generdly they
did not see warehousing as a future activity (though one sad that a bonded warehouse might
be interesting). None of the agents were trading themsdalves, though one of them was planning
to import agriculturd implements and second-hand tractors.

Mog of the agents have smadl branch offices or agents at the border stations in Namanga
(between Arusha and Nairobi)(3), Holili (between Moshi and Mombasa) (2), KIA (1, but
there are 4 Clearing and Forwarding agents with offices a KIA in addition to DAHACO
which operates its own clearing and forwarding firm), Tanga (3), Horohoro (between Tanga
and Mombasa)(1) and Dar es Sdaam (4 plus the branch which has its headquarters there). In
addition one was planning to set up a new office in lsska (the new transport termind in north
western Tanzania on the road to Rwanda).

Mog of the branches are manned with only 1-2 employees, who are often only part-time
employed. Many of them seem to be retired custom officers just being paid provison for what
they do, and the difference between having a branch office and an agent does not seem to be
very cear. In totd the sx cearing and forwarding agents interviewed employ 63 persons of
whom 30 are in Arusha and the rest at the branch offices,
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Competition is strong, so0 they dl take whichever jobs they can get. Therefore they dl found
that there was no clear-cut speciaisation between the agents. Still the interviews indicate that
agents fdl into two different groups

1. Predominantly import, and goods transported by sea and land

Three of the five interviewed agents (the sxth, Cargo Star, which had only
operated for two months could not say what they would be doing) said that they
handled 70% imports and 30% exports. Of the imports 20-50% condsts of
consumer goods from Kenya The rest is goods coming from overseas mostly
via Dar es Sdaam or Tanga, but aso a smdl portion from Mombasa (second-
hand clothes in contaners via Tanga, agrochemicds, fertiliser, new clothes,
meachinery, empty bottles and edible oil viaDar es Sdaam).

The 30% of exports they handle condsts of vegetables, fruits and barley to
Kenya, some agrochemicas re-exported to Kenya, white seed beans in
containers to Europe via Tanga, and game trophies, wood cavings and
mechinery for repair going out by air.

However, these agents mainly handle truck and sea transport. Almost nothing, if
anything, go by ral and very little by ar. They have no trucks of their own (one
sad they had four trucks when they started but now found it better to hire trucks
when they needed them). They do not use computers though one was planning
to do so.

Their activities are to alarge extent linked to the trade with Kenya.

2. Predominantly exports and goods transported by air

The lagt two said that they handle 60% exports and 40% imports. A large share
of both their export and import is by ar. They export game trophies, wood
cavings, persond effects, live animas and perishables mosily by ar via KIA
and a little by road via Dar es Sdaam; and import chlorine batteries from Kenya,
and computers, telephones, machinery, medicine, motor vehicles, and persond
effects from overseas dmogt haf of it by ar and the ret modly via Dar es
Sdaam though alittle dso comes in viaMombasa

It is these two agents, who have smadl trucks and pick-ups of their own,
probably mostly to transport goods to KIA. They aso had computers used for,
writing, accounting and e-mailing.

These agents are to a large extent linked to the tourist industry and the export of
flowers and fresh vegetables.

It was not possible to get a clear picture of the amount of freight handled by the clearing and
forwarding agents, partly because it probably varies alot over time.
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None of the agents do any consolidation, but handle only full truck or container loads. Some
sad that one of the large trucking companies (not one of those | interviewed) did some
consolidation, but generaly they found that the market was too small for consolidation.

They dl sad that most of what they handle is in containers, but my impresson is tha mos of
it is not truly containerised but just loaded and unloaded into containers on the truck, i.e. into
containers used as a boxcar. And they generdly did not see any trends towards increased
containerisation.

Tanga

Therge are 10-15 clearing and forwarding agents in Tanga, of which | interviewed four. One of
them said that there were 10-15 agents involved in the coffee trade, indicating that most of the
agents in Tanga probably are involved in the coffee trade. One of the agents | interviewed was
not involved in the coffee trade, but it was avery new enterprise that tried to get in.

Two of the agents | interviewed are both much older and much larger than the agents in
Arusha They were edtablished at the end of the 1960s when the coffee export was shifted
from Mombasa to Tanga. The two others were only a few months old a the time of the
interview in October 2000 and till smdll.

The oldest of the agencies was established in 1965. It is owned by a Tanzanian of Asan
origin and probably the largest agency in Tanga. It was importing about 400 containers a year
(industrid raw materids, project goods, and general merchandise) and exporting about 300 of
which about haf is coffee and the other half seed beans and some flower seeds.

The other of the old agents was established in 1968. It is a branch of SDV-Notco in Dar es
Sdaam, which again is part of the French Bolleré Group, one of the largest transporters in the
coffee trade in French West Africa. They only export coffee, 150-200 containers a year.

If the data they have given me are correct, these two large agents are very dominating in the
coffee trade. Together they should export about 300 container a year of 280 60-kg-bags or
about 5,000 tonnes, which is about hdf of al the coffee which is presently exported via
Tanga

Of the newly edtablished agents one is the branch of Cago Star (a large Dar es Sdaam
forwarder, which dso has a new branch in Arusha, which | dso interviewed, see above). They
attempted to get into the coffee trade but had not yet succeeded.

The other new agent was a branch of a loca, Tanga-based trading firm dealing in spare parts
and other goods. Although the branch was only a few months old it had dready handled 30
containers with coffee for a coffee trader in Moshi, who buys coffee in Bukoba. They had dso
handled the import of some industrid raw materids, eg. plastic bottles for the production of
vegetable ail.
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None of the clearing and forwarding agents issue their own hills-of-lading and none of them
have their own trangport, though the three branch agents were dl pat of larger firms which
own trucks. Only one of the agents has no computers, but itsloca headquarters does.

Although the large, forwarding agent said that there was no change in the coffee market due
to privatisation, it does gppear that the privatisation, which has crested new private coffee
traders, as0 has created openings for some new clearing and forwarding agents with ontacts
to the trader networks.

7. Development and prospects of the Tanga corridor under structural
adjustment

In this last section of the paper we shdl focus on the farly rapid changes of the Tanzanian
trangport system and more specificdly of the Tanga corridor since the end of the 1980s as a
result of structural adjusment policies, privatisation and trade liberdisation, which are regpidly
changing the economy and opening up for access to and especidly competition from the
globa markets and new technologies. This has influenced not only the technology and
organisation of the trangport system itsdf, but dso led to changes in the dructure of the
production and trade in the corridor, which congtitute the market for transport.

However, transport yystems are highly path-dependent and real changes tend to be dow, both
because they are capita-intensve and because they are highly integrated into the production
and organisationd dructure of society. Therefore dthough the Tanzanian trangport system at
present appears to undergo farly rapid changes, these changes are not taking place in a
vacuum, but must be seen partly as a continuation of a historical process, as we have done
here. As a basis for understanding the current development we shdl therefore firs summarize
some of the historicd trends in the development of the Tanga corridor.

Development of the Tanga corridor before structural adjustment

Tanga port was darted in 1892 as the firs modern port to be built in East Africa. However,
both the port and the rallway line connecting it to its hinterland were dow to develop. The
port never was developed into a deep-water port, but has remained a lighterage port, and the
ralway line only reached Arusha in 1928. Almost from the beginning the port got
competition firs from Mombasa (1895) and later from Dar es Sdaam (1905), where the
ralways were built more rgpidly and extended further inland than in Tanga, and especidly for
Mombasa into areas with a more rapid growth. Plans to extent firs the rallway and later the
road from Arusha to Lake Victoria never materidised. On the contrary, a feeder line to
Mombasa was built in 1924, which sphoned off a large share of the traffic from Arusha and
Maoshi to Mombasa, and when the link line and a new road connected the Tanga corridor to
Dar es Sdaam in the 1960s, the port logt traffic again.

After independence and especidly during the 1970s both Tanga and Arusha experienced an
indudridisation, which resulted in rapidly incressing imports through Tanga port. From being
primarily an export harbour, Tanga port developed amost balance between import and export.
However, not al the increased traffic during the 1970s and early 1980s was due to
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indugtridisation in the Tanga corridor. The port dso benefited from the increasing congestion
in Dar es Sdaam port (due to the rapid, but temporary, increase in trangt traffic to and from
Zambia trying to decrease its dependency of South Africa), and the closure of the border to
Kenya (and the competition from Mombasa) when the East African Community broke down
in1977.

The centre of the Tanga corridor was origindly the Tanga ralway line. From the beginning,
however, both the rallway lines in Tanzania operated with a large deficit, and the Tanzanian
governments atempted from the introduction of motorised road transport to protect the
rallways from road competition. From the 1920s until independence it was coloniad policy not
to built roads pardle to the rallways (Smilar policies were caried out in Ghana (Pedersen
2001b). Almogt al roads were built north-south as feeder roads to the east-west railways. In
the 1950s and 1960s, when it became impossble to maintain this policy and roads were built
from Dar es Sdaam to Morogoro and from Korogwe to Mashi, the truck licensng policy was
used to keep public carrier trucks from operating on roads pardle to the railways, and restrict
the operation of private trucks. Therefore the trucking industry in the Tanga corridor primarily
sarved the feeder traffic to the ralways and long-distance traffic to the centra and western
Tanzania, and the number of trucks dmost stagnated from the end of the 1960s until the end
of the 1980s Findly when aso the redrictive truck licensng became impossible during the
1980s the agricultural paragtatals were used to secure the freight for the railways.

However, in spite of the protective policies the rallways have not developed satisfactorily.
Trangport rates were politicdly fixed a a very low leve, and the increased traffic during the
1970 did not lead to increased funds for maintenance and reinvestment, but rather to
deterioration of both rals and rolling stock and declining efficiency and sarvice levd. Up
through the 1980s the ralways therefore had increesng difficulties competing with road
transport.

Development of the Tanga corridor after structural adjustment

From the end of the 1980s structurad adjustment, privatisation and trade liberdisation policies
have led to important and ill ongoing changes in the trangport system. In the port of Tanga
traffic has gone down since the late 1980s and especidly during the late 1990s, first the
imports and later dso the exports have gone down. To a large extent this is due to decreasing
industrial production and enterprise closures in Tanga corridor during the 1990s; but it is dso
due to increesng competition from Dar es Sdaam and Mombasa as a result of the
contanerisation, which tends to favour the ports with larger ship frequencies.

The first containers arived in Tanga in 1990 and a large share of both imports and exports are
now containerised. Although 95% of the import containers continue inland on trucks, mogt of
them are emptied on the truck (due to lack of handling equipment) and returned empty to the
port, while most export goods are only containerised in the port. Tanzania therefore do not
derive the full benefit from the containerisation, which rather contributes to the low efficiency
of the trucking industry. Egtablishment of inland container depots in Arusha and Moshi may
be away to changethis.
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However, continued privatisation of the agriculturd paradatds, liberdisation of the trade
with Kenya and improvements of the transport infrastructure across the border to Mombasa
are likdy to divert even more traffic from Tanga to Mombasa or Dar es Sdlaam. With the
generd trend towards increasing scdes in container shipping it is difficult to see how Tanga
port can come to play alarger rolein container shipping in the future.

On the other hand, in spite of being a lighterage port, Tanga port today tends to be more
efficient than both Dar es Sdaam and Mombasa and apparently is able to attract traffic from
Mombasa (though most of the goods transferred to Tanga (such as sugar, rice and second-
hand clothes) tend to be goods known in Kenya for duty and tax fraud, and may be diverted to
Tanga in order to avoid taxation rather than port inefficiency in Mombasd). There are dso
indications of new mining developments, which may generate new bulk traffic for the port.

The decreasing traffic through the port has dso hit the ralway line, dthough the port dready
for some time has generated only a minor part of the raillway traffic. The rallway never carried
much of the imports through the port and with privatisstion of the agriculturd paradatas
more and more of the exports are dso carried by truck. Tanga raillway line today dso plays a
vary sndl role in the internd traffic in the Tanga corridor. This is patly a result of the
commercidisaion of the rallways. In order to improve its economy Tanzania Railway
Corporation (TRC) prioritises its scarce resources for the long-distance transport on the
Central Line, where the chance of competing with the road trangport is larger. Seen from the
point of view of TRC this drategy may not be unreasonable, but it means, that Tanga Line is
garved for rolling stock and aso operates with transport rates which are not competitive with
the rates of the trucking industry. TRC's traffic on the line is therefore minima and the
Srategy almost seems to be an indirect decision to close Tanga Line.

On the other hand, the Trans African Railway Company (TARC), which has recently obtained
a concesson to trangport cement from the cement factory in Tanga to ations on the Centrd
Line, dso caries TRC-wagons on ther trans from Tanga to centrd Tanzania TARC is a
South African company, which also has concessons to carry containers on its own trains from
its recently opened transfer gation in Kidatu (between Tazara and TRC's Certrd Line) to
Uganda. TARC dso is interested in re-opening the raillway treffic into Kenya, so dthough at
present the Tanga railway line plays a limited role, it may have a potentid as pat of long-
distance transport between Kenya and the central and southern Africa.

One of the problems with TRC (as with other African railways) is that in monopolisng the
rallways they have treated them as a generdlised mode of trangport, which should be able to
trangport everything, athough today they will primarily be competitive in two aress, namey
bulk trangport of f.ing. minerds, gran and ail in large quantities, and transport of containers
in block trains from the ports to inland container depots. However, both require heavy
invegments in rolling sock and handling equipment and container depots, which TRC (like
most other African ralways) have not made and do not have the capitd to make. The
necessary reorganisation and renewa of the rallways therefore is likely to require that they are
privatised.
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The declining traffic from the port and the industries in Tanga corridor has dso led to
increased competition in the trucking industry and forced the trucking firms in Tanga and
Arusha to redructure. In Tanga some of the large trucking companies, which earlier operated
between Tanga and the inland countries today serve the same market but now to a large extent
out of Dar es Sdlaam. In Arusha the international traffic between Narobi and Dar es Sdlaam
and centrd Tanzania, has become increasingly important for the trucking industry. Due to
lower trangport rates in Tanzania than in Kenya the trucking industry in Arusha cary a large
share of the growing Kenyan export to Tanzania, but one can dso see it as a reviva of the
trangport pattern existing before the East African Community broke down in 1977.

The areas through which the Tanga corridor runs are among the richest in Tanzania and the
densty of motorised traffic has dways been high with Tanzanian sandards. During the late
1990s the number of smdl pick-ups, which serve the local and rurd aress, increased rapidly.
This has further increased the competition in the trucking industry and resulted in a drop in
the transport rates.

International arfreght from Kilimanjaro Internationa Airport (KIA) incressed rapidly during
the early 1990s from 1500 tonnes a year in 1990 to 3000 tonnes a year by the mid-1990s, but
has during the late 1990s gone down again to only 16-1700 tonnes a year by the late 1990s.
Apat from machinery and spare pats, the arfreight conssts mostly of hunter’s trophies and
tourist souvenirs and of flowers and fresh vegetables, but aso industrid products, eg. tshirts,
are exported by ar. The pegk traffic during the early 1990s conssted of horticulturd export to
Europe. However, due to low flight frequency 90% of the flowers grown in northern Tanzania
are now exported through Nairobi. It is hoped that an expected increase in the frequency of
passenger flights to Amgerdam from 3 flights a week to daly flights will be gble to attract
more traffic to KIA.

The dearing and forwarding companies in Arusha condgts of andl, modly locd firms A few
date back from the 1970s, but most have been established during the 1990s to serve the
increesng arfreight, import/export of containers and trade with Kenya They fdl in two
groups. The first group of forwarders primarily clear trade with Kenya a the land border or
sea trade through Dar es Sdaam. Mogt of them have agents or smdl branch offices a one or
more of the border posts. For them import is more important than export. The second group
primarily clear arfreight and primarily exports out of KIA. In Tanga most of the forwarding
activities are focused on the trade through the port both imports and exports, mostly of coffee.
The forwarding of coffee is highly concentrated and a few large forwarders handle more than
haf of dl the coffeg, but there are dso more than ten smdler forwarding companies involved
with the coffee, some of them recently established and linked to new private coffee traders.
This indicates that the recent privatisation of the domestic coffee trade has dso led to a certan
resructuring of the forwarding sector. Although some of the forwarders are branch offices of
large internationd or Dar es Sdaam-based forwarders none of them are issuing internationd
through-hills-of-lading, and their role in organisng efficient door-to-door transport is limited.
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In an African context the concept of a transport corridor was origindly thought of as a
corridor through which primary produce was exported. Until the 1960s this was true for the
Tangacorridor.

When Taeffe, Morrild and Gould in 1963 wrote about transport and underdevelopment they
expected independence to bring economic development and tranformation of the transport
corridors into more integrated trangport networks. The redity in Tanzania, as in most African
countries, rather has been 20-30 years of stagnation and decay in the trangport system, which
only during the 1990s has dtarted to undergo a more rapid change, a change which in the
Tanga corridor seems to imply a decrease in the port and rallway traffic and a shift in traffic
from east-west (Tanga-Arusha) to north-south (Nairobi-Dar es Sdlaam).

However, during the decades of stagnation the trangport systems in the indudtridised and
indugtridisng countries has undergone important changes. Transport is no longer seen as an
isolated activity, but has become closdy integrated with trade and production in complex
logidic sysems where travel time and timing is a leest as important as costs. Although
infragtructure networks are gill important, maybe even more important than before, new
efficent forms of supply management and information systems, which coordinate transport
and storage with production and marketing have become even more important. They are much
more difficult to develop with donor funding and today it is especidly here that the transport
systems in the developing countries fadlen behind. The new forms of logidic organisation are
necessxy to link up with the globa economy. However, the difficulty is that where the new
organisational forms in the indudridised countries were driven forth by increesng wages and
cost condderations, they are often more expendve in the low-income countries than the
traditiond trangport organisation so there islittle incentive to change.
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