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Mr. Warreni C. Iaum February 23, 1966

X. de la Renaudibre

Cameroon - Railroad Project

1. Attached are (i) a dossier concerning thc seconc section of the
Trans-Cameroon Railroad and (ii) a memorandumi including the comments of
AID on the project.

2. lie first section of the railroad is being built with joint
financing from the EEC, the French Government and AID. The three insti-
tutions appear to be pretty well deternned to go ahead with the finano-
inc of the second section. Indeed, the Belabo region where the first
section ends is almost an economic vacuum and it would not make much
sense to stop the railroad before NGaoundr6. However, with the cost
of construction of the first section having exceeded the initial fore-
cast, the three agencies involved are looking for others to provide some
part of the finanoing necessary for the construction of the second section,
and two of them, AID and EEC, are inquiring about possible Bank financing,
up to say $8-10 million.

3. We have told AID that before they even suggest to the Government
that it approach the Bank, we would have a first look at the information
available on the project and inform them whether there was any chance at
all that we might be interested. We would, consequently, appreciate your
coiments on the conception and justification of the project. I should
say that we have already comented that coming in to appraise and finance
a project one half of which is already completed and the other at an
advanced stage of preparation is not a very attractive proposition.

Attachments - 2

Cleared with Mr. Williams
cc: Mr. Matter

Mr. Calika



TO: Mr. Miles G. Wedeman, AFR/CDF Date: February 7, 196 6

THRU: Mr. Albert P. Disdier, AFR/CDF %274

FROM: James W. Fay, AFR/CDF

SUByECT: Analysis of Phase II Transcameroon Railway Extension

INTRODUCTION

The purpose of this paper is to briefly review the background
of the Transcameroon Railroad and aralyize the economic justification
for extending it to N'Gaoundere. The analysis of the economic
justification will be based primarily on an evaluation of data contained
in the report, "Transcameroon Railway Economic Evaluation of the Second
Section Belabo-NIGaoundere," prepared by the French firm Societe
d"Economie Et De Mathematique Appliquees in December 1965.

BACKGROUND

In 1960 the Cameroon Government (GFRC) asked the U.S., France,
Germany, and the European Economic Community for financial assist ance
to construct the extension of its railroad system from Yaounde to
N'Gaoundere. However, when it became apparent that the estimated $O
million in financing required to extend the railroad to NIGaoundere was
not available the FRC proceeded to undertake the extension in two phases.
Phase I construction presently under way will extend the railway to
Belabo a distance of 186 miles from Yaounde. Construction by the Italian
firm COGEFAR commenced in October 1.964 and is scheduled to last until
early 1968. Total cost and the financing of Phase I are summarized as
follows:

Item Construction Costs Phase I
(in million $)

Construction (including allowance for
escallation) 23.2

Supply of Wood and Steel Ties (including
allowance for escallation) 3.2

Rolling Stock 1.2

Ancillary Feature (stations, tele cmmunications,
etc.') 8.4

TOTAL 3).0
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Source inancing of Phase I Terms Amount
( in miUl ey j

A.I.1. Loan 40 yrs, 3/4 of 16 with] $ 9.2
initial 10 yr grace period on
amortization

EEC Grant 17.2

FRANTCE 8.4 Grant - 1.2 Loan 9_9.6
3

Phase I construction is approaching Q is on

schedule. There have been no major problems reported.

Efforts to proceed onto Phase II were initiated almost
simultaneously with the completion of financing for Rhase I. Indeed
COGEFAR's bid for the construction presently under way contains an
option clause under which the GFRC may, until November 1965, agree to
award the construction of Phase II to COGEFAR at a 2 percent discount
Irom COGEFAR's unit prices for Phase I. If this clause is exercised
by the GFRC, a contract must then be signed with COGEFAR by July 1967
at which time construction would begin on Phase II. Since COGEFAR's
work seems satisfactory to date and since its bid for Phase I was
considerable lower than any other, the GFRC apparently wants to
arrange for Phase II financing so it can excise its option clause by
November of this year.

Economic studies in support of extending the Transcameroon
Railroad from Belabo to N'Gaoundere were submitted to A.I.D., EEC,
and France in the Spring of 1965. Review of these documents, which
were essentially the same data submitted in 1960-61 for Phase I,
indicated then additional information would be required for A.I.D. to
determine if Phase II was economically justified at this time.
Therefore, following meetings in Paris and Geneva, between representatives
of A.I.D. and the Transcameroon Railroad Authority (OCFT) the latter
agreed to finance and contract an additional economic stuy. This
report prepared by SEA in the Fall of 1965 updates studies made
previously, compares the alternative of a road versus railroad from
Belabo to N'Gaoundere and quantifies benefits resulting from extending
the railroad to N'Gaoundere. The following sections of this paper
will attempt therefore to summarize and evaluate the SEMA study.

TRAFFIC PROJECTIONS

1. North to South Traffic

North to south traffic projections in the SEKA study are
based solely on the estimaftd lihge of production for export of fie

dc:Cotton. peanu, livestock, fish and rice. Projec ;io-s of
the meourt of onage the crops will produce are derived -rom data

contaid in 3d e (an:eroon Development Plan and from empiri evidence
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of production for the 'ast 5-10 years. The following table sammarizes

these estimates:
Tons of Product to be Transported

Mode of Transport 1963-6 4  1970-71 197-T7 185-7

Railroad or road 15,400 62,100 T9,000 127,300

Benoue River 18,000 19,000 22,000 24,000

Nigerian Railroad and Other 32 000 8,000 11,000 14,000
Total 65,400 89100 112,000 165,300

Although above estimates indicate a relatively modest growth

in total tons to be transported, only 4.6 percent per year increase,
the share going to rail or road, is estimated by SEMA to increase

eight-fold. The explanation for this change in transportation mode

seems valid; an efficient rail or road link between northern and

southern Cameroon will provide the cheapest means of transportation for

75 percent of the estimated tonnage.

2. South to North Traffic

Forecasts of the movement of goods from the southern

region of Cameroon to the northern are based on the following:

a. population growth rates will remain at present levels;

b. Per capita income will double in 20 years;

c. overall consumption of imported goods will average

an annual per capita increase of 3.5 percent

from 1963-64 levels;

d. aivergence of per capita consa.mption between north and

East Cameroon as a whole will be reduced by 20 percent

in 1970 and 1 percent per year thereafter.

Based on these assumptions, projections of traffic tonnage destined for

the northern region are sumarized as:
Total Tons of Goods Requiring Transport

Mode of Transport 1963-6 4  1970-71 1975-T 1985-6I

Railroad or road 16,600 42,000 D9,300 158,500

Benoue River 22,700 18,500 20,700 24,400

Niaerian Railroad and Other -- -- -- --

Total 39,300 60,500 90,000 1-2,900

These figures indicate that tonnages transported to the

northern region will ncrease more rapidly than those previo sy shown

or proj-ected north-to-south traffic. The south-to-noth f res

I a . nereent total annual growth, with an !i percn per year



ncreao for rail or road traffic. The more rapid growth in soth-to-north
Iraffic pro jct on bca t northern regio -11 i nuort orimarily
eav roducts (fel 1. metals fert iliz1ers, wood), w hereaos tnage

projecte-orov c t are prodcts with lese we.7 _ per volm ( coonr,

peanti, ialm ril by-prodcts)

3. Trafic wah Chad

In add'tion to traffic movements between the northern and. southe-n

sections of the Cameroon, the SEMA study cons aers trafic to and from Chad.

Presently some 0,000 tons annually are moved to or from Chad via East

Cameroon. With an efficient transport link between Douala and N'Gaoundere

a much grea er volume of traffic should result. Therefore, the forecasted
tonnage moving through East Cameroon to or from Chad is for 250,000 tons
ann ally by 198;. This represents modest average annual rowth rate of

5 percent. The rail or road's share of this Inage however woold be

approximately 80 percent of the total by 1986, compared with only about 4
percent presently. This latter figure may be somewhat optinistic since it

represents about 40 percent of the total 19O Forecasted traffic.betweer Belabo
and N'haoundere.

4. Traffic Su mmry

Because of the nature of the goods on which the traffic projections
are based, the vast majority of tonnages forecasted above will travel the
whole distance between Belabo and N'Gaoundere. Admittedly, some wood and

cattle silpments might be off-loaded enro.ute, but sionce the population
density of th area is quite low, these amounts would be insignificant. It
is therefore assumed In the IEM.A study that the projections of tonnage can
be converted to ton-kilometers by multiplying then by the distance of the

prorosed railroad or road alternative between Belabo and NGaoundere. The
following -'-able summarizes these projections via rail or road in millions of
ton-kil-lometers from the time when a railroad or road would be opened.

Growth of Freight TraffIc (in Both Directions)
Amounts transported, in tors Million otnilometers
North L outern Ea road Foa

Year Cameroon Clad Total (34 il x sos (31 Kil. x ton)

19T) 04,0 2,500 127,600 L2.67

9 111,Y00 ,Too 136,500 5. 50.'
197 120,000 2o 000 i4 ,000 84.2
19Ts- 128,100 93,100 221,900 ,4.1 32.3

1975 137,300 98,000 235,300 78.6 8I.s
1970 148,500 105,000 253,500 84.7 94
1977 158,600 113,100 271,700 95.9 100.8
1978 169,300 121,300 290,6O0 97 107.

1979 180,900 129,900 3.0,800 103.8 115.3
1980 193,200 138,600 331,800 110.8 123.1

1981 206,400 147,700 354,100 118.2 131.4
1082 220,400 157,000 3T7,4oo 126 140

S235,400 166,600 492,000 134.3 14°.1
251,00 176,500 42T,800 1 15

900 186,00 4L3,400 1 12
0 9',600 , t o 49.1 Il.
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5. Possible Additional Traffic

There are two other sources of traffic not included in the traffic
projections which could significantly increase the forecasted tonnage of
goons moved between northern and southern Cameroon. One of these sources of
anditional traffic would result from the exploitation of bauxite deposits
at Yartap-Ngaoundal in the northern region. These relatively low grade
deposit -would only be worked if the capacity of the aluminm smel ter at
Edea wa>; increased to twice or three times its present capacity to jastify
exploiting this source. Consideration of this possibility has obviously
been given serious attention by the GFRC and the French interest in the
Edea smelter, but no decision has yet been reached.

The other source for increased traffic is based on the possible
construction of a dam at Mbakaou, also in the northern section. This
proposed dam would provide water for an intensive irrigation scheme which
would appreciably increase the amount of products grown in the area and
increase the demand for transport facilities. It is estimated that the
implementation of this scheme would result in 50,000 tons of traffic annually.

ALTERNATIVE TRANSlORT SOLUTIONS

1. General

Using the traffic projections that are shown above, the SEKA
study attempted to determine the most economic means for transporting the
forecasted toraages. The possible alternatives considered were:

a. Extending the Transcameroon Railroad to N'Gaoundere:
b. Constructing a road along the same general path as the

proposed railway;
c. Reconstructing the existing road, that lies east of the

proposed new road route, to all-weather heavy traffic
standards.

Of the three possibilities, reconstructing the existing road can be rejected
readily as the least economic. First, this route would be nearly twice as
long (601 kmr vs 374) as either the proposed new road or railway exvtension.
Secondly, since the existing road is in such poor condition and traverses
more rugged terrain than the other alternatives, its reconstruction costs would
be greater than the costs of building the direct road. This alternative
would therefore be more expensive to construct and operate. Although the cost
of reconstruction used in the SEMA study appears high this conclusion appears
valid.
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2. New Road Alternative

The oossible direct road between Belabo and NIGaoundere would

generally follow the route proposed for the railway extens ion. It would

divert irom ths route In a few places because since a road requires a

wider bed than a railway (281 vs 13') it would be better to have it follow

ridgelies; to avoid heavy earthwork and drainage problems, The proposed
direct road would therefore be about 226 miles long (371 kilometers).

The estimated cost for construction on the direct road, based
on current prices in the Cameroon, is estimated at between $104,000 and

$125,000 per mile. Using the lower figure, SEMA arrived at a construction

cost of $23.5 million. It is assumed that theae costs would be spread over

a four year period to coincide with the estimated construction schedule,
which estimates that work would begin in 1967 and be completed by the end of
1970. Annual road maintenance costs are estimated at $370 per mile, or

$86,000 per year. in addition, SEMA estimated that the cost of resurfacing
the road every five years would be $200,000.

It is also estimated that the average cost of hauling one ton one

kilometer on the proposed road would be 31. Multiplying this figure by the

projected annual ton-kilometers of traffic shown previously gives a yearly
operating cost for comparis6n with the railroad alternative. During the

initial year that the road is in operation, this cost would be $1.54 million

and would increase to $5.8 million by the fourteenth year, based on the
traffic forecast shown previously.

These costs were then projected for 50 years, which is the assumed

life of the road and railroad. However, costs after year 20 are shown

constant ince traf-fic projects have only been made through 1986. Although

the figure is not too meaningful, the total of the 50-year estimated costs
for the road alternative is around $315 million. A more meaningful figure

ithe present worh value of these projected costs, which at various
discount factors are:

Discount Rate Present Worth of Costs
67 ]80 million

10 $47 million
14% $32 million

The SEMA analysis of the cost of the road alternative may possible
understate its cost. The construction cost of $104,000 per mile is similar
to other estimates of road construction in West Africa, but the estimated

annual maintenance cost of $370 per mile and the resurfacing cost of 200,000

seem auite low. The estimated road life of 50 years is guite long and no
charge is calculated for the cost of "rolling stock" (i.e., trucks and
trailers) that will use the road.
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3. Cost of the Transcameroon Railroad Extension

The SEMA study uses the COGEFAR bid price for the construction
cost of the Belabo-N t Gaoundere extension of the Transcameroon Railroad witha 21 percent contingency factor for a total estimate of $36 million. Basedon c 2e proposed work plan the construction costs would occur as fcllows:

1967 $8.1 million
1968 9.9 million
1969 9.9 million
1970 8.1 million

Total $36.o million

Estimates for the rolling stock required to move the forecasted
tonnage are about $3.1 million. This would allow for the procurement of:

3 - 2,200 h.p. locomotives @ $500,000 each
8 - small switching engines @ 92,000 each

69 - freight cars @ 12,000 each

These pieces of rolling stock would be procured between 1970 and 1986based on the capacity required to meet projected tonnages of freight.

The direct operating expenses of trains hauling the projected
tonnage between Belabo and NIGaoundere are based in part on data compiled-n 1960 for the proposed Yaounde-NIGaoundere extension. These expenses
are computed separately for (1) personnel and equipment, (ii) loccmotives,
(ii) switching enginees, and (iv) freight cars, based on the following
forecast of the number of trains weekly between Belabo and NIGaoundere:

1971-73 3 trains weekly
1-974-76 5 trains weekly
1977-79 0 trains weekly
1980-82 7 trains weekly
1983-84 8 trains weekly
1985 and thereafter 9 trains weekly

The total direct operating costs for the railroad alternative is thereforeestimated at about $800,000 per year initially, increasing to $1.45 million-n 1986 and thereafter.

Total capital and operating costs of the railroad for its assumed
50-year life are therefore, estimated to be approximately $110 million. Ona present worth basis, this figure at various discount factors becomes:

Factor Present Worth Value
$48 million

% .d 8 nillion
$32 million



4. Optimum Solution

The preceding figures show that the railroad alternative has a
higher cost of constriction than a road built along the sane general path
($36 million vs. $23.5 million). However, the operating expenses of the
railroad are considerably lower, being $800,000 per year initially for the
railroad versus $1.6 million for the road and rising to $1.44 million in
1936 for the railroad compared with $6.5 million for the road. When the
two costs are combined, the railroad alternative has the lower present
worth costs at discount rates up to 14 percent. SV14A also projects an IRR
for the rail vs. the road solution assuming two different traffic hypotheses.
One a low traffic projection, assumes 20 percent less traffic in 1976 and
40 percent less in 1986 than those shown above. On this basis the rail
alternative would be betterat discount factor up to 11 percent. The other
a high projection assumes 20 percent more traffic in 1976 and 40 percent
more in 1986 and results in favoring the rail solution at discount factors
up to 15.5 percent .

Although the cost of the railroad alternative may also
be understated - there will be more on this when CDF/ENG reviews the final
plans - it appears that the SEMA conclusion that the railway extension is
the better solution is valid if one half or more of the projected traffic
materializes. One cannot be clairvoyant and say for certain that the
forecast in traffic will be achieved but the recent growth in freight
carried by the Cameroon railway system and the World Bank's recommendation
that continued improvement in the transport sector be the highest priority
for Cameroon development are hopeful indicators that the traffic projected
will come to pass.

THE ECONOMIC BENEFITS RESULTING FROM EXTENDING THE TRANSCAMEROON RAILROAD

The SEMA indicated that the extension of the Transcameroon Railroad
is the least costly alternative for the transport of goods between the
northern and southern regions;but it must still be proven that such an
extension will be economically justified. In order to determine this the
economic benefits to the Cameroon by extending the rail link mnst be
compared to the situation resulting from maintaining the present transport
system; an earth road between Belabo and N'Gaoundere, 370 miles long.

1. Reduction in Transport Rates. If the Transcameroon Railroad is
not extended, the cost of shipping goods between the northern and southern
regions will continue at the existing freight rates - approximate 5# per ton
kilometer. In addition, since the present road between Belabo and
NIGaoundere is 155 miles longer than the proposed railway extension, the
costs of shipping goods would also reflect this added cost.



Taking these two factors into consideration (I.e., igher per T-K costs
and longer distance) a comparison can be made between user cost f' oresent
means of transport versus3 user cost via the proposed rail from Belabo to
N'Gaooundere.

The SEMA study assumes that traffic on the existing road between
Belabo and N'Gaoundere would not exceed the 19 7 1 tonnage projections,
namely, 42.6 million T-K's. Therefore, were this traffic carried over the
3o5 mile long existing road it would equal 7o.o5 million ton-kilometers of
traffic. At an average cost of approximately 54 per T-K the total
transportation cost on 42.6 million T-K would be $13.7 million annually.
The comparable cost of transporting this tonnage via the proposed railway
extension would be the same tonnage projected for 1971 (42.6 million T-K's)
tines the estimated average T-K rail cost (3-y30) or $1.4 million annually.
The difference between the two figures represents the annual user savings due
to the extension of the railroad. These 91.4 million in user savings would
accrue for each of the 50 year life estimated for the railroad.

2. Generated Benefits. The SEMA study also estimates that the
incremental "value added" created by increased activity generated in the
transport sector is 1/20 per T-K of additional traffic. Traffic, as shown
previously, is projected to rise from 42.6 million T-K in 1971 to 161.4
million T-K by 1986 due to extending the railroad. The "added value" is
therefore eaual to 1/2# per T-K times the differences between projected
1971 traffic, which is assumed to be the maximum that can be carried by the
existin g communications system, and the yearly increase in traffic projected
from 1972 through 1986. For example, in 1986 the "added value" would be
computed as:

(161.4 mkt - 42.6 mtk) x $.005 = $594,000 or say $600,000 annually

The total "added value" benefit for the estimated 50 year life of the railway
extension is therefore about 22 million. On a present worth basis this
averages a yearly benefit of around' $200,000 at a 6 percent dsco nt factor.

3. Increased Agricultural Activity. The increase in agricultural
production in northern Cameroon is based on the creation of a low cost
transport system between the northern and southern regions. The ")ENA study
estimated that about 75 percent of this projected increase in agric.lturaI
production between 1971-1986 would not occur unless the Transcameroon was
extended. Therefore, the incremental benefits attributable to the proposed
extension can be estimated as follows:

In Millions of Dollars
Estimated value of Assumed

Years Increased Production Factor Total
1971-75 $ 7.3 .75
1976-80 $11.7 .75
1081-86 and 314.5 .759

s=hee te
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When the amounts shown above are teen reduced by an add- ional
20 percent to allow for production costs paid outside the agriculural
sector the total incremental benefit attributable to the raiwa extensor
can be :urimariz2ed at vario s discounted rates as felows:

Discount Rate Present Worth
21. milli n

1 2 .0 million
2 14.0 million

CONCLUSTON

The total incremental benefits resulting from extending the railway
to NIGaoundere can be compared with the total estimate cost of the
extension, on a present worth basis,, and summarized as follows:

Million of Dollars
Discount Rate Total Benefits Total Costs

$132 48
14,~ 57 3)2

209 29 29
8 27

The above present worth analysis indicated that the discounted value of
costs and benefits Is equal at around 20 percent, hence this fige
represents the internal rate of return of the project. The indicated
IRR of the project is quite good but it should perhaps be eval ated in
the ght that it will allow considerable latituide for error.

Although the conclusions of the SEMA report may have been
predetermined before the study was commenced there does not appear to be
any place in the report where blatant or obvious methods or fig res were
used to bias its conclusion. Howevei, the case for oxtending the railroad

rest s prinarily on one point; -- how much traffic will travel over the

proposed extension between 1971 and 1986? The SE1A study assmes an average
annal growth of 9-- percent of 'reight carried by rail during this period.

This freight is generated from 60 percent within the Cameroon and 40 percent

externally, primarily from Chad. And it is in the area of external traffic
growti that the SEMA study is and perhaps must be most vlnerable to
criticism. External traffic is assumed to grow at 15 percent per year for
fifteen years, clearly a high growth rate. Considering the unstable
political situation in the area, it is highly likely that the boarders

between Chad and Cameroon could be closed for extended periods or that

shipping via Nigeria or Congo (Brazzaville) would be favored.

Such a situation as indicated above would, however, penalize the

economics of a road as much as the railway extension. The only sol1n0

to avoid such a contingency would be to make no investment in a t
networkbetween north and south Came-oon. Euc- a remedy wo-ld pla ceth

buruen on 0n orove t'ee wl be a situation sin c

I e border or oo ew~ise elminate ohis soy rc oI sraie; oleoly
>p as a leak
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It is therefore recommended that you accept in principle the
conclusion of the SEMA study that is the extension of the Transcameroon
Railroad to N'Gaoundere is a viable project and will advance the
economic development of the Cameroon.

ccs:

JKnoll,AFR/WA
MCook,AFR/A R
JSowalsky,GC/AFR
CSmithAFR/CDF/ENG
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Form No. 27
(7-6 1)

INTERNATIONAL DEVELOPMENT INTERNATIONAL BANK FOR INTERNATIONAL FINANCE

ASSOCIATION RECONSTRUCTION AND DEVELOPMENT CORPORATION

OUTGOING WIRE

TO: LUTOLF DATE: DECEMBER 10, 1968
INTBAFRAD
ABIDJAN CLASS OF NLT

SERVICE:

COUNTRY: IVORY COAST

TEXT':
Cable No.: 252

RE YOUR CABLE 198 ON CANEROON WE AGREE POSTPONING FERCAM MISSION UNTIL

FEBRUARY THUS RELEASING POULIQUEN AND HAVING BRANDRETH JOIN DUNCAN

REGARDS

CHEEK

INTBAFRAD

NOT TO BE TRANSMITTED

MESSAGE AUTHORIZED BY: CLEARANCES AND COPY DISTRIBUTION:

NAME 7 rice M. Cheek cc: Messrs. de la Renaudiere, Jaycox

DEPT. stern Africa

SIGNATURE BMheek:hpb
(SIGNATURE OF INDIVIDUAL AUTHORIZED T ~PROVE)

For Use by Archives Division

ORIGINAL (File Copy)
(IMPORTANT: See Secretaries Guide for preparing form) Checked for Dispatch:

A
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FORM No. 59
(2. 55)

CROSS REFERENCE SHEET

COMMUNI CATION: 'emorandum

DATED:Deccmbcr 5, 1968

TO:C. Wilkinson

FROM:RB. Chaufournier

FILED UNDER: Cameroon (General Negotiationls)

SUMMARY: Terms of' Reference for Mr. Wilkinson with instructions to pay
particular attention to.....

Extract.....



FORM No. 26

(6. 65)
INTERNATIONAL DEVELOPMENT INTERNATIONAL BANK FOR INTERNATIONAL FINANCE

ASSOCIATION RECONSTRUCTION AND DEVELOPMENT CORPORATION

INCOMING CABLE

DATE AND TIME 0 U T I N G
OF CABLE: DECEMBER 2, 1968 1715

LOG NO.: RC 4/3 ACTION CDPY: MR. CHAUFOURNIER
TRaNSPOR TA TION PROJECTiS

TO: INTBAFRAD INFORMATION RIP OE

COPY: PROJECTS-C30

FROM: ABIDJAN DECODED BY:

TEXT:

198 FOR CHAUFOURNIER AND SADOVE

RE CAMEROON FERCAM. TO AVOID SPECIAL TRIP 10 CAMEROON BY POULIQUEN

SUGGEST POSTPONEMENT MISSION UNTIL FEBRUARY THUS ENABLING BRANDRETH

PARTICIPATION

LUTOLF

M T

FOR INFORMATION REGARDING CABLES, PLEASE CALL THE COMMUNICATIONS UNIT EXT. 2021

ORIGINAL
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FORM No. 26
(6. 65)

INTERNATIONAL DEVELOPMENT INTERNATIONAL BANK FOR INTERNATIONAL FINANCE
ASSOCIATION RECONSTRUCTION AND DEVELOPMENT CORPORATION

INCOMING CABLE

DATE AND TIME B 0 U T I N G
OF CABLE: NOVEMBER 28, 1968 1705

LOG NO.: RC 8/29 ACTION CDPY: TRANSPORTAION PRWJECTS

TO: YOUNG INTBAFRAD INFOFWATION PRJECTS-342
COPY:

FROM: ABIDJAN DECJDED BY:

TFXT;

193

RIURCAB 239 LUWIG EM SINCE NOVEMBER 23 LEAVING TOMORRW 29TH FOR

MAURITANIA. BRANDRETH JOINING DECEMBER 3. DUNCAN EADY ACCOMPANY

MORRIS SIERRA LEONE. GRAEFUL YOUR OFFER POULIQUEN PARTICIPATION

FERCAM MISSION. WILL CABLE RSPLY NEXT WEEK

GWE

FAMILY NOTIFICATION BEING MADE FOR MR. LUNIO

MT

FOB INFORMATION BEGARDING CABLES, PLEASE CALL THE COMMJNICATIONS UNIT EXT. 2021

DUPLICATE
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(CM\I 130oL N
par M. H. HAMEL

Conseiller administratfi a !a Direchon cIe a Reo

dos c remm, de for du Cnii mun

Commw tiniodui on i unl irticle consacit' I Ila mode rnma,,tion
dles c nmw; dt ita III Canni (oun, d lou , mbhl u 111 dt ipllep lI rc- -Ao

la phIas suXlivite, (xt t L 1 un i itude que le pesi n ort ,
conllaulcialt, dirns Chroaiiques doiutie-Ili r dviul 1955, aux c, Rp. DU CAM E R O U N FORT-LAMY
m11ns de fer an Aftrique fiai ase

Le cheniri de fei, s i a coiserve longtemps Iempreinte de C HE M NS DE FERses createurs. dispose cepen dii de la meme facihte d adaptition C HA
qlue ses conculerts. - vo e

Et, a lepoque ou de umbireuses personnes ne croyaient pius - exat"in*e l*

a I'avenir du rail, consideiaient l'ere du chemin de fej comme voie opoiio *

close en Afrique francophone, M. Bosc engageait resolument les " en constr-uclion
reseaux places sous la tutelle die IOffice central dans a voe Q
du progres. 9 e

Pour ne pailet que de la dlieselisation M. Nicolas, alors qu e d e
etait directeur de la Regifercarm, estimait a plus ie 350 milhos proje
C F.A par an, sit i aas duI tr;ifi et des piix d 195 l56 ocomn umi""""" o

que Et 1 o meIl ailu , L tuii de Il du e lm0FO

du chenunl det for duL Camle ouii , (Bu111011 menIsuel dmfrton
de Ia Regiei cain dc sptlel 195/)i

« convinrit du iendir ha mmiiiiae a la Llaiivoyance de ceux une

qui ont su disceiier ci temps utle Iinteit de ce piogres tech- acoyu
niique capital et ont iusasia a limposer mlalgre les reserves et b T b I

les ciaintes de c r 2taits hInatieirI lnsurffiSamIent InfoIrMeIs : Ii nWui 1 Re
premier rang d'eitie eux I convient de citei le Conseller d tat B.diENTRA

Surleau, president du consed d administration des chemins de fer o$oumbon
de la France d outre-mer et M i ingenieur geneial Bosc, duiec- o Gor

,14teur general de 'Office c-Ia! des cheinms de fer de la France - aron

d'outre-mer dont l'action a ete determinante dans la diesehsatiorn - 0oreb

du chemin de fer du Cameroun. O bongo °

Pour la Ragifeicam l'impulsion a ete benefique Les directeurs BUEANogoEboko Boou

successifs qui ont preside aux destinees du rail camerounais VICTORI Ed. YAOUNDE 0 AbonMbg

depuis 1948, anre ie ci eation de la Regie, se sont efforces de 1bo*,duro -I. T
moderr-iiser, an maximum, un outil indispensable au developpe .
ment econuonique du pays. FERNANDO P0O 0to-a

Kr, b Eb oEboioo oigoiImEn passalnt suiccessivemnt en revue

- I ifla tr u Hn at la supa i stir uctui a du ili I a ( ", 0
0 C F At,

- le ma1tefiel loulanit ocFAN
- Int utATLANTjQUE RIO MUNI GABON CON GOIentretten et la gestion di chemiii tie fer
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nlous venlons les prlowesacomh depuis vingt an.Nous midi
qluerons aussi, cherun faisant, les realisations que la Reg eespere effectuer au cours des prochaines annees.

INFRASTRUCTURE
Parmi les ameliorations importantes apportees Sur la ligne -Centre, signalons la construction du tunnel du PK. 201 g
Entre les gares d'Eseka et de Makak, I vote suit la vallee dela Meloume. Elie s'accroche en profil mixte aux flancs de pentes -boisees ou rocheuses. Vers le PK 201, la nature du sol constituaitune sujetion d exploitation, par suite des eboulements frequentsqui y survenaient. Les glissements importants de terrain provogues en 1950 et 1951 par des infiltrations d'eau de pluie, mon-trerent la necessitec de percer un tunnel. Les travaux debuterent

en septembre 1951. L'ouvrage, long de 194 m, a ete finance parle FIDES.
Le reseau possede 51 ponts metalliques totalisant 2.454 rnde long. Les ouvrages de la ligne Centre ont ete calcules d'apresle reglement allemand de 1907 et le reglement francais de 1915nous manquons de renseignements pour la ligne Nord. Pour per- Bcurreuse-nivel use-ripeuse Matisa BNRI 80mettre le passage des convois de 13 t par essieu, la Regie arenforce, de 1953 a 1956, 21 ponts metalliques : 10 sur Ia igne Substitution de voie. Apres quriianritn ce c reulatpasCentre, 11 sur la ligne Nord. de plus en plus -ntenses attu po. i P pA' os rCl crtainesJne stude est envisagee pour un nouveau renforcement des sections de hnes preentaint de signs d r dnieeux- ages d 'art de la ligne Centre, a 20 t par essieu La ligne Nord fut la peiere al tre ieoi Les tr fa0vauxdebuntere nt en) 19 11 1 t~ din in s iJ ' ( 15 kiido i 1( kle SO -lj I dl ~il ' ' ., k(; il I m i ,,SUPERSTRUCTURE N'[ I' Nkonrig' l), ipi- 6, -V) kili {11 1

Lohn Nkonirl ' C-iNoi C xctanuuma s Lesautoivemeit lo vow. les bcluhvtiment pdjr('ka t "1taliinC, 1l, ,ilem' enftlt iip; i b 1,00la ieCentdee transr14 kinant nb pap Pva lne .c Cn i al On ri
VoieM avec du r 2e ir t- fiavax tri

I ( bi construction, hi Sociele Len/ u du ran dM nc NY) L i D anlP Mr lkomb | (i id I In p-
k(1/m1 t1 ilf su l n Nord ut du de3l de 2/i kttp< s ntte mmplf me l dul mic ta section Doualu-seka Les autorites franaises cheverent Bidjocka et Ottoto -Akon. ne e tita gne Centre et transformerent, en 1933, iantenne Otele_ 14 kn, oit e rnouv s aveC du iim de 3 n tMbalmayo avec du rail dle 26 kg. Des que certam~is travaux pooaa e eont achvesfe parltlculeer Iantenne Mbnga-pi Kumba, lgirprt it

TY~~~tJL5*OE ~' RAI) LC ti1u (it fala , i 0 I lil NniO Is

tions de voite sur la lgne Centre L amernenCt sCra r )sptdu rai de 36 kgmete n eposant so desatrave s en bto IRS
Scudure des joints. -POur amHehorer la stabilite de ]a voie,

en ehiminanit les__ fcte (rs ,,, deformLiatin qie coi stituent les
Joints, lies p iogrm s d rel n uvelement de Voi ont (:t(, com-
pletes padeies pet nies de sodue de rlliTYPESDEf RA lS Les t avauIx ont commence, eni 19,56 surk la hqne, Nor d IlIs

36K9 Std ont et(! ensuite powss vis sm i la gnie Cetrei Fml 19671, 426 kmnde voiei etaient sudoes.

Le re dement et la qinlte du travnii l nt (In fru a m-NKONGSAMA 27.8KgAd Iinstalation a B ssa, en 1902/196'3 d1n li ml u t
U MBA26Kgbarres lo gues e i g o tent de ( t aitlhm sionlt lmi s,.,utiaiies chaiuhers d u mpo,

20KgAlldlem uent amergeue pom ce gemeI ni Cti ui1nnljIiro L CLOWE ~Voies d'evitemnent. - A I epoqueo d1e la vaipcur.is voie (I evi
tement des gaces avient de n00 a250 ismi0 lia istion du rse u oblhgeaX lp heIminde t al ul len Jo
sept gares de la hgnie Cen rtie et de ux garles de IM lqgr [ NoPour permettre le cris me t estrmslo g , 1(emor~j(- que pales CC Alsthom AGO de 2400 ch denuvea)ux tliavadl.XC aI!l-
gemnent dies voies d'evitement onit ete etr epris surl1, la h ne Centre.

Inm 1967 les trajvaux fvme t ( t o hass dan,, les genes do
Lungahe, Kopoigo, Makondo Sodiba, Messando Ndor-00UALYAUE Bessol Bidjocka. Badjob. Sombaidjeck. Makk, Akono, Mvolye et.YAOUNDE Onambele.

Passages a niveau. L CIccroispsement du plmc automobile.E DEAidune 
part, I 'augmentation de a vitess C des vahicues, d autre

OTEL lpart, ont rendI pIUs fieqents Is accidents dns es cntresT ELE de Yaounde et de Douala.ESEKA ~ En vue d aicnroitri (n vla ltp ni p l5-Jw
MAKAK - 'i a i in 1964, u i p111d1mpeme de ihx pasui a mpa des dembairrieres automatium a Doula. 2 a YaioundMBALMATD 11 a te ealbse en 1966.
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Batiments. merbeGrac-e aux cieu;x du F ; unf'i w ,t
NOus p rn 4 n v s ares et sutations du eseau, ie nagement a ete effectuj 1 u55 I , E f,

nte ti' m niere a instae en 1906 , r1s iagi . o,,4 Ci
Gares et stations. C g t t bananues a Loum-niChnwt PerK et

N l'm k ; d' , sut ir Li ji Gertro de 5 km Centre ferroviaire de Bassa. - (n c t1, 1i-ji- N-d p'11-o d i ixploitt Io reteau Les quatl Travaux pub!b(Cs Muhau ahtt wtrare unpo)1,iinti son I ou1 Lu(Ca, Yaunurdu et Nkonqsarnba. du chemin de fer. Cette ust ' .

D)1pu) 4 ian H rnrrr a templaico es btimeits par les lignes Nord et Cenrt at ( t relee p
up ve tuti de, i"1 N t s de M 'lke, Manjo. Mvolye, construit Sur .l Wour

urnjrllh it I , a reconstruru, d'apres un projet Nus a vu p ;j . 1. r,.Id l' f it e D 0, le :rtnenrit di'Ed a. L'extension du ete Noause avrs v nu du 1)1fi4u; en ifi n ir tIC
su t piIuI nu i uni nouvele gare voyageurs teouV ss dans (rlS W (, I' pefim! ii i I, 4 Iil ,e en iii- 'ri (1 conceir n c gare a marchan

dist, li ,e m, j h ,ino w rise cr place d'un faiceu Les batnuiits du Cett fterrv o (de Br etuii
de t i I imnsh uc-tion do u 000 In de mu asins de stockage les services tchniqt.. s c, 'a Reg ut ft' Ou : p d

deC p irt, 1951 Is peuert etre clas e en t f catejur
i .p itaip n r i to 6 14 Ifivi 199;. tn terrain situ,' batments a .u w 1 te1 e 22 71 mi

II till M , t d u' . e l Ia rn' Centre a ete cla5s verte
i t, k -;;1'WW o ! 'Iov l I i iou r l Io h n f ti f Ionf d'une (aj)re - tj~itln ilet o ul I i iI h11,11 A 'i I I 4 liyt d! oimirhlfrr , JItnhers centtltux et de surfac .e rmuvert ,

r'u h r rW j It, -l v n j'e de , r B (assa. dont nous 4 0, 1 rr. fit
f; , i I ,I n' I . 1 ,o i s (r Duuala Ie repondent - m aca1
x " t u t v, it i c ! i t I uin deI r no Uve vI e

a u; .. ""4 .4. ioi ' 1 buppose un inves Le C ntr hul t t i .LI a l 14d, i i n rinoirad .perrs (ull sea routO et ti tars .'au de( i 'I 1 k''m d ' ) t 'Le y -n ' tirx
po, uv trr i , ti trmp' voulu, i i ou)tirces financieres de pluies s'effectue pa Ln r Ose u ( u JitI its d kI

, I I, d h m aairn- piossrenrt tr ms , Ierr1w , cti h eiri iii 1 (i 1 Il , i t ill b onI -IIIinf ititw, dt ho ~ t, n us vsnilnt un aspect pernus, d assmte-t, Ofn P, u %1W un 1'I do tj I)(,un 1

T / --

-7 -7 -

Vue aerienne du centre ferroviaire de Bassa (oct. 65)
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11 etait incispensable de rnover le parc pout jadapter audeveloppenent do 'oconionei c'meti iota-

Materiel moteur.

Locomotives de ligne. - A part un miodust experienc
tentee, avant 1939, par le chemin de fer Conge-Otan. gui avaitachete trois engns diesel a Maine Homecourt, e parc tiracteur
des reseaux fiancophones, a la fin du ord .nflit niondialne comprenait (ue' d(eS lOcOmotives io

Les progres real ces dan lia technique des moteurs dieselpermettaient de noderner. de fagon [vain les rescauxd'outre-mer. Aussi I Cffice central decda-t-i leur diesehlIsationintegrale. Au mooment ou certains reseaux nlonupiones com-mencatent seulcneit i utilisr les louniotives disrI (1) lesreseaux francopho0es avawielt deja fiint appel a cenouveau mode di' t ict:on
En ce qui conc(re le C :iloun li <eso0 lat (if (-tit totale

en 1955 Elle s'ctoit effettuee dniiis es cunditions avanites
Autorail cliniatise. trique CC Wltcomb, a mlotem, Supn ( i i i

au titre du Plan Marshall nit touowu, ( I fi ornem nt
dirficile. Cette setne est mamtenant refon ;

achat. en 1951/1952. (d 6 locoinotiv becaomc type BBcpentt (anli-rt ion-om)ire co qui gene l'entretien dui Alsthom. serie 200. a motet Sol/er11111.11 1 l o N'l I 'tIlo'w lin inniN d'.irandissement duL bloc-fl'( 01 l 19 ,dv : 1w lot.- 'loc h idi-.:I, de I Ai-liii th I i, i tion t de IAteher de chaudurierie type 13B3 Aitioni ' 30 1 300 . deiti 12 ' t )
m illuiiiveu ih di iiiihmiis teriplacera l'ictuel Actuellement y BAtn ot? 300,a mtIu M id
iliiiti'i' On d loc1 dlot dnt loars uLiidiftV~lfa vte sera liv, 11g "I'( '"i vo)pilt ini iomIti'loede i bIi; lit (on I 'AcO (etto Sera aug Plate par 3 locomtiotiv4s B 3i 0 Pt, itn 10 l( ( a 11) ( h IaIlwlfo d 1 )(; 11" o~t n cursffichrvet( 't.2 locomnotives VB !i00 wu D fnmey,

Securito des convois. Jusqa'i ranivec de, CC AlIthimi. l'e omuti-' BB culntituerornt Vossalturie till p:ntc di- e ,' lig.-Ln 1946 ies laisons telephoniques etaient insuffisantes Toutes les locomotive, pobiedees pal K Refwcit eta i-it
les sctandirds etaient usages. Un travail de modernisation a ete des machines do puissance mode'e o l 730 if) as ta-
entiopis sui lensemble ILI reseau. plan dachat de pua issie modes,1t -t6b10 a 730 ih) I clix

I I r'ijulan itioni de Ia circulation des trains par dispatching de la Regie snest poito sot k-u lucowotivt -s CC. Al iti a l ototi
iivimagiiet (n 1948, a (te realisee en 1953. Cette organisation AGO.

i ete completee en 1965, par la mise cn place d'un poste central Cinq machines commarlooc: par nlli Ia' dIi 30 imii 1963 oi it
do omnindcnit a DOuial. Au cours du premier semestre 1968, e receptiannees a Douala au ours (li m otiedu ti milst 1965
, table de iegulation LMT va 6tre remplacee par une table et au cours do d uerqnier tuimmetnstit 1966

ii-iiiuont Schniider, equipee n 100 boutons d'appel. P aour faire face on t mafic es ' , li-3 196i ne's
Pir ailurt un ampli de surveillance va etre place dans le lP fagie estime urieltic levis complete bs pac r acnt
(au du chef P C C
Des liaisons directes, par courants porteurs, entre Douala et ? - en premiere etape de 5 locomotives BB 1100 ch pourles gares importantes du reseau sont prevues. Une commande $ssurer les circulatons jusqua Belabo ;

de mateiel a etc passee En premere etape sEront reallsbe- - erd -econde etape par lacquisitior de 3 locomotiveseni 1968, les lilsons DouLla-Eseka. Douala-Otile et Dougla BB 1100 4 et de 3 locomotives CC 2400 O pour I exploitatJoiYioundei. du chem'lp de fer jusqu a Ngiounde.
Couant 1963 des liisons radioelectriques wnt ete btablies Une premiere comnande vient d t- pwssie poa EnIchat diito Douai-Nkongsniiba et entie Douala et Yaounde. Ont ete 4 locomotives BB de 1100 -it 4anse5 o sIronit mise s eti station el 1968. les liaisons Mbanga- Autorails. - Ei 1951. la 00 -ie avt ('l11 3 iit - s [iir mitEdiki et Douli -K ombo, lde 300 ch, type ABJ-6 Ces eigmills d -une puissanice tlop nodest-Pour assuor le cantonnement absolu et le respect du cro- pour etre utilises itionnelemeiit au Colcioun oito- venidusemont des trais (as les gares, la Regie a substitue, en 1967, Ils ont ete remplace pal sept autorals cowtit, pm leiau systenie ictuel, le baton pilote electique sur la section Douala- Etablissements Billard et pal les Etabli- ents S ub- QutreEdea engins ont ete regus par la Regie enl 1914 et trois i 196f Cing
Pour dmiiin1 er le nombie des d6raillements par bivoie, un autorails sont chmatises.

progr amme d'equipement des gnes par des aiguilles taloninables Pour assurer le service voyageurs jusqu a Belao, la Rege
et eiversables a et6 etabi ; ii a ete realise dans les principales devra renforcer le parc actuel de quatre uLlites. Ein II faudra
gaes du reseau. encore acheter deux autorails supplernentaires pour !exploitation

du reseau jusqu'a Ngaoundere.
MATERIEL ROULANT Locotracteurs. -- Le service des manrruvres e-n gare estassure par 27 locotracteurs:

Le 21 aout 1947, M. Heuratd de Fontga 1 3nd alors chef de - 7 locotracteurs FAMH a moteur Renault de 300 ch. LaIarrondissement des chemins de fer brossait, dans une causerie sere comprenait 10 engins mis en service en 1511952. Cesa la Radio-Douala, le tableau pessiniste suivant: 'ocotracteurs a transmission hydro-mecanique sont haqles ; is
- Le patc du iatbrl ni a pas ete renforce en proportion du %eront tous refortnes avant 1970 ;

-afic : la moitie des locomotives ont pres de quarante ans de - --- -- _service, aucune voiture de voyageurs n'a ete reque depuis vinn' (1) Pour ne cde, q l0 N -' -- - - - 1'-- Ctins ; les wigons de marchandises de tous types sont en nombre I"i"i 1 ' BOl "0""" o " F * i " I" o
ttes itfetieur aux besoins. - "' ~-
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Annee
Nature du vehiculo du minse Nombre

N Sn semce

LUne ern-arque d~oit ettef p
a9 2 1, R-g e ne 1-sposajt c (!df, o a
corpatanent L exprience I aec une( v.oituf t.A la Regie d u Senega!. a y n i. qurcf c $ ( p

ai un reel besoin, le chemir m: for fo t It w ,!anCr ede, d v r o. t ir u eu

sur la hqgne Cenrtre

et ricquiitIon d41e, dix v oa p rA-a..L ar(!r:.,Sotures de1 asse. 4 e t'es de 2
li'rr nxtes 2 classe b jg ge

Fourgons a bagages et poste.- Lt pjs a t m
8 fourgons de 20 tonnvt es a rree howr m t

1952 et 4 fourgons Iret en seConstrut n w couv 40 t Finition du montage. L,

mrrtales lss-Arb

Materiel a marchandises- h' t m ola w K, If t
v et pr ov 'qu ir 194) pm M [).ror r. rrrr rr a drwo ,If )I I C rrr II rrirritid (h r I' J j ri 1im rl de, Tiravaux bIIIr, !. I f. h i n , hi 14- i t cn 194H ir

uI( rverts 100 pl)tf m' ( , I O'r 'r
1.1 ( ( ) d I <h, I h. IUn vrrr p.r I aI j t (f I r !pt eI .r r ) E m p -

(,n 1962 sestim-f ofaf o pr. efeIo ,l,
tram prototyp , r a -0 r I - ri - I

do 1 ui mt, C'1( if) o Fm 19607, lai R(-pit avat (w ,, ! , ,I1t
Itmllrs rr'romain lrgrr birtio arvt'.: di-urx mor, tr'' i).,-

IrI 1r. * r -' nm i N - ne-.. I comnnaI*.Ir dI e dr e 9 o1rgrr 40 tOmfbeeauX 90 cour ts re C pl t I('r
vwn! I iepw Le tableau Cr-de'SsoUS dornn a con-t aOe du. p r nr

t NJu rn lT I rmsi cial narchandises. it la caai to de tnroo ;it df n
a 222 ur.. m pr uremm i I r Cme aux 31 decembre 1947 et 1967

au 31-121A7 au 3m 12-.%7
Kilometres Nature du nehicule Capacite Capacie

I yr' Noibre effectues Nombre rde Nomnbre dene L' ucur' Moitmru d engms de la mrse tirnrrt transpont
en sr-mce
au 31-12 67 b.

inn

1 (2 u r

Auto-msLe~ pan c act, tea a cramrpr ter

o*inc n- en pjrr~rem m r-tApe3 r la. mos-tr .ni. or' r

MA ttrel rnmorque uba.

Waqons particuiers. -

n i ;- exp '
Maltei2 e OL po rvoyageuI ),,45 1 pussdat de cees1

ui jpo!It dI cn r a me -nt
[I, f I 'I, P )6 IJi i Is, onf enco c- ! J (Ir-

auo911 ;jtfr, etaia ENTRETIEN DES VOIES ET DU MATER EL

t t l- 2 , ,In .O ro l ri lI ro j I o r rr (2. t ) r r 3 '

t uJr I .N r

I di ri I , 2 .' X

Mute cipoir upEntretien des vo-i: e

A~ ~ ~ ~~~([ rlt ifrr 1rr n,- nu

-. ~~~ ~ ~ ~ ~ ~~~~~i -1 )1 11'rnm'2 1-, 1nr- rnr kji 1A V. A2-r- Itrr INRTE DES IIIE ET I 1,'lERIE

2' br- ~ Arm r- n' ' ' 'r
I'C - m na0

.2 1 'rA\/A' [rc



I 222I I I' o( ot2 1, 1 ' - V I to ' (Il, Approvisionnc'ments et maigaosins

w i t- po le hie (I otu (Iu b 1I ti ,t I t (I~ ~ t a 11 r f IIt

it e tvltj- p t 6 ' c u

t r nielem + :a
m fa i 1 .ccfw i 6-n dd

funi D)ou~rrO wi -nive1US* ma

l ~~r a ace , f rt (io pl~u

Alr.-22 2' I1.2 2221-!' d" 22-11 *' .- .r ~ .2 .. .' I, . (2

d '' la Re e a cI

E quti pemine nt complementaire des ateliers.

u I P;C pefrmettre afx aitter du; ch~emn de fim Comptabilte.
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AngiXC t 8, 19683

hr. Franz htoli IO. 3041
Prnancont Mission

in .atorn Africa
Post, Office Bo. 1850
Abidjan, Ivory Coast

Dear Fran/

Furthor to ry morandui 1o. 315 of July 15 concernir the
follco-un of tho port of Dlouala studis, I an tod<y snic1ng you var
comnts on oh it dalt vith in r. Eroch' memorandumi
of June 10, i.e. to3 roAd nprojcts idenifX:ii b , his rcomaenda-
ticn to consider finin th ailitin o the Trnmroon
ailJuay, and his notes on te 1 A trrnpot stuy.

(ii) ir.B~rohet recom cndd th1t the ank conider financing tho
rehabilitation of the Fola r and that a missi lnight be
sent to Cameroon to hel r r an offia lication to the
Dark. The follow:ng are our ccmants on the propo3als by hr. Brochat:

(a) fc7 fel that, if Fercam is interested in Bank assistance,
they Shculd thimselvers be able to nake a case for Bank assistance
towards their track renwal. progra. The' PEA Could, if requircd,
give some general guidance on howi to pro;ced. It could also
be considered that someone frcm heldquart rs ray a short visit
to Ca eroon in connection ith another nission to T3zt Africa.
At any rate, reccat o:ncricace witi ATEG show:s that U- should
be reasonably sure that Iank financial au3sistance is indeed wanted
before we becoma more deeply involved in the natter.

(b) Te have little information on which to judge g ercamts finan-
cial., anagerial ot-. perfornance. You knorT that 7s are not
engaged in the ct3nsion of the iFrcaa rail-:ay to mancadere
presently being undertaken with financing from FED, U3AID, etc.,
since we have dcbts ab=:mt the viability of this project. I think
you have at your disposal in Abidjan ample infor-ation on this
point. Ue would stress that we would have to be satisfied wih
Fercarmts performance before any financing of their renwal pr ogram
could 1e coniderad.



Mr. H. 0. Schulte August 1, 1968

S. Mackay

CAMEROO: Railway (Fercam)

In Mr. Gue's letter No. 228 of June 19, 1968, to Messrs. El Emary/
McIvor enolosing a report from Mr. Brochet, the suggestion is made that a
Bank mission should take a closer look at financing the rehabilitation of
the Fercam railway.

Mr. Brochet mentions that Feram is in need of looemotives and
freight cars also, that 1&0 km of track needs renewal at an estimated
cost of about US$6 million. It seems that some or all of the locomotives
and cars would be financed by the Caisse Centrals de Cooperation Eoonomique.
Mr. Broohet further states that the General Manager of Fercam would welcome
a Bank mission to study the problem and help prepare an official request
for a Bank loan.

As there is a Nedeco.SECM transport study report covering Cameroon
and the southern part of the Central African Republic due about October, 1968,
I think we should defer decision on what we might do about the Fercam railway
until we have received and studied this report.

In general terms, assuming the continuing need for the railway,
it should not be too difficult for any reasonably ooqmtent railway manage-
ment to make out a technical and financial case for a track renewal program
within the context of its overall investment program; and the PYIWA one
imagines can advise Fercam in general terms on how to proceed. There
should be no need for a Bank mission from Washington. One thing which
Fercam could be doing now would be to complete our railway questionnaire,
edited as appropriate by PWYA. Copies of this questionnaire, in French,
can be made available to PMWA it it is agreed that such a questionnaire
might be given to Feram at this time.

GMackay:s 1

oc: Messrs. Geolot, Brechot, Engelmann



F)RM No. 97 INTERNATIONAL DEVELOPMENT INTERNATIONAL BANK FOR INTERNATIONAL FINANCE
ASSOCIATION |P.tONST¶CTION AND DEVELOPMENT CORPORATION

OFFICE MEMORANDUM Abidjan Office

TO: Messrs. El Emary/Mclvor DATE: June 19, 1968

FROM: Andre R. Gud Letter No. 228

SUBJECT: CAMEROON -ighway Identification Mission

1. Attached is a report from Mr. Brochet in French- on the above
subject which is self-explanatory. I concur with his recommendations.

2. This report indicates that the Bank, if it so wished, could
finance three fairly good road projects in Cameroon in a relatively short
time. It should, however, be noted that FED has financed feasibility
studies for two of them. According to the local FED representative, FED
has not yet taken any decision on the financing of construction, and would
have no objection to the Bank taking over from them, but it would be advis-
able to consult FED headquarters on this point.

3. Mr. Brochet also suggests that the Bank consider financing the
rehabilitation of the Fercam railWay. We have indeed heard from several
sources (BCEOM-NEDECO, for example) that such a project would be justified.
I would, therefore, recommend that a Bank mission take a closer look at
this project possibility.

1/ In the absence of Messrs. Brandreth and Duncan, and because of our
heavy workload, we were not in a position to do the translation.

AFFJTCA DEPT1%
Attachment

JUN 25 19'Lcc: Mr. Baum

Ei Div.
[ Div.

Eli
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IV - Regie Fercam

Par suite de la guerre au Nigeria, le trafic a completcment
cesse sur la Benoue et est trs gravement perturbk sur les chemins de
for nigeriens. Lc trafic on provenance ou a destination du Nord
Cameroun et dans une certaine mesuro celui do la r~gion do Fort Lamy
au Tchad emprunto le reseau Fcrcan.

Le manque do locomotives et de wagons et aussi le mauvais 6 tat
de la voic sur certaines sections rendent difficilo l'cxploitation do cc
chemin do fcr.

Connaissant ces difficultCs, ji demands 'a M. Destopoloyre,Directeur de la regie, s'il serait intsresso par uno aide technique ct
financiere do la Banquc pour les rcsoudre.

En ce qui concerne la fourniture do locomotives, un pr3t de
la Caisse Centrale de Cooperation Economique permettra de rdsoudre tout
au moins en partie le probleme. La rigie va par ailleurs mettro en
fabrication dans ses ateliers un certain nombre de wagons.

rar contre il serait n~cessaire de remplacer environ 140 km
do voie tre.s ancienne en profitant de l'opdration pour effectuer certaines
rectifications do trace. Le coat total de l'opdration pourrait so
chiffrer a environ 1,5 milliards de FCFA ou US$6 millions.

M. Destopeleyre serait tr.s heureux de recevoir la visite
d'experts ferroviaires ut dI'conomistes do la Banquepour 4tudier ce
probleme ot l'aider tventuellerment a rediger une demande officielle de
financement.



Tableau No. 1

Solutions

Infrastructure A B C D

Voics fcrr00s

ler temps :Al - Bolabo- :Bl - Nanga Cl - Taoundc.- Dl Bolinga -
Berberati Eboko- Yokadouma Yokadoua

Yokadouma C'1-M'Balmayo-
Yokadouma

23.me temps :A2 - Bcrbcrati-:B2 - C2 = B2 D2 = B2
M'Baiki- Yokadouma-z
Bangui Nola-

M'Baiki-
Bangui

Reseau fluvial Reseau a construire ou a% am;liorer dans toutes les solutions

lor temps Route 4u parallele
Route Salo-Nola-Berberati-Carnot
Route Mouloundo-Yokadouma-Nola
Reseau do routes affruntes A la Lobaye, la Sangha et la Ngoko
Routes aff6rentes aux sections do voie a construire dans le

ler temps do rdalisation

20'me temps Routes afferentes a' l'onscmble de la voic ferrdc qui sera
retenue.



FORM No. 57 INTERNATIONAL DEVELOPMENT INTERNATIONAL BANK FOR I NTERNATIONAL FINANCE
ASSOCIATION RECONSTRUCTION AND DEVELOPMENT CORPORATION

OFFICE MEMORANDUM
TO: FILES DATE: February 2, 1968

FROM: Norbert Koenig

SUBJECT: Cameroon - Financing of the Belabo-Ngaoundere Stretch of the
Trans-Cameroon Railway

1. This memorandum is based on information received over the tele-

phone from Mr. Wyatt of USAID.

2. The total cost of the Belabo-Ngaoundere estension of the Trans-

Cameroon Railway is estimated at $43 million. It has been agreed
among the parties involved that the financing will be contributed

as follows:

FED $20 million

USAID $10 million

FAC $ 7.9million

$37.9million

Cameroon $ 5.1million

$43.0million

The major elements of the cost estimate are:

Construction $30 million

Rolling stock,
facilities for
stations etc. $ 8 million

Contingency $ 5 million

AID will make its loan available on the following terms:
AID will lend to the Government, possibly for 40 years, including
10 years of grace, with an interest rate of about 3%. The Government
would re-lend the money to the Railroad Authority. The exact terms
will only be decided upon at the time of the signing of the Loan Agree-
ment.

3. The time-table for the operation looks as follows:

Pre-selection of bidders April 1968
Call for bids Aug./Sept. 1968
Opening of bids Jan. 1, 1969
Start of construction April 1969
End of construction during 1972.

cc: Messrs. Irion, Thalwitz, Paijmans, Lutolf



FtRM No.57 INTERNATIONAL BANK FOR RECONSTRUCTION AND DEVELOPMENT

OFFICE MEMORANDUM
TO: FILES DATE Novemuor 27, 1967

FROM : Martijn J. Paijmans t

SUBJECT: Transcameroon Railrvad

At a recent meeting in Brussels decisions were taken about the financ
of the construction of wie second phase (Belabu-N'Gaoundere) of the TrLans-
Cameroon Railroad.

The total cost of this phase which is at present estimated at auout $43
million equivalent will besplit up as follows:

FED $20 million
U.S. $10 million
France $8 million
Came.LQn $5 million

About the terms of the foreign inancing little is know% largely due to
dhe fact that this, Lotether with many otner details has still to be worked
out. In contrast to its financing of the first tranche in which FED's part-
icipation was a downright grant, FED authorities seem now to consider to make
at least 25% of their contribution to the second tranche on a soft loan basis.
The entire FED part of $20 million will be imputed on the present (second)
FED's funds.

Also in view of the progress made regarding the Transcameroon Railroad
and the to be expected discussions on the liaison N'Gaoundere-Tchad, FED staff
indicated to be very much in favour of tripartite discussions between the Bank,
FAC and themselves on the subject of a coordination of investment in the Tchad
transportation sector. FED staff considers that Tchad should be assisted in
building up a transportation system that would provide the country with two
exits to the sea, namely the Transcameroon railroad and the Trans-equatorial
link over Bangui and Brazzaville. Therefore, FED is in principle willing to
consider also an improvement of the road link in this latter route, i.e. the
link Bangui-Tchad. The present FED does however not have sufficient funds
left for such an undertaking, the financing of which cannot be considered before
the third FED will have been established.

cc: Messrs. El Emary/McIvor
de la Renaudiere
Lutolf

MJP/mar



FORM No. 57 INTERNATIONAL BANK FOR RECONSTRUCTION AND DEVELOPMENT

OFFICE MEMORANDUM
TO: DATE: N f 196T

Mrtijn J. Patjiau ns
FROM:

Transcameroon Railroad
SUBJECT :

At a recent meeting in Brussels decisions were taken about the financitg
of the construction of the second phase (Belabo-N'Oaoundere) of the Trans-
Cameroon Railroad.

The total c"t of this phase which is at present estinted at about $45
million equivalent will besplit up as follens

PED 20 million
U.S. $10 million
France $8 million
Cameroon $5 million

About the terms of the foreign financing little in know, largely due to
the fact that this, together with many other details has still to be worked
out. In contrast to its financing of the first tranche in which FED's part-
icipation was a downright grant, FE authorities seem now to consider to make
at least 25 of their contribution to the seoond tranche on a soft loan basis.
The entire FED part of $20 million will be imputed on the present (second)
FE's funds.

Also in view of the progress made regarding the Tranameoon Railroad
and the to be expected discussions on the liaison N'Gaoundere-Tchad, FED staff
indicated to be very much in favour of tripartite discussions between the Bank,
FAC and theselves on the subject of a coordination of investment in the Tchad
transportation sector. FED staff considers that Thbad should be asisted in
building up a transportation system that would provide the country with two
exits to the sea, namely the Transoameoon railroad and the Trans-equatorial
link over Bangui and Brazzaville. Therefore, FED is in principle willing to
consider also an improvement of the road link in this latter route, i.e. the
link Bangui-Tchad. The present FED does however not have sufficient funds
left for such an undertaking, the financing of which cannot be considered before
the third FED will have been established.

e03 Mesars. El &mryAIvor 
de la Renaudibre
LAtolf

NiP/mar
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Mr. Warren C. Baum April 13, 1967

B. Irion and W. ThalVits

CAM1OON - Engineering Credit; Meeting with USAID

1. At their request we mot on March 29, Messrs. Whyte and Smith from

USAID, to exchange information on transportation problems in Cameroon-Chad.
Messrs. do la Renaudiere and Kessen from the Bank also attended the
meeting. USAID is one of the three lenders, the other being FAC and FED,
which financed the Trans-Cameroon Railway prqct, Phase I (Yaounde-Belabo)
and which are expected to finance Phase II (Belabo-N'Gaeundere). Con-
struction of Phase II would provide the southern route link for the Bank/
IDA project road N'Gaoundere-Garoua. The cost estimates for the construc-
tion of Phase I are presently being revised by the French consultants
SEMA to take account of different assumptions regarding origin of goods
and services. The consultants are expected to submit thdr report to the
lending agencies during April 1967.

2. As soon as revised cost estimates are available, USAID wants to
re-evaluate the economic justification of the Phase II project. Mr. W4yte
who is in charge of this task was specifically interested in reconciling
railway traffic forecasts made by their consultants with the Bank forecasts
on road traffic for the N'Goundere.-aroua road. No major discrepancies
were found, but it was pointed out that rail traffic forecasts were far
less sensitive to traffic diversion due to alternative road investments in
North Cameroon/Chad than road traffic on the N'Gaoundere-Garoua road.

3. The prospective lenders are convinced of the merits of going ahead
with Phase II and agree that it would not make sense to let the railway
end in Belabo. However, USAID is presently not in a position to make a
firm commitment whether and to what extent AID would participate in the
financing of Phase II Rilway project. We gained the impression that the
economic justification will not be a major obstacle; the main difficulty
will be to work out financial participation of each of the three lending
agencies consistent with the different procurement requirements. A
decision may be reached at any time between July 1967 and early 1968.
Completion dates for construction could, therefore, range from late 1971
to mid-1972.

4. Although it seems likely that the railway Phase II will be construe-
ted, firm commitments about its financing have not yet been made. Thus
the following alternatives remain opens

(i) Hold the Bank/IDA engineering project in abeyance until a
decision about the financing of Phase II of the railway
has been reached. This would avoid a possible waste of funds
on the engineering credit in case financing for the con-
struction of the railway cannot be arranged;



r .W. C. Baum -2- April 13, 1967

(ii) Not to tie, as presently envisaged in the green cover
appraisal report, the Bank/IDA engineering credit to a
firm completion schedule for connecting routes. This
would assume that the railway will be built and would
allow concurrent completion of both road and railway
which have similar construction periods. Since final
engineering has been completed for the railway, completion
of road construction would fall behind the railway if the
engineering credit for the N'Gaoundere-Garoua road was
delayed until a decision is reached on financing for the
railway.

BIrion/WThalvitz:bbsmp

Cleared vith and cc: Messrs. Hardy/Young

c: Messrs. de la Benaudiere
lesson
El Fishawy
Povey



FORM No. 59
(2- 55)

CROSS REFERENCE SHEET

COMMUNICATION: Memorandum - Discussions with FAIC

DATED: Je ruary 7, 1)(7

TO: FiIes

FROM: Mr. X. de 1, Rens udiere

FILED UNDER: C>7OON - General -egoat tion?

SUMMARY:

Cameroon

2. The Cogepar option for the construction of the second section

of the Transcameroon railroad, which was due to expire in November,

has been extended. Negotiations for the financing are not completed.
The FAC may accept - exceptionally - that its financing should not
be necessarily tied to French procurement.



FORM No. 337D
*(12-61) 

Mr. Koenig

Room 560

Ministry of Econamic Affairs
and the Plan

Office of the Trans-Cameroon Railway

Agreement No.

entered into with the NATIONAL GEOGRAPHIC INSTITUTE for serial photographic
coverage of an area concerned in a project for a sailway link between the
Central African Republic and the Trans-Cameroon Railxy.

CONTRACTOR: The National Geographie Ihtitute, 136 bis, Rue do Grenelle,
PARIS 7.

AMUNT: Fourteen million fifty thousand FA france. (14,050,000)

Signed, on

Signed by the Director, on

Notified, on

Charged to: State Budget, 1966/67
Chapter 01-100-04

TRANSLATION SECTION 1325/66

Translated From: French 7/25/66 By: A3g"
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The following has been agreed between

The Minister of Finance, acting on behalf of the Federal Republic
of Cameroon, party of the first part, and

The National Geographic Institute, represented by its Director,
136 bis, Rue de Grenelle, Paris 7o, hereinafter called IGR1, party of
the second part,

TIT'LE I GENERAL PROVISIONS

Article 1 - Purpose

The purpose of this convention is to execute aerial photographic
coverage of the sone contemplated for a railroad connection between
Bangui and Douala and to ensure the supply of a number of photographic
proofs relating to aerial coverage already carried out.

Article 2 - Functions of the Chief of Project

The functions of the Chief of Project shall be performed by the Director
General of the Transcameroonese Railway Office, B.P. 625, Yaounde, hereinafter
called the Office.

TITE 1I - TECHNICAL ARRANGEMEITS

Article3

The aerial photographs shall be made on the scale of 1/50,0M
approximately, on infra-red emulsion. The photographs shall be taken
with the aid of precision metric cameras in use at the IGN. The average
coverage of 60% longitudinally and 20% laterally should permit stereoscopic
examination.

The boundaries of the area to be photographed are indicated on the
sketch attached hereto as Anex I.

Article h

The photographs shall be taken as soon as possible after the
convention is signed Aien an ICU photographic plane is in Central
Africa (Cameroum or Gabon).

Article 5

Within one month after the amial coverage is completed the Office
shall be supplied with one set of proofs of the photographs taken.

A second set shall be held in reserve at the IM with a view to
later use in aerial traversing and restitution.
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Article 6

In addition to the supply mentioned In Article 5, the M shall deliver
to the Office two sets of proofs of the photographs listed in Amex II hereto.
This shall be done within one month after the convention s signed.

TITLE ITT FLNANCIALT ARJLTAM!RITS

Article 7 - Amount of the Contract and Payment

The sums listed below shall be paid to ION in return for the uwrk
done and the supplies furnished:

A) AERIAL 00QERAGE

Payuent according to the principles of work under State supervision
on the folloiinb bases:

1) Provision of the photographic plane pro memoria
2) One week's sta4 &A 900,000
3) Hour of flight

a) from MAKOKOU (1965-66 year) 1o,o0
b) from DJALA or YAOUNDE (1966-67) 82,500

The maxinum amount demanable shall not exceed the am of
CFAFl3900,000

B) SUPPLY OF PHOTOGRAPHIC PROOFS

The number of proofs to be supplied under article 6 of the present
convention amounts to two sets. Their delivery, post and packing paid,
to the IGN Annex in Yaounde shall be cause for payment of the sum of

FAF 150,000.

0) TOTAL

13,900,000 + 150,000 + CrAF 1h,050,000

Article 8 - Payment

The sums due in application of article 7 shall be paid on the follimng
terms:

a) upon signature of the convention, as down payment, 2/10 of the
maximum amount provided for under the convention, i.e.

(13,900,000 + 10,000) x 2 * 2,810,000
10



b) Upon provision of the photographic plans to carry out the
aerial coverage, 5/10 of the maximum amount provided for this work:

13,900,000 x j z 5FAF 6,95ooo0
10

c) The rw.inder of the sums due for the aerial coverage upon supply
of the set of proofs and after calculation of the amount due.

d) The remainder of the payment for the supply of the proofs provided
for in article 6 upon receipt of those proofs by the Office.

Article 9

The payment shall be made by deposit to the account of the LGNa
manager of "eceipt. C.0.P. 9131-60 Paris upon presentation of invoices
dramn up by IMN.

Article 10 - Bond

The IN is excused from furnishing a bond

Article 11 - Registration

The IN is excused from the formalities and fees of registration
on the present convention.

Annex I

TRANSCAMEROONESE RAILWAY PROJECT

Area to be photographed

Scale 1/2,000,000

Annex II

List of aerial photographic proofs on scale of 1/50,000 one copy of
which is provided for in article 6 of the convention.

(See list)

i.e. a total of 385 photos



The National Geographic Institute Prepared by
Par~aThe Director General of

the Office of the Trans-
cameroonese Railway

Yaound6,

- J. BAYON -

Submitted by

The Msiter of -oncmic
Affairs and the Plan,
President of the Board of
Directors of the OFT

Yaound&,

- D. MASUKE -

Approved by the
Minister of Finance

Yaound6,

- V._KANIA&-



Mr. Gordon C. Kling may 5, 1966

A. F. Go

Cameroons jan's Report of lebruary 18, 1966

I attach a memorandum dated April 28 by Mr. Loven comenting
on railways, one dated April 26 by Mr. Lowdon on ports, and another by
Mr. Wubnig dated May 2 on transport in general. I am sorry that it has
not been possible to complete a separate cormwnt on the roads before
Mr. Matter's departure but in this case the subject is somewhat more
complex because we have the N'Gaoundere-Garoua project (the Ingeroute
study) under consideration.

The road paper should be available in the coming week and we
will let you have it with our views on further action for transportation.

Attachments (in duplicate)
AFeolot e:w

cat Mr. Calika
Messrs. Hardy/Loven
Lowdon
Engelmann



INTERNATIONAL BANK FOR RECONSTRUCTION AND DEVELOPMENT

INTERNATIONAL DEVELOPMENT ASSOCIATION

OFFICE MEMDRANDUM

TO : Mr. L)arren C. Baum DATE: May 2, 1966

FROM : Arthur Wubnig

SUBJECT: CAMEROUN - Planned Development of Roads, Railways and Ports

1. Our Abidjan mission has reported its findings and recommendations
on the choice of Cameroun transport projects for possible Bank/IDA financing.
Their conclusions stem from their own survey of the transport needs of the
economy and of the Government's program of transport investment.

2. Clearly, from the report, Cameroun transport investment since
Independence has not been guided by analysis of the economic need for larger,
better transport facilities with due regard to the Government's ability to
pay from its own means a proper part of the costs of providing roads, rail-
ways and ports. Instead, transportation investment has been shaped and con-
tinues to be shaped primarily by political considerations, and by the avail-
ability of foreign aid.

3. The Cameroun is a political fusion of what was formerly a French
territory with what was formerly a British territory. In order to create
inter-regional routes tending to ensure more effective fusion, new road links
ought to be built and existing roads improved between the northwest (ex-
British Cameroons) and the rest of the country (ex-French Cameroons). As a
matter of policy, the Government intends to provide this linkage regardless
of present and future loads, potential road user savings, induced agricultural
production, and induced inter-regional trade.

4. In the Cameroun, as elsewhere in Africa, public investment since
Independence has been largely a process of creating such social overhead
capital to enlarge the productive capacity of agriculture, forestry,
and local manufacturing,as can readily be financed by donations, grants and
long-term credits on non-commercial terms from overseas sources. As a rule,
such aid has been more easily obtained for transport, power, and irrigation
projects than for other types of project. It has been easier to obtain over-
seas aid for transport specifically because the developmental stimulus of
good roads, railways and ports is usually self-evident; because Highway
Departments, State Railways, and Port Administrations are usually better
organized and staffed to execute construction and improvement projects than
the public entities in charge, e.g., of small-holder agriculture, urban water
supply and sewerage disposal, workers' housing, vocational training, primary
and secondary schools; and because the inter-governmental financing agencies
of overseas governments are accustomed to assessing transport projects and
making transport loans.
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5. The Cameroun program of transport development has three primary
aims:

(a) linking the northwest more effectively with the rest of the
country by road construction and improvement;

(b) extending the railway line northward in order (i) to provide
better routes between the various productive areas inland,
and the southern region along the Gulf of Guinea, and (ii)
to forge an access route to the Lake Chad area (situated on
the border between Nigeria and the Chad Republic); and

(c) providing more ample port facilities for the growing overseas
trade of the Cameroun by expanding the port facilities of
Douala and/or making Victoria/Tiko into a large deep-water
port.

6. The mission report discusses the main projects aiming to effect
(a), (b) and (c) above. These need not be reviewed here, in the Projects
Department's opinion, because the Bank/IDA should refrain from large scale
lending for Cameroun transport until a realistic investment program is formu-
lated. The first step to formulating one would be a transportation survey
aiming to assess the true needs of the economy for roads, railways and ports
and aiming to establish the economic priority of (i) investment in transport
instead of agriculture; and (ii) investment in the individual fields of trans-
port and the specific projects of each.

7. Our Abidjan mission does recommend "an overall transport survey on
which to base priorities". The Projects Department considers this recommend-
ation sound, but we believe that the broad terms of reference, which the
mission suggest, should be restated to make it clear that projects are to
be chosen for their economic need and productivity, with due regard to the
fiscal capabilities of the Government, the financial soundness of the public
transport entities, and not for political reasons in the expectation that
ample grants, donations, and long-term credits can be obtained abroad.

8. The mission report sketches the whole of the transport sector in
broad outline, and discusses the need of proper routes, means of access, and
means of haulage to develop the economy. However, it does not examine certain
vital issues.

(a) Roads were built in the northwest Cameroun during the British
colonial regime which channelled most of the region's small trade
to/from Nigeria. These roads still exist and still serve their
original purpose. It might be economically unsound to build routes
meant to divert the trade of the northwest toward the southern
Cameroun because of the region's limited productive resources and
trade potentialities, the rugged terrain of the northwest, and the
inherent wastefulness of using scarce investment funds to divert
traffic from routes which reach extensive railway and road systems
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and connect with a large deep-water port. A main task of the
transportation survey we envisage would be judging whether and
how far the trade of the northwest could usefully be re-channelled
from the Lagos route to a Douala route.

(b) The Government of the Central African Republic proposes to build
a railway link with the Cameroun Railways in order to shift most
or all of the C.A.R.'s overseas trade to future rail haulage via
Douala from IWT/rail haulage via Brazzaville and Pointe Noire
(Congo BRA). The Special Fund sent this proposal to the Projects
Department last year. On reviewing its economic and operational
aspects, we concluded that the Government should first assess the
economics of linking with the Cameroun Railways by an expensive
rail link or, alternatively, by an inexpensive road link. A C.A.R.
survey to this end is now going forward under terms of reference
which we helped to formulate. A main task of the Cameroun survey
we envisage would be to evaluate the needed increase in the pro-
ductive capacity of the Cameroun Railways and the Port of Douala
once they are directly linked with the C.A.R. by rail, road, or
both.

(c) Although the mission's report discusses the fiscal phases of the
Government's expenditure for railways, roads and ports, it does
not discuss the finances and earnings of (i) the Cameroun Railways,
and (ii) the Port of Douala Administration; does not assess the
sufficiency of the funds allotted to the Highway Department for
(i) the local currency costs of new construction and major improve-
ments, and (ii) the maintenance and upkeep of roads. A main task
of the survey we envisage would be to review (i) the earning power
and financial status of the entities in charge of the railways and
ports, and (ii) the adequacy of the road construction and road
maintenance funds allotted to the Highway Department.

Conclusions and Recommendations

1. The Government's program of transport development has been shaped
primarily by concern with political fusion of the various regions constituting
the Cameroun and by the expectation that overseas grants, donations and
credits will be readily forthcoming. Little regard has been given in formu-
lating transport projects to the economic need for particular works and equip-
ment, the urgency and productivity of specific projects, the capability of
the Government to pay for road, railway and port construction from its own
means, and the financial viability of the public entities which administer
transport facilities.

2. In these circumstances, the Bank/IDA should refrain from large
scale financing of road, railway and port projects until their economic,
financial and fiscal aspects can be judged in the light of a realistic
transportation survey.

3. There may, nevertheless, be some urgent works such as farm-to-
market roads and a few more berths at Douala; these the Bank/IDA could
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reasonably consider for prompt lending even before the results of the trans-
portation survey become known.

4. The survey should aim, above all, to assess the economic needs and
the economic productivity of particular programs and projects. Its basic
purpose should be to fix economic priorities with due regard to the financial
viability of the transport entities concerned and the fiscal capability of
the Government. It should disregard political considerations as far as pos-
sible and not presuppose (i) that foreign aid can be readily obtained for
each and every useful project, or (ii) that investment in transport is nec-
essarily more urgent and productive than investment in other forms of social
overhead capital. The survey should take into account not only inter-regional
trade but also established trade between the northwest and Nigeria and the
rail or road link with the C.A.R.

5. The survey should be carried out by outside consultants; their team
should include transport economists, agricultural economists, financial ex-
perts and fiscal experts, as well as road, railway and port engineers.

6. The survey could be conducted either as a Bank/IDA operation or as
a Special Fund operation with the Bank/IDA as executing agent; in either case,
the Bank/IDA should help formulate the terms of reference, advise on the
selection of consultants, and consult with the consultants in the field studies.

AWubnig:emcc
BANK/IDA
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FROM: R.A.D. Loven

SUBJECT: CAMEROON: Review of the Transport Sector, Chapter III, Railroads

by the Bank's Abidjan Office, of February 18, 1966.

Following are a summary and my comments:

1. The network is single track meter gauge and consists of two
lines originating in the port of Douala, one in a northerly direction
(172 km), and the other to the east terminating at the capital Yaounde
(308 km). Total route length is 517 km including a 37 km spur off
the Yaounde line.

2. Operations were fully dieselized and appeared to be reasonably
efficient; management was still largely French. Traffic density in
1964/65 was: freight 335,000 tkm per km, and passenger 200,000 pkm per
km, which usually would be marginal for a railway to be financially
viable. However, average freight revenue was high (CFAF 8.7 per tkm,
equivalent to US# 5 per short ton mile), even by West African standards,
which resulted in a satisfactory working ratio of about 69%, operating
revenues being about CFAF 1.9 billion and cash operating expenditure

CFAF 1.3 billion. Freight revenues accounted for CFAF 1.5 billion or
80% of the total.

3. A current line construction program includes a section of
296 km from Yaounde generally eastward, and a connecting section in a
northerly direction of 335 km, a total of 621 km. Total cost of the
first section is US$36 million and is being financed by FED, USAID, FAC
and French suppliers. Construction is underway and expected to be
completed in early 1968.

4. The cost of the second section, a total of US$ 41 million,
was expected to be covered by the same agencies as mentioned above
who would make their decision before the end of 1966. Construction
of this section would be completed by the end of 1970.

5. In addition, a spur (30 km) is being built linking the
northern line with West Cameroon. The cost of US$ 4.6 million is being
met from the Railways' own resources (32%) and from grants by FED and FAC.

6. Other line extension planning was at various stages of
preliminary studies, and some proposals involved extensions into neigh-
boring countries (Chad, Nigeria). In general, the Abidjan Office's
Review concluded that there would seem to be no economic justifications
for these latter line extensions before, say 1975. Therefore, it seems
unlikely that a bankable railway project would emerge from Cameroon in
the near future.
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7. The Abidjan Office's Review is well organized and gives adequate
general information of the Railwayst present operations and earnings,
and of their projects and line extension plans. However, it would also
be of help if a detailed map of the country were attached to the Review.

RADLoven:bb
IBRD
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1. Attached are (i) a dossier concernin- the second section of
Trans-Cameroon Railroad and (ii) a memorandum including the comments o$
AID on the project.

2. The first section of the railroad is being built with joint
financing from the LEIC, the French Government and AID. The three insti-
tutions appear to be pretty well determined to go ahead with the financ-
ing of the second section. Indeed, the Belabo region where the first
section ends is almost an economic vacuum and it would not make much
sense to stop the railroad before NGaoundsr6. However, with the cost
of construction of the first section having exceeded the initial fore-
cast, the three agencies involved are looking for others to provide some
part of the financing necessary for the construction of the second section,
and two of them, AID and EEC, are inauiring about possible Bank financing,
up to say q3-10 million.

3. We have told AID that before they even suggest to the Government
that it approach the Bank, we would have a first look at the information
available on the project and inform them whether there was any ohene et
all that we might be interested. he would, consequently, appreciate your
commDents on the conception and justification of the project. I should
say that we have already commented that coming in to appraise and finance
a pr'ojct one half of which is already completed and the other at an
advnced stage of preparatioi is not a very attractive proposition.

Attachments -2

Cleared with Mr. Wilias
cc: 1r. hatter

Mr. Calika
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