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TO: Mr. Miles G. Wedeman, AFR/CDF Date: February T, 1966
THRU: Mr. Albert P. Disdier, AFR/CDF MJ ‘
FROM: James W. Fay, AFR/CDF

SUBJECT: Analysis of Phase II Transcamerocon 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-N'Gaoundere," prepared by the French firm Soclete\
d"Economie Et De Mathematique/ Appliquees in December 1965,

. \\_’)O( L :
BACKGROUND

In 1960 the Cameroon Government (GFRC) asked the U.S., France,
Germany, and the European Economic Community for financial assistance
to construct the extension of its railroad system from Yaounde to
N'Gaoundere. However, when it became spparent that the estimated $60
million in financing required to extend the railroad to N'Gaoundere was
not available the GFRC proceeded to undertake the extension in two phases.
Phase I construction presently under way will extend the railway to
Belebo a distance of 186 miles from Yasounde. Construction by the Italian
firm COGEFAR commenced in October 1964 and is scheduled to last until
early 1968. Total cost and the financing of Phase I are summarized as
follows:

Ttem ! 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, telezcmmunications,
etc.) 8.4
TOTAL 36.0
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Source Financing of Phagse I : Terms Amount
( inmil $ )

A.I.D. Loan 40 yrs, 3/4 of 1% with $ 9.2
initigl 10 yr grace period on
amortization
EEC Grant 172
FRANCE 8.4 Grant - 1.2 Loan 9.
$36.0

Phase I construction is approaching 20 percent. complefion which 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 Phase I. Indeed
COGEFAR's bid for the construction presently under way contains an
option clause under which the GFRC may, until November 1966, agree to
award the construction of Phase II to COGEFAR at a 2 percent discount
from 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 Phgse II fingncing so it can excise its option clause by
November of this year.

Economiec 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 cubmitted in 1960-61 for Phase I,
indicated then additional information would be required for A.IL.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 study. This
report prepared by SEMA in the Fall of 1955 updates studies made
previously, compares the alternative of a road versus railroad from
Belabo to N'Gaoundere and guantifies 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

hased solely on the eqtlméfEE Tonnage of prochulon for export of five
products: Cotton, peanuts, livestock, fish and rice. Projections of
the amount of tonnage these crops WLll Droduoe are derived from data
contained in the Cameroon Development Plan and from empirical evidence
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of production for the last 5-10 years. The following table summarizes
these estimates:
Tone of Product to be Transported

Mode of Transport 1963-64 1970-71 1976-T76 1985-566
Reilroad or road 15,400 62,100 79,000 127,300
Benoue River 18,000 19,000 22,000 2k ,000
Nigerian Railroad and Other 32,000 8,000 11,000 14,000

Total 65,400 89,100 112,000 165,300

Although above estimates indicate a relatively modest growth
in total tons to be transported, only 4.6 percent per year increase,
~~ohe 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
Lﬂ?j_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. divergence of per capita consumption between north and
Fast 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 summarized as:
Total Tons of Goods Reguiring Transport

Mode of Transport 1063-0L 1970-T1 1975=-70 1985-30
Railroad or road 16,600 42,000 69,300 158,500
Benoue River 22,700 18,500 20,700 2k, 400
Nigerian Railroad and Other e -= -- -—

Total 39,300 00,500 90,000 162,900

These figures indicate that tonnages transported to the
northern region will increase more rapidly than those previously shown
for projected north-to-south traffic. The south-to-north figures
indicate a 7.3 percent total annual growth, with an 11 percent per year
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increase for rail or road traffic. The more rapid growth in south-to-north
traffic projections is because the northern region will import primarily
heavy products (fuel oil, metals, fertilizers, wood), whereas tonnages
projected to move south are products with less weight per volume (cotton,
peanuts, palm oil by=-products) .

3. Traffic with Chad

In addition to traffic movements between the northern and southern
sections of the Cameroon, the SEMA study considers traffic to and from Chad.
Presently some 80,000 tons annually are moved to or from Chad via Kast
Cameroon. With an efficient transport link between Douala and N'Gaoundere
a much greater volume of traffic should result. Therefore, the forecasted
tonnage moving through East Cameroon to or from Chad is for 250,000 tons
annually by 1986. This represents modest average annual growth rate of
5 percent. The rail or road's share of this tonnage however would be
approximately 80 percent of the total by 1986, compared with only about L
percent presently. This latter figure may be somewhat optimistic since it
represents about 40 percent of the total 1986 forecasted traffic.between Belabo
and N'Gaoundere.

4, Traffic Summary

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'CGaoundere., Admittedly, some wood and
cattle shipments might be off-loaded enroute, but since the population
density of this area is quite low, these amounts would be insignificant. Tt
is therefore assumed in the SEMA study that the projectdons of tonnage can
be converted to ton-kilometers by multiplying them by the distance of the
proposed railroad or road alternative between Belabo and N'Geoundere. The
following table summarizes these projections via rail or road in millions of
ton-kilometers from the time when a railroad or road would be opened.

Growth of Freight Traffic(in Both Directions)

Amounts transported, in tons Millions of ton-kilometers
North Southern Railroad Roac.

Year Cemeroon Chad Total (334 Kil. x tons) (371 Kil. x .tons)
1971 104,100 23,500 127,600 42.6 L7.3°
1972 111,800 2k, 700 136,500 45.6 50.6
1973 120,000 26,000 146,000 48.6 54,2
1974 128,800 93,100 221,900 Tho1 82.3
1975 137,300 98,000 235,300 78.6 87.3
1976 148,500 105,000 253,500 8h.T 9L
A9TT 158,600 113,100 271,700 95.9 100.8
1978 169,300 121,300 290,600 97 107.8
1979 180,900 129,900 310,800 103.8 1153
1980 193,200 138,600 331,800 110.8 123,.1
1981 206,400 147,700 354,100 118.2 131.4
1982 220,400 157,000 377,400 126 140
1963 235,400 166,600 422,000 134.3 149.1
1984 251,300 176,500 427,800 143 158.7
1985 266,600 186,800 453,400 18148 158.2

1986 285,800 197,600 7 E83, 100 1614 179.3
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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
goods moved between northern and southern Cameroon. One of these sources of
additional traffic would result from the exploitation of bauxite deposits
at Martap-Ngaoundal in the northern region. These relatively low grade
deposits would only be worked if the capacity of the aluminum smelter at
Edea was increased to twice or three times its present capacity to justify
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 ares 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 TRANSPORT SOLUTIONS

Ly General

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

a. IExtending the Transcameroon Railrosd 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 km vs 37L4) as either the proposed new road or railway extension.
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.



2 New Road Alternative

The possible direct road between Belabo and N'Geoundere would
generally follow the route proposed for the railway extension. It would
divert from this route hn a few places because since a road requires a
wider bed than a railway (28! vs 13') it would be better to have it follow
ridgelines 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 thewe costs would be spread over
a four year period to coincide with the estimated construction schedule,
which estimstes 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 3%¢. Multiplying this fugure by the
projected annual ton-kilometers of traffic shown previously gives a yearly
operating cost for comparisén 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 since traffic 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
is the present worth value of these projected costs, which at various
discount factors are:

Discount Rate Present Worth of Costs
6% $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 quite low. Bhe estimated road life of 50 years is quite 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 Reilroad Extension

The SEMA study uses the COCEFAR big brice for the construetion
cost of the Belabo-N'Gaoundere extension of the Transcameroon Railroad with
a 21 percent contingency factor for s total estimate of $36 million. Based
on the proposed work plan the construction costs would occur as follows:

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

Total $36.0 million

Estimates for the rolling stock required to move the forecasted
tonnage are sabout $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 1986
based on the capacity required to meet projected tonnages of freight.

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

1971~-T73 3 trains weekly
197h-T76 5 trains weekly
1977-79 6 trains weekly
1980-82 T trains weekly
1983-84 8 trains weekly

1985 and thereafter 9 trains weekly

The total direct operating costs for the railroad alternative is therefore
estimated at about $800,000 per year initially, increasing to $1.45 million
in 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. On
a present worth basis, this figure at various discount factors becomes:

Factor Present Worth Value
$48 million
10% $38 million

1L $32 million



4, Optimum Solution

The preceding figures show that the railroad alternative has a
higher cost of construction than a road built along the same 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 rosd and rising to $l.4U4 million in
1986 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. SEMA 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 sbove. On this basis the rail
alternative would be betterat discount factor up to 1l percent. The other
a high projection assumes 20 percent more traffic in 1976 and 4O 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 jhe
economic benefits to the Cameroon by extending the rail link must 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
N'Gaoundere is 155 miles longer than the proposed railway extension, the
costs of shipping goods would also reflect this added cost.
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Taking these two factors into consideration (i.e., higher per T-K costs
and longer distance) a comparison can be made between user cost of present
means of transport versus user cost via the proposed rail from Belabo +to
N'Gaoundere.

The SEMA study assumes that traffic on the existing road between
Belabo and N'Gaoundere would not exceed the 1971 tonnage projections,
namely, 42.6 million T-K's. Therefore, were this traffic carried over the
365 mile long existing road it would equal 76.65 million ton-kilometers of
traffic. At an average cost of approximately 5¢ per T-K the total
transportation cost on 42.6 million P-K would be $3.7 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)
times the estimated average T-K pail cost (3-¥B¢) or $1.4 million annually.
The difference between the two figures represents the annual user savings due
to the extension of the railroad. These $1.4 million in user savings would
accrue for each of the 50 year life estimated for the railroad.

2. Generated Benefits. The SEMA study also estimastes that the
incremental "value added" created by increased activity generated in the
transport sector is 1/2¢ per T-K of additional traffic. Traffic, as shown
previously, is projected to rise from 42.6 million T-K in 1971 to 161.L
million T-K by 1986 due to extending the railroad. The "added value" is
therefore equal 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
existing communications system, and the yearly increase in traffic projected
from 1972 through 1986. For example, in 1986 the "added velue" 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 2 million. On a present worth basis this
averages a yearly benefit of around $200,000 at a 6 percent discount 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 SEMA study
estimated that about T5 percent of this projected increase in agricultural
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 $ Te3 75 $ 5.5
1976-80 $11.7 .75 $ 8.8
1981-86 and $1k4.5 <75 $10.9

theresfter
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When the amounts shown above are then reduced by an additional
20 percent to allow for production costs paid outside the agricultural
sector the total incremental benefit attributable to the railway extension
can be summarized at various discounted rates as folows:

Discount Rate | Present Worth
o% $111.2 million
149 25.8 million
25% 14,0 million
CONCIUSTON

The total incremental benefits resulting from extending the railway
to N'CGaoundere 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
6% $132 L8
1h% 57 32
20% 29 29
25% 18 27

The above present worth analysis indicated that the discounted value of
costs and benefits 1s equal at around 20 percent, hence this figure
represents the internal rate of return of the project. The indicated
IRR of the project is quite good but it should perhaps be evaluated in
the light that it will allow considerable latitude 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 figures were
used to bias its conclusion. However, the case for extending the railroad
rests primarily on one point; =-- how much traffic will travel over the
proposed extension between 1971 and 19862 The SEMA study assumes an average
annual growth of 9& percent of freight carried by rail during this period.
This freight is generated from 60 percent within the Cameroon and 4O percent
externally, primarily from Chad. And it is in the area of external traffic
growth that the SEMA study is and perhaps must be most vulnerable 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 4s indicated above would, however, penalize the
economics of a road as much as the roilway extension. The only solution
to avoid such a contingency would be to make no investment in a transport
networkivbetween north and south Cameroon. Such a remedy would place the
burden on cne to prove there will be a situation arising which will close
the boarders or otherwise eliminate this source of traffic; clearly an
impossible task.
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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/AFR
JSowalsky,GC/AFR
CSmith,AFR/CDF/ENG
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modernisation des chemins de fer

atl

CAMEROU

par M. H. HAMEL

Conseiller administratif a la Direction de la Regie
des chemins de fer du Cameroun

Comme introduction a un article consacré a la modernisation

|' I

des chemins de fer du Cameroun, il nous semble utile de rappeler

mins de fer en Afrique francgaise” :

la phrase suivante, extraite d'une etude que le président Bosc # £
consacrait, dans Chroniques d'outre-mer d'avril 1955, aux "che- RE‘P DU CA M E R O U N

r
« Le chemin de fer, s'il a conserve longtemps |'empreinte de CHEMINS DE FER ;
ses createurs, dispose cependant de la méme facilité d'adaptation « kil g
que ses concurrents. » vole prt?
Et, a I'époque ou de nombreuses personnes ne croyaient plus Sinenve  EXISTTNIE ¢ &
a l'avenir du rail, considéraient I'ére du chemin de fer comme vole . = ke
close en Afrique francophone, M. Bosc engageait résolument les s en consirtichion
reseaux places sous la tutelle de I'Office central dans la voie "
du progrés. R s "r?.ﬁg-'
Pour ne parler que de la diéselisation, M. Nicolas, alors qu'il Sregies
etait directeur de la Regifercam, estimait a plus de 350 millions projet,
C.F.A_ par an, sur la base du trafic et des prix de 1956, |'économie o e SR ale LA """"%"“’
annuelle reahsée par Nutihsation des locomotives digsel-¢lectrn d'l éfljde : % 2 “:_”
que. Et il concluait son article intitulé « Le bilan de la diéselisation : R L
du chemin de fer du Cameroun « (Bulletin mensuel d'informations ; N : “‘..o" - r' :
de la Regifercam de septembre 1957) . ' Y ! g 'm”.
« Il convient de rendre hommage a la clairvoyance de ceux ! F Q"G*W"Dﬂfu
qui ont su discerner en temps utile l'intérét de ce progrés tech- ! .\--"'---"‘{“ ;'%:r-re R - ':
nique capital et ont reussi a l'imposer malgré les réserves et 5 g \;N,..O"“""é" b SR e e & Rep
les craintes de certains financiers insuffisamment informés ; au it 7 5 A P i £
premier rang d'entre eux il convient de citer le Conseiller d'Etat i i a""‘é""“__.,..-}wmhan & i . CENTRA
Surleau, président du conseil d’administration des chemins de fer | }‘"Sn"l:l)uthnng # ) e
de la France d'outre-mer et M. I'ingénieur genéral Bosc, direc- : O’ OBatoussam ('f, e \
teur general de I'Office central des chemins de fer de la France o _N:"’ofunq { 1 % \
d'outre-mer dont I'action a étée determinante dans la diéselisation ) Koty R Natia W"é‘a'?bi !
du chemin de fer du Cameroun. » “forpangs Sz g e
: A v, o . Ay 2 BUEA ‘l pouALA Obdia "NcngoEboka Batouri 4
Pour la Regifercam l'impulsion a été bénéfique. Les directeurs = = gy = oAbeng Mbang % _
successifs qui ont présidé aux destinées du rail camerounais E Wl © YAOUNDE % '

- : S “ E Yokadnumq Ay,
depuis 1948, année de création de la Régie, se sont efforcés de E ’ff‘:j’““\:........--ﬂ:’;‘f'::'_‘::'“.........- ool ° s
moderniser, au maximum, un outil indispensable au développe- k ..*
ment écanomique du pays ELER AT R - e Ovomié )
q y i I' Kribi Ebolowa Sangmelifna ™~ i \ B
En passant successivement en revue : b | :-i/
: ‘ ; =1 \ oh
— l'infrastructure et la superstructure du réseau ; | ‘!..‘;:"‘"".q_‘_.“."“‘"‘“‘"’f"-r»»“‘“a. g (4
I “ ok, \#
le materiel roulant; F— OCEAN 2 : ez Y
i EE\TLANTIOUE RIO MUNI * GABON ¢ CONGO W

— l'entretien et la gestion du chemin de fer ;
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nous verrons les progres accomplis depuis vingt ans. Nous indi-
querons aussi, chemin faisant, les réalisations que la Reéegie
espere effectuer au cours des prochaines annees.

INFRASTRUCTURE

Parmi les améliorations importantes apportées sur la ligne
Centre, signalons la construction du tunnel du PK. 201,

Entre les gares d'Eséka et de Makak, la voie suit la vallée de
la Méloumé. Elle s'accroche en profil mixte aux flancs de pentes
boisées ou rocheuses. Vers le PK 201, la nature du sol constituait
une sujétion d'exploitation, par suite des eboulements fréquents
qui y survenaient. Les glissements importants de terrain, provo-
ques en 1950 et 1951 par des infiltrations d'eay de pluie, mon-
trerent la nécessité de percer un tunnel. Les travaux débutérent
en septembre 1951. L'ouvrage, long de 194 m, a été finance par
le FIDES.

Le réseau possede 51 ponts metalliques totalisant 2.454 m
de long. Les ouvrages de la ligne Centre ont été calculés d'aprés
le reglement allemand de 1907 et le reglement francais de 1915 ;
nous manquons de renseignements pour la ligne Nord. Pour per-
mettre le passage des convois de 13 t par essieu, la Régie a
renforcé, de 1953 a 1956, 21 ponts metalliques : 10 sur la ligne
Centre, 11 sur la ligne Nord.

Jne étude est envisagée pour un nouveau renforcement des
vuvrages d'art de la ligne Centre, a 20 t par essieu.

SUPERSTRUCTURE

Nous examinerons successivement : la voie, les batiments,
la securite des circulations.

Voie.

Lors de la construction, la Société Lenz utilisa du rail de
20 kg/metre sur la ligne Nord et du rail de 278 kg/métre sur
la section Douala-Eséka. Les autorités francaises achevérent
la ligne Centre et transformérent, en 1933, l'antenne Otéle-
Mbalmayo avec du rail de 26 kg.

TYPES DE RAILS
36k s 1] TN |

30Kg Std =

NKONGSAMBA 27.8Kg Alld
,C 26 Kg

LA

_ KUMBA
{ 20Kg Alld 7

4 M:‘*Q‘N LOHE

TAQUNDE
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Prunet,)
Bourreuse-niveleuse-ripeuse Matisa BNRI 80.
Substitution de voie. — Apres quarante ans de circulations

de plus en plus intenses avec un poids par essieu accru, certaines
sections de lignes présentaient des signes d'usure dangereux.

La ligne Nord fut la premiére a étre rénovee. Les travaux
debutérent en mars 1949, Il a éte possible de remplacer 115 km
de rails 20 kg par du rail 30 kg. Mais il reste encore la section
N'Lohe-Nkongsamba, longue de 45 km, équipee en rails de 20 kg
La Regie envisage son renouvellement par de la voie 278 kg
provenant de la ligne Centre . elle reposerait sur 1,700 traverses
metalliques.

Sur la ligne Centre les travaux de substitution debuterent
en 1955, La section Douala-Makondo, longue de 104 km a pu
étre remplacée par du rail de 30 kg/métre ; les sections Makondo
Bidjocka et Ottotomo-Akono, longues respectivement de 45 et
14 km, ont été renouvelées avec du rail de 36 kg/metre.

Dés que certains travaux prioritaires seront achevés, en parti-
culier I'antenne Mbanga-Kumba, la Régie reprendra les substitu-
tions de voie sur la ligne Centre. L'armement sera réalisé par
du rail de 36 kg/métre, reposant sur des traverses en beton RS,

Scudure des joints. — Pour ameliorer la stabilité de la voie,
en eliminant les facteurs de déformation que constituent les
joints, les programmes de renouvellement de voie ont ete com-
plétes par des programmes de soudure de rails.

Les travaux ont commenceé en 1956 sur la ligne Nord. lls
ont ete ensuite poursuivis sur la ligne Centre. Fin 1967, 426 km
de voie étaient soudées.

Le rendement et la qualité du travail ont ete ameliorés par
I'installation a Bassa, en 1962/1868, d'un atelier de soudure. Les
barres longues qui sortent de cet atelier sont acheminees sur
les chantiers de renouvellement au moyen de plateformes spe-
cialement aménagees pour ce genre de transport,

Voies d'évitement. — A I'epoque de la vapeur, les voies d'évi-
tement des gares avaient de 200 a 250 m de long. La dieseli-
sation du reseau obligea le chemin de fer a les allonger dans
sept gares de la ligne Centre et deux gares de la ligne Nord

Pour permettre le croisement des trains longs, remorqués par
les CC Alsthom AGO de 2400 ch, de nouveaux travaux d'allon-
gement des voies d'évitement ont été entrepris sur la ligne Centre.
Fin 1967 les travaux avaient été realises dans les gares de
Lungahe, Kopongo, Makondo, Sodibanga, Messondo, Ndog-
Bessol, Bidjocka, Badjob, Sombadjeck, Makak, Akono, Mvolyé et
Onambelé.

Passages a niveau. — ['accroissement du parc automobile,

d'une part, lI'augmentation de la vitesse des vehicules, d'autre
part, ont rendu plus fréquents les accidents dans les centres
de Yaoundé et de Douala.
““En vue d'accroitre la sécuritée dans ces deux villes la Régie
a établi, en 1964, un plan d'équipement de dix passages a niveau
par des demi-barriéres automatiques - 8 a Douala, 2 a Yaounde.
Il a été realisé en 1966.
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Batiments.

Nous passerons en revue les gares et stations du réseau, le
Centre ferroviaire de Bassa

Gares et stations. — Cinquante-six gares et stations, espacees
d'environ 10 km les unes des autres sur la ligne Centre. de 5 km
sur la ligne Nord, permettent d'exploiter le réseau. Les quatre
gare importantes sont . Douala, tdea, Yaoundé et Nkongsamba.

Depuis sa création, la Regie a remplacé les batiments par

trop vetustes des gares et stations de Maleké, Manjo, Mvolye,

Lungahe et Kopongo , elle a fait reconstruire, d'aprés un projet
de l'architecte Dufayard, le batiment d'Edeéa. L'extension du
reseau a provoque la construction d'une nouvelle gare voyageurs
dans la capitale federale ; en ce qui concerne la gare a marchan-
dises, la Regie aura a financer la mise en place d'un faisceau
de triage et la construction de 20.000 m* de magasins de stockage
de produits.

En application de l'arrété du 14 fevrier 1949, un terrain situe
dans la vallee du Mbopi et le long de la ligne Centre a été classe
dans le domaine public terroviane pour la constigction d'une gare
a marchandises, d'un depot de machines, d'atefers centraux et
de magasing Seul le Centre ferroviaire de Bassa, dont nous
parlerons, a ete realise. Les installations de Douala ne repondent
plus aux exigences du service ¢t la construction d'une nouvelle
qure s unpose depuis plusieurs annees. Elle suppose un inves-
issement de lordre de un demi-milliard. Esperons qu'il ‘sera
possible de trouver, en temps voulu, les ressources financiéres
necessaies afin que de nouvelles installations puissent étre mises
cieplace o Doualia au moment ou le rail atteindira Ngaoundéré.

Les cowd des gares de o higne Nord,  doefoncées par les
camions apportant les regumes de bananes avaient un aspect

miserable. Grace aux credits du FIDES un effort important d'ame-
nagement a ete effectue de 1955 a 1957. Enfin la profession bana
niére a installe, en 1966/1967. des hangars pour I'emballage des
bananes a Loum-Chantier, Penja et Manjo

Centre ferroviaire de Bassa. — Déja en 1935 le directeur des
Travaux publics Milhau souhaitait 1o centralisation des ateliers
du chemin de fer. Cette realisation n'a éte possible que lorsque
les lignes Nord et Centre ont éte reliées par le pont rail-route
construit sur le Wouri.

Nous avons vu plus haut gu'en 1949 un vaste terrain avait
ete classe dans le domaine public pour y édifier entre autres de
nouveaux ateliers et des magasins.

Les batiments du Centre ferroviare de Bassa. etudies par
les services techniques de la Regie ont eté eédifies a partii de
1951. lis peuvent étre classes en tiois categories :

— batiments a usages .d'ateliers : 22.712 m de surface cou-
verte ;

—  batiments a usage de magosins et de bureaux @ 5 788 m*
de surface couverte |
— batiments a caractere social ; 4031 m de surface cou-

verte,

Le Centre qui s'étend sur 49 ha, est desservi par 4 km de
route et un faisceau de 14 km de voies. Le draimage des eaux
de pluies s'effectue par un reseau d'egouts de 3 km.

Les ateliers ont eté congus a une epoque ou le trabie annuel
"marchandises”  otait anfeneur o 400000 1 (299 000 en 1949,
378 000 en 1950). Bien que largement dunensionies,, prsquils ont

permis d'assurer, en 1966/1967, un trafic de 930 000 t, certains
’ ~Cekininly

Vue aérienne du centre ferroviaire de Bassa (oct. 65).
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Prunut )
Autorail climatise.

-8 sont cependant encombrés, ce qui géne I'entretien du
materiel La Begie a ctudic un projet d'agrandissement du bloe-

dicsel, de FAcher de fabncation et de I'Atelier de chaudronnerie «

£ ]

“ Il était indispensable de rénover le parc
.- développement de I'économie camerounaise,
wh ‘.»

Matériel moteur. ol ' 8

pour l'adapter au’

modeste experience
par le chemin de fer Conge-Océan, qui avait
diésel a Marine-Homecourt, le parc tracteur

Locomotives de ligne. — A part une
tentee, avant 1939,
achete trois engins
des réseaux
ne comprenait que des locomotives & vageur.

. Les progrés réalisés dans la technique des moteurs diesel
permettaient de moderniser, de fagon avantageuse, les reseaux
d'outre-mer. Aussi |I'Cffice central decida-t-il leur diéselisation
integrale. Au moment ou certains reseaux anglophones com-
mencaient seulement a utiliser les locomotives dicsel (1) les
' réseaux francophores avaient deja fait largement appel a ce
nouveau mode de tiaction,

- En ce qui concerre le Cameroun Ia diesel,zaton était totale
en 1955. Elle s'était effectuée dans les conditions suivantes

— mise en service, en 1950, de 6 locomotives dicsel-olec-
tnque CC Whitcomb, a moteur Supenor, Ces machines, Liviees
au titre du Plan Marshall, ont toujours eu un fonctionnement
ditficile. Cette série est maintenant reformee -

— achat! en 1951/1952, de 6 locomotives bicabine type BB
Alsthom, série 200, & moteur Sulzer ;

T = mise en sevice, en 1955, de 12 lacomotives,
type BB Alsthom, scue 300, 4 moteur MGO.

monocggbine

1 nouveau depot de machines. remplacera l'actuel. Actuellement, e w2 ED 959 Lo parc dont nous avans patle plus hiaut sera ¢oimn-

I'extension du bloc-chesel, dont la surface couverte sera aug pléte par locomotives BB 300 ot, en 14€0, la ”hqaedu-(‘.'helmu-

mentée de 1560 m‘, est en cours d'achévement, © . W 2 Jgcomotives BB 500 au Dihomoey, S=—— =

Sécurite des convois. . ; G : i !"':ﬂ f Juaqu:é I'artivee des CC‘: Alh‘lhum, les locomotives BB const-
d B e i Stueront l'ossature du parc de la Reégie

En 1946, les liaisons telephoniques étaient insuffisantes';* Toutes les locomotives possedées par le Régifercam étaient

les standards etaient usagés. Un travail de modernisation a éte
entrepris sur 'ensemble du réseau. g . be'd
La regulanisation de la circulation des trains par dispatching,
envisagee en 1948, a eté réalisée en 1953. Cotte organisation
a ete completee en 1965, par la mise en place d'un poste central
de commandement a Douala. Au cours du premier semestre 1968,
la table de requlation LMT va. étre remplacée par une lal;!e
Jeumont-Schneider, équipée @ 100 boutons d'appel. -
Par ailleurs un ampli de surveillance va étre place dans le
eau du chef P.C.C. :

Des liaisons directes, par courants porteurs, entre Douala et
les gares importantes du réseau sont préevues. Une commande
de matériel a été passee. En
en 1968, les liaisons Douala-Eséka, Douala-Otéle et Dougla-
Yaounde. &, ko ¥

Courant 1963 des laisons radioelectriques ‘ont eté établies
entre Douala-Nkongsamba et entre Douala et Yacundé. Ont étée
mises ou seront mises en station en 1968, les liaisons Mbanga-
Ediki et Douala-Kumba. %

Pour assurer le cantonnement absolu et le respect du croi-

sement des trains dans les gares, la Regie a substitué, en 1967,
au systeme actuel, le baton pilote électrique sur.la section Douala-
Edéa. e

Pour diminuer le nombre des déraillements ‘par bivoie, un.

programme dequipement des lignes par des aiguilles talonnables
et renversables a éteé établi; il a été realisé dans les principales
gares du réseau. '-

»

MATERIEL ROULANT =

e U ’ :
Le 21 aolt 1947, M. Heurard de Fontgal'and, alors. chef de
I'arrondissement des chemins de fer brossait,-dans une causerie
a la Radio-Douala, le tableau pessimiste suivant : o

« Le parc du matériel n'a pas été renforcé en proportion du

aafic: la moitie des locomotives ont prés de quarante ans de.

service, aucune voiture de voyageurs n'a été regue depuis vinat
ans ; les wagons de marchandises de tous types sont en nombre
trés inferieur aux besoins. »

INDUSTRIES ET TRAVAUX D’OUTRE-MER
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4 des machines de puissance- modeste (610 &

plan d'achat de materiel roulant etabli ¢cn mai
. de la Reégie s'est porté sur les locomotives CC
“AGO. ;

730 ch). Dans le

Alsthom a moteur

Cing machines, commandees par marche du 30 mai 1963, ont

éte réceptionnees a Douala au cours du quatiieme trimestre 1965
et au cours du premier trimestre 1966

.. Pour faire face au trafic escompte dans les prochaines années,
lé"Régie ‘estime qu'elle devra compléter son parc par l'achat.:

L.y — €N premiére etape de 5 locomotives BB 1100 ch pour
" “ssurer les’circulations jusqu'a Belabo ;

BB 1100 '&h et de 3 locomotives CC 2400 ch pour I'exploitation
¢ du chemig de fer jusqu'a Ngaoundére, =

“ “Une premiére commande vient d'étre
4 locomotives BB de 1100 ¢h. - i
"' Autorails. — En 1951, la Regie avait requ 3 autorails Renault
de 300 ch, type ABJ-6. Ces engins d'une puissance trop modeste
“pour étre utilises rationnellement au Cameroun ont c¢té vendus.
lls ont éte remplacés par sept autorails construits par_les
Etablissements Billard et par les Etablissements Soule. Quatre
engins ont été regus par la Rg‘gie en 1964 et trois en 1966. Cing
autorails sgnt climatises. A )
. Pour assurer le service voyageurs jusqu'a Belabo, la Régie
~devra renforcer le parc actuel de quatre unités. Enfin il faudra
encore acheter deux autorails suppléementaires pour I'exploitation
du réseau jusqu'a Ngaoundere.

passee pour l'achat de

_ “assure par 27 locotracteurs : ;

; — 7 locotracteurs FAMH a moteur Renault de 300 ch. La
série’ comprenait 10 engins mis en service en 1951/1952. . Ces
‘ocotracteurs. a transmission hydro-mecanique sont fraqiles ; ils
serant tous reformes avant 1970 ;

(1) Pour ne citer que le Nigéria, disons que les Guatres preniicrogs |:..-,mu,1.\,-os‘
diesel-électrigue, type BO-BO, fournies par English Llectric Company furent lvrees
a8y cours de l'cxercice 19541955 pour Stre andos en Servits sur Lo section Zarin
Kano :
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francophones, a la fin du second conflit mondial,

1962, le choix ™

premiere étape seront realiséeg,' ~ — engpeconde etape par l'acquisition de 3 locomotives ©

Locotracteurs. — Le service des manceuvres en’ gare est
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Construction d'un waqgon couvert de 40 t. Finition du montage.

1O Jocotiactemrs BDIE o motewr Povaud de 150 ch, mis
CHosenviee en 195G

O Tocotacteuws CEM G moteir MGO de 400 ch, hivies en

1905
Paur fane face aux besoms  do reseau,  explote  Jusqu'a
Belabo, le pare devia ctre renforce de 13 unites Cing loco-

tractewrs supplémentares seront par alleurs necessaires lorsque
la ligne Centre atteindra Ngaoundere. Une commande de 9 engins
vient d'elre passce.

Le tableau ci-dessous donne, au 31 déecembre 1967, la consis-
tance du parc moteur de la Regie des chemins de fer du Came-
roun.

Kilometres
Type Nombre efiectues
Serie Constructeur Moteur d'engins de la mise
en service
au 31-12.67
! LOCOMOTIVES ;
BB 200 Alsthom Sulzer (i3 fi 147 250
By Ao Alrthon MO 15 13 645 500
BB o0 Alsthion MO o 2 110789163
CC. 0 Alithun A0 5 €41 086
4 AUTORAILS :
v b b Fhbbanel Sl MO 7 1.005 076
i LOCOTRACTEURS -
[IMn ATAH Fleeraanle ! 1.447 174
M1 1 Peyyani 10 2011 535
o B EM MGO 11 510 742
Materiel remorque.
A la fin du second conflit mondial, la situation etait parti-

culicrement critique - les perturbations de la guetre avaient pro-

voque un entrelicn ralent) du materiel ; la capacité du parc était
insuffisante pour fawe face 4 un trafic en expansion
Materiel pour voyageurs. — Fin 1945 le réseau possedait

35 voitures o caisses en bois. La plupart d'entre elles avaient
ete mises en service en 1926-1927 mais, on faisait encore cir-
culer quelques Beuchelt datant de 1910-1915. Le matériel était
fatigue | son aspect exténcur était lamentable ; le confort lais-
sait O desirer.

H Faudra copendant attendre 1949 pour vou arnver les pre-
mieres vollures etalhques, commandees aa titte du Plan

L'elfort de modenmsation de la
tubleau crdessons

legie est resume dans e

S0 OCTOBRE 19648

Annee
Nature du vehicule de mise Nombre
en o service
Voitures-lits  de 11 classe (1) 1505 y
Yoitures-couchettes de 11 classe 3
Voitures-restaurant de 1'* classe 4
Woitures mixtes de 12 classe 4
Viaitures lourdes de 2" closse 2
Voitures allegees de Z' classe 2
(1) Voitures construites en 1350 et tronuformees en 196465 par lew Etablissemonts

CREDE.

Une remarque doit étre faite pour les voitures-lits Jusqu'en
1962, la Rég.c ne disposait Gue de voitures a 4 couchettes pa
compartiment. L'experience tentee avec une voiture-lits, louee o
la Regie du Sénegal, ayant montié que ce service correspondait
a un reel besoin, le chemin de fer a fait transformer, ches
Crede, deux voitures pour pouvoir etablir un service quotidien
sur la ligne Centre. :

L'allongement du reseau provoquera :

— la mise en service d'une troisieme voiture lits,

et l'acquisition de dix voitures allegees pour rames autoral
2 voitures de 1" ciasse, 4 voitures de 2 classe ¢t 4 voitures
mixtes 2 classe-bagages.

Fourgons a bagages et poste. — Le parc actuel comprend :
8 fourgons de 20 tonnes a caisse en bois. mis en service on
1952 et 4 fourgons métalliques alleges, mis en service en 1964
Le parc sera a completer par lacquisition de 2

fourgons
metalliques.

Materiel a marchandises. —— | « dobut de la renovation du pare
a ete provoquée en 1946 par M Darnoult. alors quil etait diectoew
des Travaux publics Le chemin de for recoit, en 1948 50 waqons
couverts, 100 plateformes et 30 tombercaux. L'effort sora pou
suwvi par Fachat, en Europe, de waqons de 30 + Puis 1o e
en 1962, estimera preferable de constiune ses Waons suivant
trois prototypes de 40 tonnes ctudies par le chemin do for

Fin 1967, la Regie avait construit soit seule oo cn colli
boration avec deux sociétes de Douals 105 plates-formes
40 tombereaux, 90 couverts et 5 plates-formes elargies

Le tableau ci-dessous donne la consistance di; parc commer

cial marchandises et la capacite de transport du chemin de fes
aux 31 décembre 1947 et 1967

= au 31-12-1947 au 31-12-1967
Nature du vehicule Capacite Capacite
Nombre de Nombre de

P 5 transpont transport

Pistetormes L ‘ 95 1 4055 1 295 10,020 1
Tombereans ey 58 it 144 45101
Couverts_ ., . 1 5 185 3640t 4127 104851
Wagonss-spciau Py —_ i 230t
Citerned do 300 hi ‘g s - g 1500 i

Le parc actuel sera a compléter

— en premiere etape, par la construction,
50 wagons couverts de 40 t

au Cameroun, de

— dans les cing années a wvenir, par la fabrication di
100 plateformes. 100 couverts, 50 tombereaux et | plateforme
surbaissee ;

— par l'achat de 2 wagons frigorifiques.

Wagons particuliers. — Outre le parc dont nous venons de
parler, il a eté mis en service, entre 1951 et 1966 &0 wagons
particuliers © wagons-citernes pour les transports du vin et de:
hydrocarbures. waqgons-réserveoirs pour les transports d'alumine
et de coke ballasteuses pour COGEFAR.

ENTRETIEN DES VOIES ET DU MATERIEL

Nous allons successivement passer ¢n revue [entretien des
voies, l'entretien du mateériel
Entretien des voies.

Pour controler |'etat des voies, la Reagie o st Facguisition
en 1966 dune remorque de contréle Matisa Cet engin, tracte

INDUSTRIES BT TRAVAUX D'OUIRE MiK
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par une dransine ou par un locotracteur, a la vitesse horaire de
25/30 km, enregistie en continu toutes les mesures geometnques
de la voie ferree Le calque, annoté par le bureau d'etudes du
Service de la voie et des batiments permet detablir des plan-
nings d'entretien

Le bourrage manuel de la voie ne permet pas dobtenir un
travail homogene. Un progres avait éte realise par |'acquisition,
en 1850, dune bourreuses standard Matisa BS 11. En 1963 la
Regifercam achéte une bourreuse-niveleuse Matisa BN 60 : ce:
engin donne un bourrage homogene et un nivellement de bonne
precision. En 1967, le chemin de fer fait I'acquisition du maté-
riel le plus moderne dans le genre, une bourreuse-niveleuse-
ripeuse Matisa BNRI 80.

Enfin, pour les transports de ballast, la Régie a acheté, chez
Arbel en 1964, des wagons auto-déchargeurs.

Equipement complementaire des ateliers.

Par ailleurs pour permettre aux ateliers du chemin de fer
d'assurer, dans des conditions convenables I'entretien du mate-
riel roulant supplementaire provogque par |'expansion du trafic, un
programme d'achat de machines-outils a eté eétabli. Les mate-
riels a acquernir comprendratent en particulier: tour a roues
montees, aleseuse horizontate. machine a réctifier les vilebre-
quins, tour parallele de granigfe capaci!e,.p‘fésse-plleuse. presse

1 caler et decaler les essieux.
. &

GESTION DU CHEMIN DE FER

Les taches administratives ont ete amehorées dans les sec-
tewrs suivants - gestion du o personnel, approvisionnements et
magasing, comptabilite, division du Mouvement et division com-
merciale du service Exploitation

Service du personnel

Avanl 1953 la gestion du personnel s effectuant selon des
methodes archaiques - le Service du personnel de la direction
< registres matnicules <« encombrants et difficiles
a uthiser, pour le controle des agents statutaires | les etablis-
sements de chaque service recrutaient et géraient, suivant des
procedes differents, les agents auxiliaires.

La mise en place dune cellule de gestion systeme Planus a
ete effectuee en 1953 pour le personnel statutaire. La méthode
a ete etendue, en 1954, aux auwxliaires, geres par les services

L'experience ayant démontre quil y avait intérét a adminis-
trer tout le personnel de la Regie a l'echelon Direction, une
ctude est en cours pour le regroupement des cellules de gestion
actuellement dispersees dans les services

Par alleurs au moment de la mise en place de la cellule de
gestion du Service du personnel, les dossiers de documentation
de la tamille darchives 3 (Personnel) ainsi que les dossiers
mndividuels des agents ont été rangés dans des classeurs verti-
caux en metal

utiisant  des

INDUSTRIES ET TRAVAUX D'OUTRE-MER

Approvisionnements et magasins.

En 1953, les livres cncombrants de la comptabilite matiere ont
ete remplaces par des fiches ; une nomenclature detaillee a ete
etablie ; une machine Burroughs factunere a ete mise en ser-
vice: elle a ete remplacee, fin 1967, par un Burroughs E. 1000
qui, outre les operations dentrees et de sorties, calcule les
prix de revient

Jusqu'en 1853, l'approvisionnement des stocks s'effectuait a
partir « d'etats de besoins » etablis par les services utilisateurs,
Maintenant il existe un calendrer prevayant le lancement, deux
fois par an, des approvisionnements, pour chacue categorie de
materiel.

Enfin les difficultes d'approvisionnements en imprimes, prin-
cipalement pour le Service Exploitation, ont conduit debut 1968
la Regie a acheter une mactine offset et a installer une impri-
merie.

Comptabilite.

Le Seivice de la comptahilité utihse 4 machines Burroughs
qui permettent d'effectuer les travaux suivants : tresorerie per-
manente, comptabilité fournisseurs, facturation et comptabilite
clients, soldes et salares du personnel, centralisation et éta-
blissement de |a balance genérale.

Dans un avenir prochain, ce groupe de machines sera utihisc
pour etablir un certain nombre de statistiques

Par alleurs, le Plan comptable, calque sur la codification
budgetaire tend de plus en plus a étre analytique, principalement
en ce qu concerne les pia de revient de la circulation et de
I'entretien du mateniel roulant,

Service exploitation,

A la sute dune mission effectuce on 1963 Pedt un angemeur
de 1o Socicte Paul Planos, la division du Mouvement i mis en
plice unc < fiche wagons « g peomet de saivie 1o rotation du
mateniel, de surveiller les temps de stationnement et d'établir
les « statistiques du Mouvement «

Toujours dans le cadre de ln mission Planus, des amélio-
rations ont ete apportees a la comptabilite des gares, a l'orga-
msation du Contréle des recettes et a |'établissement des sta-
tistiques commerciales

Bien qu'avec ses h3? km le rail camerounais ne desserve
actuellement que quelques departements du Sud de la Fedéra-
tion, il joue cependant un role essentiel dang le developpement
economique du Cameroun. Pour |l permettre de tenir correcte-
ment sa place dans lossature du pays, nous avons vu que le

chemin de fer n'a cesse de se modermiser depuis vingt ans et
que des projets de substitution de voie ou d'achats de matériel
sont en cours de realisation ou vont étre réalises dans les pro-
chaines annees. Mais, de tous les progres signalés les deux plus
importants sont la diesehsation du reseau et la mise en place de
rames autorails

lmprimerne du service
des approvisionnements.
f G Prunet
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Myr. Robert Sadove Septembar 25, 1958

/'///
G. Hackay
Jl’ﬂ

Heetings with Messrs., Gordon and Intolf
(Your nemo of Sept. 23, 1903)

1) PiEA -
Bast Africa

During the past few months we have had yeason to be grateful to
Mr. Cordon and his staff for probing discreetly and effeotively into a
difficult management/sbaff situation in EARH arising from the coming into
belng of new forms of organizaticn preparatory to dividing the railuays
and the harbours. Although FIEA has no dirvect supervisory responsibility
for railways and harbours operations I think it would be helpful if
Mr. Gordon and Mr. Samii could continue to keep in contact with nanagensnt/
gtaff of EARH during the difficult transitional months anead, when the loss
of a few experienced staff withoub adequate replacenment; or other untoward
developnents, could seriously prejudice efficiency and Jeopardise the
proposed Bank loans,

2) PBEA
Canzsroon

We will be interested to be kept advised of HiliAts discussgions
with Fercam and the Govermment in respect of a possible epplication to
the Bank for assistance towards a railway track renswal problen,

Congo !B !

As PIT/A will know, UNDP have recently advised that they will
require further evaluation of this feasibility study of realignnent of
the railuay and consideration of financing will be deferred to Juns, 1959.
There are two points: one, because of the delays involved UNDP financing
for an urgent engzinserinz study liks this sezens unsuitable; and two,
Messrs. Kesson and Brandreth put a lot of work inte identifying railway
projects bub ATEC/CFCO scom relrctant to approach the Bank. Leaving agida
the qusstion of whether the Bank in circumstances such as exist in this
cass should advocate financing by souress wther than UNIP we should,

I think, get FiTA's views on the general possibilities of railway projeot
finaneing in Congo (B). We have a heavy program of work ahead and we do
not want to be wasting man-hours on dubious starters.

Guinsa (Boke)

Suggest discussion of how, if at all, the Abidjan offics night
be able to help in the administration of the now loan.

e e S —
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lr. Rebert Sadove .2 = - Bepterbaor 25, 1968

Mall

Ws would be interested to be adviced of any significant develop-
ments as they affect Mali (ond Sencgal) of thse technical and economic study
to be made by China (Mainland) on a rallway to commect the Mali and
Guinea Railways.

Nigeria

We regard the Nigerlan Railways as a problem project and ong
on vhich we would wish to help at the earliest practical date. .Have PIIA
any vicus?

i

Upper Volba
We have had the NEDECO study end reviewed it. Do FWA agree with
pur view that even given the manganese project a rallway extenslon to
Tambao would be a very marginal proposition?
3) GRNIRAL

Will PMUA/PMEA have anything to report on relations with the ADB?



Mr. Franz Intolf No. 341
Permanent Mlsgion
in Testern Africa
Post Office Box 1850
Abidjan, Ivory Coast

(B

. b

Dear Franz: 0

{

Further to rmy memorandum No. 3]‘.5/01’ July 15 concerning the
follow-up of tha port of Domala studies, I an today gending you our
conments on the other items dealt with in Mp, Brochet's menorandum
of June 10, i.e. the road projects identifisd by hin, his recommenda-
tion to conslder finoncing the rehabilitation of the Trans-Cameroon
Railway, and his notes on the CAR-Cameroon transport study.

- —t
C ".'r' racit

I ERR

(i1) lir.Brochet recommended that the Bank consider financing the
rchabilitetion of the Fercam railway, and that a mission might be
sent to Cameroon to help prepare an offcial application to the

Bank. The following are our comments-on the proposals by lir. Brochet:

(a) Ve fesl that, if Fercam is interested in Bank assistance,

they shonld themselves be able to make a case for Bank assigtance

towards their track renswal program. The PIIVA could, if required,
give some general guidance on how to proceed. It could also

be considered that someons from hezdouarters pay a short visit

to Cameroon in connection with anothoer mission to Test Africa.

At any rate, recent experience with ATEC shows that we should

be reasonably sure that Bank financial assistance is indeed wanted
before we become more deeply involved in the matter.

(b) W2 have little information on which to judge Fercamts finan-
cial, managerial etc. parformance. You know that we are not
engaged in the extension of the Fercam railway to NiCacundere
presently being underteken with financing from FED, USAID, etc.,
since we have doubts abwut the viabllity of this project. I think
you have at your disposal in Abidjan ample information on this
point. Ve would stress that we would have to be satisfied wikh
Fercan's performance before any financing of their renewal progran
could be cenaziderad,

o
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Mr, H. 0. Schulte August 1, 1968
@. Mackay
CAMEROON: Railway (Fercam)

In Mr. W"htmk. 2230!‘“19, w, hhuﬂ.nhﬂ/
McIvor enclosing 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 Fercam is in need of locomotives and
freight cars; also, that 140 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 Centrale de Cooperation Economique.
Mr. Brochet further states that the General Manager of Fercam would welcome
;mngmummmu-undpmmmunmn

ra .

a Nedeco-BGEOM transport study report covering Cameroon
of the Central African Republic due about October, 1968,
decision on what we might do about the Fercam railway
and studied this report.

terms, assuming the continuing need for the railway,
difficult for any reasonably competent railway manage-
a technical and financial case for a track renewal program

i
I

!.’2

;E

44
o

within the context of its overall investment program; and the PMWA one
imagines can advise Fercam in general terms on how to proceed. There
should be no need for a Bank mission from Washingten. One thing which
Fercam could be doing now would be to complete our railway questionnaire,
edited as appropriate by PMWA. Copies of this stionnaire, in French,
can be made available to PMWA 4iFf it is agreed that such a questiomnaire
might be given to Fercam at this time.

cc: Messrs. Geolot, Brechot, Engelmann

E
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FoRm No. §7 INTERNATIONAL DEVELOPMENT | INTERNATIONAL BANK FOR
ASSOCIATION REZONSTRUCTION AND DEVELOPMENT

INTERNATIONAL FINANCE -
CORPORAT | ON

OFMICE MEMORANDUM

Cl\\ (."I.-“:',l_?‘,.l %

" oy

Abidjan Office

TO: Messrs. El Emary/Mclvor DATE: June 19, 1968
A %
FROM: André R, Guéd /| L Letter No. 228
SUBJECT: CAMEROON - Highway Identification Mission
1. Attached is a reﬁﬁrt from Mr. Brochet in Frenchifon 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 tramslation,

Attachment

= cc: Mr, Baum
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IV - Régie Fercam

Par suite de la guerre aun Nigeria, le trafic a complétcment
cessé sur la Bénoué et est trés gravement perturbé sur les chemins de
fer nigériens, Le trafic en provenance ou d destination du Nord
Cameroun et dans une certaine mesure celui de la région de Fort Lamy
au Tchad emprunte le réseau Fercam,

Le manque de locomotives et de wagons et aussi le mauvais état
de la voie sur certaines sections recndent difficile 1l'exploitation de ce
chemin de fer,

Connaissant ces difficultés, j'ai demandé & M, Destopeleyre,
Directeur de la régie, s'il serait intéressé par unc aide technique et
financiére de la Banque pour lcs résoudre,

En ce qui concernc la fourniture de locomotives, un prét de
la Caisse Centrale de Coopération Economique permettra de résoudre tout
au moins en partic le probléme, La régic va par ailleurs mettre on
fabrication dans ses ateliers un certain nombre de wagons ,

Par contre il serait nécessaire de remplacer environ 14O km
de voie trés ancienne en profitant de 1'opération pour effectuer certaines
rectifications de tracé, Le cofit total de 1'opération pourrait se
chiffrer a environ 1,5 milliards de FCFA ou US$6 millions,

M. Destopeleyre serait trés heureux de recevoir la visite
d'experts ferroviaires et d'économistes de 1la Banque pour étudier ce
probléme et 1'aider éventuellement 3 rédiger unc demande officielle de
financement,

= —



Infrastructure

Tableau No, 1

Solutions

A B C D

Voies ferrécs

ler temps

2¢me temps

.
-

#s #% ww as ss ws as

. .

- -
. - »
- -
. -
. -
-
H

Al - Belabo- :Bl - Nanga Cl - Yaoundé~ : D1 Beclinga -

Berberati :  Eboko=- Yokadouma Yokadouma
: Yokadouma : C'l-M'Balmayo- :
: - Yokadouma :

A2 - Berbcrati-:B2 - : C2 = B2 : D2 = B2

M'Baiki- :  Yokadouma-: 3
Bangui . Nola- 2
M'Baiki- : -
:  Bangui § 2

Réseau fluvial

ler temps

2éme temps

Réseau & construire ou 3 améliorer dans toutes les solutions

Route Le paralléle

Route Salo-Nola-Berberati-Carnot

Route Mouloundo~Yokadouma~Nola

Réseau de routes afférentes 3 1a Lobaye, la Sangha et la Ngoko

Routes afférentes aux sections de voie A construire dans le
ler temps de rlalisation

Routes afférentes & 1'enscmble de la voie ferrde qui sera
retenue,

o iy
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FoRm No. 57 INTERNATIONAL DEVELOPMENT INTERNATIONAL BANK FOR | INTERNATIONAL FINANCE
ASSOCIATION RECONSTRUCTION AND DEVELOPMENT CORPORATION
TO: FILES DATE: February 2, 1968
FROM: Norbert Koemig A/- /¢ .
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 $0 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 Govermment, possibly for LO years, including

10 years of grace, with an interest rate of about 3%. The Govermment
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
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FROM :

SUBJECT :

INTERNATIONAL BANK FOR RECONSTRUCTION AND DEVELOPMENT  DED 27 M67

OFFICE MEMORANDUM i

FILES DATE : Novemwer 27, 1967
J. Paijuans >

Martijn J & e

Transcameroon Railroad (-8, Moei

2 wd

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

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

FED $20 miliion
U.S. $10 million
Firance $8 million
Cames'oun $5 million

About the terms of the foreign iinancing little is kaowy largely due to
vhe fact that this, iogether with many otner details has stili 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
al 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'B 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 Renaudidre
Lutolf

MJP/mar



NOV 29 1967

INTERNATIONAL BANK FOR RECONSTRUCTION AND DEVELOPMENT

Fomm MNo. 57

OFFICE MEMORANDUM
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DATE :

4 31 & 80

Martijn J. Paijmans <

FROM :

vk

SUBJECT:
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Bank,

Tchad
Sn

m.mh u“_
i3 E
3h3 um Mmm
i
il m_
TR
- mmw m m
u.um mma_
hfin

ce: Messrs. El Emary/Molvor *
de la Renaudidre

MJP/mar
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Mr. Warren C, Baum April 13, 1967
B. Irion and W, Thalwitas

CAMEROON - Engineering Credit; Meeting with USAID

1. At their request we met on March 29, Messrs. Whyte and Smith from
m,tomwwmummuwupm-ucmmm.
Messys. de la Renaudiere and Kesson from the Bank also attended the
neeting. USAID is one of the three lenders, the other being FAC and FED,
which financed the Trans-Cameroon Railway prgect, Phase I (Yaounde-Belabo)
and which are expected to finance Phase II (Belabo-N'Gaoundere). Con-
struction of Phase II would provide the southern route link for the Bank/
IDA project road N'Gaoundere-Geroua., 'The ¢ost estimates for the construe~
tion of Phase B 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 ther report to the

lending agencies during April 1967.

2. As soon as revised cost estimates are available, USAID wants %o
re-evaluate the economic justification of the Phase II project. Mr. Whyte
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~Garoua road. No major discrepancies
were found, but it was pointed out that rail traffic ferecasts were far
less sensitive to traffic diversion dus to alternative road investments in
North Cameroon/Chad than road traffic on the N'Caoundere-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 Ruilway 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.
cuplo'g;?nm for construction could, therefore, range from late 1971
to mid 2.

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

(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;




Mr. 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 ischedule for connecting routes. This
would assume that the reilway will be built and would
allow goncurrent 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
enginsering credit for the li'Gaoundere-Garoua road was

delayed until a decision is reached on finaneing for the
railway.

BIrion/WThalwits sbbsmp
Cleared with and ce: Messrs. Hardy/Young

ce: Messrs. de la Renaudiere
Kesson

El Fishawy
Povey
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Form No. 59
(2-55)

CROSS REFERENCE SHEET

COMMUNICATION: Memorandum . Discussicns with FAC
DATED: February 7, 1967

TO: Files

FROM: Mr, X, de 1la Renaudiere

FILED UNDER: CAMEROON - General Negoatiations
SUMMARY:

: The Cogepar option for the construction of the second secti
the Transcameroon railroad, which was due to expire in November

3 been extended. Négotlations for the financing are not comple ad
: F at its financing
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Form No, 337D

“ (12.61)

Mr. Koenig
Room 560

Ministry of Economic Affairs
and the Flan
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 wailway link between the
Central African Republic and the Trans-Camermvon Railway.

CONTRACTOR: The la%oul Geographic Institute, 136 bis, Rue de COrenelle,
PARIS 7°.

AMOUNT: Fourteen million fifty thousand CFA franes. (1L,050,000)

Signed, on __
Signed by the Director, on

Notified, on

Charged to: State Budget, 1966/67
Chapter 0I-100-OL

TRANSLATION SECTION 1325/66
“|Translated From: Fremch 7/25/66 By: GA:gue




The following has been agreed between

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

The National Geographic Institute, represented by its Director,
136 bis, Rue de Orenelle, Paris 7°, hereinafter called ION, party of
the second part,

TITLE I  GENERAL PROVISIONS
Article 1 - Purpose

The purpose of this convention is to execute serial photographic

coverage of the mone contemplated for a railroad commection between

Bangui and Douala and to emsure the supply of a mmber of photographic
proofs relating to aerial coverage already carried out.

Article 2 - Funetions 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.

TITLE IT - TECHNICAL ARRANGEMENTS

Articles 3:

mmmwmuummﬁ-mharw.om
approximately, on infra-red emulsion. ﬂwtoun;h be taken
uﬂ:th-atdotmunwumhucat I0N. The average
coverage of 60% longitudinally and 20% laterally should permit stereoscopie
examination.

The boundaries of the be photographed are indicated omn the
sketch attached hereto as Annex
Article L



Article 7 -~ Amount of the Contract and Payment

mommmmmmmuommnmmﬂam
done and the supplies furnished:

A) AERTAL OOVERAOE

Payment according to the principles of work under State supervision
on the followinl bases:

1) Provision of the photographic plane pro memoria
2; One wesk's staf CPAF 900,000
’ '):rgnmmmés-éé ) 110,000
a year
b) from DOUALA or YAOUNDE (1966-67) &:500
The maximum amount demandable shall not exceed the sum of
CFAF13,900,000

B) SUPPLY OF PHOTOGRAPHIC PROOFS

The mumber of proofs to be supplied under article 6 of the present
convention amounts to two sets. Mdnlim,putmmmd.
to the IGN Ammex in Yaounde shall be cause for payment of the sum of
CFAF 150,000. '

@) TOTAL

13,900,000 + 150,000 + CPAF 14,050,000
Article 8 - Payment

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

a) upon signature of the econvention, as down peyment, 2/10 of the
maximum amount provided for under the comvention, i.e.:

(13,900,000 + 150,000) x 2 e 2,810,000
10
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b) Wpon provision of the photographic plane
serial coverage, 5/10 of the maximm amount provided

z CFAF 6.mm

o
e

|

¢) The remiinder 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 payments shall be made by deposit
manager of peceipts C.C.P. 9131-60 Paris
drawm up by ION.
Article 16 - Bond

The ION is excused from furnishing a bond
Article 11 - Registration

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

§:
i
¥
¥

Annex I
TRANSCAMEROONESE RAILWAY PROJECT
Area to be photographed
Seale 1/2,000,000
Annex II

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

(See list)
i.e. a total of 385 photos






May 5, 1966

I attach a randum dated April 28 by Mr. Loven commenting
sy One ril 26 by Mr. Lowdon on ports, and another by
Mr. Wubnig dated May 2 on transport in general. I am sorry that it has

te a separate comment on the roads before
Mr. Matter's departure but in this case the subject is somewhat more
complex because we have the N'Gacundere-Garoua project (the Inge
study) under consideration. gl

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)
AFGeolot:ew

cet Mr. Calika
Messrs. W/Iﬁm
Lowdon
Engelmann



INTERNATIONAL BANK FOR RECONSTRUCTION AND DEVELOPMENT

INTERNATIONAL DEVELCOPMENT ASSOCIATION

OFFICE MEMORANDUM

TO

Mr. Warren 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.

2s 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.

L. 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 govermments 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:

(2) 1linking 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.

Te 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 Resilways 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.

(e) 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 2= 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.

£ 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.

L. 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

cc: Messrs. Geolot
Hardy
Lowdon
Loven
Adler
Engelmann
Billington (3)
Calika (2)
Wubnig (2)
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\ ASSOC!&TIOI}I' RECONSTRUCTION AND DEVELOPMENT CORPORATION

utt{OFHCE MEMORANDUM

TO: Mr. Warren C, Baum DATE: April 28, 1966
q
FROM:  R,A,D, I.roven\r
|

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:

g R The network is single track meter gauge and consists of two
lines originating in the port of Douvala, one in a northerly direction
(172 km), and the other to the east terminating at the capital Yaounde
(308 km)s Total route length is 517 km including a2 37 km spur off
the Yaounde line,

2e Operations were fully dieselized and appeared to be reasonably
efficient; management was still largely French, Traffic density in

1961 /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.

3e 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.

L. The cost of the second section, a total of US$ L1l 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.

Se In addition, a spur (30 km) is being built linking the
northern line with West Cameroon. The cost of US$ Le6 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)e 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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Te The #Abidjan Office's Review is well organized and gives adequate
general information of the Railways' 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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Form No. 57 INTERNATIONAL DEVELOPMENT | INTERNATIONAL BANK FOR ] INTERNATIONAL FINANCE
ASSOCIATION RECONSTRUCTION AND DEVELOPMENT CORPORATON

OFFICE MEI\AORANDUWV ‘

TO: Mr. Warren C. Baum DATE: Febru j_);? s
FROM: X. de la Renaudidre /\M } @Vfl/t/ﬂy W - -

SUBJECT: (Cameroon - Railroad Project L\f/(d’

¥ [ Attached are (i) a dossier concerning the second section of
Trans-Cameroon Railroad and (ii) a memorandum including the comments OL
ATD on the project. . J

2. The first section of the railroad is being built with joint
finaneing from the EEC, the French Government and AID. The three insti- (.,,,n- -
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 NGaoundéré. 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, ATD 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
comments on the conception and Justii‘lcatlon of the project. I should
say that we have already commented that coming in to appraise and finance
a project one half of which is already completed and the other at an
dvanced stage of preparation is not a very attractive proposition.

Attachments - 2

Cleared with Mr. Williams
cc: . Mr. Matter
Mr. Calika
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