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ABSTRACT
THE DEVELOPMENT AND SOCIO-ECONOMIC

IMPACT OF TRANSPORTATION IN
TANZANIA, 1884 - PRESENT

By
Frank Matthew Chiteji

Statement of the Problem

This study was conducted to determine the impact of transport
development in Tanzania with particular emphasis on Uluguru. The study
covers the period between 1884 and the present. Since the impact over
the years has varied in degree and intensity, this study was planned
to identify the effect of specific transport networks on socio-economic
and political development. The impact of railways and roads has been
more closely studied than other modes of transport, such as the pipe-

line, airline, and waterways.

Data
Primary data were gathered through personal interviews, as well
as from the Tanzania National Archives in Dar Es Salaam. Various
government documents, research papers, and minutes of proceedings of
the district and regional meetings have also been used.
Secondary information, consisting mainly of books, articles, and
unpublished works on Uluguru, was also used. In addition, the writer

observed numerous activities related to transport development which
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are fully discussed in the study.

Major Findings of the Study

An analysis of the data collected reveals that transport net-
works had the following important effects on the region's socio-economic
and political development: they raised agricultural output and stimu-
Tated a progressive switch from subsistence to large-scale commercial
production. There consequently developed a system of markets through-
out the region, the biggest and busiest one in Morogoro. Other small
periodic markets are situated in various settlements.

The introduction of the railways in the 1900's undoubtedly set
criteria for the economic development of the region and the country as
a whole. The central railway reduced the high transport costs of por-
terage traffic prevailing until then. The railway made possible the
bulk transport which was the pre-condition for the creation of an ex-
port-oriented agricultural production which, in turn, provided the
foundation for all further economic development.

This study also involved researching the impact of roads on the
development of Uluguru. In terms of practical development of transpor-
tation, it began slowly in the 1870's but progress accelerated after
1905, and changed the transport system that had, until then, been
characterized by the existence of head-porterage. This ability of
road transport to create much denser networks in the region introduced
an entirely new element into the transport pattern. Roads, more than
the railways, expedited the replacement of head-porterage. Roads

were instrumental in the establishment of certain rural settlements,
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also a necessary pre-condition for the beginning of commercial agricul-
ture. Roads, and in particular feeder roads, have played a significant
role in the improvement of some of the settlements which were being
served by poor ungraded roads. Recent Ujamaa villages also have bene-
fited from roads, and many are located today along some of the major
feeder roads.

Roads have also contributed significantly to changes in the ways
of 1ife for thousands of people in the region. In areas where there
were no schools, and no provision for other social services because of
inadequate transport networks, such services are now being provided as
new roads are constructed, and old ones are improved. Such roads have
also resulted in greater mobility for the people and have enabled
modernizing ideas to be introduced into areas where people had remained
isolated from the rest of the country. Rural people are also now ca-
pable of maintaining regular contact through available means of communi-
cations: they visit each other often and can carry more gifts to their
distant relatives, gifts which include foodstuffs which they carry

along on the buses or lorries.
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INTRODUCTION

In a number of recent studies regarding African development, eco-
nomic history has been neglected, and the history of transport develop-
ment has not been treated the same way other fields such as political
development, African cultures and European colonialism have been treated
by scholars. This study will, therefore, examine the historical develop-
ment of transport in Tanzania, from the pre-colonial period until the
present, with particular emphasis on the Morogoro region. The study
will show that with the advent of colonialism, modern systems of trans-
port, particularly roads and railways, have played a crhéial role in
the development of the Morogoro economy.

This study of transport was undertaken for three main reasons:
first, to open the field fo others who might wish to do more research
on this area which hitherto has received a minimal level of scholarly
attention, as my review of existing 1iter;ture will show; second, to
examine Tanzania transport history and to determine the extent to which
past transport plans have affected the country's socio-economic develop-
ment. My undertaking will assist in providing a background for careful
future transport planning and prevent the national government from the
duplication of past mistakes. Finally, I hope to identify and evaluate
the factors which have led the Morogoro region to participate in the

development of the wider nation-state and to explain the impact of modern
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physical communication systems on the population.

This dissertation is divided into six chapters, the first of which
describes the geography and the people of the region. An understanding
of the more important physical features is important because of the set-
ting they provide for transport development. The people and their socio-
political systems are also discussed as well as their economic structures
(both pre-colonial and colonial) and the relationship of these to trans-
port development. The second chapter presents an historical overview
of transport development in Tanzania, and focuses on three major periods:
the German colonial period, 1884-1918; the British period, 1919-1960;
and the post-colonial period, 1961 to present. Also examined are the
preceding pre-colonial and the Arab phases. Specific problems of trans-
port development in Morogoro and their suggested solutions are studied
in the third chapter. The fourth chapter investigates transport and the
related problems of rural development, and chapter five focuses on the
impact of transport. Chapter six provides the summary and conclusion
of this study.

Information for this study was collected in Tanzania during a
two-and-one-half-year period of fieldwork. Personal interviews served
as a major method of data collection and were conducted in those areas
listed in Appendix A. Other materials were taken from documents con-
tained in the Tanzania National Archives in Dar Es Salaam. This reposi-
tory contains much material relevant to the understanding of the German
and British colonial periods and those development schemes which intro-
duced modern transport systems as an agent of change. Still other

materials were obtained from the reports compiled by the Bureau of
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Resources Assessment and Land Use Planning (BRALUP) and the Economic Re-
search Bureau (ERB) at the University of Dar Es Salaam. Most of the data
obtained from bureaus consisted of transport and economic feasibility
studies undertaken by foreign firms between 1960 and 1975. In addition,
the writer acquired access to specific ministerial reports from various
government offices in Dar Es Salaam and in Morogoro. In Morogoro, more-
over, the writer was given permission to examine and draw some informa-
tion from diaries preserved in the archives of the Morogoro Roman

Catholic Church.

Review of the Literature

This author is familiar with some published works on the develop-
ment of transport in Tanzania. None, however, has examined the histori-
cal aspects of transport development, and its impact on people has been
ignored or discussed only in general terms. What this study hopes to
do, therefore, is to bring together all of these fragmented materials.

Generaly speaking, there are few studies on the Uluguru, with
the exception of two -anthropological works: Young and Fosbrooke's Land

1

and Politics Among the Luguru of Tanganyika and T.0. Beidelman's The

2

Matrilineal Peoples of Eastern Tanzania. In both studies, the authors

concerned themselves with general societal development and change, which

3

they concluded was facilitated by the advent of European rule.” In the

1Ro1and Young and Henry Fosbrooke, Land and Politics Amg;g the
Luguru of Tanganyika (London, 1960).

2T.0. Beidelman, Matrilineal Peoples of Eastern Tanzania (London,

1967).
3Young and Fosbrooke, Land and Politics, p. 5.
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1950's the British Native Authority commissioned the Catholic priest,
Canuti Mzuanda, to write a local history of the Luguru. His Historia
ya Waluguru relies primarily on locally obtained traditions.? A brief
survey of the geography of Uluguru is contained in E.W. Bovill's "Notes
from East Africa: The Uluguru Mountains and the Rufiji Plains."d

In addition, two general works containing references to Uluguru

are To the Central African Lakes and Back® and How I Found Dr. Living-

stone.7 Both provide useful descriptions of the early contacts between
Europeans and the Luguru, but Thomson's interesting remarks about Ulu-
guru physical features, and Stanley's praise of land and people ap-
parently had the effect of attracting numerous subsequent European
explorers to the region. Stanley wrote enthusiastically about the
"walled city," which -was the seat of the Luguru ruler:

The first view of the walled city at the western foot

of the Uluguru Mountains, with its full valley abundantly

beautiful, watered by two rivers, and several pellucid

streams of water distilled by the dew and cloud enriched

heights around was one that we did not anticipate to

meet in Eastern Africa.

F.D. Lugard's The Rise of Our East African Empire,9 contained im-

portant commentary on Uluguru and served as a guide to many European

4Reverend Canuti Mzuanda, Historia ya Waluguru (Dar Es Salaam, 1958).

5E.H. Bovill, "Notes From East Africa: The Uluguru Mountains and
the Rufiji Plains." The Geographical Journal, 50(1917):277-283.

6
1881).

Joseph Thomson, To the Central African Lakes and Back (London,

7Henry M. Stanley, How I Found Dr. Livingstone (London, 1899).

8Stan'ley, Dr. Livingstone, p. 115.

Sr.p. Lugard, The Rise of Our East African Empire (Edinburgh, 1893).




<o |m™m |

Kr



explorers because it discussed those areas which the author believed
were suitable rest stations for travelers to Nyasaland and beyond. There
are several other accounts containing passing references to the Lugunr'u.lo

W.0. Henderson, Studies in German Colonial History, A History of German

Foreign Policy 1870-1814; and Hermann Kratschell, Carl Peters, 1856-1918

Ein Beitrag zur Publizistick des Imperialistischen Nationalismus in

Deutschland, which devotes an entire section to the discussion of Peter's
early treaty-signing expedition in Usagara, Uluguru and the rest of the
eastern part of Tanzania. None of the works cited deals with the sub-
ject matter under examination in this study. In this respect, the
present work constitutes an original study. The author's claim is to
move away from‘political history, and instead attend to issues relating

to economic history.

104.0. Henderson, Studies in German Colonial History (London, 1962);
Erich Brandenburg, From Bismark to the World War (London, 1927); Herman
Kratscheu, Carl Peters, 1856-1918 (Berlin, .
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CHAPTER I

THE LAND AND ITS PEOPLE

The eastern third of Uluguru lies in the rolling coastal plains,
although the core-area of the region is composed of rough hills and
precipitous mountains. E.W. Bovill described these Uluguru Mountains:

[They] are of extraordinary beauty, and have been compared
to those of Kashmir, though lacking the floral riverine of
the east. Great rocks drop out on the floors of the val-
leys as well as on the hillsides, but nowhere does this
ruggedness meet the eye, for the whole landscape is clothed
in dense tropical vegetation, through which only an occa-
sional gaunt peak rises above the general conformation of
the hills. The rising sun turns the brilliant green of
the virgin forest to a wonderful medley of soft shades of
pink and manre and violet; but during the heat of the day
the heights are enveloped in a veil of the softest blue.
To the south, where the greatest elevation is reached,

the mountains rise to the 7,000 feet contour over a con-
siderable area.l

The Morogoro region is situated 1628 feet above sea level at the
foot of the Uluguru Mountain range, whose highest peak reaches 8,000
feet. It contains an area of 19.296 square kilometres, composed largely
of vast plains and plateaus. Its proximity to the equator, in combina-
tion with other factors such as elevation, rainfall and soil, results

in a climate which ranges from tropical to temperate. The region's

nBoviH, "Notes From East Africa," p. 277-283, See also R.C.
Northcote "Native Land Tenure for Morogoro" (Dar Es Salaam, 1945).
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rainy season extends normally from October to May, with heaviest rains
in March, April and May. Total rainfall is approximately 35 inches,
which is the minimum required for dependable cultivation. Along the
hills where about 60 percent of the Luguru dwell, more rain falls than
on the plains, occasionally as much as 70-80 inches. This precipita-
tion falls on high quality terrain, including the fertile "black-
cotton" soil scattered throughout the region.

There are many rivers but only three are large enough to warrant
any mention in this study. The Wami River originates in the Mkata
plains in the north and flows north of Dar Es Salaam. The Ruru River,
together with the small Mgeta and Ngerengere Rivers, drains from the
western Uluguru Mountains and flows northeast to reach the Indian Ocean
Just north of the Ulanga District where it connects with the Rufiji
River system. On the whole, the topography provides no major obstacle

to economic growth, including transport development (see Map III).]2

People
The Morogoro region is inhabited largely by the Luguru people, al-

though the Kami, Kutu and Doe individuals have been absorbed through

marriage.]3 The Luguru's place-of-origin is reportedly the Palaulanga

127his conclusion was observed by a team of economists for the
International Bank for Development. See The Economic Development of
Tanganyika (Baltimore, 1961) p. 77.

]3An observation made in four villages of Njiapanda, Kidete,
Msowero and Rudewa in the northwestern part of Morogoro. At least six
to ten persons out of forty-seven interviewees traced their origins to
grandparents outside of northwestern Tanzania. Personal interviews,
March 17, 1975.
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ABSTRACT
THE DEVELOPMENT AND SOCIO-ECONOMIC

IMPACT OF TRANSPORTATION IN
TANZANIA, 1884 - PRESENT

By
Frank Matthew Chiteji

Statement of the Problem

This study was conducted to determine the impact of transport
development in Tanzania with particular emphasis on Uluguru. The study
covers the period between 1884 and the present. Since the impact over
the years has varied in degréé and intensity, this study was planned
to identify the effect of specific transport networks on socio-economic
and political development. The-impact of railways and roads has been
more closely studied than other modes of transport, such as the pipe-

line, airline, and waterways.

Data
Primary data were gathered through personal interviews, as well
as from the Tanzania National Archives in Dar Es Salaam. Various
government documents, research papers, and minutes of proceedings of
the district and regional meetings have also been used.
Secondary information, consisting mainly of books, articles, and
unpublished works on Uluguru, was also used. In addition, the writer

observed numerous activities related to transport development which
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are fully discussed in the study.

Major Findings of the Study

An ana1ysis of the data collected reveals that transport net-
works had the following important effects on the region's socio-economic
and political development: they raised agricultural output and stimu-
lated a progressive switch from subsistence to large-scale commercial
production. There consequently developed a system of markets through-
out the region, the biggest and busiest one in Morogoro. Other small
periodic markets are situated in various settlements.

The introduction of the railways in the 1900's undoubtedly set
criteria for the economic development of the region and the country as
a whole. The central railway reduced the high transport costs of por-
terage traffic prevailing until then. The railway made possible the
bulk transport which was the pre-condition for the creation of an ex-
port-oriented agricultural production which, in turn, provided the
foundation for all further economic development.

This study also involved researching the impact of roads on the
development of Uluguru. In terms of practical development of transpor-
tation, it began slowly in the 1870's but progress accelerated after
1905, and changed the transport system that had, until then, been
characterized by the existenée of head-porterage. This ability of
road transport to create much denser networks in the region introduced
an entirely new element into the transport pattern. Roads, more than
the railways, expedited the replacement of head-porterage. Roads

were instrumental in the establishment of certain rural settlements,
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also a necessary pre-condition for the beginning of commercial agricul-
ture. Roads, and in particular feeder roads, have played a significant
role in the improvement of some of the settlements which were being
served by poor ungraded roads. Recent Ujamaa villages also have bene-
fited from roads, and many are located today along some of the major
feeder roads.

Roads have also contributed significantly to changes in the ways
of 1ife for thousands of people in the region. In areas where there
were no schools, and no provision for other social services because of
inadequate transport networks, such services are now being provided as
new roads are constructed, and old ones are improved. Such roads have
also resulted in greater mobility for the people and have enabled
modernizing ideas to be introduced into areas where people had remained
isolated from the rest of the country. Rural people are also now ca-
pable of maintaining regular contact through available means of communi-
cations: they visit each other often and can carry more gifts to their
distant relatives, gifts which include foodstuffs which they carry

along on the buses or lorries.
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areas of southwestern Tanzania, a claim supported by local tr'a\dition.]4

They came to their present homes as a result of Ngoni raids after the
1830's. Since settling their present homelands, the Luguru have kept

to the mountain areas to protect themselves against the Ngoni and,
subsequently, against slave r'aider's."5 Still later, these inaccessible
mountain areas were used to avoid governmental control, both colonial

and post-co]om’a].]6 During the last ten years, the national govern-
ment has been able to persuade some Luguru to descend into the valleys,
but not before encountering strong resistance.!’ (This will be discussed

later.)

Social/Political Systems

Luguru society is matrilineal with a strong lineage organization.
Culturally, it merges with the Zaramo society to the east and the Zigua
to the north. Linguistically, the differences between the Luguru and
adjacent societies are only in dialeét, since the languages are mutually
understandable. The Luguru are divided into over fifty exogamous clans

(1ukolo), with histories and traditions which associate them with certain

14Reverend Mzuanda, personal interview, Morogoro, September 8,
1975. Much of this is also discussed in his book Historia ya Waluguru,
p. 81.

15¢rom stories, it appears that the Ngoni raiders gave the Luguru
a very bad time, leaving most of them homeless. Memories of this incur-
sion were recorded in great detail by the representatives of the Holy
Ghost Mission in Morogoro. Reverend Mzuanda, Morogoro, personal inter-
view, September 8, 1975.

16Reverend Mzuanda, Morogoro, personal interview, September 8, 1975.
]7C.R. Ingle, "From Colonialism to Ujamaa: Case Studies in Tanzania's

Search for Independence," Dar Es Salaam, Bralup. University of Dar Es
Salaam, 1971 (unpublished research paper).
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general areas, although they are not land-owning um’ts.]8 Some of the
clans are linked with one another, but members may not intermarry.
Since the clan is Luguru's strongest unit, the direct form of formalized
authority was not accepted during the co]oni&l rule, and the only an-
swer was to impose a system of "indirect ru'le."]9 Since the family
unit was the basis of organization, the colonial administration found
it convenient to transform the family head into the village chief when
"indirect rule” was introduced.20

The Luguru enjoy 1living in compact villages where people of several
lineages reside together. The great majority of villages today con-
tain people living side by side who, when they came together, had been
total strangers. There is no reason, however, to think that these com-
posite villages are twentieth-century innovations. Within traditional
villages, and stretching beyond them, are networks of marriage connec-
tions, relations through women and links through blood which overlap in
a complex way to produce tightly woven communities rather than loose

collections of separate lineages. Young and Forsbrooke estimate that

]8J. Lewis Barnes, "A Digest of Uluguru Customary Law" (unpublished
manuscript), (Morogoro, n.d.) p. 20.

191bid. For a discussion of some of the problems encountered
in establishing African local government, see Lucy P. Mair, "Repre-
sentative Local Government As A Problem in Social Change, "Human
Problems in British Central Africa, XXI (March, 1957), pp. 1-17.

2oBarnes, "A Digest of Uluguru Customary Law," p. 22.
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21 each of which

there are approximately eight hundred such lineages,
possesses its own insigniae such as a stoll (mkunga), an axe (mambasa),
a hat (fia), a hatband (kilemba), a wristbangle (mhande), staff (tenge)

and a drum.22

Lineage heads are usually men of the female line; only
under unusual and temporary circumstances are women or sons of men of
the lineage chosen as heads. The lineage leader is in charge of arrang-
ing the important rites for propitiating ancestors for fertility, rain,
and relief from misfortune and other problems.23 In addition, lineage
leaders are also in charge of land allocation and other matters of pos-
sible dispute. In the past, slaves taken as captives or received as
indemnities for various wrong doings, were often married and absorbed
into the lineages. However, descendents of female slaves were never
entirely absorbed and still have a quasi-alien status regarding rights
to land and office.24
The political terms of traditional African societies vary from

very small groups with simple leadership to large states with intricately

2"Young and Fosbrooke, Land and Politics Among the Luguru, pp. 23-
26. At the introduction of British administration, the power of 1ineage
heads were reduced in favor of the akidas, and the lineage heads were
made to function as assistants to the akidas. Memorandum from the
Governor of Tanganyika, Sir Richard Turnbull to the Provincial Commis-
sioner of Morogoro, instructing him to expedite the process of power
%ranzfer from the traditional rulers to the akidas. Document 19/5/462

.N.A.

22Reverend Mzuanda, Morogoro, personal interview, October 6, 1974.

23Mzuanda, Historia ya Waluguru, p. 46.

245 R. Pitblado's "A Review of Agricultural Land Use and Land
Tenure in Tanzania" BRALUP No. 7, (June 1970).



orgs
inte
but
for
for
eve
bey
fre
st

ph

an
Sy
va
aL

Tt

O] O —



13
organized systems of government. In West Africa, iron weaponry and
international trade made the development of large states possib]e,25
but most of East Africa and Tanzania, in particular, falls under the
former category. Prior to colonial rule, each Tanzanian matrilineage
formed the core of an independent political unit. Occasionally, how-
_ever, an outstanding rain-maker or lineage leader exerted influence
beyond his kin group and obtained tribute (chami, landege or sengwa)
from other groups.26 Such a trend was not, apparently, completely in-
stitutionalized. There was no formal unification of this highly ace-
phalous society until the advent of colonial rule.?’

Notwithstanding the advent of the German colonial administration
and the introduction of alien political systems, the Luguru lineage
system continued to play an important role in allocating land.28 Its
value in modern government was restricted, however, and traditional
authorities were unable to function for the German administration.
Thus, the Germans resorted to the "akida" system of direct administra-
tion, which had previously been used by the Arabs in areas under their

political hegemony.29 These akidas were brought into Uluguru from the

25Ro]and Oliver and Brian M. Fagan, Africa in the Iron Age (London,
1975), pp. 59-69. See also M. Fortes and E.E. Evans-Prichard African
Political Systems (Oxford, 1940), p. 17. The later work provides dis-
cussion about the rise of African states.

26Reverend Mzuanda, Historia ya Waluguru, p. 35.

27Young and Fosbrooke, Land and Politics Among the Luguru, p. 15.
It is a view also held by Reverend Mzuanda in his study of Luguru soci-
ety, op. cit., p. 65.

28P1tb1ado, "A Review of Agricultural Land Use," op. cit., p. 13.

29The akida was the principal administrative and judicial officer
for urban and rural Africans.



coas!
tive

sati

Ulug
who
in |
wes
the
and
per
Hi
cay
re
of
th
ng

ik

I¢



14

coastal towns to collect poll-taxes, procure laborers, and enforce na-
tive legis]ations.30 In general, the Germans found their work more
satisfactory than that of the heads of lineages, who were often used
as assistants to the akidas.

With the advent of German colonial administration, three prominent
Uluguru political figures came to prominence, one of whom was Mbago,
who ruled the western arid highlands. However, his prestige stood high
in other areas, including the western plains and the hills of the south-
west inhabited by people of different clans. In the southern area of
the Uluguru Mountains, political Ieadership was in the hands of Hega,
and in the eastern area, it was in the hands of Kingalu. During this
period, one of the Kingalus moved to exert his power as rainmaker.3]
His sacrifices did not supplant the efforts of other lineages, but be-
cause of a run of speedy answers to his prayers, Kingalu came to be
regarded as more efficacious. A1l the lineage heads were the recipients
of a token payment called "ngoto," but Kingalu received more tribute
than his counterparts because he was believed to possess greater super-
natural powers responsible for bringing the rains and a successful
harvest. 32 )

While the names of these three leaders frequently appear in the

local traditions, there was another ruler, Kisabengo, who was equally

30pocument 71/122 T.N.A.

) 31Reverend Mzuanda, Morogoro, personal interview, November 21, 22,
3, 1975.

32Mzuanda, Historia ya Waluquru, p. 67.
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famous, but who figures less prominently in the local histories because
of his alien origin. A few Morogoro town residents still remember
Kisabengo and say that he came from Uzigua, to the north of the Usam-
bara Mountains.33 This tradition is complemented by Stanley's account,
which described Kisabengo as a Zigua of humble ancestry who gained ascen-
dancy over fugitive slaves on the coast.34 When he failed to pay tribute
to the Sultan of Zanzibar, he was forced to flee to the Uluguru Moun-
tains, where he established his rule over the lowlanders. Kisabengo's
authority was centered around his quadrangular "walled city," about
half a mile square, with an estimated population of between 3,000 and
5,000.35

Shortly after Stanley's visit in 1879, the town was struck by high
winds and hard rains, resulting in a heavy loss of life. The Luguru
villages in the hills were washed away, and the fortified city badly
damaged. Kisabengo reportedly fled, and his stronghold disappeared.36
No visible remnants of the walled city exist in Morogoro today, and
Kisabengo is almost forgotten, although his grave and that of his first
wife are located in Morogoro near the railway station. Reverend Mzuanda
accompanied this writer to the grave site, which is surrounded by tall

grass and completely neglected, probably because Kisabengo was an inter-

loper.

33see Stanley, How I Found Dr. Livingstone, p. 211, in which
Kisabengo is frequently mentioned as the most "generous African ruler
we have ever encountered in East Africa."

34stanley, How I Found Dr. Livingstone, p. 218.
351bid., p. 308.
361pid., p. 309.
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Economic Structure

Since their arrival at their present home, the Luguru have been
hoe cultivators, first using wooden implements (kibode) and digging
sticks (muhaya) for cereal cultivation because there was a shortage of
metal.37 Cultivation was done by both sexes, with the women sowing
the seeds.38 Preparation of land for cultivation is most commonly ac-
complished by the so-called "slash-and-burn" technique, and other tech-
niques of fertilization are not generally practiced, although the Luguru
occasionally employ a system of crop rotation.

In Uluguru, land is cleared shortly before the November rains,
and agricultural work among the Luguru is generally done individually
or by households. Group work is sometimes required for clearing bush
or for housebuilding, and cultivation and weeding continue until the
cessation of the rains in the month of June. Maize is the staple crop,
supplemented by beans, groundnuts, bananas and cassava (a potential
famine crop). Some cotton and sugarcane have also been grown for local
use, but the German colonial administration converted them into cash
crops.

The Luguru divide arable land into three categories: malulu
(house farms), for vegetables, tobacco, etc.; migunda (ordinary farms)
in higher and well-watered areas for grains, beans, pumpkins; and
miteme (cleared bush), good for only a few years and often poorly

watered and requiring much labor to clear. Prior to the Arab period,

37Young and Fosbrooke, Land and Politics, p. 26.

38This method is still being practiced today.
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few Luguru were commercially adept or interested in trading goods out-
side the region. They were content to trade with aliens only at local
markets, although some goods were sold to Zaramo or Zigua traders who
carried on transactions further afield.

During the German and British periods, and to some degree under
the present national government, most cash crops were marketed to Asian
and African merchants. Now, however, grain and oil seeds must be sold
to the government. Tobacco and sugarcane, on the other hand, can be
marketed local]y.39

Luguru women continue to play, as they did in the past, a very
important economic role.4° Their most common economic activities have
been potting, beer-brewing, and basket-weaving, from which must cash is
derived. Traditionally, pots, baskets and mats were sold or traded to
neighbors and visitors in the front yards of women's homes. Beer was
also sold there, usually in enclosed backyards. In recent years, how-
ever, with the introduction of modern transportation, and especially
with the opening up of the rural areas to feeder roads, most products
are now displayed and sold along the roadsides. This writer did observe
activities among the women of Mkata, 23 miles south of Morogoro, on the
main Tanzania-Zambia highway. Eight out of eleven families interviewed

have moved there since construction of the road started, most from dis-

tances of five to nine miles. Before they moved, income derived from

39everend Mzuanda, Morogoro, personal interview, November 23,
1975. See also J. Moffet Tanganyika Review of Its Resources and Their
Development (Dar Es Salaam, London, 1955), p. 22.

40This discussion of the participation of women in the economy is
based on personal observation by the writer in four separate settle-
ments: Mkata, Doma, Kiberege and Ifakara, December 2, 3, 4, 1975.
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their work averaged about 35.00 shs. per month, but after they relocated,
their income increased three to four times, owing to the increasing num-
ber of travelers on the new road, including tourists.

The consumption of home brew has also increased. This beverage
is popular among lorry drivers and bus passengers who travel between
Dar Es Salaam and Lusaka. Buses make regular stops at beer-huts, which
also sell foodstuffs. Between Morogoro and Ifakara, a distance of 130
miles, the bus makes about four major refreshment stops. There are,
therefore, many women along this road who have accumulated some "wealth,"
as have women along the region's other roads.

With regard to agriculture, the Luguru have retained their tradi-
tional methods of farming, with very few changes.42 Past efforts to
introduce modern farming resulted in major riots throughout Uluguru.
After World War II, for instance, the British colonial administration
tried to replace the unproductive agricultural systems with new agri-
cultural practices aimed at improving output.43 The plan was called
the Uluguru Land Usage Scheme (ULUS). A Mr. R.H. Gower, who was ap-
pointed district commissioner for Morogoro in 1952, immediately initi-

ated a scheme aimed at providing agricultural education to the local

42Department of Agriculture, District Data, Morogoro, 1959.

43p 1. Savile, "Soil Erosion in the Uluguru Mountains," (Dar
Es Salaam, 1947), (typescript). Savile, "The Study of River Altera-
tions in the Flood Regions of Three Important Flood Regions in
Tanganyika," East African Agricultural Journal, XI (October, 1945).
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population to encourage the adoption of modern farming methods.44 As
anticipated, the Luguru actively resisted these new policies. In an
attempt to suppress what they considered a rebellion, the local adminis-
trators sent "askaris" into the distant mountain areas. In addition to
suppressing the rebellion, the "askaris" were also instructed to force
some of the mountain dwellers to move into the valleys below. Through
this move, the administrators hoped to place the mountain people under
the closer observation and control of the police. Maintaining law and
order had been difficult in the mountainous areas because communica-
tions were poor.

A second part of the scheme involved the use of a large number
of African agricultural instructors. The administrators incorrectly
assumed that the Luguru would readily accept these instructors. In-
stead, the latter encouraged intense resistance and were derisively
referred to as "wazungu weusi" (Black Europeans).46 The reasons for
this resistance are numerous. For example, several of the agricultural
instructors were men who had been discourteous to and highly critical
of the local populations. A second important reason was that the
British administrators underestimated the gravity of the conflict be-

tween the educated outsiders and the local peasant farmers. A third

44Vi]1age headmen throughout the region were summoned to Moro-
goro, where they spent four days receiving instructions on implemen-
tation of the scheme. Morogoro District Book, p. 18. Reactions
varied: there were those who had no choice but to comply out of fear
of police action. The few who objected moved to the mountainsides
where they could not be reached easily.

45pistrict Police Commander Report, July 8, 1955. Document
19/5/462 Volume II T.N.A.
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source of the conflict, and perhaps most important, was the Luguru's
objections to the imposed system of authority and land allocation, which
they viewed as threats to their way of life.

The colonial administration, on the other hand, favored the scheme

because of its economic implications. In their shortsightedness they
chose to overlook or ignore the cultural values involved. The primary
fact, as far as the colonial administration was concerned, was that the
mountain land was carrying a heavier population than could be sustained
by the traditional system. Furthermore, the soil was eroding, and, as
‘the people extended their holdings, they were destroying the forests.
This process, in turn, had a harmful effect on the water supply, not
only for the town of Morogoro, but also for most of the other valleys
because the headwaters of several of the major rivers of Tanzania are
located in the Uluguru Mountains.

As a result of the continued mistrust between African officials
and African peasants on the one hand, and between Africans and Euro-
peans on the other, in the summer of 1955 riots broke out in Uluguru.46
The whole of the mountain area was set ablaze and thousands of good
farms were destroyed, including most of those which had been earmarked
for pilot programs in the scheme. Once again, the askaris were deployed
to quell the disturbance§.47 Four deaths were reported along with hun-
dreds of injuries. By the time the riots were over, the colonial ad-
ministrators scrapped the scheme, allowing the Luguru to go on with

their "desturi za zamani" (old customs).

46Young and Fosbrooke, p.
47pocument 19/5/462 Volume II T.N.A.
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It appears that the Luguru's opposition to British agricultural
reforms was precipitated mainly by their desire to refuse to comply
with alien policies in the hope that they would be able to retain some
degree of independence. When it became obvious that they had failed,
the Luguru had no alternative but to accept a minimum level of exter-
nal domination.

One immediate colonial requirement was a self-supporting economy,
a need which compelled the colonial civil servants to impose a tax
system. The only way the Luguru could pay their taxes was to engage
themselves in cash-crop production. This was encouraged and supported
by the agricultural officers who provided seeds and other materia]s.48
People increased their acreage to an unprecedented degree; however,

transport problems have hindered the amount of production which the

government would have liked in order to meet Luguru demand.49

48180R, The Economic Development of Tanganyika, p. 96.

491bid., p. 96.



CHAPTER II

HISTORICAL OVERVIEW OF TRANSPORT
DEVELOPMENT IN TANZANIA

Developing countries of today are necessarily in the arduous busi-
ness of increasing their level of economic growth. The majority of
these nations have chosen to tackle this problem through planned develop-
ment, based upon set priorities involving purposeful allocation of re-

! One distinctive feature of such resource allocation has been

sources.
the large amount of funds being channeled into transportation. (Fof
the Tanzanian example, see Table I below, which demonstrates how sig-
nificant transport and communication are to the country and the develop-

ment of all sectors of the economy). Transport expenditures, as can be

Table I. Tanzania Government Expenditure in Development 1969-1974
(in Tz shillings millions)

Transport and Education and
Transport Industry Communication Health
99,423, 300 32,142,240 817,000,000 328,161,800

Source: 2nd Five-Year Plan 1969-1974

1This was first recognized and adopted in the First-Five Year
Development Plan. For details see Tanganyika: Development Plan for
Tanganyika 1961/1962-1963/1964 (Dar Es Salaam, 1962).

22
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observed in the table, are 63% higher than for all other development
sectors. This high level of capital investment can be regarded as a
direct indication of the magnitude of the transportation problem exist-
ing in developing countries. As Owen has pointed out,2 criteria for
this type of investment are not based upon historical evidence of past
performance, but on the role that transportation is observed to have
played in the economic growth of developed countries.3 This chapter
will provide an historical overview of transport development in Tanzania.
Although concentration will center on the German and British colonial
periods and the post-colonial era, the pre-colonial and Arab periods
will also be examined in order to provide a complete historical picture.4
The mode of transportation first used by Africans in Tanzania was
head porterage. The Nyamwezi of central Tanzania are the people best
known for this system of human carriage. It was the Nyamwezi whom the
Arabs eventually hired as porters throughout the period of caravan

5

trade.™ Although there existed no systematic precision of head porter-

age in Uluguru at this time, as many as 200,000 porters per year were

reported to pass through this area around the turn of the century.6

2y, Owen, Strategy for Mobility, (Washington 1965), p. 18.

3I.B.R.D. The Economic Development of Tanganyika (Baltimore, 1961)
pp. 177-179. A similar discussion can be found in P.R. Gould, The De-
velopment of Transportation Pattern in Ghana, Studies in Geography, No. 5
({Evanston 1960), p. 77.

4The Arab period in particular played an important role in the
opening up of the country. See Richard F. Burton, The Lake Regions of
Central Africa (London, 1860) II, p. 224.

5Ib’id.

6Thomson, To the Central African Lakes and Back, p. 257.




24

Around November 1885, a German priest observed over 300 Luguru porters
descending from Uluguru mountains in route from Kisaki to Mikese.7 To
this day, the residents of Mikese often refer to a "barabara y Wapagazi,"
or porter's highway, when giving a visitor directions.8 These "highways,"
as the local population often referred to them, became so popular and
were so effective that they provided the initial foundation for later
German efforts to "open up" the interior.9
According to missionary records in the town of Morogoro, the por-
ters were recruited from various Uluguru villages such as Mgeta, Matombo
and Mkata. Notwithstanding its widespread usage and effectiveness, Lord
Lugard denounced this system of goods conveyance:
it it, however, economically unsound, especially a cduntry
where labor is scarce, to employ men merely as beasts of
burden...it therefore becomes the first duty of a government
to provide a better means of transport, and it seems indefen-
sible that forced 1abor should be used for such a purpose....
So Lugard urged the government to set an example by abandoning this

archaic and wasteful form of tr‘ansport.]0 In addition to the opinion

TEvom the reports collected by Reverend Mzuanda (personal papers
now at R.C.M. in Morogoro).

8Personal observation, December 1974. In the days of exploration,
various attempts were made to penetrate the interior of Tanzania by riv-
ers, these met with very little success. The basic method of transport
was therefore by manpower, which was organized in caravans, made up pri-
marily of porters (wapagazi). E.W. Smith "An African Odyssey: The Story
odewo Porters, Mombai and Mabmki. (R.C.S.) (unpublished typescript)
n.d.

9Fredem‘ck L. Maitland Moir, "Eastern Route to Central Africa,"
The Scottish Geographical Magazine I (1885) 110-111. This area had long
been a prey of Arab slavers. See Reginald Coupland, The Exploitation of
East Africa, 1856-1890; The Slave Trade and The Scramble (London 1938).

]OF.D. Lugard, The Dual Mandate in British Tropical Africa, (London,
1926) pp. 422-423.
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of Lord Lugard, there was also substantial African resentment of the

1 Carriers were discouraged by the hardships their families

system.
suffered in their absences each year during the porterage season (a
period of six to twelve months). Moreover, the carriers began to rea-
lize that the work lacked sufficient reward for the dangers 1‘nvolved.]2
Such resentment contributed to the decline of the system, and when
other modes of transportation, such as ox-drawn carts, were introduced,
their use increased even though the oxen suffered from tsetse fly and

other animal diseases.]3

Early Attempt to Establish a Modern Transport System:
The German Period (1884 - 1918)

The first attempt to establish a modern transport system in Tan-
zania dates from the 1870's. In 1876, Sir William I"|ackinnon]4 and
his associates undertook the construction of a road from Dar Es Salaam
to Lake Nyasa in their attempt to open up mainland Tanzania to modern
commer'ce.]5 The resulting road extended inland seventy miles but

proved of little use because of the tsetse fly. Mackinnon, a leading

—

T1bid., p. 474.

121h44., p. 478.

13E.H. Smith, "The Earliest Ox-wagons in Tanganyika: An Experi-
ment Which Failed" TNR 40. (September 1955), pp. 1-14.

]451r William Mackinnon was the British shipping-l1ine owner.
His biggest ambition in establishing modern transport system was to
control commerce of the Congo basin.

15J0hn S. Galbraith, Mackinnon and East Africa 1878-1895. A
Study in the New Imperialism (Cambridge 1972) p. 68.
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Scottish shipping magnate, later founded the British East India African
Association. In 1887, the association reached an agreement with the
Sultan of Zanzibar and obtained political rights over the stretch of
coast north and south of Mombaso. This was done in return for annually
paying the sultan the accounts previously received in custom duties.
The next year, the association was granted a royal charter and
became the Imperial British East Africa Company.16 It was after this
period that there appeared signs of development of modern infrastruc-
ture. The urgent and widely recognized need to introduce transport
facilities was clearly emphasized at this time. Mackinnon saw trans-

portation as the sine qua non of penetration of the interior and the

extension of settlement in the Great Lakes Reg'ion.]7 This occurred
following the Heligoland Treaty in 1890, when Tanganyika became a
German colon,y.]8 The initial development of the colony was undertaken
by the German East African (:ompan,y.]9 The German East African Company
created a dramatic change in the economic and social structure of the
country. The basic change in transport conditions derived mainly from
the construction of the railways.

Throughout the early phase of German control over Tanzania, the

transport and communication systems were completely inadequate, and

16;

o

id.
.s p. 121.

181hid., p. 124.

191bid., p. 74.
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were based on the caravan routes which had been introduced by the
Nyamwezi, later used extensively by the Arabs. The Germans needed to
improve the country's economy and to consolidate their political hege-
mony, requirements which made the creation of adequate transport
arteries mandatory.

German engineers were brought to Tanzania to plan and construct
modern roads. The engineers worked from maps which Mackinnon had drawn
in the 1870'5,20 and planned the construction of a road and railway
line from Dar Es Salaam to Morogoro, which was undertaken in 1887. In
1895, the colonial department of the German Foreign Office, the Deutsche
Ost Afrikanische Gesselschaft, and the Deutsche Bank formed a committee
to consider a proposed central railway line which would start at Dar
Es Salaam and run to Kigoma on Lake Tanganyika and to Mwanza on Lake
Victoria. In effect this was an extension of the line from Morogoro.
Submitted to the chancellery in June 1896, the report recommended the
immediate construction of a railway line from Dar Es Salaam and Baga-

moyo to Morogoro, as the first section of the link to the lakes.2]

The Railways

Although the railway system was not very highly developed before
the war, the policy initiated was progressiVe and far-reaching. The

main objectives of the German railway plans were to effectively occupy

201pid., p. 172.

2]C. Giliman, "A Short History of Tanganyika Railways" TNR 13,
(June, 1942). See also M.F. Hi1l Permanent Way Volume II The Story of
Tanganyika Railways (Nairobi, 1962).
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the hinterland, and to draw the trade and mineral exports of the south-
ern and eastern parts of the former Belgium Congo to an outlet on the
Indian Ocean.

As a result of several deliberations, the immediate railway policy
evolved during the first decade of the century. This development extended
the Tanga Railway to the foot of Kilimanjaro, and pushed the central
railway to Lake Tanganyika.

The first railway line, from Tanga to Moshi was built by the
German East African Company between 1896 and 1911. Construction had
been delayed from 1891 to 1896 because of a shortage of funds, but the
problem was overcome when the German imperial government finally sup-
ported the project.22 The project was administered by a chartered com-
pany which had founded a subsidiary company to administer yet another
project: the construction of the 1ine from Dar Es Salaam, which was
finally begun in 1900. Work on this project was almost started, when

23 with the retirement of Herr Kayser,

events took an unfavorable turn
the director of the colonial department of the foreign office and a
strong supporter of the central line. His successor, having different
priorities, urged that the Tanga-Moshi line, instead of the central,

should receive top priority.24

- 22U. Martzsch, Moderne Verkehrswege in Troprischen Negroafrika
(Wurzburg, 1939) p. 124.

23Mary E. Townsend, "The Contemporary Colonial Movement in Germany"
Political Science Quarterly: XLIII (March 1928) 64-68. See also H.
Schnee (ed) German Colonization Past and Future: The Truth About the
German Colonies (London 1926) p. 139.

24y.F. Hi11, Permanent Way, p. 73.
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Herr Kayser, it was alleged, retired, because of his frustrations
over lack of support for his plans. He had strongly defended the con-
struction of a central line as a means of securing the port of Dar Es
| Salaam and the vast potential markets in the hinterland. In the pro-
cess, he became convinced that his plan would counter competitive
inroads from the Nile, Congo (Zaire) and Zambezi Rivers, and hoped
that Tanganyika would acquire the traffic from the central African
lakes basin to Dar Es Sa]aam.25 Herr Kayser strongly objected to the
Tanga-Moshi 1ine on the grounds that it was uneconomic and possessed
no direct benefits.to the reich.

Both the central and the Tanga-Moshi lines were delayed for three
years due to financial troubles. Finally in October 1899, the Kolonial
Rath (colonial council) resolved that the central 1ine be built and
urged that the 1900 budget include an adequate sum of money for its
survey.26 Despite opposition from the anti-colonial elements in the
rath, a resolution was passed in November 1901, advocating “"a railway
policy fully conscious of its aim to counter the competition of the
neighboring co]onies,“27 and, in turn, the Reichstag enacted the neces-
sary enabling legislation. In 1903, a further survey expedition,
financed by a syndicate headed by the Deutsche Bank, once again studied

2SKayser's Memo to the Chancellor dated April 7, 1908, Document
97/44/20 TNA.

26Ni1he1m Arning, Deutsche Bstafrika Gestern and Heute (Berlin
1942) p. 309. R.G. Eberlie, "The German Achievement in East Africa"
TNR 50 (September 1960) p. 48.

27Eber11e, "The German Achievement" p. 56.



32

the alighment between Dar Es Salaam and Morogoro. As a result, early
in 1904, the Kolonialwitschaftliche Komite, a private group represent-
ing colonial commercial, industrial and agricultural interests con-
vinced the Reichstaf of the importance of the line for increased agri-
cultural production, especially the production of cash cr'ops.28 At
long last, construction was approved by the legislature on 29th June
1904, and the Ost Afrikanische Eisenbahn Gesselschaft was founded in
Berlin with a capital of 21 million German marks. The following day,
it received corporation status from the imperial government, together
with its concession to construct and operate a railway from Dar Es
Salaam to Morogoro.29 The reich also guaranteed the company a conces-
sion entitling it to choose from a zone of one hundred kilometers wide
on either side of the line for exclusive prospecting and mining pur-
poses. To administer these lands, the company founded a sub-concern,
the Ost-Afrikanische Gesselschaft, which was given the jurisdiction of
operating a chain of hotels in the most important towns along the rail-
way 11ne.3o |
The contract for the line from Dar Es Salaam to Kigoma was given

to the Phillip Holzmann and Company of Frankfurt-am-Main, a firm of

28Many E. Townsend, "The Economic Impact of Imperial Germany:
Commercial and Colonial Policies," Journal of Economic History: III
(December 1943) p. 133.

291bid., p. 134.

30In Morogoro, two hotels, the Savoy and Acropol were opened and
operated under the management of the railway company. See Leonard
Woolf, Empire and Commerce in Africa: A Study in Economic Imperialism
(London, 1919) p. 218.
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international reputation, which had just completed the first part of
the Baghdad railway through Asia Minor and was thus in a position to
transfer its organizational skill and trained personnel to East Africa.
However, before work could start, the territory experienced yet another
rebellion, the "maji-maji," an indigenous uprising against ruthless
German colonization efforts. This two-year uprising (1905-1907), which
was led by African chiefs and medicine men, broke out in the hills near
Kilwa.3! Since one of the effects of the Maji-Maji rebellion was the
creation of a temporary labor shortage, progress on the railway lines
was slowed down. The temporary solution, however, of recruiting some
Chinese workers, who had been employed by the British Uganda Railway
Company, was developed.32 The more permanent solution consisted of the

33

recruiting of Nyamwezi workers,”> whose cheerful sturdiness under the

influence of good wages and an ample ration of Bombay rice, spurred
the line's construction.3?

Following the Maji-Maji uprising, considerable administrative
reorganization took place in German East Africa. In May 1907, respon-

sibility for Tanganyika policy was transferred to the new colonial

313.M. Bell, "Maji-Maji Rebellion in Liwali District," Dar Es
Salaam TNR: XXII (1950) pp. 38-57.

32H111, Permanent Way, p. 97.

33Ib1d., see also Albert F. Calvert, German East Africa (New York
1917) p. 49.

34Gil1man, "History of Tanganyika Railways:" p. 18; see also
Andrew Roberts, "The Nyamwezi," in Tanzania Before 1900 (Nairobi,
1963) pp. 125-126.
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office in Berlin, under Dr. Dernburg, a well-known industrialist.3% He
soon sailed to East Africa to widen his experience, arriving at Morogoro
in October 1907, just as the first locomotive steamed into the town.
Dr. Dernburg was accompanied by young and ambitious representatives of
German financial and industrial companies. The latter were impressed
with the.business potentials of the territory, particularly along the
railway lines.36 Dr. Dernburg was also responsible for plans to ex-
tend the central line from Tabora to Mwanza. Plans were submitted to
the reich in May 1908, and approved the same year in July. The reich
also appropriated over 80 million marks for the extension of the line
from Tabora to Mwanza. As a result of increased subsidies, the rail-
way company virtually became a state company operated by the "Ost Afri-
canische Eisenbahn Gesselschaft" as a public utility.37

As a result of this far-reaching financial backing, the railway
company made detailed surveys on the remainder of the central line.
By July 1, 1912 the railway reached Tabora, and on February 1, 1914,

the 1ine arrived at Kigoma, almost fourteen months ahead of contract

350alvert, German East Africa pp. 15-17, Dr. Dernburg instituted
a number of far-reaching reforms which were intended to transform the
colonial empire into a genuine national asset, instead of a liability.
For a more detailed treatment of the Dernburg colonial program see
Townsend, Rise and Fall of Germany's Colonial Empire 1884-1918 (New
York 1930) chapters 9 and 10. A good study of the Dernburg reforms
in East Africa is badly needed.

350ernburg encouraged the rapid economic development of the
areas along the lines as sources of raw materials and food stuffs for
Germany and markets for German manufactured goods. As a result, he
cooperated closely with the colonial economic cotton growing program
and many of its other ventures as well.

376111man, "A History of Tanganyika Railways," p. 12.
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time.38 These lines, completed before the outbreak of World War I,
managed to fulfill the objectives of strategic penetration into the
interior and of economic stimulation. But, from a purely financial
viewpoint, they were a failure, since traffic volume did not generate
enough revenue to cover interest and depreciation.39 Yet, there
existed some optimism regarding the long-run prospects and the develop-
ment of the latent wealth of the colony. In the case of the central
railway, there was the hope of attracting copper from Zaire as well as
business to and from Burundi and Rwanda. With the outbreak of the
war, only a few months after their coveted goal had been reached, the
~ Germans were doomed to lose what fruit their perseverence might have
borne, and in 1916, they set about to destroy what they had built with
such effort and conspicuous success, when their retreating forces had

to abandon the railway.

Roads
As progress in the construction of railways was realized, the
Germans turned their attention to other modes of transport. They con-
centrated on the caravan routes, providing bridges, ferries, and rest
houses, as well as settling "askaris" on small holdings which supplied
food to travellers. Finally, they devoted some attention to a Morogoro-

Dar Es Salaam road, the first trunk road in a projected colony-wide system.

384111, Permanent Way II, p. 147.

39 .M. 0'Connor, "Railway Construction and the Pattern of Economic
Development in East Africa," Transactions of the Institute of British

Geographers 36, 1965, p. 37.
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The first thirty miles of the road was surfaced with gravel, and
passed through the hills to the village of Kola, where branches to
Maneromango and Utete began. From this point, the road dropped through
undulating country, dry and sparsely wooded, to the Ruvu Valley and
River, crossed by a pontoon bridge. From the river, the road ran
through comparatively flat, open bush country to the Ngerengere River,
and then to the junction of the Mikese-Kisaki road in Tanzania. Apart
from this one road, there were no other specific motor roads, but a
whole number of ordinary roads and tracks were built which were motbr-
able during the dry season. The most important was the Mombo-Lushoto
road, whereas most others were only local, such as those between
Morogoro and Mgeta and Kisaki and Mvomero.4] These were not much more
than broad, graded paths that were cleared of bush and had lateral
ditches to let the water run off. Most of these ro&ds were in the
hinterland of Tanga and Morogoro, where most Europeans had settled.42
Since about 1894, most of the original footpaths and caravan routes
had been gradually improved through widening, the provision of bove-

holes, permanent bridges, etc.43 1In that way, an extensive system of

4OH.M.S.O., German African Possessions, (New York 1920) pp. 45-47.

4]Most of these roads were built in order to facilitate agricul-
ture in the rural areas. A further improvement of these was recommended
by the United Research Company of Boston. See "A Study of Feeder Road
Development in Six Areas of Tanzania" (Boston, September 1969).

42J. Farguharson, Tanganyika Transport A Review (Dar Es Salaam,
1945) Chapter 3.

43

J.P. Moffett, Handbook of Tanganyika (Dar Es Salaam, 1958) p. 89.
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routes had developed which linked all the more important centers of the
colonial administration.

It goes without saying that improved communications fostered the
development of the colony. The economic progress achieved by 1914,
owed much to the direct colonial support and encouragement. By then,
only thirty years had passed since Carl Peters had first set foot in
East Africa. In that short period of time, what had once seemed to
be a singularly unpromising field for colonial expansion turned into
a flourishing territory44 (see Table II). Altogether, the thirty years
of the German colonial period in Tanzania were characterized by drama-
tic changes in the economic and social structure of the country. The
basic change in transport conditions made a significant contribution,
mainly through the construction of the railways and improved tracks,
which had replaced the footpaths used by head-porters.

A11 the measures taken in the field of transport and those that
were planned were largely based on strategic and economic considera-
tions.4° It is said that if the existing German economic plans had
been carried out and had not been stopped by the war, then the present
regional structure of the country would look quite different today, and
the necessary transport infrastructure on which an accelerated economic

growth could have been based already would have been in p]ace.46

44Townsend, "The Economic Impact of Imperial Germany," pp. 125-
127.

451 ord Hailey, An African Survey (London, 1938) p. 1554.

46WOO]f, Empire and Commerce, chapter 4.
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Table II. Total Value of Chief Crops Grown in the Region (1909-1913)

Year
1909
1910
1911

1912
1913

Source:

Coffee, Cotton, Maize, and Rice

Total Hectares
1201
1472
1709
20334
23632

Total Value

9,110,000
11,801,079
13,141,210
15,018,082
18,005,400

HMSO, German African Possessions (New York 1920) p. 48.
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Transport Development During the British Period

After the First World War, the main method of road construction
was to improve tracks laid during the war for the transport of war sup-
p'h'es.47 Lack of funds and the transition from German to British rule
made any extensive road programs impossible during these early post-war
years. From 1920 to 1929, government relied upon the railroads to meet

transport needs,48

and they, therefore, received more attention than
roads. The initial tasks were to alleviate post-war confusion, repair
damage done to the lines and to develop plans for peacetime operations.
New railway staff was recruited from India, new locomotives purchased,
and workshops were expanded and moderm'zed.49

Between 1925 and 1966 a total of 851 miles of railways were built
(see Table III). Of the seven railroads, two have since been closed
and the tracks removed. The Manyoni-Kinyangiri line, intended to stimu-
late growth in the central regions of Tanzania, proved economically
unsound and was removed between 1944 and 1947. In part, this line was
constructed in anticipation of positive agricultural development in
the areas around Singida and Kinyangiri, but such expectations were
not accompanied by any measures for the promotion of modern agricul-

ture. Consequently, traffic volume grew at an absotutely unsatisfactory

rate.

47Hill, Permanent Way II p. 68. See also Van Dongen, The British
East Africa Transport Complex (Chicago, 1954) p. 171.

48Dongen, The British East Africa Transport Complex, p. 168.

49H111, Permanent Way II, p. 79.
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Table III
Railway Line Period of Construction Miles
Mwanzaline February 1925-April 1928 236
Moshi-Arusha 1929 55
Manyoni-Mpanda 1930-1933 93
Mpanda Line 1946-1950 135
Southern Line (Associated
with the Groundnut Scheme) 1948-1954 145
Ruvu-Mayusi Link 1960-1963 120
Mikumi-Kidatu
Extension February 1963-June 1965 67
Total 1925-1966 851

Source: EARH Annual Reports 1963 and 1965.
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A southern line was built simultaneously with the Mtwara port.50

After the scheme failed, the 1ine was retained in the hope that it would
stimulate local development. Between 1955 and 1960, however, it opera-
ted at an overall loss of between E£210,000 and 250,000 per annum. The
loss had to be paid by the Tanganyika government as a subsidy to the
railway administration, and the line was therefore removed in 1962, along
with a shorter 1ine from the central line to Kongwa, which was replaced
by a road.S] The opinion that railways were requisite for development
reached its zenith with the establishment of the groundnut scheme.52
With its failure, the idea of the value of railways for development, a
view which had prevailed since German times, lost strength.

The Tanganyika Railway was organizationally and technically in
disrepair on May 1, 1948, when the railways and hafbors organizations
of Kenya, Uganda and Tanzania were merged into the East African Rail-
ways and Harbours Administration under the supervision of the East
African High Commission (since 1961, the East African Common Services
Organization). In part, the Tanganyika Railways had suffered financi-
ally after the groundnut scheme proved to be a complete failure.

Other reasons for unification were: the loss of the Zaire copper traf-

fic, which in the 1930's, had been diverted from the port of Dar Es

50For a detailed study of the groundnut affair see A. Wood, The
Groundnut Affair, (London 1950) p. 39.

511pid.

52Nood, The Groundnut Affair, chapter I. Mr. Frank Samuel, Manag-
ing Director of the United Africa Company, travelled over Tanzania and
wondered whether the land he saw could not grow o0il crops, to the bene-
fit of the margarine ration of the British housewife and the legitimate
profits of the United Africa Company.
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Salaam to Lobito in Angola; the reduction of export and import traffic,
which now moved along the Kenya-Uganda railway line; and the heavy bur-
den of the railway debt. The significance of this amalgamation in the
development of Tanganyika was first to eliminate the burden of subsi-
dizing the railway facilities, and thus permit government to attend to
other transport facilities, notably roads. Moreover, the government
recovered k414,000 which had been loaned to the Railway Department.

The total mileage of railway, including sidings at the end of
1966 was 1,831.31 miles. A1l of the main, principle and branch lines
are still single trace. Table IV shows the classification of the

lines and the length of running lines as well as sidings.

Development of Roads

The use of motor vehicles increased rapidly after the war, thus
drastically changing the existing transport pattern in the country.
As indicated earlier, the Germans concentrated on railways, with roads
receiving only peripheral attention.53 The British undertook to de-
velop road networks in order to facilitate the movement of people and
goods to and from areas not served by the railway networks. These
roads opened up the rural parts of the country, especially those with

].54

agricultural potentia The first reliable statistics on roads were

issued in 1921, when it was recorded that there were only 2650 miles

53A.M. 0'Connor, An Economic Geography of East Africa, (London
1971) p. 184.

54IBRD, The Economic Development of Tanganyika. See also Moffett,
ed., Tanganyika Review of Its Resources (Dar Es Salaam 1955).
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Table IV. Classification of the Railway Line 1966

Total Mileage of track,
Classification Lines including sidings

I. Mainlines

Dar Es Salaam

Morogoro-Kigoma 779.58 919.08
Tanga-Moshi 218.68 257.72
Mnyusi-Ruvu 177.06 119.51

II. Principal Lines

Tabora-Mwanza 235.99 265.55

III. Minor Branchlines

Moshi-Arusha 53.62 59.02

Kilosa-Mikumi-Kidath

(in Morogoro) 66.85 74.65

ITalika-Mpanda 130.86 135.78
Total 1,602.54 1,831.31

Source: EARH Annual Report 1966.
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of roads passable to light motor traffic in the dry season.
roads had been built up from rough tracks, often following the former
porterage and big game paths. Others had been cut through dense bush
during the 1914-1918 war in order to facilitate troop movements.
Generally, therefore, they were constructed neither with an engineer-
ing eye to the best alighment, not to the economic needs of opening

up productive areas.

Lack of funds during the early days of British Mandate caused
some delays in the building of the communication system. Great Britain
received the mandate over Tanzania from the League of Nations in 1920.
After a first phase of reorganization and reconstruction after the war,
there followed a phase of rapid development between 1925 and 1929.
Thereafter, due to the world depression, the increasing uncertainty
about the political future of mandated territory and the effects of
World War II, there followed a rather long period of near stagnation
of the economy. Despite poor road conditions, road transportation be-
gan to assume importance after 1930. By 1938 long distance porterage
had almost disappeared. The country had 13928 miles of road, passable
for light motor vehicles during the dry seasons6 (see Table V). The

most important trunk road constructed in Tanzania was the "Great North

S5¢, Taaffe, et al., "Transport Expansion in Underdeveloped

Countries, a Comparative Analysis" The Geographical Review, 53, 1963,
p. 506.

56Some of the important roads which had been constructed by this
time included the Great North Road and several minor roads providing
access to gold mining areas in Mpanda, Musoma, Geita and Chunya. See
Moffett, Handbook of Tanganyika p. 195.




Table V. Road Existing in 1938 (miles).

Township Roads 213
District Headquarters Roads 97
Main Roads 2,784
District Roads, Grade A 1,478
District Roads, Grade B _9,356

13,928

Source: Economy Survey of the Colonial Empire, 1936.

48
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Road" from the Kenyan border near Namanga via Arusha, Dodoma, Iringa
and Mbeya to the Zambia border at Tunduma, which was implicitly part
of any Cape to Cairo route.57 The road served as the main transport
route for the movement of troops to and from South Africa and Rhodesia
in connection with the defense of East Africa and the Abyssinian cam-
paign.58
Between 1921 and 1946, the total mileage of all main roads in
Tanzania increased by 26%, from 2159 to 2956. The main road systems
are shown in map 5 below, in which the isolated character of the in-
dividual road sections are clearly visible. During the same period,
there occurred an increase not only in traffic, but also in the weight
of vehicles. In the pre-war days, a three-ton lorry was a rarity; but
during the late 1930's and early 1940's, five-ton and even heavier ve-
hicles were moving all over the country. In order to cope with the
increase in the quality and weight of vehicles, and in anticipation of
increased traffic, a special committee was formed to recommend ways

and means of overcoming future problems in the field of transportation.

Its suggestions were incorporated in the ten-year development and

57One of the ambitions of the imperialist Cecil Rhodes was to
build a road from the Cape to Cairo and place the entire corridor un-
der British control. F.J. Lugard, The Dual Mandate in British Tropical

59

Africa (London 1926) pp. 473-476.
81pid.

: 59Director. Public Works Department Report 1956, Document 19/5/
350.
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welfare plan of 1946, in effect the first colonial development plan.60

The plan allocated k3,335,600 for road construction and E800,000
for road maintenance, and when revised in 1950, 8.5 million for road
projects for the 1950-1956 period, making the program one of the most
ambitious in the entire colonial empire. In terms of this study, per-
haps the most important element in the plan was its specific reference
to an arterial road from Morogoro town. The significance of the Dar
Es Salaam-Morogoro road to other parts of the country was clearly un-
derstood. In 1956, the Director of the Public Works Department ordered
the expansion of P.W.D.'s workshops in Morogoro in anticipation of

61 A new road

building more trunk roads from Morogoro to other towns.
built between Morogoro and Mikumi, the first step to a road to Iringa,
was intended to provide direct access to the Southern Highlands and
beyond to Zambia. The direct access to the Southern Highlands acquired
an added significance when the Colonial Development Corporation con-

- ceived a plan to encourage African production in Njombe of wattle

60y, definite policy for road development came into force with
the adoption of the First Colonial Development Plan. Two important
factors contributed to this: the failure of the Manyoni-Kinyangiri
railway led to the belief that road construction offered a less ex-
pensive method of opening up new areas for development. Secondly,
the responsibility for constructing, running and maintaining the
railways was transferred to the East African High Commission in 1948.
For a detailed explanation of the policy, see Government Ministerial
Circular: "Road Development Policy:" Document 575/16 TNA.

61Several members of the King's African Rifles were mobilized
to help in the construction of trunk roads: Department of Transpor-
tation, "Transport Position" Document 688/4/1/1.
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bark essential for the manufacture of tanning extract.62

Another road was built from Morogoro to Korogwa via Dakawa and
Kwa Dhihombo. This road was later extended to Tanga, an Indian Ocean
port to the north. The area between Morogoro and Tanga later became
important for sisal, then grown on 76 estates. Morogoro was also impor-
tant because of the region's ability to produce year-round fresh pro-
duce.

The task of road building was difficult not only because of tech-
nical problems but also because of opposition from f§i1way officials
who felt that any increase in the construction of roads would, in the
end, jeopardize the success of the,rai]ways.63 These individuals ar-
gued that the railway's excess capacity did not justify the building
of long-distance roads parallel to the existing railway lines. The
argument reached the sympathetic ear§vof officials of the Transport
Licensing Authority, who announced a plan by which motor vehicles were
to be regarded only as feeders to the rai]ways.64 According to this
policy, the railways were to remain the basis of transport and were

to be protected against competition from the road system.

62Based on the report of a study team of the East African Road
Federation on the commercial advantages of a north-south road link
through Tanganyika (Nairobi, June 1959).

53Mr. Ronald Miller, the General Manager of the Railway Company,
wrote the governor a memo of protest. Document 61/44/I1 TNA.

64The Transport Commissioner's office directed this and licenses
not so issued to transporters using roads running parallel to the rail-
way lines. Document 688/4/1/1, 1943-1945 TNA.
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Air Transport

Tanzania is a particularly difficult area for the development of
surface communications, as we have seen in Chapter one, because of the
enormous tracts of sparsely populated bush and woodland country lying
between the rural and urban centers. Air transport is, therefore, a
useful alternative, even if it suffers along with other modes of trans-
port, the one-way-only traffic which is an inevitable accompaniment of
new enterprises. At first men, machinery and materials move towards
the new project, but after a few months, perhaps years, traffic is
almost entirely outwards, as is the case between Dar Es Salaam and
Dodoma, the proposed new national capital. While construction con-
tinues, there have been numerous air, road and rail movements to Dodoma,
delivering capital development personnel, materials, etc. A similar
situation was observed during the construction of Kilimanjaro Inter-
national Airport in the northern province of the country. The number
of such movements to Kilimanjaro decreased by over 50% following com-
pletion of the project. From this evidence, one can correctly forecast

the same might become the case of Dodoma.

Historical Qutline

Apaft from a single German aircraft, which was imported for an
exhibition to be held in Dar Es Salaam in August 1914 and which crashed
at the odtbreak of war, the first flying done in Tanganyika was by the
Royal Naval Air Service in 1914 and 1915, assisting in the destruction

of the German cruiser Konigsberg, which had taken refuge in the Rufiji



55

XI
]
Lakc/\icznc
7 Bel)
Fah (o ey R ‘\"“ /
"*.’\)" ¢ kO :“), J
/ 5 MWA Z'A ‘\6
| PSS ] 1
\ HinNY )//,» .\‘
| . =~ y
%16 oMAS L Y, ) ARYSHA 1\mum~4m
. .) o' \'\./. '} '7/
~. ! ] <J !
s\{ > O N o F Ve ?
R ¢ <SS\, JTAane
((y TAsora ) o ]o NPt
Ny Rl AL !

—_—\ {\] w f -~
y
YD /
5,




56

Delta from the pursuit of British warships.65 After the first world
war, several flights were made between Europe and South Africa. These
passed through Tanzania, but few purely East African flights were made
until the later 1920's. After World War I, in 1919 the Royal Air Force
started trial flights with flying-boats between Cairo, Kisumu, Abercorn
and Cape Town.66

By 1931 Imperial Airways inaugurated a regular civilian air ser-
vice from London to Cairo and Kisumu, later extended to Moshi in northern
Tanzania and Dodoma in central Tanzania. In 1937 an agreement was con-
cluded between the British government and Imperial Airways for an "Em-
pire Air Mail Scheme" whereby, in return for a subsidy, the company
operated scheduled mail and passenger services to all parts of the em-
pire, including Tanzania.67 Services were interrupted by the Second
World War, but by thelend of 1946 British Overseas Airways Corporation
had again established flying-boat services twice weekly in each direc-
tion between England and South Africa, landing at Dar Es Salaam and
Lindi (in southern part of Tanzania).

Dar Es Salaam is the country's main airport, built to international
standards. Internal airports are well distributed over the country and
served by scheduled services. There are a number of launching strips,

which are used primari]y by government and private planes. These

658. Hoyle, The Seaports of East Africa (Nairobi 1967) pp. 47-51.

66).p. Moffett, op. cit., p. 133.
671b1d.
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provide air access to otherwise inaccessible and remote rural centers
of activities. By and large, the present needs of the country are ade-
quately served.

The Dar Es Salaam airport is modern, well planned, though on a
small scale, and well equipped, calculated to handle comfortably one
aircraft arrival and one departure at a time.

The air services inside Tanganyika and with neighboring countries
were until recently (1977) operated by the East African Airways Corpor-
ation, which also operated international services.

The introduction of internal air transport was of a great advan-
tage to commercial and later national administrators who could travel
to distant areas where other modes of transport such as roads and rail-
ways were unimproved. The airplane has yet another advantage: it is
not affected by seasonal climatic conditions in the way that roads and
to some degree railways are.

Air transport in Tanzania helps to alleviate the country's short-
age of ground transport. Internal air service is provided to a number
of Tanzanian cities by the Tanzanian Airways Corporation.

There are presently 123 civil airports and airstrips in the
country (see map XI), but only Dar Es Salaam and Kilimanjaro airports
are equipped for the landing of international air traffic. The latter

airport was inaugurated in 1971.68

68This airport is destined to facilitate entry of international
air traffic to the nearby world-renowned Sevengeti Game Park and the
Ngorongoro Crater Conservation area, as well as other tourist spots.
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Transport Development Since Independence

Systematic development of the country, full exploitation of the
given potential and improvement in the standard of living of the popu-
lation, have been the center of all government endeavors since the
achievement of independence in 1961. During the early years, total
expenditures of the public development budget increased slowly com-
pared to the previous period, but then rose rapidly after the start of
the First Five-Year Plan in 1964. This rise has been particularly
rapid since 19669 (see Table II, Chapter II).

Until 1970 there were no significant new developments in the
transport network. The two railway lines continued to be the backbone
of the entire transport system. The old plans for the construction of
a railway into the Southern Highlands were, however, achieved in con-
nection with the transport problems of Zambia after the Rhodesian
Unilateral Declaration of Independence (UDI) in November 1965.70
After about two years of survey and design work for this project, the
construction of the Tanzania-Zambia railway officially commenced in
October 1970 and was completed in 1975.7]

In respect to the road sector, real progress was also made.

Expenditures for the expansion of the road network were continuously

69Development plan for 1961/1962 - 1963/1964 Dar Es Salaam,
1961. See also Second Five-Year Plan for Economic and Social Develop-
ment.

7OSecond Five-Year Plan, op. cit., p. 118.

7]This project was financed by a massive loan from the Peoples
Republic of China after the west had rejected a request for aid from
Tanzania.



59

increased and an important contribution to the better integration of the
country was made. In the Three Year Development Plan 1961-1964, the
basic concept of road policy, still valid today, was clearly outlined.
The policy's aim was and remains one of providing a system of "low-
cost roads" for the whole country.72 These low-cost roads were, how-
ever, designed, constructed and maintained to allow for construction in
stages when traffic required and as economic conditions permitted them.
In principle the concept of a trunk road network as first developed in
the 1950's by the colonial administration continued to be used as the
basis for long-range planning of the main road system. Therefore, the
trunk road concept included the main artery from Dar Es Salaam to Moro-
goro and other towns to the south and north of it. A special feeder
road program was also implemented after independence. With the help

of Anglo-American aid programs, main culverts and bridges were provided
for a large number of minor roads.

A11 in all, after independence, the network of genuine all-weather
roads were considerably expanded, which contributed to a better inte-
gration of the country. East-west connection, even when parallel to
the railway, received much more attention than in the past, since it
sti1l corresponded to the main direction of internal commodity flow.73
As a result of the general improvement of many important trunk and

feeder roads, the road transport industry, both in respect to passengers

7ZDevelopment Plan for 1950-60 had spelled out what were the
"Tow cost roads" to mean. See IBRD The Economic Development of

Tanganyika, p. 247.
731BRD The Economic Development of Tanganyika, p. 238.
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and goods traffic, was in a position greatly to expand its activities

and increasingly to become a more serious competition for the railway.



CHAPTER III
SPECIFIC TRANSPORT PROBLEMS AND REMEDIES IN MOROGORO

The Morogoro Region, like most of Tanzania, is striving to ac-
celerate its economic growth through a program of planned development
based on set priorities and defined allocation of resources. The re-
cord of results over the past decade or so reveals significant accomp-
lishments, as well as some failures, with transport having played a
role in both. Transportation, as has been recognized by Morogoro
Regional planners, plays a many-faceted role in the pursuit of develop-

ment objectives.]

Its function as a factor-input is obvious, permitting
the inter-and intra-transfer of goods and passengers between production
and consumption centers. Since in the case of the Morogoro region much
of this movement is between Morogoro town (the urban center) and the
outlying rural areas, transport has supplied an essential ingredient

for extending the money economy to the agricultural sector and also in
raising its productivity. Improvement of the rural sector may help to

retard the growth which Morogoro town is experiencing.2

]These objectives are reinforced in the 2nd Five-Year Plan 1969-1974.

2The problem of rural-urban migration is discussed at length by
President Julius K. Nyerere in his Freedom and Socialism (London 1968),
pPp. 242-244. Nyerere, realizing the seriousness of this problem, em-
phasized the significance of agriculture as the basis of development,
and the only place where this is possible is in the rural areas.

61
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Transport also shifts production-possibility functions through
the alteration of relative factor costs. Improved transport serves to
reduce travel time, resulting in savings of man-hours spent in transit,
and permits reduction in inventory, capital, interest and absolute
costs.3 Transport, therefore, can be expected to create internal eco-
nomies for many sectors, thereby fostering external economies for all
sectors.

This chapter will, therefore, examine the specific problems of
transport development in Morogoro. It will evaluate the extent to which
transport has successfully provided the essential support for the eco-
nomic, social and political development of the region.

The first impression one has of Morogoro is that the principal
occupation of the Luguru is in moving themselves and their goods from
one place to another.4 Streets and paths to and from the major towns
and villages teem with masses of headloading pedestrians, bicyclists
and lorries struggling to get their goods through mud and dust to and
from the market. It is thus difficult to avoid the conclusion that the
mobility of people and freight plays a vital role in nearly every aspect
of Luguru daily life and that its inadequacy places a heavy burden on

development.5 Lack of good transport has hastened poverty and isolation

3Um‘ted Nations, Economic Commission for Africa: Transport Problems
in Relations to Economic Development in Eastern Africa (Addis Ababa 1962).

4Visiting relatives on a regular basis is very common practice
among the Luguru, so one is likely to be amazed by the frequency of

people in buses, lorries, on foot, and bicycles, usually carrying gifts
along with them.

5Jan Lundquist attributes transport to speedy recovery of Moro-
goro's economic decline of the mid-1960's. See Lundquise, The Economic
Structure of Morogoro Town (Uppsala, 1973) p. 45.
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of villages which are situated far from the few existing roads, making
virtually impossible regular distribution of essential services such

as mobile literary campaigns, health services, etc., to the rural dwel-
lers.(see map XIII).6 Poor road transport has also been responsible .for
a low degree of reliable farm to market access. For example, the resi-
dents of several major produce growing communities, such as Mgeta,
Kibuku, Turiani and Ilonga, lost k47,000 in produce sales during the
1965-1966 harvest season because of their failure to transport their

7 In part this inability was

goods to markets at Kilosa and Morogoro.
caused by the roads of the area, which were in such poor condition that
the local lorry transporters were reluctant to put their vehicles on
them.8 In addition to the farmers, the government itself was a victim
of the poor road system, experiencing problems in its efforts to distri-
bute technical supplies to those sites which had been selected for

pilot programs in agricultural improvement.9 Access to this area in

the past has been impaired by the heavy rains which at times washed

away bridges on feeder r‘oads.]0

®1bid., p. 25.

7Tanganyika, First Five-Year Plan, Volume I.

8Based on interviews with Messrs. Idris Juma, and Hadji Kinongwe,
private owners and operators of light-duty trucks. They often grounded
their lorries upon learning the routes they usually travel are impas-
sable due to long rains.

9petailed discussion on the Kilombero agricultural potential is
contained in a study by N.V. Rounce, quoted by Hans Rutherberg, Agricul-
tural Development in Tanganyika (Berlin 1964) p. 57.

]OJ.P. Moffett, Tanganyika, Review of Its Resources and The Develop-
ment, p. 210, see also Hill, Permanent Way II, p. 69.
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————— Major Roads
Minor Roads
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In spite of the problems created by lack of a developed transport
network, there are also signs of accomplishments. In Morogoro town the
emergence of a manufacturing sector can be observed. Small scale in-
dustries and development corporations emerged which could not have suc-
ceeded without a minimal degree of transport to facilitate movement of

1 As it now exists, the transport system

raw materials and machinery.
is not sufficient for the modernization which the region strives to
achieve.

Poor transport is a major factor not only with regard to retard-
ing the modernization process, but also in terms of the food shortages
which the region experienced in the late 1960'5.]2 The high cost of
moving farm products and the long delays and consequent damage and loss
of perishables have been powerful deterrents to increasing food sup-

13

plies. Produce rots on the ground because transport is unavailable,

and beans and other foods remain on the farms turning into fertilizer

14

because of lack of adequate transport. Commercial fertilizer sup-

plies manufactured in Tanga sometimes do not arrive in the region

]]A.N.M. Darja "The Tanzanian Pattern of Rural Development: Some
Administrative Problems," Building Ujamaa Villages in Tanzania, ed. J.
H. Proctor (Dar Es Salaam, 1971) pp. 48-54.

12Some official government documents revealed that part of the
problem was not really shortage of food but bad distribution owing to
poor transport, inadequate roads (especially during the rainy seasons)
and bad transport management, which led to the liquidation of the Tan-
sania's National Haulage Corporation in 1977.

13Persona] observation in Morogoro. January-May 1976.

14several farmers in Kibuku area were observed to practice this
on a regular basis.
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until after the growing season is half over.]5

Much of the region's resources therefore remain untouched or under-
exploited because of their inaccessibility, such as the mica in the Ulu-
guru Mountains at Chanzema and at Mahengek,]6 where mining operations
were impaired by poor access routes. The same is true of uranium which
has been said to be located in some parts of Uluguru mountains. A major
proportion of land suitable for cultivation remains idle, such as the
inaccessible area south of the great Ruaha River. Much of the wealth
of forest resources that could help in the struggle against poverty
makes no contribution because forest areas are inaccessible, and it is
impossible to move timber oui:.]7

The agricultural sector suffers from more than merely the inacces-
sibility of land and the failure to move what is produced. Farmers have
no incentive to grow surplus when they know that they cannot market
their produce. In a spot check, this writer was able to verify this
situation among cotton growers at Kisaki and paddy farmers at Turiani.
In both cases, the farmers responded to the transport shortage by not
increasing their crops in spite of the government's pleas to do so, and

in spite of higher prices promised for their produce.]8 In some of

these cases, it was a question of communities remaining ignorant of

15personal observations, 1975.

16Moffett, Tanganyika, Review of Its Resources, p. 64.

]712193

]SW.L. Luttrel, "Villagization Cooperative Production and Rural

Cadves: Strategies and Tactics in Tanzania Socialist Rural Develop-
ment." ERB Research Paper 71, 11 (Dar Es Salaam 1969).
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market opportunities or of new ideas and new techniques. Information,
like everything else, travels slowly on mud roads and unimproved trails.
Communication between the region's rural settlements and Morogoro town
can come to a complete halt during the wet seasons, and even in the dry
weather when roads are dusty but passable. Under such conditions the
time and cost of travel preclude regular contacts.

Small scale industrial activities are also severely curtailed by
the lack of a suitable transport system. In 1974, a feasibility study
was completed for establishment of a cooking-0il processing plant in
Morogoro town. The company depends on 0il seeds from various parts of
the region, but poor access roads caused some delay in the ac;ya] opera-
tion. It is hoped that with the improvement of some of the major roads,
the company will start full operation in 1979. Timber and sugar mills
at Mtibwa and a cotton ginnery at Mikese rely on continuing supplies of
fuel, raw materials and spare parts, and on a secure means of marketing
finished products. In the past, access roads to Mtibwa and Mikese were
so poorly maintained that it forced TGA to threaten Dar Es Salaam with
reduced production unless the <ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>