A PATTERN OF INDUST

'NATIONAL ECO

efore 1945, many authors

compared Vietnam with a

pole carrying two baskets of
rice, the Mekong and Héng Deltas.
In that period, the French colonial
government changed Indochina into
a supplier of cheap raw materials
and a buyer of French manufactured
goods. From 1939 on, Indochina, in-
cluding Vietnam, was specialized in
production and export of agricultural
products and minerals and had no
chance to develop for itself.

1. A lesson from Japanese experi-

ence

Transport cost and time play an
important role in the economic devel-
opment. Ships with big carrying ca-
pacity become a means of transport-
ing goods in large quantities at low
cost. That is why in developed coun-
tries industrial estates were built
near seaports. Japan has had great
success in realizing this pattern. Ja-

pan has no important natural re-
sources and has to import all farm
products and minerals it needs. Ja-
pan has dealt with this disadvantage
by buying raw materials from coun-
tries that could offer best prices and
product quality, and carrying them
home with big ships. Some Japanese
oil-tankers are so big that they
couldn’t pass through the Singapore
Strait and had to go round to take oil
to Japanese ports. These big ships
helped transport raw materials at
low cost to Japanese factories by the
sea while many other developed
countries had to make big invest-
ment in exploitation of local mines
and sometimes they couldn't get as
high-quality ores as Japan could. In
industrial estates, factories perform-
ing different processes in the produc-
tion of same articles were built, and
from which, a lot of high-quality
goods were made and exported. It
took these factories no more than a

month to change cheap raw materi-
als into very expensive exports, The
economic efficiency of these factories
is very high. From one dollar spent
on raw materials they could produce
ten dollars worth of consumer or ex-
port goods. It's this strategy that
helped Japan become an economic
ﬂawer shortly after the World War
Looking over Vietnam, we find no
industrial estate with the same ca-
pacity and efficiency as Japanese
counterparts. In Vietnam, French
rulers built two main ports: Saigon
and Hai Phdng. Both of them are
river ports and could only admit
small ships. The Saigon Port is bet-
ter than the Hdi Phang Port because
it can admit 20,000-ton liners and
the Saigon River doesn’t leave many
alluvial deposits. However, such lin-
ers seldom enter the Saigon Port be-
cause the time it takes to go to and
come back from the Saigon Port is
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longer than the time needed for go-
ing from Singapore to Viing Tau,

In addition, HCMC has been de-
veloped along an axis. Under the
Nguyén dynasty, two towns, Gia
Dinh and Chg Lén, were established
and they were developed, merged
into one and called Saigon under the
French colonial rule. In the 1960s,
Saigon was connected with Bién Hoa
and a new industrial estate there. Af-
ter 1975, Saigon extended towards
Viing Tau. The road running across
Saigon is also part of the National
Route from the Mekong Delta to Cen-
tral Vietnam. The Saigon-Viing Tau
highway is an artery of the city and
other industrial estates along the
highway. That is why the more the
city and South Vietnam develop, the
more traffic congestion they face.

In short, in HCMC, a city that is
situated far from the coast and devel-
oped along an artery, the transport
cost is very high. As the city ex-
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pands, this shortcoming seems more
serious. The HCMC government has
spent a lot of money in dealing with
traffic congestion and improving the
road network but we think that in
the long run, the city can’t compete
against cities and industrial estates
near seaports.

2. Industrialization and the build-

ing of industrial estates by the sea

Vietnam has many convenient
sites to build ports. After 1975, the
State has carried out researches and
built many ports:

- Cn Tho Port: This port can ad-
mit 26,000-ton liners although it is a
river port, because the shipping
channel is deep enough. The cost for
exporting rice from this port, in com-
parison with expense when export-
ing through the Saigon Port, fell by
US$10 a tonne.

- Ports along the Ldng Tau River

(HCMC) accessible to 40,000-ton lin-
ers have come into operation.

- Viing Tau Port: This is a deep
water port that is accessible to
250,000-ton liners. _

Along the cost of Central Viet-
nam, there are many sites for future
ports, such as Cam Ranh, Dung Quat,
Chan May, Ha Tinh and Cdi Lan.

One of favorable conditions of
these sites is the fact that they are
situated near the international ship-
ping lane connecting East Asia to
South and West Asia, and to Europe
as well. Singaporean fast develop-
ment is partly due to its convenient
position by this lane but at present,
it can’t enjoy this advantage any
more because of the lack of area and
heavy industry. Ving Tau, Cam
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Ranh, Dung Qudt and Chan Miy en-
joy better conditions in comparison
with Singapore because of availabil-
ity of local raw materials, cheap la-
bor and fuel from the East Vietnam
Sea. In the future, these ports could
develop into big industrial estates
and cities.

3. Top priority to development of

ports

The Government has also paid at-
tention to this problem and big out-
lays on these ports have been spent.
One of reasons why an oil refinery is
built in Dung Qu4t, instead of in
South Vietnam, is the plan to develop
an important industrial estate there.

Of these potential ports, Ving
Tau, Dung Quit and Chan May are
mentioned most by the press, and no
papers refer to the Cam Ranh Port
where some facilities were built bef-
ore 1975 and has good road commu-

nications with HCMC, because after
1975, it was changed into a military
port. In our opinion, Vietnam is en-
joying peace and wants to develop
trading relations with all countries.
If a war broke, all ports, not only
Cam Ranh, would be used for mili-
tary purposes. Therefore, the use of
Cam Ranh Port for industrialization
purposes becomes necessary and the
State had better take measures to de-
velop this port as soon as possible.
A 6-million-ton oil refinery can’t
meet the domestic demand (which is
estimated at 12 million tonnes by
2010). Particularly, foreign liners,
when visiting Ving Tau or Cam
Ranh Ports, usually need supply of
oil. This is a chance for Vietnam to
export fuel directly instead of crude

oil. To avoid missing this opportu-
nity, the State had better build two
more oil refineries in Viing Tau and
Cam Ranh, and the Dung Quat refin-
ery will supply fuel to North Viet-
nam.

In addition, the State had better
give top priority to a well- selected
port instead of distributing the public
investment among many ports and
economic zones. At present, the pub-
lic investment is scattered over nu-
merous projects from North to South
Vietnam, from mountainous prov-
inces to the two deltas. We can de-
velop the economy quicker if we give
top priority to a limited number of
projects. We think that, in the plan
to develop seaports, top priority
should be given to Ving Tau and
Cam Ranh. Dung Qudt and Chén
May can wait.

Building a port requires an in-
vestment of at least US$1 billion, but

developing a port into an industrial
estate that produces and exports
high-quality goods needs US$4 or 5
billion. This estimate means that
Vietnam can’t develop many ports at
the same time. The State should cut
outlays in some projects and put
them in one port or two. When these
ports come into operation, their
profit will be used to invest in other
ports.

The strategy to give top priority
to one project and within several
years turn it into a driving force for
the whole country or an industry
seems to us more feasible and prom-
ising than the strategy to divide the
public investment among too many
projects.®





