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FOREWORD

The programme of work and priorities adopted
by the Ecconomic Commission for Africa at its
second session included among research topics
“selected problems of transport in Africa. with
emphasis on transport deficiencies as obstacles to
ceconomic development and the ways of removing
these deficiencies” (E/3320).

As it was thought advisable to reduce the scope
of this subject by approaching it from the regional
point of view, it was decided to confine the study
to “West Africa™, ie. the region somewhat loosely

so named, the guiding principle being the availab-
ity of pertinent facts and figures rather than any
strict geographical concept. Thus some countries
came to be treated at greater length than others, in
particular Ghana, the Ivory Coast, Nigeria and Togo.

The present study does not pretend to deal fully
with all the transport systems in West Africa, even
with those of the four countries above-mentioned,
or with all the problems confronting them. Tt aims
merely at a discussion of some important questions
that are more or less common to the whole region.
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TRANSPORT PROBLEMS
IN RELATION TO ECONOMIC DEVELOPMENT IN WEST AFRICA

Introduction

Even if the famous dictum that “the material
development of Africa may be summed up in one
word — transpont” is not taken in its absolute literal
sense, improved transport is certainly a prerequisite
for any type of development. It is likewise obvious
that the general inadequacy of the transport system
has been one of the principal obstacles to such devel-
opment in practically the whole African region.
In what follows this statement will be borne out.
mainly by facts and figures from West Africa. This
geographical limitation leaves aside certain obstacles
to the development of a modern market-economy
in general and of an integrated transport system in
particular which are rather couspicuous in some
parts of the African coutinent, e.g. East Africa,
among them institutional arrangements like restric-
tions on access to resources applied to members of
particular racial groups!. In addition since this stu-
dy concerns only transport in relation to economic
development, the political, strategic and sociological
aspects of transport problems are largely omitted.
This point is of definite significance in the West
African region, where the existing transport systems
often originated in military, political or administra-
tive rather than economic motives. On the other
hand, “economic development” as understood here
means more than. for instance. *industrializa-
tion”; indeed. one of the most important aims of
this study will be to assess the role of transport in
developing internal markets, Thus the emphasis is
on the role of transport in general economic devs:l-
opment plans rather than in specific industrialization
projects. This does not however, preclude raising
the question of bottlenecks caused by inadequate or
non-existing transport facilities. A wider approach
to transport and economic devclopment problems
must also take in the movement of persons and all
kinds of “mixed” transport.

A bird’s-eye view of transport in Africa in
general and in West Africa in particular, reveals
some obvious gaps.

I East Africa Royal Commission 1953-55, passim,
2William A. Hance, “African Economic Developmeni™.
N.Y. 1958, p. 87.

As on: expert aptly puts it’: “Almost no-
where in tropical Africa ts there a fully integrated
transport complex permitting a rational selection of
either road, rail or air transport.” This state of
affairs is most remarked in regard to domestic
markets : where economic aspects predominated the
various modes of transport were developed with the
primary aim of promoting foreign trade. Hence, the
movement of goods, except between ports and their
economic hinterlands. remained singularly restricted
until fairly recent times — a fact which was reflected
in transport costs. To mention only one example,
the cost of transport between the port of Abidjan
on the Ivory Coast and almost any point in Upper
Volta would until quite recently not have been less
than that for a shipment from Marseille to Abidjan!?
Not a single African country, with the possible ex-
ception of the Union of South Africa, has in fact
adequate transport facilities in its own territory; nor
is the situation any more satisfactory between diff-
erent regions. In West Africa the transport picture
is marred by missing “international” links and dev-
ious transport routes.

A study of transport in Africa will be largerly
concerned with “bottlenecks” due to the lack of
adequate goods and passenger transport services,
possibly caused by defective infrastructures, shortage
of suitable equipment, faulty routing etc. This situa-
tion partly arose out of war or post-war conditions,
and is thus more or less temporary, but its causes
may be to some extent inherent in such basic con-
straints on West African trade and production as
seasonal variations.

Transport operations in Africa are complicated
by, inter afia, handling and packing problems, a basic
difficulty being the heterogeneous character of most
imported goods coupled with the relative homogen-
eity of exported goods. necessitating different types
of handling equipment. In regard to packaging, im-
proved transport may make it possible to use lighter
materials, e.g. when the establishment of a contin-
uous transport chain eliminates repeated loading
and unloading operations; again, improved transport
conditions may open up a new domgestic market for
packaging.

3 Marcel Capet, “Traité d’Economiec Tropicale, Les
Economies D’AQ.F."”, Paris 1958, p. 103.

|




One of the main factors affecting transport,
especially road transport, efficiency and costs is the
state of repair and maintenance services. The lack
of skill, equipment and organization in this field
which 1s still very common in the region under con-
sideration seriously hampers and raises the cost of
transport operations.

A study of transport in West Africa designed
to assess its present and future value as a tool of
economic development will naturaliy be very difier-
ent from one devoted to transport in an economic-
ally developed area. This fact is of special import-
ance when we come to study the true costs and pro-
fit-earning capacity of transport undertakings., While
the main need in many an economically developed
area is to share the transport market among the
various modes of transport, the problem in an under-
developed area may be rather one of selective invest-
ment in the transport industry.

When transport in West Africa is approached
from the angle of studies in the field, one serious
obstacle met with is the lack of relevant statistics.
The only mode of transport fairly well, although by
no means comprehensively, covered in this respect
is the railways; but even here many accepted ideas
about railway operations have to be modified to take
account of spectal features of West African travel
and transport. For instance, the conspicuous fact that
passenger transport in West Africa means something
rather different from the transport of passengers and
luggage, say, in Europe or in the United States is
not brought out in current railway statistics. Indeed,
passenger transport in West Africa (whether by rail
or road) is a mixed operation and the goods an
African traveller is likely to take with him or her on

a journey are, in quantity and volume, freight rather
than just luggage. A retail decaler may take her entire
stock along with her!

Considerable quantities of goods are moved by
primitive means of transport. Human porterage is
still frequent, cattle move on the hoof, canoes and
pack animals are still widely used. Much use is also
made of bicycles: but all this traffic cannot be accur-
ately estimated.

In regard to road traffic in particular, it can be
said that no, even approximate, estimate of the act-
ual volume of traffic is yet available in any part of
West Africa.

Such scrappy transport statistics as exist natural-
ly concern omly “licit” traffic, whereas there is a
substantial illicit traffic in various goods between
many territories, e.g. Togo and Ghana or Nigeria
and Dahomey, on the one hand, and Nigeria and
the Niger and Chad territories, on the other. This
considerable contraband traffic, especially in cattle,
also raises a transport problem, but there is little
hope of accurately estimating its scope.

Another point on which useful information is
still rather scarce is traffic accidents. Here the relev-
ant statistics should include data on damage to
goods, pilfering etc.

A worthwhile, though by no means easy, task
would be to try to obtain some idea of the main
traffic flows. Attempts have been made for some
countries?, bui much still remains fo be done.

4E.g. certain studies by the Geographical Tnstitute of
the University of Strasbourg on Togo, the Ivory Coast,
Senegal and the Ubangi-Shari railway project, and others
undertaken by the World Bank,



Chapter 1

BASIC FACTORS DETERMINING TRANSPORT DEVELOPMENT

A. Natural conditions

Natural conditions in West Africa often cons-
titute obstacles 1o rational transport development;
as they are so well known, they will be referred to
only briefly here.

Africa has been aptly described as a “plateau
continent”, and this explains some of the difficulties
affecting transport. Behind a narrow coastal plain,
averaging for the continent only 20 miles in depth,
there rise steep slopes, which make the building of
railways and highways difficult and costly. While
West Africa is in this respect somewhat more for-
tunate than East Africa, since the plateau is lower.
routes are nevertheless often very difficult, e.g. in
Sierra Leone and Guinea. Another consequence of
the topography is that streams are likely to descend
over falls and rapids from the plateau in the interior.

The construction and the use of railways and
roads are hampered by the relative scarcity of suit-
able ballast and the general absence of local fuel
and, in some areas of water-difficulties which have
been only partly overcome or reduced in recent
times by technological developments like the in-
troduction of diesel traction or the application of
new road-building methods.

The West African coasts are generally inhospit-
able, and good natural harbours like Freetown or
Dakar are the exception. One major problem is the
shifting sandbars that block harbour entrances and
river mouths. River traffic is hampered by rapids in
the upper reaches and sandbars in the lower reaches
or off-shore.

While the topography of the region is thus gen-
erally inimical to the establishment of transport ser-
vices, climatic conditions cause even mofe serious
difficulties.

West Africa can be roughly divided into six
vegetation zomes! ranging from the coastal grass-
lands and rain forests in the south to the Sahara
desert in the north, Many of the main transport

LEJ. Pedler, “Economic Geography of West Africa™
pp. 12-13, London 1956; according to this author the

zones are: grassland, rain forest, middle belt woodland.
savanngh, thornland and Sahara desert.

routzs run south-north and pass through all or most
of the regions.

The tropical forest is in a sense the most formid-
able obstruction to overland communications. whe-
ther by rail or road. In pre-colonial times there was
but little intercourse, except in the form of raids,
between the peoples of the savannah and those of
the forest zones until this isolation was finally bro-
ken by railway-building. In the forest zome, torren-
tial rains and the density of the vegetation make
surveying and the building and maintenance of rail-
ways and roads extremely difficult and expensive.
In the rain forests, laterite roads do not stand up
to heavy traffic and asphalting is the only answer to
the demand for all-weather roads. In the savannah
zone, rains arc a seasonal problem; but during the
wet season they are often forrential and make many
routes impassable. High humidity creates oxidiza-
tion and speed deterioration of plant and equipment.
In the semi-arid zone, however, the very lack of
water has been a serious obstacle, especially to rail-
way operation.

The construction and use of railways and roads
may be greatly affected by climatic conditions; but
river traffic is even more so, mainly because of the
extreme variations in water levels between the rainy
and dry season; hence the minor importance of most
rivers in West Africa as main transport routes, al-
though they all carry traffic. A further complication
arises from the fact that the rise and fall of the main
river do not necessarily coincide with the fluctva-
tions of its principal tributaries, thus obstructing the
creation of a “system”. A good example is the Niger-
Benue “system”. Here, the upper Benue is navigable
only for two months of the year (August and Sep-
tember); the rain-water which feeds the sources of
the Niger takes more than a year to reach Nigeria,
and the rise and fall in the Niger and the Benue do
not coincide. In consequence, the traffic on these
rivers has to follow an annual cthythm to avoid
serious  difficulties. If river craft for any reason
tarry on the Benue just one day too long, they may
be stranded on sandbanks for the next ten months;
i, on the other hand. river craft load and leave the
Benue sector too soon, substantial quantities of
goods may not reach wharfs and landing-stages until
after the craft have sailed and thus either be left




behind or have to be moved by more expensive
means. Such conditions necessitate a chain of com-
plicated operations. Craft of various sizes, from large
self-propelled craft down to small canoes, take over
from each other on the Benue, as river depth decre-
ases. Such difficultics explain why, for example, the
Lagos-Kano railway instead of the river Niger has
become the main traffic artery of western Nigeria.

The extraction of timber from the forest and its
transport to the mill may be greatly facilitated where
floating is possible. This is, however, not always the
case in West Africa; floating is widely used in Ni-
geria, but in Ghana, for instance, timber is moved
by rail or road.

While topography and climate in West Africa
normally affect agriculture more than industry,
the transport industry is likely to bear their
full brunt. Agricultural production is still the back-
bone of the economy of West Africa, and agricultu-
ral goods still constitute the bulk of the goods carried.
Hence the determining factor in traffic peaks is the
crop seasen. The rainy season greatly affects road
transport and only less so rail transport, where it
disrupts connections and raises transport costs in
general, Fortunately, in normal times the movement
of export crops has usually been completed when
the rains start so that the traffic volume is reduced
to its lowest yearly level. At the same time the de-
mand for import goods is restricted because the far-
mers, having long since received payment for their
crops, are without funds, while the nomadic herds-
men have almost everywhere moved far to the north
taking any demand of theirs for import goods with
them. Hence, the volume of goods traffic is always
much reduced during the rainy season, regardless
of whether the roads are passable or not.

The influence of such factors as relief and cli-
mate can be partly overcome by technological devel-
opments, and this has undoubtedly happened in West
Africa, with centain effects on the choice made bet-
ween the various modes of transpori.

An important requirement for the development
of an efficient transport industry is an adequate
supply of power; indeed, as one expert puts it, such
a supply “...holds much the same place in trans-
portation... as do raw materials in production. Costs
of transport in a district are affected by its transfer
relations with sources of power supply, and the
transportability of the various sorts of power. A
district which is close to a cheap coal supply and
has good communications with it, for example, may
have fairly good transport relations in general even
though the topographical conditions are unfavour-
able to transportation.” A case in point is Nigeria,
whose Eunugu mines contain the only important
coal deposit in West Africa, although the quality
Is rather poor. Imported diesel oil usually proves

2Bertil Ohlin: Inter-regional and International trade.
London 1933, p. 196 etc.

to be the most economical fuel for African trans-
port and is itself cheaper to transport (and import)
than African coal, even if better grades were obtain-
able. Few important oil wells are as yet exploited
in West Africa, although some deposits are known.
But Nigeria has been exporting petroleum singe
1958 and a refinery is planned which would make
the country self-sufficient in paraffin oil. petrol,
diesel and fuel oil.

As to cleciric energy, an important hydro-elect-
ric project in West Africa is the Volta barrage in
Ghana, though neither this nor any other similar
project will be a direct source of power for transport.
Such projects will mainly supply industries whose
products — like aluminium or bauxite, or pulpwood
and paper — will have to be moved by one or other
mode of transport. But the prospect of large-scale
electrification of railways, which would demand very
heavy traffic to justify its cost, seems still rather
remote.

The demographic pattern of a region is of course
one of the basic natural factors governing transport
development. Here it may be pointed out that, while
West Africa has the highest average population
density in tropical Africa, the population is scatter-
ed?, owing partly, of course, to climate and relief,
but also — interestingly enough, especially from the
transport angle — to other factors. whose effect has
sometimes been even more decisive. Population dis-
tribution, in West Africa be it noted, is strongly in-
fluenced by traditional factors. Attachment to the
soil may be strong, even where the soil is poor and
adjacent to more fertile land, which remains unfilled
because it is disliked, Thus, as one authority points
outt, “the Ibo of south-eastern Nigeria are densely
concentrated in a mediocre cnvironment, but to the
east are richer thinly populated lands. The same is
true of fairly heavy concentration in Upper Volta,
of the Kabrai in the Atacora Mountains of northern
Togoland... and many more”. Slave-raiding and
intertribal wars formerly resulted in depopulated
areas and isolation, as for instance between the
savannah and the forest zomes.

Lack of adequate transport facilities has reduced
agriculture in many regions to subsistence crops and
also caused migration, seasonal or otherwise, of work-
ers in search of employment. Hence, as was recent-
ly pointed out in an ILO survey®, thare are in Africa
regions of labour shortage and regions of labour
surplus, incomes being relatively lower in the latter.
Labour migrates from the lower-income regions for
varying periods, sometimes for years to the higher-
income regions which are usually in the south. The
migrants usually travel by road, the better-off using
buses, bicycles or lorries; the poorer walking the

3 Church, RJ. Harrison, “West Africa™. pp. 164-173.
4 Church, R.J. Harrison, “West Africa”, p. 167.

5 International Labour Organijsation, “African Labour
Survey”, Geneva, 1958 p. 712.
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whole way and often covering as much as 20 miles
or more a day.®

Communications have been largely responsible
for the location of towns in the past and for the
urbanization of the coastal regions in more recent
years. Thus many towns grew up on trade routes,
especially where easily defensible halts could be
established. Special requirements, particularly in
areas using primitive means of transport, have some-
times determined the location of a town, e.g. that
of Kano in Nigeria, which was a caravan halt of
special importance as goods were transloaded there
from camels to donkeys, horses or human porters.
In recent years, the development of the export-im-
port trade made possible by the construction of rail-
ways and roads, has naturally been one of the prin-
cipal factors in population shifts, especiaily in the
coastal regions, typical examples being the great
urban concentrations in Yorubaland in western Ni-
geria. On the other hand, the bearing of communica-
tions on population shifts has been less evident in
the so-called “Middle Belt” on the outer fringes of
the forest region. This poorly populated area, which
stretches from the Upper Niger westwards to the
Guinea Coast, has few natural resources and little
prospect of an export trade; it has hitherto not been
opened up to any extent although some communica-
tions exist.

B. Political divisions

Transport routes and transport development in
West Africa, with some exceptions like the old caravan
routes, largerly reflected political divisions, especially
during the periocd from the Berlin Conference (1885)
to the Peace Treaty of Versailles in 1919. The salient
factor here is that natural geographical frontiers
generally do not coincide with political ones in West
Africa; hence the latter do not, or only partly, de-
limit natural or economic regions, The Berlin Con-
ference established the principle that effective occu-
pation of a territory by a particular Power deter-
mined its allocation to that Power as a colony. The
most effective means of proving eccupation was to
construct a railway; the farthermost point reached
by the railway marked the political boundary. so
that the railways often reflect nothing more than
the limit of military penetration. An instance of this
is the northern boundary of Ghana; another, more
complex, is the north-western frontier of Nigeria.
which represented a compromise between Great
Britain and France. Other national frontiers emerg-
ed likewise as compromises between the Powers in-

6In additicn to the above-mentioned ILO survey: Dav-
ison, R.B,, “Migrant Labour in the Gold Coast”, Achimota.

Ghana, 1954; Richards, A1, (ED.), “Economic Development
and Tribal Change™; ILO, “Inter-territorial Migrations of
Africans South of the Sahara™, “Labour Review”, Vol.
LXXVI, No. 3, September 1957,
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volved: such was the case for instance with the trans-
fer of the Tles de Los off Conakry on the coast of
French Guinea in exchange for a rectification of
the north-western boundary of Sierra Leone.

International boundaries in West Africa are apt,
on the whole, either to follow “natural’” dividers, like
watersheds, or to be just straight geometric lines.
Ethnic considerations have carried much less weight,
and international frontiers have disrupted the unity
of many African peoples and cut their natural mar-
kets in two. This happened with the Kru people,
who found themselves on both sides of the border
between Liberia and the Ivory Coast, and with the
Ewe, when former German Togoland was divided
into a French and British mandate in 1919.

Such a state of affairs is bound to affect the
economic development of the countries concerned and
to have direct bearing on the planning of communica-
tions. The disruption of economic units, the division
of natural markets and the bisection of ancient trade
routes have led to longer and more circu'tous routes.
as is the case with the border beiween the former
French Niger Territory and Nigeria. and even more
so with the Dahomey-Nigeria boundary, which cuts
the lagoon waterway, the natural route for traffic
between Porto-Nove and Lagos.

Gambia provides another example of “political”
frontiers; these are highly artificial and cut off the
Gambia river from its natural hinterland in Senegal.

The frontiers of Togo, situated between Ghana
and Dahomey, demonstrate how boundaries were
drawn with no regard for ethnic and econom’c needs.
Here the artificiality of the frontiers separating
ethnically identical or similar tribes has led to con-
siderable contraband traffic, particularly between
Ghana and Togo. Similar conditions reign between
the Republic of Chad and the Niger Republic on
the one hand and Nigeria on the other, where cattle
are smuggled on a large scale’.

The policy of restricting communications to the
national territory, in order to create a national instead
of an international transport system, has led to the
establishment of transport routes with no economic
justification, except perhaps a monetary one.

Although it would not be correct to blame the
illegal traffic, for instance between Chad or the
Niger Republic on one hand and Nigeria on the
other, entirely on artificial boundaries, it cannot be
denied that the lafter cut across old trade routes.
Examples of the creation of longer and more cir-
cuitous transport routes are frequent throughout

7 According to some estimates (“Le Chemin de Fer Bangui-
Tschad” by G. Sautter, Brazzaville 1959, pp. 8(-83), at
least 25000 head of cattle cross the border to Nigeria
illegally, as compared with 40,000 head cleared by the
customs; but, according to other estimates, the real figure
is much higher. Another commodity transported illegally
in great quantities is dried fish. In 1955, 13,000 tons were
shipped from the Chad to Nigeria but only less than a
1,000 tons cleared by the customs,




West Africa. For instance, the lower Niger river, the
natural outlet for the former French territories of
Sudan, Niger and the northern Cameroons, was not
used as such; instead an effort was made to direct
all traffic towards Dakar. Similarly, until about 1250
Chad traffic was systematically routed the round
about way through French Congo and Pointe Noire,
instead of through Nigeria. This caused a steep rise
in the price of imported commodities; for instance,
a ton of cement for Chad. cost (1950) about 28,000
francs if routed via Pointe Noire, as compared with
15,000 francs when shipped through Nigeria®.

The general tendency in recent years has cer-
tainly been to try to conclude agreements on the use
of international communications; the only trouble
being that existing routes are ill-adapted for the
purpose, especially in the case of the railways, which,
having been built primarily to promote effective mi-
litary control and efficient administration rather than
economic development, reflect politico-geographical
rather than ethnic or economic needs.

Some transit traffic problems arise directly from
the politically motivated “shape” of the country.
Thus the Togo national territory (with its coastline
of only 50 km.) is so narrow that trucks running
between Ghana and Dahomey or Nigeria can cross
Togo without having to replenish their tanks; nor
does this transit-traffic otherwise contribute to the
maintenance of the Togolese highway it uses.

The artificial shapes of countries like Togo,
Dahomey or Gambia raise all kinds of problems
for rational transport development. For example.
demand for transport services on a “national route”,
which must [pso facto keep within the national bord-
ers, may be very uneven, while demand in the north
could best be satisfied by an international route.
The fact, however, that so many West African
communications, and especially railway routes, have
to traverse unproductive or sparsely populated areas
where there is little demand for transport services,
is due less to political frontiers than to the location
of productive resources, which are often situated
far from the coast to which products must be moved
for export. Such is the case, for instance, in Nigeria,
whete the railway receives practically no freight bet-
ween Oshogho (180 miles from Lagos) and Zaria
(618 miles from the same city). On the eastern
Nigerian line there is almost no traffic between
Eunugu (151 miles from Port Harcourt) and Kafan-
chan Junction (459 miles from that port)®.

Recent political developments in West Africa
are likely to change some-of the conditions resulting
from former political divisions, including the traffic
link situation, International tramsport services may
then grow in importance through the filling of gaps.
The readier the new governments are to engage in
regional co-operation, the swifter will be the change.

8 Philippe Fromont, “Les Transports dans les Economies
sous-developées”, Paris 1952.

9 Church, “West Africa”. p. 155.

C. Economic structure

The preceding paragraphs stress the fact that few
of the political divisions in West Africa conform
to ethnic or economic regions. both of which fre-
quently go far beyond political boundaries. The
economic structures of the various West African
countries are very similar as regards productive act-
ivities, The general setting is that of a primitive
subsistence economy centred on the native village,
production being mainly designed for home consump-
tion and located close to consuming centres. Hence
the value of locally produced and consumed food-
stuffs far exceeds that of crops grown for export.
For instance in 1950-51 the total value of production
for economic consumption in Nigeria was 336.6
million pounds, whereas the export crops did not
exceed 69 millios pounds in value, While 283,000
tons of groundnuts brought 7.9 million pounds, 7.7
million tons of cassava produced for the domestic
market realized 93.2 million pounds and 6.8 million
tons of yams 70.6 million pounds!®.

Movements of goods. except over very short
distances, mainly concern export crops and mining
products for the carriage of which the transport
system of the various countries were primarily de-
signed. Exchanges of goods between production zo-
nes for the purpose of diversifying standards of
living are still unusual, although exceptions exist,
such as the exchange of salt, dried fish, meat, and
cattle from regions in the north for timber and kola
nuts from the forest provinces. In this connexion, it
may be pointed out that not all of those goods travel
by mechanized transport; cattle, for example, still
usually move on the hoof. The demand of West
African industry for transport services is still slight,
except as regards building materials, owing both
to the low level of industrialization and to the loc-
ation of industries. Most plants, especially oil-pro-
ducing factories, are to be found in ports, as their
products are largely exported. In the timber industry,
sawmills are usually sited close to production cen-
tres, logs being relatively more expensive to move
especially over bad roads than dressed products.

Transport in West Africa is still largely charact-
erized by the movements of heavy, low-grade comm-
odities in bulk!!l. The modes of transport best suited
to this type of traffic are the railways and, to some
extent, inland water transport,

Some of the most important crops of West
Africa, like cocoa, palm kernels and cofice, are al-
most entirely exported; but considerable quantities
of others, such as groundnuts, cotton. palm oil,
hides and skins, and timber are consumed in the
region and are among the goods carried in domestic

10 FJ, Pedler, “Econcmic Geography of West Africa™,
p. 41.
11 Pedler op. cit. passim: Church op. cit. passim.



traffic. Of 340,000 tons of palm oil produced in
Nigeria in 1955, about 150,000 tons were taken up
by the home market. Countries formerly part of
French West Africa ship groundnut oil and cattle-
cake to North Africa. There is likewise very brisk,
mostly south-north, domestic trade in kola nuts.

Since the Second World War, there have been
some important changes, both qualitative and quan-
titative, especially in the adaptation of transport to
general economic development needs. As pointed out
in a recent study!?, one striking feature has been the
extraordinary increase in transport aclivities, es-
pecially at ports, coupled with systematic modern-
ization of the railways in many, and considerable
expansion of road traffic in all countries. Of parti-
cular interest in regard to goods traffic is the fact
that imports have increased in volume faster than
exports. The composition of export traffic has under-

12 Transport and Communications in Non-Seli-Govern-
g Countries, A/4134, UN publications.

gone some important changes that have necessitated
new ftransport arrangements. One example is the
enormous growth of the timber industry in Ghana
where only half-a-dozen species were known to the
trade before the war as against seventy now, thirty
of which are utilized commercially.

Imports, too, are becoming steadily more divers-
ified. In 1956, while the value of goods like machi-
nery and transport equipment still amounted to
more than 39% of the total, various manufactured
goods (other than metals} accounted for 13.39%.
textiles for 14% and foodstuffs for 11,49, 1% The ge-
neral tendency has been to import more miscellan-
eous consumer goods, whereas hitherto producer
goods preponderated. This may be taken as a sign
of a growing diversification of the general economy,
which is advancing from the subsistence level to-
wards the lower stages of an exchange economy.

13 Economic Developments in  Africa, 1956-37. Supphe-
ment o UN World Economic Survey. 1957, p. 56.




Chapter 1I

THE TRANSPORT INDUSTRIES IN WEST AFRICA

A. THE DEMAND FOR TRANSPORT SERVICES

Transport may rightly be regarded as a form
of production; its principal function is to extend
the market for the goods concerned. In fact, the
volume of demand is to some extent determined by
the availability of transport facilities, deriving in
its simplest form from the demand for certain goods
or, in passenger traffic. from the desire of certain
persons to reach a given destination. Furthermore,
transport may on occasion be, not a means of pro-
duction, but an article of consumption — as is the case
with some types of tourist traffic in which the travel
is an end in itself, For our purposes here it should
be noted that the demand for transport services is
definitely heterogeneous: the products sought and
supplied may be passenger/miles and ton/miles, but
it would be quite misleading to present them as
homogeneous. To the producer they may seem more
or less similar, but to the buyer they are not. Trans-
port services have to observe, not only certain ge-
neral standards with regard to safety, reliability, and
speed of execution, but special requirements applic-
able to specific ancillary services (e.g. storage, in-
cluding storage in wagons, warchousing, breaking
of bulk, palletization, provision of container, erect-
ing and dismantling etc.), which may determine the
user’s choice of mode of transport.

The transport market is in general, characterized
by “monopolistic competition”, which is the kind
of competition that exists when the demand for a
certain product or service is such as to enable the
seller to exert limited monopolistic powers. The
assumption then is that the products or services
concerned are non-homogeneous. (Transport services
are moreover non-transferable and non-storable.)

Other similar market “imperfections” which
split up demand arise from, for instance, vatiations
in the characteristics of the product or service, often
in the form of trade-marks, or special packaging or
advertizing devices, In the special case of services,
conditions of delivery, individual treatment of cus-
tomers, location ete. are all so many market “imper-
fections™ influencing demand. Hence, while quality-
of-service will almost invariably predominate when
two similar transport agencies are competing, the
monopolistic nature of competition comes out more

clearly where the competition is between dissimilar
services, like rail and road transport.

The foregoing remarks, are not merely of
theoretical interest, but of practical importance,
especially in under-developed regions like West Af-
rica, where. owing to the general economic setting,
the demand is for two distinct types of transport
service: one for the export trade, the other for the
import trade and the domestic markets. In the lafter
case, the two components are not, strictly speaking,
identical; but they overlap to some extent as regards
consumer goods.

The general theory of demand for transport ser-
vices must, however, be to some extent modified
when applied to West Africa. First, the traditional
distinction between passenger and freight transport
is not so clear-cut in West Africa as in most econo-
mically developed countries. Secondly, some trans-
port operations connected with export goods, like
groundnuts in some parcts of the region arc necessari-
ly simple cases of demand for homogenecous tom
miles. Thirdly, there exists a demand for certain
primitive types of transport which may be due, not
to lack of more modern facilities, but to the fact that
under present circumstances the primifive mode of
transport preferred, though technically inefficient, is
not economically so.

The rtailways were the first modern mods of
transport t¢ be introduced into West Africa. The
main economic reasen for their introduction (al-
though there were many more other reasons) were
the needs of the export trade. Generally speaking,
transport development in the region was for long —
even until after the Second World War — pursued on
behalf of the export and less so of the import, trade.
In this sphere. particularly where the demand is for
bulk transport of agricultural or mining products
for export, what may be called the “money-charge”
element takes precedence over the “quality-of-ser-
vice” element in other words, the market concerned
is not characterized by monopolistic or imperfect
competion. The opposite is the case for domestic
markets; and this is highly important for actual
transport planning in West Africa, where the domes-
tic market is obviously ill served. As a matter of
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fact, the “imperfections” of the domestic market
may well be regarded as typical of this region.
African consumers are generally noted for their strong
preferences for and conservative adherence to certain
commodities!. For instance, the Nigerian consumer
insists on stock-fish from Norway or Iceland, although
dried fish is also imported (usually smuggled) from
Chad; in Sierra Lcone the local bonga is preferred
to salt herring. which may be only half the price;
and the Ghana consumer buys only corbinas imported
from the Canary Islands. Certain types of salt enjoy
the same sort or restricted monopoly, as also certain
cotton fabrics printed in Holland. In all these cases,
variations in quality aside, the commodities concern-
ed are basically very similar. This also holds for
bicycles, certain makes being preferred to all others.
Among other commaodities whose brand names also
constitute restricted “monopolies™ are perfumes, soap
and cigarettes.

Scarcity of capital and the inadequacy of trans-
port facilities affect the West African market situa-
tion in various ways. The middlemen (sometimes
women) have usually very liitle capital and so can
handle but small quantities of goods. The final trans-
action may cover a single drop of perfume, half a
cigarette or a bundle of ten maiches! Hence. the
breaking of bulk assumes great importance and any
mode of transport serving this sort of market has to
meet a demand for the movement of heterogeneous
freight in small quantities. Communications being
usually poor or non-existing (and telephones still
rather a luxury), the retail trader must seek out his
prospective customer. He must also take his goods
to them. Hence the same user's demand for a sort
of combination of passenger/miles and freight/mi-
les?. This holds good for both rail and road, as
also for much river and lagoon tramsport. As stated
in the introduction, this is not clearly brought out
in current railway statistics for West Africa, and
there are practically no road statistics at all.

The dealer takes all or most of his stock with
him (or her) and though the individual unit is small
the total bulk may be considerable in volume and
value. For instance, Nigerian railway receipts from
“luggage”, comprising parcels, mail and livestock,
carried on passenger trains amounted to
359,000, 348,000 and 383,000 pounds respectively in
the years 1956-58, while receipts from passenger
fares amounted to 1,337,000, 1.517.000 and 1,561,000
pounds respectively — a signal proof of the importan-
ce of this type of traffic’, To take another example at

L F.]. Pedler. op. cit. passim; P.T. Bauver. "West African
Trade”, passim.

28ome technical difficulties also arise. Wagons must
have space enough for female dealers to keep their bundles

and loads with them, as they generally refuse to let them
travel in the vans. The substitution on the roads of buses
for the very unsafe “marmmy" wagons has this drawback
that live animals like goats cannot travel on the roofs!

3 Economic Survey of Nigeria in 1959,

least two-thirds of the passengers on the Togo rail-
ways are pelty retailers, practically all women, who
carry baskets of various goods, sometimes welghing
around 60 kg. with them. These “mixed transport”
operations, though covering only short distances,
{on average 37 km.), are very frequent, the total
number of journeys per year amounting to some 2
million for a population of 1.2 million. The import-
ance of this kind of traffic is also shown by the fact
that the revenue exceeds that from freight traffic
(around 149 million, as against just over 52 million,
francs in 1957).

While of considerable importance for the rail-
ways, this “mixed” traffic is mostly carried by road.
A recent study on road transport in Nigeria shows
that most vehicles by far in the west — and a high
proportion of all used in the country—carry passengers
only (which here means passengers and luggage).
Next come vehicles carrying passengers and freight,
then, far behind (nowhere more than 109), vehicles
carrying freight only*. There seem in the main to
be two principal reasons for this combination bet-
ween the mere movement of passengers and goods
and other commercial activities:(1} traders incline
to produce a kind of “ancillary” service by buying
or selling goods at the same time as they are trans-
porting other commodities, and (2) some firms may
find it convenicnt to engage in transport on own
account.

In Senegal, most of the traders concerned are
Lebanese, who own over 409% of the commercial
vehicles used for this kind of traffic and, though
usually only in a small way of business. to a large
extent control the trade conducted through the so-
called “boutiques de la brousse”. They buy the
crops from the farmers, to whom they also scll the
goods they need, which they themselves have general-
ly bought from large concerns, these in turn some-
times purchasing part of the agricultural crop. As
to the transport pattern. the Levantine merchant
(or his counterpart in other areas) uses his truck for
transporting groundnuts to various destinations —
above all to Dakar — and tries, whenever possible,
to get general goods in return. Often he transports
groundnuts for a third party, on the basis of an oral
agreement. His truck thus serves a variety of pur-
poses ant his rates for the transport of groundnuts
are based on competitive conditions, which vary
greatly with scason and region, rather than on true
transport cost. It seems safe to say that these Levan-
tine merchants and, perhaps even more so, their
African counterparts, hardly cver do any strict cost
accounting on the transport side of their business.

Transport on own account may have its attrac-
tions for firms with a wide distribution system to
serve, as a fleet of vehicles in the best means of
stocking the various “boutiques™ of the system and

4“Road Transport in Nigeria”, £.K. Hawkins, Oxford.
1958,
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of providing sufficient transport capacity at peak
periods, which raise thorny problems in West Africa
owing to the rainy season. The commonest drawback
to transport on own account is the difficulty of find-
ing return loads, which may sometimes cause the
company to engage in branches of trading outside
its main line. Some firms may even buy a certain
commodity merely in order to reduce their overall
transport cost by securing return loads. One com-
pany engaged in transporting cotton for export pur-
chased as return freight a considerable quantity of
cement, which it sold at cut prices through its con-
tacts on the domestic market,

The main reason for the return-load problem in
West Africa is the preponderance of exports over
imports, although the balance is being steadily re-
dressed. The most extreme case is probably Senegal,
because of the vast quantities of groundnuts it ex-
ports. Nigeria. the second largest groundnut ex-
porter in West Africa. is a less extreme case: bui
there are nevertheless marked fluctuations in the
transport demand, during the export season. the
capacity of the Nigerian railways is almost entirely
taken up by export crops, with adverse effects on
both the Nigerian domestic market and the con-
siderable transit traffic from Chad.

The problem of lack of capacity during seasonal
peaks (and over-capacity in the slack season), which
mostly affects the railways, is aggravated by fluctua-
tions in crop yields. This phenomenon is, of course,
a common-place in agriculture everywhere; but the
transport problems it creates are far from being
the same in countries with an integrated transport
system operating on an adequate infrastructure as
in an under-developed area like West Africa, with
its very limited capacity in both fixed installations
and rolling stock. One of the main transport problems
in West Africa would therefore appear to be how
to intensify the utilization of existing installations.

One feature of passenger transport peculiar to
West Africa (and other parts of the continent) is
the demand for transport for migrants,

As stated in the 1LO study referred to earlier,
migratory movements have been from early times a
normal aspect of life for the African peoples, doubt-
less for a wide variety of reasons, the first and foremost
of which is under-employment due to lack of capital,
and transport. The Africans mostly live in remote
villages at a subsistence level, engaged mainly in
primitive agriculture which keeps them occupied
only during the growing season, so that for about
half the year they are either partially or completely
idle. While some women particularly may find al-
ternative work in small-scale distribution, where
labour plays the role that capital plays in developed
countries, most unskilled labour has to seek outlets
elsewhere; hence various forms of migration, the
most important from the transport angle being re-
current movements of a seasonal character. which
play a considerable role in West Africa, Some of

these movements occur within the boundaries of a
particular country; others are sub-regional

It the countries formerly constituting Freach
West Africa, there are several strong seasonal flows.
One of the most marked is that of the so-called
“navetanes”, workers who move every year during
the rainy season from the Sudan and north Guinea
to Senegal to take employment with African farmers
for the groundnut harvest, during which they are
housed and fed by their employers. Their number
has been estimated at 50,000 yearly. A similar number
of Mossi from the Upper Volta region. Sudanese
and Guineans travel every year to the Ivory Coast
to work for Buropean concerns; they normally stay
six months, then, like the “navetanes”, go home to
their families, whom they have usuaily left behind.

The numerically most important migrant labour
force from the former French territories moves to
Ghana from September (after the harvest) until May-
June (when the rainy season starts).

There is a similar migration to Ghana from the.
for West Africa, densely populated areas of north-
ern Togo and the sourthern province of Anécho,
mostly comprising young male labourers seeking
work in the coffee and cocoa plantations during
the agricultural off-secason at home. According to
some sources. out of some 550.000 persons engaged
in such work in Ghana, about 250,000 are seasonal
workers.

In addition to this entirely seasonal movement,
there exists a semi-permanent type of migration. Ma-
ny of Kabrais go from Togo to Ghana for longer
than just the Togo off-season; they often acquire
land in Ghana but return at regular intervals usuval-
ly every second or third year, to their home villages.

There are migratory movements, about the ex-
tent of which little is known, throughout former
British West Africa. In Nigeria labour migration is
a marked feature, and a survey made during the
dry season (October-March) in 1951-52 showed that
250,000 migrants, including some from the French
Niger territory passed through the province of So-
koto in the north on their way to the Jos mines,
the cocoa plantations in the west, and even to Ghana.

Despite scanty or non-existent statistics on the
subject, these migrations undoubtedly assume subs-
tantial proportions. They also create a far from ne-
gligible demand for transport. Some, albeit incom-
plete, information as to how these movements pro-
ceed has been collected in recent years. Many of
the seasonal or other migrants obviously set out on
foot, mainly for want of money; but the later stages
of long journeys are usually completed by road trans-
port, whose flexibility makes it especially convenient,
In some areas, e.g. between Togo and Ghana, the
popular means of transport is the bicycle. Road
transport is comparatively expensive when operated
by private carriers, as is usually the case, and costs
the migrant labourer a substantial part (often about
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25%) of his earnings. Consequently, many use bi-
cycles cven for very long distances, e.g, 400-500
km. on the north-south route in Togo; but of all
migrants by road from Togo to Ghana only about
10¢, reach Ghana on foot.

In some cases, e.g. labour moving from the
Upper Volta region to the southern part of the
Ivory Coast, special travel arrangements are made
by the employers through their own transport org-
anization, which moves about 50,000 workers a year.
The “navetanes” are provided with free transport
by the government.

Brief mention should also be made here of an-
other kind of demand for passenger transport, which
is not without its importance, especially in the north-
ern and eastern parts of the region, namely, pilgrim-
ages to Mecca and Medina. Although these journeys
are usually made on the initiative of the individuval
and comprehensive figures from the region are still

lacking. the total number of pilgrims seems to be
fairly constant from year to year. The potential de-
mand for journeys to Mecca must be considerable
among the Muslim population of the region; but
the cost of travel and, at least formerly, the dangers
involved pgreatly reduced the numbers of pilgrims,
5o long as their sole choice was between the overland
journey and a very roundabout voyage by sea. The
situation has been greatly improved by the introduc-
tion of relatively inexpensive “air busses™ for charter
by better-off groups of Muslims. Many pilgrims
nevertheless still make the journey by land, e.g. from
Nigeria via Chad and Sudan, generally in busses, that
take up to 80 passengers, which is far above their
official capacity, This west-east traffic amounts to
about 20,000 persons a year: the number travelling
in the opposite direction is less, as there usually are
some pilgrims who break their journey to settle in
Sudan.

B. TRANSPORT SERVICES

[. Primitive transport

The structure of transport in West Africa is
strongly affected by various kinds of primitive trans-
port, which may not divert traffic normally carried
by more modern means. In certain conditions, where
no alternative is available, human porterage may
even be “economical””, though commonly regarded
as perhaps the most uneconomical and wasteful
form of transport still widely used. To be sure, the
very cost of human porterage may seem prohibitive
when directly compared with rail, road or inland
water {ransport costs. According to some estimates,
rail transport of the type most common in West
Africa, i.e. by light, narrow-gauge railways of mode-
rate capacity, costs 5-10 times less than human por-
ters, and the capacity of an ordinary train equals
the loads of 15.000-20.000 porters, while in road
transport a 5-ton truck will easily replace 500 port-
ers. Cost, however, is not the principal argument
against human porterage, which is seldom in practice
a commercial alternative to modermn modes of trans-
port. The main purely economic objective (leaving
aside social aspects) is that wide spread use of port-
erage removes great numbers of men and women
from agricultural production for varying periods®.

However, transport “on own account” is another
matter. The first link in the distribution chain for a

i Some caution seems on the whole advisable when judg-
ing methods of production, trading or transport in regions
like West Africa by experience gained in more developed
countries, particularly when the question is whether to
replace manual labour by mechanical equipment.

6], Harrison Church, “Modern Colonization™ W. A.
Hance, “African Economic Development.”

commodity is often its transport as headload from
the small producer to the nearest market, whence
transport by truck may constitute the second link
in the chain. Indeed, large quantities even of com-
mercial crops like cocoa and groundnuts, stant their
journey to the markets by human porterage {in non-
tsetse areas various kind of pack animals are also
used). In Togo. for instance, almost the only links
between the productive areas of the south-west and
the main road arteries (Lomé-Palimé and Palimé-
Atakpamé) are bush-paths. In one typical case, cocoa
has to be carried in headloads of 50 kg. to the Pali-
mé-Atakpamé road a five-hour journey costing the
producers around 500 Frs. CFA per ton/kilometre,
or about twenty times the corresponding road trans-
port charge {at 1957 rates).

In such cases there is as yet really no alternative
means of transport.

The main use of porterage lies perhaps in retail
trade. The petty retailers (predominantly women
and men of the Hausa tribe) the so-called “mamm-
ies”, who sell goods in minute quantities, often walk
distances of 15-30 km. with headloads, mostly in
baskets, weighing up to 40-60 kg. Of course, road
or even rail transport could be used instead, as it
indeed often is, where the retailer can afford it. But,
if he travels on foot. the retailer can keep all his
rather modest profits for himself; and there may be
other considerations, as, for example, in connection
with the considerable traffic between Togo and
Ghana where the fact that headloads are not inspect-
ed by customs is an incentive to the traders concern-
ed. The poods carried in this way and subsequently
sold are foodstuffs (mainly sugar), textiles, palm-oil
and, sometimes, cocoa and coffee; another line, in
which children are also active, are used containers
like cans or bottles.




Tc anyone confusing the technical and econ-
amic aspects of the question, such marketing arrange-
ments based on certain primitive types of transport
may seem wasteful and inefficient. But this is not
so, since in countries where capital is scarce but
labour plentiful (the latter therefore somctimes re-
placing the former) marketing methods are quite
different from those used in countries otherwise plac-
ed. As one expert referring to retail trade in West
Africa puts it: “So far from the system being waste-
ful it is highly economic in substituting superabund-
ant for scarce resources; within the limits of avail-
able technical skill nothing 15 wasted in Africa™.

While some kinds of “primitive” transport may
well appear “economical”, in certain circumstances
others still widely used in West Africa are definite-
ly not. Among the latter is moving cattle on the hoof,
which is very widespread in and between many West
African territories. As already mentioned large
numbers of cattle, are moved on the hoof to Nigeria
from the Wiger Republic, Ubangi-Shari and the
Mali Republic, from the latter 1o the Ivory Coast,
from the northern to the southern provinces of Ni-
geria (Kano being the principal cattle-market). and
from northern Togo to the coastal districts. Some-
times only part of the journey is made on the hoof;
goats and sheep are mostly carried by rail or road.
The nomads of the north naturally drive their cattle
to market, in much the same way as when seeking
new pastures. Such journeys or mere movements
across a frontier do not as a rule adversely affect the
condition of the cattle; but long drives from north
to south are another matter. In Togo, for example,
cattle are driven in herds of 30-40 head either to
Blitta, the rail terminus in the north, whence they
travel on by rail, or all the way by road down to
Lomé, a distance of up to 700 km. Even if rail trans-
port is used, conditions are hardly ideal, and some
beasts usually have to be slaughtered before arrival.
And there are often bad bottlenecks; e.g. a few
years ago 2,000 head of cattle were held up awaiting
railway cars at Ferkessedougou on the Abidjan-Ni-
ger line in the lvory Coast.

Where the cattle walk all the way, considerable
losses occur, especially if they have to be driven
through the tsetse-infested forest belts, More serious
still is the fact that they inevitably lose up to, on
average, 30% of their weight. Exparience shows that in
Nigeria. as in former French meat-consuming areas,
there exists an unsatisfied demand for transport of
cattle by rail or road (often bad road conditions may
be an obstacle) which cannot easily be met by flying
frozen meat from cattle-producing centres in the
notth to consumption centres in the south.

Some other means of transport, like small ca-
noes and rafts, which are widely used on all West
African waters, may well be regarded as primitive
modes. In this connexion. one expert (Gilbert Walk-

T Rauer. op. cit.

er) writes: “A journey to market by water even at
ten miles distance becomes a long day in a canoe
pulled at two or three knots;... Produce may have
to be sold at nearer markets though buyers may be
fewer, prices lower consequently. and the goods dis-
played for purchase less varied and more expensive
simply because the means of reaching the better
markets are just not there. The incentive to increase
output is correspondingly diminished and the stimu-
lus to migration of the more energetic and enterpris-
ing among the inhabitants increased”. All this
naturally holds gocd for most kinds of primitive
transport. However, the canoe might in certain circ-
umstances prove to be either the most efficient or
the only means of moving goods by water; for con-
ditions during the dry season, including very marked
variations in the depth of water, make it impossible
for all but very shallow-draft boats to sail far up
the rivers.

Although it may also be regarded as a tech-
nically primitive medium for the transport of goods.
the bicycle may sometimes prove to be the most
economic medium. For instance, some of the kapok
or karité reaching Ghana from northern Togo is
carried in big sacks on bicycles.

Small local markets in all West African coun-
tries are naturally served by more or less primitive
means of transport. For example, women potters
often make several trips a day carrying their wares
from home to market. If each potter sells no more
than four large articles and about twenty small ones
a day, no mechanized transport can economically be
used: and. in any case, carrying obviates most of the
losses by breakage which are such a common feature
of transport over West Africa’s primitive roads.

To summarize, primitive transport in West Africa
may be said stll to satisfy certain types of
demand more economically than could more elabor-
ate modes of transport. while other types of demand
would best be met by substituting the latter. This
point should be noted when planning transport dev-
elopment, and even more attention should be paid
to latent than to existing demand. This would occa-
sionally involve something more than merely intro-
ducing a new mode of transport for a certain commo-
dity; for instance, the decision whether to transport
livestock or meat depend on the location of the
processing industry.

II Railways and railway rransport

The railways were the first modern mode of
transport to penetrate West Africa. coming indeed
as the first alternative to human porterage. or pack
animals. As previously stated, the first railways
were constructed for political rather than commer-
cial reasons in the context of the “scramble for Afri-
ca”, the “rules” for which were finally laid down
in the Berlin Treaty of 1885 and subsequent amend-
ments thereto.
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With the imtroduction of this new mode of trans-
port in Africa it became possible to consider trans-
porting large quantities of bulky commodities over
great distances at practically any season of the year —
an important factor for cash crops and mining pro-
ducts. In view of the low purchasing power of the
African population, export of surplus crops was an
economic necessity, so that the first active demand
for rail transport (as an economic feature) was creat-
ed by the export trade, though this gave rise in turn
to increased demand from the import trade. It need
hardly be repeated here that the main value of the
railways as a mode of transport is their ability to
carry goods in bulk over moderate or fong distances
more cheaply than any other means of transport and.
at all events, faster than inland water transport.
which, in terms of mere rates, often proves the cheap-
¢st mode of bulk transport. Of particular importance
in West Africa is also the fact that the railways oper-
ate more or less without interruption all the year
round.

As previously mentioned, most commodities
exported from West Africa make typical railway
freight — i.e. bulky goods of low unit value (ground-
nuds, cotlon, rice, manganese ore, hauxite, phosphat-
es, iron ore etc.) Other products (cocoa, coffee, palm-
oil and its derivatives etc.) may use railway transport
in particular circumstances, otherwise road transport.
In terms of ton/kilometres there is little doubt even
in the absence of complete road traffic statistics that
more goods are moved by rail in West Africa than
by any other means. The prependerance of the rail-
ways is, of course, especially noticeable in export-
import traffic; a few years ago it was estimated that
in what was then French West Africa 75% of this
trade was carried by rail and that three-quarter of
all rail traffic concerned foreign trade and only one-
quarter demestic trade. In the former British territo-
ries the railways are still the blackbone of the trans-
port system.

The most striking feature of a transport map
of West Africa is, however, the rarity of railways
and the almost total absence in every country of
a comprehencive railway network. It may therefore,
well be asked whether existing rail transport facilities
really meet the demand of export-import trade. not
to mention the more or less latent demands of domes-
tic markets. The answer to this gquestion must, in
the light of technological progress, take account of
the prospects of replacing rail transport by other
modes.

Before going into this problem, a rapid review
of railway development and conditions in West
Africa may be helpful, though there is no intention
of giving the subject exhaustive trecatment here — it
is adequately covered in numerous books and arti-
cles — but only of pointing to certain facts and
figures relevant to our main theme.

The railways in West Africa today comprise
some 5,500 miles track, about 469 of it in former
French West Africa (see table below).

LENGTH OF TRACK

(in miles)
%

(Ghana 591 10.7
Nigeria 1,781 324
Sterra Leone 311 5.7
Togo 274 5.0
ex-French West Africa 2,542 46.2

Comprising :

(Dakar-Niger 1,043)

(Conakry-Niger 411)

(Abidjan-Niger 729

(Benin-Niger 359)
Total length of track: 5.499 miles 100,

Source: “Overseas Railwavs”, 1959.

Basic operating conditions have been largely ident-
ical in French and British territories : roughly thz same
natural setting and similar vegetation zomnes stretch-
ing far into the same kind of hinterland. Despite
difference in, say, population density and mineral
resources, those territories on the whole produce
similar commodities and import the same categories
of goods; hence the transport pattern shows many
common features, Yet, similarities notwithstanding,
the railways in former French West Africa and
those in the four former British territories have dev-
eloped along different lines. The transport pattern
was, generally speaking, mors homogencous in
French than in British West Africa, because the for-
mer was far more of a continuous territory than the
latter.

As seen earlier when modern transport me-
thods were first introduced into former French West
Africa, the guiding principles were military, political
and administrative rather than economic. In the last
quarter of the 19th century, however, the growing
demand for vegetable oils and certain minerals gave
a new fillip to trade between West Africa and Eu-
rope. which exported cheap manufactured goods in
return. Thus signs of general economic integration
slowly began to appear in West Africa, sooner and
perhaps more readily in French Africa because the
latter was less split up. Whatever the motives of
governments, the means to the various ends was
rail transport. The basic aim was to link the navig-
able stretches of the rivers Senegal and Niger by
railways in order to provide communications between
the hinterlands and the Atlantic coast and Gulf of
Guinea. But the main railway lines had certain sec-
ondary lines added as “feeders” and aids to local
development; hence the pattern of four “rescaux”
in French West Africa: Dakar-Niger, Conakry-Niger,
Abidjan-Niger and Benin-Niger (the latter two
not actually reaching the river). The fact that these
railway systems constituted “lignes de pénétration”
rather than real systems based on a solid economic
and technical foundation was very obvious until the
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extensive modernization carried out under “FIDES”
after the Second World War.

Although when the railways were built, in
French West Africa, the latent opportunities for
“opening up the country” economically were real-
ized, they occupied rather a minor place in plan-
ning, the possibilities of creating remunerative traffic
being somewhat remote coupled with the obvious
need to build fast to cope with the urgencies of the
general international political situation. What was
required was light-track railways following routes
selected for politico-geographical, rather than topo-
graphical or economic reasons. In addition, the work
was done by army engineers, without modermn equip-
ment or adequate funds, relying mainly on manual
labour that was not always entirely voluntary. As one
expert has written, “hurried construction of railways
through little known country difficult to survey, to-
gether with vital need to keep down costs, meant
that gradients were severe, curvature acute, the tracks
devious and often economically ill-placed”. These
railways have a 1-m, gauge; at the end of the Second
World War, both infrastructure and superstructure
were stiil of low quality and much the worse for wear.
Ballast was insufficient or non-existent, tracks light
(usually 20-25 kg.) and all lines single-track. The
rolling stock (mostly taken over from secondary rail-
ways in France) was inadequate and of poor quality.
The locomotives were all steam-driven and fired with
coal or wood, the average age of the three principal
types being 10, 20 and 40 years respectively. The
cars were all wooden and of small capacity.

War brought a substantial increase in traffic
(14%, for freight and 309 for passengers), with which
the initial installations, even after much expendi-
ture on permanent installation and equipment, could
not cope. It was obvious that the capital cost of
modernization and development could not be met
out of current railway revenue.

No attempt will be made here to describe the
various post-war changes in railway organization
destgned to unify the various “systems” (operated
by private companies) administratively, technically
and commercially, on the broad lines of the 1937
railway reorganization in France. But it should be
noted that under the new system the railways became
autonomous public bodies, i.e. the State now owns
the majority of the shares in the incorporated com-
pany, but the latter enjoys considerable administra-
tive and financial autonomy, and the railway budget
remains separate from the general budget,

This reorganization enabled the French West
African railways to operate on more efficient com-
mercial line — an important factor, considering grow-
ing competion, especially from road transport, and
the increased demand for diversified transport
services.

The main purposes for which further capital
expenditure on the railways was felt necessary after
the war were the extensions of existing networks,
renewal of installations and equipment, and improv-

ed operation. Although renewals proved to have by
far the greatest claim, one important extension (on
the Abidjan-Niger line), was decided upon and
carried out.

Some work was begun on the Bobo-Diculasso-
Ouagadougou line in 1939, but was interrupted by
the war late in 1941. Owing to delays caused by
scarcity of cement (the new line used concrete instead
of steel sleepers) and of rails the last section of this
349 km. line did not come into operation until 1953
(December).

The fact that rail transport can in certain cases
be replaced by other modes, and in particular road
transport, and that railway capacity can be substan-
tially increased by improving equipment and rational-
izing operation, seem to explain the adoption in for-
mer French West Africa of the principle that no
extensions of the system would be accepted unless
the volume of new freight over the whole line could
be expected to reach 150,000 - 200,000 tons yearly.
For similar reasons, double-tracking was used only on
the Dakar-Thiés line. The principal applied to do-
mestic traffic was that road transport should be
developed; whether or not that principle was stretch-
ed too far will be discussed later.

Perhaps the most important step taken to im-
prove and cheapen railway services has been the
dieselization of traction, another important step in
the same direction being the introduction of heavy,
welded rails.

The success of dieselization has been remark-
able. The French railways in West Africa previous-
ly used coal and wood as fuel. As there are no local
coal deposits, coal has to be imported - a costly and
sometimes complicated matter in a region where on-
ly a few ports have the neccessary handling equip-
ment. As a locomotive fuel wood is technically waste-
ful and difficult to store or stockpile. Furthermore,
to save transport, the wood needed was often cut
indiscriminately alongside the track, frequently caus-
ing soil-erosion.

Diesel traction has many advantages over steam
traction, particularly in a region like West Africa.
where coal and water are scarce. It is, nevertheless,
on the whole doubtful whether the margin of super-
iority of diesel traction over other types has yet been
accurately determined. The saving in operating costs
is generally estimated at about 409%38.

Replacement of light rails by heavy rails (up
to 36 kg. rails on certain parts of the Dakar-Niger
line, less heavy elsewhere) became necessary in
order to increase railway capacity by introducing
heavier trains to take heavier traffic; the change was
in any case imperative in view of the worn-out state
of rails and sleepers on most lines, whose track
sometimes dated back to 1904. Welded rails make
for greatly improved rolling: the going is smoother

and there is less risk of breakage — not an un-

8 International Bank “Economic Survey of Nigeria™.
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importaot factor in the competition with road trans-
port using mostly rather bumpy African roads. Both
the laying of welded rails and the welding of rails
already laid are, however, expensive processes, only
justified economically where traffic is rather heavy.

An important item in the railway reorganization
ptan is the introduction of improved maintenance
and repair workshops, the most important of which
are at Thigs, Conakry, Abidjan and Lomé (Togo).

As to operation, many measures have been
adopted to give more efficient and at the same time
cheaper service, but much still remains to be done
in this field.

Traffic statistics for the railways of former
French West Africa appear in the tables 1 & 2 of
the appendix. The fact that the volume of traffic
has scarcely changed while the average transport
distances have on average increased may well be
due te the growing impact of road competi-
tion. In Togo, the situation has been further aggravat-
ed by the cessation of the transport of cocoa by
rail from Ghana to the port of Lomé.

As to passenger transport, the considerable in-
crease in total passenger/kilometres since the Second
World War is the more remarkable in that it
coincided with the development of motorized road
transport in the region. But a reverse trend arose in
1955, for various reasons. Firstly, passenger/kilo-
metre figures show only the work performed, ie.
the number of passengers carried multiplied by the
distance; but the average distance tends to increase
because road competition is keenest over short dist-
ances, while the number of passengers tends to drop
as motorized transport expands. Secondly, as table
3 of the appendix shows, there is a marked prepond-
erance of commercial road vehicles in alt parts of
the region except the Dakar area. Although these
vehicles are also widely used for mixed transport,
the fact remains that private motor vehicles are com-
paratively scarce and the railways need fear no ser-
ious competition from them. The steep rise in pass-
enger traffic after the war was largely due to the
fact that the previously rather sedentary African had
begun to travel

Other changes in utilization of the railways which
are mainly due to rate-fixing measures, especially
in the former British territories, are discussed in the
chapter on transport policies. That chapter also deals
with the financial aspects of railway operation. In
this connexion, it will be noted that, while the heavy
demand for transport created by the war, coupled
with postponed maintenance and renewal of install-
ations and equipment, did give rise to special diffi-
culties after the cessation of hostilities, the basic
reasons for the railways’ past and present financial
and other troubles largely lie in the inadequate
volume of traffic, for which the region’s basic eco-
nomic structure is to blame. Hence, expenditure on
infrastructure will show very modest returns unless
productive resources are simultaneously developed.

Railway development has proceeded on some-
what similar lines in the former British and former
French territories, the common denominator being
the desire, first, to secure political control over the
territories and, secondly, to keep as much trade as
possible within their territorial bounds. However,
while railways in the former French territories were
originally planned to supplement the Niger and Sene-
gal river networks and gradually merged into the
general economic integration plan, those in the Brit-
ish territories were planned separately for each colo-
ny, the purpose of the “systems™ being to tap the
main agricultural and mining areas and channel
their products to the ports®.

The lengths of railway lines in the former Brit-
ish territories are as follows:

Ghana 591 miles
Nigeria 178t~
Sierra Leone 31

Nigeria possesses the greatest length of railway
line of all countries in West Africa (just under 1,800
miles of 3'6”-gauge track). But even the Nigerian
railways are actually only a skeleton system: there
is no ecast-west communication in the south. The
journey by rail from Lagos to Port Harcourt is some-
thing like 1,300 miles, while it is only 315 miles by
sea and 576 miles by road. {The latter distance will
be further reduced with the completion of the new
Lagos-Benin road.)

Like practically all West African railways ex-
cept those of Sierra Leone, the Nigerian railways
were built ahead of demand. A start was made’ in
1898 in the Lagos area; but the present system was
not completed until 1930, and the Bornu extension
is still building. The system mainly consists of two
single-track lines.

The western line runs from Lagos through the
cocoa-growing areas, acrogs the Niger at Jebba, to
Kaduna, the northern capital, and on through Zaria
to Kano the only city in the country that was already
one before the railway age, as it was the traditional
terminal for the desert camel caravan traffic between
western Sudan and North Africa. It was the new out-
let to the sea in the south that fostered the growth
of the groundnut industry in the area. A branch-line
from Zaria to Kaura is used to ship out cotton and
groundnuts, and an extension via Kano to Nguru
serves the same purpose for groundnuts, meat, hides
and skins, and various other products.

The eastern line starts from Port Harcour:; it
was built mainly to facilitate exploitation of tin
deposits in the north and of coal scams in the east,
Initially, Jos, the tin centre, was connected with Za-
ria on the western line by a light 2°6”-gauge rail-
way (which is now closed). Later, a 3’6”- gauge
track was laid from Port Harcourt to Eunugu, th-

9E.B. Stapleton, “The WeaMh of Nigeria®, pp. 73-74.
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coal-mining centre. This line is, as a railway built
to pay its way, a rarity in West Africa. Eunugu coal
is poor in calorific value and quality, but it can oe
used as fuel for steam locomotives. The Eunugu
line was later extended to Kaduna, which involved
such major investments, as the heavy cost of cons-
tructing the long bridge over the Benue at Makurdi.
The original plan was to meet the tin-mining indust-
ry’s power needs by shipping coal to the Jos area,
but by the time the line was completed the problem
had been solved by hydro-electric power.

The Nigerian railway was to some extent faced
with the same problem as its counterparts in former
French West Africa. ie. insufficient demand, Capacity
stood at roughly 14 million tons per annum: little
was invested in infrastructure, superstructure or roll-
ing stock, and renewals lagged far behind needs.

The war produced more tfraffic than the Nige-
rian Railway could carry; after hostilities ceased, it
steadily carried more than its 14 million tons. yel
had to refuse a considerable amount of traffic. This
state of affairs produced such phenomena as the
well-known groundnut bottleneck at Kano, which
occurred although groundnuts enjoyed priority over
cocoa, palm-oil and palm kernels. According to the
International Bank 1953 mission to Nigeria, the
main causes were shortage of motive power, insuff-
icient rolling stock and poor maintenance!. How-
ever, from 1953 on the situation steadily improved;
not only was the Railway able to obtain more loco-
motives (some of them diesels) and rolling stock,
but the re-laying of 488 miles with heavier track
and improved signalling and telecommunications
achieved a substantial increase in capacity. Mention
should also be made here of the steps taken to
gommercialize operations; from being a government
department, the Railway in 1956 became a public
corporation (Nigerian Railway Corporation).

All these measures met with considerable
success, For instance revenue-earning freight carried
by the railway increased!® in the ten years betwean
1947-48 and 1957-58 by 509% to 2 million tons't,
while the number of passengers carried rose from
6.6 to almost 7.9 million.

In Ghana, railway construction started in 1896,
two years earlier than in Nigeria; it was undertaken
i conjunction with the exploitation of the mines at
Tarkwa (gold, and later manganese ore). Increased
traffic has recently justified a double track to Tako-
radi. The line from Sekondi to Kumasi was completed
in 1902, but it took twenty more years to complete
the Accra-Kumasi line. Branch lines serve the cocoa-
growing areas of the Central Provinces and the forest

10 Economic Survey of Nigeria, 1959; Nigerian Railway
Corporation, Reports and Accounts for the year ended 31
March, 1959.

11 The figure for gross freight, including rajlway stores
and coal used by the railway would be 23 million tons, as
against 2.1 million tons for the Ghana Railways.

region of Orestea in the south-west. which produces
considerable quantities of timber and logs. The Cen-
tral Provinces line was extended in 1953-54 to link
up with the eastern line north of Accra, and a line
has been built eastwards from Accra to reach the
new deep-water harbour at Tema. In 1955, the
Achiasi-Kotoku section was opened. shortening the
Accra-Takoradi run by 165 miles.

The total length of Ghana’s railway lines is at
present 591 miles. In 1957-58, revenue-carning
freight, at a total of 1.8 million tons. almost equalled.
the Nigerian figure. while passenger journeys
amounted to 5.2 millions.

[n regard to goods traffic, the Ghana Railways
carry most of the cocoa, much of the timber and
all of the manganese ore from the production centres
to the ports of Takoradi and Accra'?: other import-
ant products carried include bauxite. crude oil, and
building materials,

The Ghana Railways were once described as

< s

a * ... compact, well-managed and prosperous
system!?, but financial results in recent years have
for various reasons, which will be discussed below,
not been entirely satisfactory.

In Sierra Leone, the situation in regard to rail-
ways is rather unusual. The Sierra leone Rail-
way which was completed in 1899, is a narrow-gauge
line (26"} extending 2271 miles eastwards from
Freetown to Pendembu, with a branch line, 83 miles
long, from Bauya to Makeni in the Northern Provin-
ce. But this “system” is not the principal rail freight
carrier; for, against its total of 127,000 tons, in 1957
the private railway of the Sierra Leone Development
Company Ltd. carried 1.445,000 tons of iron orel4.
However, the Sierra Leone Railway was also res-
ponsible for 1,438,000 passenger journeys.

A significant trend has been noticeable on that
Railway in recent years. While in 1948 the freight
carried was mainly export goods, it now mostly
comprises import goods. The Railway has always
operated at a loss, and is now the vietim of growing
competition from road transport. Its main freight
items are chrome and agricultural products, and it
iz in the latter category that its entire traffic loss
has been sustained.

Taking the railway industry in West Africa as
a whole, the question arises whether the supply of
railway and ancillary services can be considered
sufficient to meet demand, both actual and latent —
the latter type being a determining factor in assess-
ing the value of the ra/lways as a medium for econ-
omic development.

12 Tn Ghana railways and harbours zre operated together
under the Ghana Raijlways and Harbours Administration,
the ports being Takoradi and the surf-ports Accra, Winneba
and Cape Coast. The port of Tema is nearing completion,

13M.R., Bonavia, “Report on Transport in the Gold
Coast™ 1951.

14 DT. Jack. “Economic Survey of Sierra Leone”.



If, in that connexion, the view be taken that the
railways must increase their capacity still further, it
has to be decided whether this should be done by
increasing investments in infrastructure, particularly
where extension of the present network is contem-
plated. or whether it will suffice to improve equip-
ment and operating methods, or whether these two
approaches to the preblem might be combined.

On the question whether railway development
in West Africa has now more or less reached satura-
tion point, there is a school of thought, well repre-
sented £.i. in Public Works Departments, whose thesis
is that the “railway age” is over and that further
expansion of infrastructure should be confined to
the roads!>. A closer scrutiny of the situation in
West Africa from the “transport and economic dev-
elopment” angle does not seem fully to bear out
this thesis,

The first question that arises is whether the
railways of the West African countrics now have
capacity enough to meet actual demand. Generally
speaking, the restoration works necessitated by
damage, neglected maintenance and postponed renew-
als may safely be described as now more or less
finished, particularly as repards motive power and
rolling stock. Practically all West African railways
are now carrying more freight and more passengers
than before the war. Bottlenecks due to shortage of
locomeotives or rolling stock are few and far between,
although they do occur at traffic peaks. However,
freight cars are sometimes overloaded (frequently.
it would appear fi. on the Dakar-Niger system);
such a policy, if systematic, certainly indicates short-
age of rolling stock.

Unlike other railways in West Africa, the Sierra
Leone Railway is short of the capacity required to
meet actual demand. This shortage was still very
marked during the period 1953-55. Although the
situation has improved since then, it is stated in a
recent study!® that with its increased capacity the
Railway can still meet only 609% of actual demand.

As to the question whether there is a latent
demand for transport and, if so, what policy should
be adopted to meet it, statistical evidence is hard,
if not impossible, to come by (and could only be
gathered by extensive field studies).

There is, however, good reason to believe that
railway expansion in West Africa is still far from
completion: witness the fact that in Nigeria, after
much preliminary surveying and planning, the rail
extension to Bornu is now under construction, with
the aim of linking the agriculturally rich north-
eastern part of the country with markets open only
to goods shipped in bulk by cheap long-distance
transport.

I35 Two aspects of infrastructure, varying mainly in the
scope of the problems they involve, demand consideration:
construction of new lines and relaying of existing lines
with heavier rails etc.

16 DT, Jack “Economic Survey of Sierra Leone", 1958,

An International Bank Mission studied the case
in 1953, and subsequently a loan of 10 million
pounds was granted, the total cost, including loco-
motives and rolling stock, being cstimated at 191
million pounds. This project comprises an exiension
of the present line via Kuru, south of Jos, through
the Bauchi and Bomu provinces to Maiduguri in
the north-east corner of Nigerial”. The work on the
first stretch has begun and is due for completion in
1963.

The Bornu extension is designed to cope with
the potential production of the area it traverses and,
to some extent also, to provide for additional inter-
national transit traffic. The Bauchi and Bomu prov-
imces have a population of 31 million, to which
should be added the 1,350,000 inhabitants of the
Adamawa province, which the new line will alse
serve. These three provinces produce cotton, ground-
nuts and surplus supplies of millet and guinea cor's.
Both Bauchi and Borou are important cattle coun-
tries and produce a surplus of cow-peas, and Bornu
also a surplus of dried meat and fish. The new
railway connexion is expected to stimulate produc-
tion by increasing producers’ return; it will also
facilitate the import of more diversified goods. thus
creating new demand that can only be satisfied by
increasing production for export to pay for imports,
The Bank expects the new long-distance traffic to
reach some 200,000 tons in about 20 years. The first
effects of the new service will probably be felt by
the cotton growers in east Bauchi and the groundnut
producers in east Bornu; but they should gradually
spread to raise exports of livestock, hides and skins
and foodstuffs. The already considerable transit traf-
fic from the Republic of Chad should also expand.
The Nigerian Railways are already linked with fo-
reign territories by roads which are in the nature
of “feeders™?®. The logical result of the Bornu ex-
tension should at least as a temporary measure, be
the upgrading of the Maiduguri-Fort Lamy highway
to A-class, the ouly difficulty being that there is a
choice between a southern and northern route, the
former preferred by Nigeria, the latter by Chad®".

While the Bornu extension js already a reality,
there are similar extensions proposed in other coun-
tries that merit serious study.

17 Economic Survey of Nigeria, 1959; Nigerian Railway
Corporation, Reports and Accounts for the year ended
31 March 1959.

18 Op, cit.

19 Thus Kaura-Namoda is connected with Maradi in the
Niger Republic, Kano with Zinder and Jos with Fort Lamy.
There is substantial smuggling across these borders.

<0 The trouble here is that the scuthern route, while
topographically, rather easy in Nigeria i1s difficult in Chad,
while the norihern route is exactly the opposite. The problem
of sharing construction costs might be solved by an inter-
national loan.
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In Ghana, for instance, it was felt that transport
costs were still too high for the producers in the
Northern Provinces to have enough financial incent-
ive to export their products to Ashanti and to the
south. The railway management’s view was that with
adequate capacity guaranteed, considerable quantities
of groundnuts, shea kernels, cotton, cattle, hides and
skins could be produced for export and shipped by
rail. But the development of motorized road trans-
port has forced a revision of expansion plans which
at one stage covered an estimated total of not less
than 600 - 700 miles of new lines, as compared with
existing 591 miles. Further extensions of the present
network, although they will be rather moderate in
scope remain a practical proposition.

This is particularly true in the case of Dahomey,
where, under the agreed programme, the railway
will be extended via Parakou to Kanti. and branch-
lines may be built to link the Dahomeyan railways
with Niamey in the north and the Togolese railways
in the west.

In Togo the south-north line of the railways
stops at Blitta, a small village of no importance as
a production centre?!. The exploitation of the agricul-
tural and stock-breeding potential of the northern
part of the country may at thiz stage depend on
productive methods rather than on transport services,
which would come in only as a secondary factor.
At any rate, existing transport demand is fairly well
served by the south-north trunk road, which is as-
phalted between Blitta and Sokodé, the trading cen-
tre of the north. An extension of the railway via
Blitta to Bassari might, however, enable the only
known deposits of iron ore in the country (at Ban-
géli in the north-west, north of Bassari) to be exploit-
ed and at the same time tap some agricultural pro-
duction centres in the west, like the valley of Fazao,
which has absolutely no transport connexions with
the rest of the country.

As noted earlier, the Ivory Coast shares with
Nigeria the distinction of having witnessed most rail-
way expansion. Nor do all possibilities seem even
yet to be exhausted. The project closest to imple-
mentation is the Anoumaba-Daloa line in the west.

Conditions are generally favourable for increas-
ing agricultural production in the lvory Coast, espe-
cially in the south. There is sufficient density of
population, the soil is fertile and the climate pro-
pitious. So the establishment of a transport system
should yield rapid and interesting results. Typical
is the Man province in the south-west, which accord-
ing to some estimates has perhaps the greatest tim-
ber resources in the country. It has a population of
230,000, representing a density of 7.5 per square

2i Blitta is an interesting proof of the fact that the in-
troduction of transport facilities may make little contribu-
tion to economic development, if the other reguirements
(productive resources and existing trade relations) are not
met. In this case the real domestic trading centre, Sokodé.
is located 82 km. to the north, though there are old cen-
tres like Bassari and Kabou, near Bangéli.

kilometre, The function of a new transport system
in this area would be to link the province with the
port of Abidjan?2. The first stop would be to build
a western branch-line of the Abidjan-Niger railway
from Anoumaba to Daloa, a distance of 247 km., this
would reduce the total distance of Abidjan from
476 to 377 km. The new line would also establish
a provisional road-rail connexion between Man and
Abidjan via Daloa-a distance of 573 km., compared
with 673 km. at present. The Man district today
exports around 6,000 tons of coffee. palm products
and rice, while the Daloa district, with a population
of 150,000 (density 7.8), produces coffee, cocoa,
kola, nuts, palm products and foodstiffs. There is
good rteason to believe that a new line would con-
siderably raise preduction in Man and Daloa as well
as in neighbouring districts, and that it would also
pay its way. A further extension to Man would en-
sure full exploitation of the forest resources of the
district and would probably prove a good economic
proposition.

While the Anoumaba-Daloa project is the one
nearest realization, it by no means exhausts the
possibilities of further railway construction in the
Ivory Coast. The most important of these is a con-
nexion between Bobo-Dioulasso on the main line
and Mopti, the largest transport centre in the Su-
dan?¥; this would provide a link with the port of
Abidjan 500 km. shorter than that which could be
established by ecxtending the Dakar-Niger railway
to the east via Bamako the port used being then
Dakar.

The linking of the Dakar-Niger and the Abi-
djan-Niger systems at Bamako was often discussed
while French West Africa was still a political entity;
but it is now more than ever before part and parcel
of the broader problem of trade routes and compe-
tition between the ports of Dakar and Abidjan, un-
der which heading comes also the possible extension
of the Dakar-Niger line to the east via Bamako.

The Conakry-Niger “system” has not yet taken
final shape cither. The main line now stops short
at Kankan; but two other lines — Conakry-Fria and
Conakry-Boke, both approximatefy 150 km. long,
are projected, the former to carry aluminium, the
latter aluminium and bauxite.*

22 The first plan to open up the Man and Daloa districts

goes back to 1913, But at that time the idea was to link
them to the port of Sassandra by a line passing through
the districts of Sassandra and Tabou, As, however, the
latter are but sparsely populated. the Sassandra project
lost all attraction after the advent of Abidjan as a modern
port.

23 Particularly for kola nuts, smoked and dried fish, and
cattle.

* Since the preparation of the main text the information
has been received that it has been decided to connect Ba-
mako in Mali with Copakry in Guinea by means of a
railway by Kouroussa. This new line which will comprise
about 370 km (of which 150 on Malj territory) will be
prospected by engineers from USSR this work is supposed
to last about one year. Industries & Travaux d’Outremer,
November 196],
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Increasing railway capacity to stimulate latent
demand may be achieved by extending present ins-
tallations, including permanent way and structures.
But there are other means that may be used; for
example, improved operating methods applied with-
in the framework of existing installations, together
with limited investment in rolling stock and infra-
structure, might achieve the same result with no
actual extension of lines. The favourable effect on
a railway’s net income derivable from increased
traffic may also be obtained by cutting expenditure.

The most striking improvement of recent years
in the operation of West African railways has of
course come from the introduction of diesel traction,
the special advantages of which in the region have
been summarized as follows?: “They (i.e. diesel
locomotives) can haul bigger and heavier loads, and
also require less maintenance and servicing with
the result that they can be used more continuously
than steam engines.. The fact that they do not need
to pick up waier saves running time and, more im-
portant still. avoids the disruption of running sche-
dules during seasonal water shortages in the north
from which steam locomotives suffer through having
to stop at alternative watering places. Finally, diesel
locomotives are cheaper to run? than steam engines
(although more expensive to buy) because of the
saving in fuel costs, in the need to provide water
and in operating and maintenance staff.” The water
angle and the simplified, although specialized, main-
tenance are of special importance in West Africa,
where both water and mechanical skills are scarce. In
most West African countries, the choice of fuel is
not difficult: both coal and diesel-oil have to be
imported, and coal is more cumbersome and relative-
ly more expensive to carry than oil. Nigeria. with
its coal deposits at Eunugu, is in a slightly different
position, and there the comparative costs of the two
types of traction must be more carefully calculated
than elsewhere. The indications seem, however, in
favour of diesel traction?®,

24 According to the Nigerian Railways Administration,
with which this problem was thoroughly studied by the
International Bank Mission, the fixed charges per engine/
mile are 6.7d. more for diesel engines than for steam
engines; however, variable oests are much less and cast
per engine/mile comes to 12.00— 13.66d. for diesel and
30.00-60.91d. for steam engines. The following table shows
some comparatives figures for diesel and steam traction:

Steam Diesel

Gross haul in million ton/miles 162,707  136.380
Number of engines in use 103 N
Gross haul in ton/miles per engine 1,578 4410
Cost of fuel per train/mile (at Zaria) 47.8d 13.66d

25 The transport of coal to supply the Nigerian Railways
needs for fuel is a major transport item. The farthest dist-
ance it has to travel (to Jebba) makes a journey, of about
770 miles by rail - sea - mil. In 1957-58, the transport of
the Railways coal supply represented 1241 npet ton/miles.
or over 10% of total freight ton/miles for the vyear.
Economic Survey of Nigeria.

In order to maximize utilization and lessen
costs, smaller units than ordinary trains have with
good success been introduced on some railways no-
tably in Europe. Such smaller units, like rail-cars,
have however only limited application in West Afri-
ca, although they may prove useful in certain cir-
cumstances. The time element often plays a different
role in West Africa, as compared for instance with
Europe:; fast transport is not a desideratum with
petty retailers, and small transport units like rail-
cars may not provide enough space for their goods.

Transport capacity can also be raised by re-
laying the track with heavier rails or with welded
rails, which allow heavier axle loads and higher
speeds, and improved signalling and telecommunica-
tion systems will speed rail movements. Such measu-
res have been applied and are regularly under review
by all the more important railway system in West
Africa, which are also regrading and realigning
tracks to reduce gradients and curves.

Many of the measures taken to re-organize
operation will affect staff, ie. enable numbers to
be reduced, thus cutting expenditure, of which wa-
ges and salaries are a major item. However, although
economically justified. such measures have also their
social and political aspects; and they may meet with
strong opposition from the railway unions, which
are both strong and active in West Africa. This
may be another argument for extending existing
railways so as to create wider networks and increase
the volume of long-distance traffic. As pointed out
above, the linking up of various national railway
systems in West Africa would undoubtedly create
more employment, both permanent and temporary
(the latter when the lines are building) and also
make possible saving in the purchase of equipment,
the pooling of rolling stock etc.

III. Ports and harbours

The main economic function of the railways
in West Africa was originally thought to be to I'nk
the ports with their hinterlands in the interest of
foreign trade. Before the advent of the railways,
that trade used the trans-Saharan route, and the
motorization of road traffic since the war may yet
re-create something of its former importance.

The most important port in former French West
Africa, Dakar, seems to have been first conceived as
primarily a port of call. but developed later into
the most important interpost of the region. a con-
tributory factor being undoubtedly the location of
the seed-crushing industry there. The general trend
was for long a marked concentration of traffic mov-
ements on Dakar, which not only affected railway
policies but caused traffic at less well-equipped
ports to decline. This trend was however, severely
checked after the opening of the Vridi Canal and
the completion of the works at Abidjan and. to
some extent, of those at Conakry. There are as a
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matter of fact, signs of at least a temporary stagna-
tion or slackening in activity at Dakar.

The policy adopted in regard to ports and harb-
ours in French West Africa after the war was io
equip the larger ports with modern handling equip-
ment in order to remove bottlenecks and improve
turn-round times, This policy was extended to se-
condary ports under the “FIDES” plans, With the
exception of Dakar, the ports concerned do not have
good natural harbours. hence their capacity is large-
ly dependent on installations of various kinds: piers
warehouses, handling equipment etc., which were few
and far between in aimost all West African ports
until the end of the Second World War. Open wharfs,
the lack of warehouse facilities and loading and un-
loading by lighter or surf-boat involved various
problems, including that of packaging. For instance,
the handling of cement in paper bags was difficult
in such conditions, and serious losses through water
damage were quite frequent, because exporting firms
in Burope and clsewhere did not appreciate the need
for packaging suited to African conditions.

The effort to improve port conditions gave Da-
kar a wharf to take tankers of 30,000 tons and over,
refrigerated warchouses. and modern docks and
handling equipment. At Conakry, a modernization
programme launched in 1951 is now more or less
complete. It comprised the construction of a nerth
dyke®, a 300-metre long dock. a pier for loading
minerals, a 140-metre pier for loading bananas and
a 140-metre berth for coastal vessels. The port is
now equipped for mechanical loading of iron ore
and bananas. Other improvements concerned rail-
way connexions, warchouses etc.

But the most striking development took place
at Abidjan, with the cutting of a canal through the
lagoon-bar at Vridi. The work started under great
difficulties in 1938 and was completed in 1950, and
the canal was opened for traffic in 1951, since which
time work on the final installations has steadily
proceeded.

By making a deep-sea port of Abidjan, these
works have rtadically changed its importance and
also had far-reaching effects on export-import traffic
flows. The total tonnage handled, which amounted
to (418,000 tons in 1949) and (in round figures)
700,000 tons in 1951 rose to 1.400,000 tons in 195927,
the increase between [958 and 1959 being 14%.
From 1951 to 1959 imports rose from 380,000 to
690,000 tons and exports from 320,000 to 710,000
tons. The increase in imports was very marked in
the case of cement, petroleum products, rice and
flour, while that in exports was largely acoounted
for by a very steep rise in exports of timber and
other forest products, coffee and bananas. One re-
sult of the new handling capacity of Abidjan is that
all petroleum products now enter through that port
instead of taking the roundabout way via Dakar.

% Op. cit. (A/4[34).
27 Port d’Abidjan. “Rapport Annuel 1959,

All three big ports, Dakar, Conakry and Abi-
djan, have developed rapidly since the war. Goods
handled at Dakar rose from some 1.3 million tons
in 1946 tc about 4 million tons ten years later, the
corresponding figures for Conakry being 100,000
and 1.6 million tons, and for Abidjan 600,000 and 1
million tons respectively, Their increasing capacity is
not of mere “local” interest; it affects the whole West
African region in various ways. For instance, the hand-
ling equipment available at Dakar, and in particular
the powerful cranes with their lift of 125 tons (as com-
pared with the usual maximum of 5 tons) may to
some extent result in directing difficult handling
operations to this port?.

As in former French West Africa, foreign trade
greatly expanded in the former British West African
territories after the Second World War. In the ten
years from 1948 to 1958, the tonnage of exports
from Nigeria doubled, and significantly enough, its
imports trebled, -as will be seen from the following
table?,

1948 1958
Cargo loaded (tons) ......... 1,265,000 2,612,000
Cargo unloaded (tons) ...... 756,000 2,338,000
Number of ocean-going
vessels entering Nigerian
ports from abroad ......... 762 2,159

Ghana’s foreign trade expanded by 609, and
Sierra Leone’s by 709%. Apart from Freetown in
Sierra Leone, there are no good natural harbours;
but as a result of extensive works good artificial
harbours have been or are being constructed. Among
the former are Bathurst in Gambia, Monrovia in
Liberia (where great improvement works are under
way), Takorad: in Ghana, and Lagos and Port Har-
court in Nigeria; among the latter, Tema in Ghana.
Furthermore, an elaborate plan has been conceived
to keep the Niger delta harbours open to ocean-
going traffic®, It is expected that by the end of
1964, these harbours — Burutu, Warri, Sapele and
Koko — will take over a much larger share of the
country’s foreign trade and that Burutu and Warri
will join Lagos and Port Harcourt as national ports.

The main improvements of harbour facilities
to enable more traffic to be handled are described
below.

28 For example, heavy barges destined for Nigeria have
sometimes been unloaded at Dakar and then taken in tow
to Lagos.

2 Economic Survey of Nigeria in 1959, The figures for
cargo relate only to cargo carried in the same ship between
Nigeria and a foreign country. They include, however.
also transit traffic to or from former French territories.
In addition to this cargo, ocean-going ships in 1958 moved
over 4+ million tons between Nigerian ports.

¥ See notes on page 22.

-



Bathurst got a deep-water dock in 1952. The
Elisabeth II dock at Freetown was inaugurated in
1954. Takeradi harbour (which comes under the
Ghana Railways and Harbour Administration) has
scven quay berths inside two breakwaters enclosing
a water area of 220 acres. Five of the berths are
used for handling general cargo and one for loading
manganese ore while one is reserved for colliers and
coasting vessels, At three of the berths oil fuel can
be supplied to vessels requiring bunkers. The handl-
ing equipment includes a conveyer for loading baux-
ite, and there is an oil berth, in sheltered water. for
the discharge of oil from tankers and bunkering of
other vessels.

Takoradi is the principal port for timber ex-
ports, and also handles the bulk of the cocoa export.
These products are loaded by means of lighters,
for which there is a wharf 1400 feet long at the
inner end of the harbour. For vessels loading or
discharging by lighter there are eight sets of moor-
ings at depths varying between 20 and 30 feet®.

The greatest improvements in harbour facilities
since the war have taken place at Lagos. and in
particular at Port Harcourt, in Nigeria.

Lagos handles 449, of the country’s exports
and 68% of its imports, Port Harcourt 249, and
209 respectively. The great post-war expansion of
Nigerian foreign trade is largely due to improve-
ments in handling equipment at these two ports®2.

30 Economic Survey of Nigeria in 1959. Before the com-
ing of the railway, Forcados in the Niger delta was the
trading outlet for the northern region. But it slowly silted
up, so that the permissible draught of vessels had to be
rediced Efrom 20 to 12 feet. Hence the FEscravos estuary
replaced Forcadas, thaugh it had only 134-14 feet high-
water; efforts to deepen the channel by dredging proved
unsuccessful. As a result, much of the produce shipped
down the Niger and the Benue for export cannot be loaded
direct into ocean-going ships but has to be shipped coast-
wise 10 Lagos to be loaded there. causing a surcharge of
125 6d a ton. When the projected dredging of the Escravos
channel behind a protective mole is completed, ships with
a draught of 20 feet will be able to load up to 5,000 tons
instead of 1,200-1,400 tans as now.

3l The surf harbeurs at Accra. Winneba and Cape Coast
are also controlled by the Ghana Railways and Harbour
Adminisiration. At Accra there is also a small jetty equipped
with 2-3 ton cranes fer handling heavy lifts from surf-
poats. The harbeur has also ample shed accommodation.
At all these harbours. all transfers of cxport or import
cargoes, between vessels lying in the roudstead and the
beaches are made by surf-boat (Administration Report
by the Ghana Railways and Harbour Administration. 1957-
38). Since 1954-55 the import trade of Takoradi has shown
no increase; but export trade has steadily increased since
1953-54, except for a slight reduction in 1957-58, mainly
due to a steep increase in the export of timber and bauxite.

32 Including five 6-ton mobile cranes, 13 fork-lift trucks
and 2 David Brown shunting tractors, together with a
great number of pallets for palletization of general cargo.

The Nigerian Ports Authority was set up under
the Ports Ordinance of 1954, which separated the
ports administration from the railway administra-
tion (both, as has been seen, being still under one
authority in Ghana). This measure has undoubtedly
made for much more efficient administration and
much smoother operation.

Installations have been greatly improved. At
Lagos, four additional berths with transit sheds were
put into service in 1956. Various types of mechani-
cal handling equipment have been installed and new
working methods introduced in order to speed up
loading and unloading operations and to enable
more vessels and vessels of greater draught to use
the port. At Port Harcourt, three new deep-water
berths now building are expected to be ready for
use in 1961. Meanwhile, steps have been taken to
increase the capacity of existing berths: among these
are the installation of an electrically opzrated
belt-conveyor running from produce shzds to load-
ing quays and the introduction of other types of
mechanical handling equipment. Tn addition, separa-
te tanker moorings, a berth for lighters and small
coasters, and a palm-oil tanker berth have been
provided in order to free main berths for other
vessels, The great difficulty (s that there is a scrious
backlog of maintenance on th2 old wharf aprons to
be cleared before the new berths can be fully util-
ized. The work is in progress, but involves putting
the berths out of service one at a time™.

The problems of West African ports are comp-
lex. Often it was a combination of factors which
caused the congestion that characterized these ports
after the war. A basic feature was certainly the
general inadequacy of the transport system, and es-
pecially of rail links serving ports, both as such and
for quality of service. It should also be noted that
the tremendous increase in foreign trade after the
war was unforeseen and existing facilities were in-
adequate to the new demand.

As many West African exports and imports
consist of bulky and heavy goods, a wide variety of
equipment is needed to ensure efficient handling:
ropeways, cranes, tippers, hoppers, conveyors, trucks,
elevators and the like, Warehouse lay-outs and ware-
house operations have been greatly affected, espe-
cially by the introduction of fork-trucks and pallets.
Petroleum and petroleum products, imports of which
have risen steeply since the war, demand special
installations like submarine pipelines from tanker
to tank-farms ashore, Complex equipment is also
needed for storing and loading palm-oil.

The main cause of traffic bottlenecks in West
Africa since the war has undoubtedly been con-
gested ports and port operations. As late as 1956.
ships of the West Africa Conference Line were de-
layed a total of 741 days in five West African ports.
among them Lagos, with the result that surcharges

33 Nigerian Ports Authority, Fourth Annoual Report., far
the year ended 31 March 1959.




for traffic in that region were introduced by the
insurance companies. It might therefore be of interest
to assess the extent to which inadequate port capa-
city in West Africa 1s hampering and swelling the
cost of economic development.

A peneral survey of existing port facilities seems
to indicate that port capacity is adequate, or near-
Iy so, to existing trade. In the near future, the com-
pletion of the port of Tema in Ghana, the fitting
out of Port Harcourt. the dredging of the Escravos
channel and the building of a deep-sea port at Co-
tonou will further increase capacity. Among the more
important poris, Dakar has according to some
estimates, 509 unused capacity, and the situation
scems stagnant. The port of Abidjan is estimated
to be over-congested on 150 days a year, with traffic
normal on 75 days and only minor delays on 140
days; but the installation of two new berths should
reduce days of heavy congestion to 95 and produce
150 “free” days and 120 “manageable days”.

Takoradi harbour is used roughly to capacity;
but an appreciable improvement has been achieved
in average turn-round times - a proof of greater
operating efficiency.

Lagos has been more or less relieved of the
congestion for which it was notorious among West
African ports in the immediate post-war years,
though conditions will not be entirely satisfactory
until the blacklog of maintenance work is cleared,
Any heavy increase in foreign trade would necessi-
tate further installations; but the additional traffic
might be absorbed by Port Harcourt and the delta
ports. The former will have adequate capacity, and
to spare, for its present volume of traffic when the
three new berths are operating. This situation will
change, however, when the railway's Bornu extens-
lon opens, as exports via Port Harcourt (and transit
traffic from Chad) will then increase.

Some of the smaller ports still constitute bottle-
necks because of inadequate facilities. Among them
is Accra with its breakwater steadily deteriorating;
but the advent of Tema will solve this problem. In
Togo, phosphates for cxport are loaded at a special
wharf east of Porto Segure: the wharf at Lomé is
a bottleneck at peak periods, but could with improv-
ed facilitics and more efficient operation probably
cope with existing traffic*. According to latest in-
formation negotiations for the financing of a deep-
water port right east of Lomé are well advanced.

Port capacity in West Africa seems on the
whole to be rapidly expanding. But under the cir-

34This wharf was lengthened in 1954 and equipped
with three new cranes, in addition to the former six, to
enable it to handle three vessels at a time. This proved
there were too few lighters (4 of 20 tons and 20 of 10
tons). Thus, although electrification of the cranes is in
progress, the capacity of the wharf is still too low. for
want of adequate floating equipment. In May 1960, the
ship “Belfort” waited 12 days, at a cost of six million CEA
betore it could discharge its cargo of 866 tons —— and the
case is not unique,

cumstances and in view of a certain “spottiness” in
the general picture, e.g. as regards Dakar, it might
be advisable to make a special study of port capa-
city in relation to development of trade in the re-
gion, although the necessary data for such a study
may not vet be available.

IV, Inland waterways and inlund water transport

Inland waterways have always been important
for West African transport, although they have been
somewhat overshadowed in modern times by other
modes of transport, like rail and road. There is,
however, reason to believe that West African water-
ways, be they rivers, navigable creeks or lagoons,
will resume much of their former importance; for
they have the attraction of cheapness and, as has
been seen previously, most West African traffic con-
sists of low-grade commodities carried in bulk. The
development of river and lagoon transport is in-
trinsically international or sub-regional, which is
as yet true only in a limited sense of rail or road
transport in the region.

The demand for water transport in West Africa
will nevertheless remain largely latent unless con-
siderable sums are spent on improving waterways
and port installations. One of the principal goals
should be to secure continuous traffic throughout
most of the year, whereas the dry season now halts
many river operations. To ensure an undisturbed
flow of river traffic, it will in many cases be necess-
ary to improve river-beds and to eliminate or
moderate falls and rapids. To maintain an adequate
depth of walter, dams may have to be constructed
and locks provided. (This is treaty obligation on
international rivers.) In addition, suitable river craft
muyst be available with or without engines, but with
a shallow enough draught to permit navigation dur-
ing the dry season, and river harbours must have the
necessary handling and storage facilities. As to lagoon
traffic which is for all practical purposes a kind
of coastwise shipping, the most jmportant measure
would be to pierce channels at strategic points.

While only the Niger (with its tributary the
Benue), the Senegal, the Volta and the Gambia riv-
ers can be regarded as main transport routes (al-
though as yet far from being fully utilized as such),
considerable quantities of goods and large numbers
of persons travel by canoe in West Africa. This
traffic continues all the year round, and the rivers
have aptly been called “the highways for common
folk”. Tidal creeks are also used by canoes. the
largest taking loads of 10-15 tons, the average capa-
city being about 2-3 tons. These craft carry food-
stuffs between the villages and the local markets,
and serve to extend the services of the river com-
panies to “bush™ stations¥,

33 International Bank, “The Economic Devlepment of
Nigeria™, p. 539.
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The extraction of timber from the forest is a
complicated and costly business, as is also its con-
veyance to the coast for export or to the sawmills
for processing. The cheapest way to move logs is
to float them down rivers or propel them in rafts
across lakes or along lagoons. In West Africa. the
marked seasonal variations in water level greatly
complicate timber transport, especially at the ex-
traction stage, as small creeks dry up completely
during the dry season. In other cases shoals and,
more s¢, rapids make timber floating difficult or
impossible. Again, some of the African hardwoods
most in demand, like the “ekki”, are so hard and
heavy that they do not float.

In many timber-producing countries, like Gha-
na, where the inland waterways are unsuitable, the
timber is mainly moved by rail or road, and the
sawmills are then sited near the production centres
in order to save transport costs (unprocessed timber
naturally contains a high percentage of waste mate-
rial). Nevertheless, considerable quantities of timber
are floated every year in certain parts of the region,
particularly in Nigeria, where rivers and creeks form
ready-made routes for floating timber down to the
coast, the delta port of Sapele being a centre for
this traffic.

In former French West Africa, inland water
transport comprises two main types of traffic. river
and lagoon traffic.

Steamers and barges ply on the following rivers:
the Sencgal, between Saint Louis and Kayes (555
miles) from July to Gctober. and up to Podor all
the year round: the Niger, from Kouroussa to Ba-
mako (240 miles), Koulikouro to Asongo (915 miles),
and Niamey to Gaya (125 miles). There is also
some traffic on the Kjlo and the Bani, two tributa-
ries of the Niger. On all these rivers a substantial
amount of traffic is also carried by canoes of vary-
ing sizes. Again timber floating is important, especial-
ly in the Ivory Coast, where the port of Sassandra
is one of the main centres for this traffic.

Traffic on coastal lagoons is of particular im-
portance in the Ivory Coast, where the coastal
lagoon system, which is 300 km. long and 800-1000
m. wide, comprises:

(1) in the east, the combined Aby and Tenda
lagoons into the latter of which flows the
river Tanoe, marking the frontier with Gha-
na, while the former receives the river Bia,
which is navigable up to Aboisso and meets
the ocean at Assinie;

{2) in the centre, the Ebrie lagoon. which is
connected with the Potou and Aguin lagoons
and which receives the Comoe, Me and
Agneby rivers; and

(3) in the west. the Grand-Lahou, Nouzoumou
and Fresco lagoon, which receives the rivers
Bandama, Bolo and Niouniourou.

Three canals — Assinie, Asagny and Groguida —
were cut to link up all these lagoons. To complete
this waterway another must be cut at Fresco: this
work is at present under study.

The rivers which flow into these lagoons are
navigable up to tho following points:

Aboisso on the Bia (20 km)
Alepe on the Comoe (45 km.)
Bago on the Agneby {25 km))
Bacanda on the Bandama {70 km.)
Zegne on the Bolo (12 km.)

Despite the vast effort already expended on the
creation of this lagoon transport system, to which
the Assinie canal is the key, a few collection points
(points de desserte) for local products have still to
be established; for some villages have as yet no
road connexions, and wharfs must be ¢onstructed
to link them with Abidjan by water.

Under the lagoon utilization programme a har-
bour is also to be constructed at Aboisso on the
Bia, Apart from linking up the various lagoons, the
project will provide for the transport of manganese
ore via Mokta el Hadid from Kikegou on the Tadio
lagoon to the one depot now under construction at
the mouth of the Vridi Canal®.

The lake network in Dahomey is now under
study, and some dredging work has been done in
order to improve inland water channels. It is now
possible by way of a network of navigable creeks
to travel from Dahomey almost to the border of
the Southern Cameroons.

To summarize, the investments made in former
French West Africa to develop river and lagoon
transport, whether financed out of “FIDES” or by
the Treasury, have had three main purposes:

(a) to improve navigation;
(b) to equip river harbours;, and
{c) to modernize river craft.

The measures taken aim principally at lower-
ing transport costs, reducing storage time and in
general, eliminating bottlenecks i river harbours.
In other weords, the vltimate goal is to secure a con-
tinuous flow of traffic throughout the year.

The most important waterways in West Africa
for transport are the Niger and the Benue. While
considerable quantities of agricultural produce (most-
ly groundnuts, rice paddy and cotton) travel over the
1,500 km of navigable strotches of the Niger in
former French West Africa, the river plays its full
role as a transport route only within Nigeria, through
which it flows about 800 miles to the sez, being
joined at Lokoja, 360 miles from the coast, by the
Benue, the total length of which in Nigeria is some
900 miles.

There is very heavy traffic (mainly passengers
and foodstuffs) on both rivers, operated by Africans

3 Port d' Abidjan, “Rapport Annuel”, 1939,
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using canoes of varying sizes, barges and ail kinds
of small river craft3”, There are also three private
companies operating river fleets which are solely eng-
aged in overseas trade’®, These ficets use the delta
ports of Burutu and Warrt. and have combined
tonnage of some 30,000 tons. A recent report’® con-
tains the following comments on river traffic: “In
the middle 19507s river transport on the Niger and the
Benue reached a total of 250,000 tons, producing
115 million ton/miles. At present {i958) 125-130
million ton/miles are transported along the Niger
and Benue system. while the yearly increase over
the last decade has been 6-7¢,. A faster development
of river transport is for a large part dependent on
the interest taken in this transport route, i.e., in the
employment of capital to improve the transport
route......... ", The same report estimated the total
tonnage lifted by the fleets at 275000 tons in 1958.
According to another source, thz yearly average
during the period 1957-59 was 179,000 tons on the
Niger and 78,000 on the Benue; of these tonnages
roughly one-third was cartied up and two-thirds
down the rivers. About half the total consisted of
transit traffic to or from Garouva in the Cameroon
Republic, situated 610 miles from Lokoja.

Although the river traffic is therefore consider-
able. it represents only a part of the waterways’
potential and is conducted at a high cost. One of
the main obstacles to better utilization of the Niger
and Benue system is the fact that the depth of both
rivers varies greatly during the year, navigation be-
ing possible all the year round only below Onitsha
{232 miles from the coast). Although the Niger is
navigable up to Jebba (566 miles from the coast)
from August to March. the river fleets seldom go
farher than Baro (434 miles from the coast), which
has a connexion with the Lagos-Kano railway line.
During the period when both rivers are navigable
above Lokoja, traffic is concentrated on the Benue
where unbroken hauls are longer. Ounly after the
Benue has ceased to be navigable (December-March)
is traffic resumed between Lokoja and Baro.

There are obstacles other than changing depths
to river navigation. On certain stretches vessels have
to reduce speed. and thus lose travel time. which is
the more serious in that night sailing is extremely
difficult and generally avoided.

37 Some of these craft were built in Nigerian boatyards,
thus creating work opportunities on the domestic market
(Economic Survey of Nigeria in 1959),

383 These three companies are N.R.T., a subsidiary of
U.A.C, John Holt and a French Company, the “Compa-
gnie de Transport et de Commerce”. Of these, N.R.T..
which is by far the best equipped, takes 889 of the
total traffic. (“Le Chemin de Fer Bangui-Tschad dans
son contexte economique regionafe” Gilles Sautter.)

39 Final Report by the Nethetlands Engineering Cons-
ultants (NEDECO), submitted to the Federal Government
of Nigeria.

A further hindrance to river navigation is ob-
structed access to the sea. The silting up of the
delta, as stated earlier with reference to Forcados,
nakes it impossible for ocean-going ships to use
delta ports like Burutu, Warri, Sapele and Koko,
thus preventing any substantial increase in tonnages
handled. Hence the first requirement for improved
river traffic is to clear the delta approaches. As
previously stated. a start has been made with the
scheme for piercing a channel at Escravos at a cost
of approximately 8 milion pounds.

One effect of the present situation is that the
river fleets, being unable to operate during the hours
of darkness, are in service for only about 309% of
the total hours in any one year. Freight charges
are thensfore unusuvally high the present averhage
rate for river transport being 2s. 5d per ton/mile.
as compared with 2s. 9d for rail transport. This is
a very unusual ration between river and rail freight
raies, the figure being normally at least 1:2, and
sometimes even 1:4. The special advantage of in-
land water transport. namely. its cheapness, is not
particularly noticeable on the Niger-Benue system,
which shows that the latter is not being exploited
economically*.

The Federal Government is now taking steps
to make up the leeway it has noted in the exploita-
tion of the river system. The first step should pro-
bably be to establish a scientific river administra-
tion, which should increase the capacity of the river
fleets by 10-15%, and the second to introduce night
navigation, which would lead to a further increass
of 602,. Thus freight rates could be reduced by
adminjstrative measures alone, i.e. without recourse
to engineering measuress!,

But, while the above-mentioned measures
should greatly increase the volume of traffic, and
therefore reduce operating costs, further progress
will only be achieved by engineering works.

The dredging problem is comparatively simple.
The Benue cannot be dredged until a dam is built
to regulate discharge; it may be possible to dredge
the Niger, although experience is lacking on the
subject. At all events, there seems reason to believe
that successful dredging may increase the capacity
of river fleets plying between the delta and Baro
by 30°.

It will, however. be impossible to utilize the
full potential of the Niger without major dam build-

40 Federation of Nigeria, “Proposals for Dams on the
Niger and Kaduna Rivers”, 1939,

41 The previously mentioned NEDECO report states
that: “An analysis of the daylight working of 39 ships
over a period of more than a vear showed that only
35-40% of the time is spent in steaming, a further 207
in loading and discharging. 5-74% in maintenance and
repairs while the remainder is lost for (other) reasons...... »



ing. According to a recent estimate*’, the construc-
tion of a regulating dum above Jebba with a storage
capacity of 8-12 million acre feet (some 15-20% of
the annual run-off) would -increase depth by one
foot during the Niger “black flood™ period and open
up the river above Jebba for nine months in the
year, making it possible in fact to pass the rapids
above Jebba and enabling the river fleets to serve
the southern part of Sokoto and the former French
Niger territory as far as Niamey. This would mean
the openting of an international river route, on which
shipping rights would be regulated by the “Niger
Treaties”, to which the Federal Government acceded
in 1957.

The construction of a dam at Jebba (others
could be built both on the former French side and
at Baro), would have important economic reper-
cussions. From the transport point of view, not only
would the capacity of existing river fleets automatic-
ally increase, but improved operation would encour-
age the introduction of larger vessels. At present,
with a draught of five feet, the largest tow on the
Niger or on the Benug is about 3,600 tons, the
equivalent of nine freight trains on the Nigerian
Railways®, but experience on the Mississippi shows
that with a draught of nine feet push-tows of 20,000
tons, or the equivalent of 50 Nigerian groundnut
trains, are possible.

Improvement in Niger navigation would there-
fore affect competition between rail and river trans-
port, in the latter’s favour. Since, however, Tiver
transport mainly serves areas with no other modern
means of communication, it is more likely to com-
plement than to compete with rail transport.

As to Benue. the construction of one dam in
the former French Cameroons and of one or two in
Nigeria would have similar good effects on the
groundnut traffic; but the cost would not at this
stage be economically justified by the mere increase

42 Report of the NEDECO. Dredging was unsuccess-
fully tried on the Niger in 1914, and the effort was never
renewed. In regard to mnight navigation, it is doubtfpl
whether its introduction weould justify the extra cost in-
volved in employing extra crews (except for training
purposes) before the Escravos channel is in operation, i.e.
in 1964

43 A groundnut train on the Nigerian Railways now
takes a load of about 380-400 tons, but the average load
is likely to increase in the mear future, with the introduc-
tion of diesel traction, bigger wagons etc,

44In the case of groundnuts, however, the river route
up to Baro competes with the Kano-Lagos railway route.
The alternatives in this case are Kano-Lagos rail (about
700 miles) and Kano-Bare by rail and Baro-Burutu or
Warri by river (750 miles in all). The rail freight charges
from Kano to Baro might here prove decisive, but only
on the assumption that rail capacity is enough to move
the whole groundout crop, which has not always been
the case since the war.

in traffic. This would also hold true for the Niger.
but for the effect a dam would have outside the
narrow field of transport.

As a matter of fact, the dam project (or pro-
jectsy** is multi-purpose. It would bring about an
immediate, considerable improvement in the naviga-
bility of the Niger. Moreover, substantial benefits
would accrue to agriculture through irrigation and
flood control in the extensive Niger flood plain, and
the reservoir created by the dam could support an
important fishing industry*. The firal, and perhaps
main, peint is that the project is a power project
which would supply Kanc and Lagos and the whole
area between with electricity. Revenue from the sale
of electricity would pay the capital charges on the
55 million pound project, and it would still be poss-
ible to reduce the price of clectricity and introduce
a standard rate for sales throughout the area. While
the economic viability of the project would not
depend on the development of any particular in-
dustrialization scheme, but rather on the general
growth of demand for electricity, industrial under-
takings might well be attracted by abundant supplies
of cheap electricity as well as reduced transport
charges, which would in turn strengthen the econo-
my of the project.

Although the Niger-Benue system helds the
most promise for improved transport facilities and
general economic development, the potentialities of
other West-African waterways have by no means
been exhausted, or even to any considerable degree
exploited, e.g. the Volta in Ghana, which is used
by power craft as far up as Akuse, but the future
of transport is intimately bound up with the Volta
scheme, and in particular with the construction of a
dam at Ajena (some 40 miles from the coast) and
with the building of the port of Tema.

Sierra Leone has some 680 miles of navigable
rivers; but there is little information as to the volume
of traffic they carry, except that it is far from
negligible’. The distance between cenires of popula-
tion is often shorter by water than by road.

One obstacle to wider use of waterways by
large craft is shifting sands which demand repeated,
difficult and expensive charting operations. Since,
despite such obstacles®®, the waterways carry heavy
traffic and present facilities, such as jetties and land-

43 A dam is projected at Kurwasa, some 60 miles above
Jebba, which might be followed by another at Shiroro
on the Kaduna river, to come into operation when the
Kurwasa dam is fully exploited. However, the full bene-
fits of either dam could be obtained independently of
the other

46 See footnote 40,

47 D.T. Jack, “Economic Survey of Sierra Leone”.

48 Fhid, One obstacle to increasing traffic is that in-
surance companies will not cover cargoes of craft using
uncharted waters,




ing-stages are apparently inadequate, a thorough
study of Sierra Leone’s waterways might well be
made as a basis for future development programmes.

In Gambia, the river is of the same cardinal im-
portance for transport as groundnut cultivation is
for the country’s general economy, and at one stage
909, of the groundnut crop was carried by water-
way, although fair quantities travel part of the way
by truck. Ocean shipping also uses the river as far as
Kaour, Kuntaur and Basse, some two hundred miles
upstream.

V  Roads and road transport

One of the outstanding features of West African
transport since the war has been the growth of
motor traffic on the highways, which was naturally
reflected in road-building and improvement works,
which mainly resulted in the conversion of a goodly
part of the previous road network from mere bush-
track, cleared and kept open by manual labours, to
modern roads demanding consummate skill to plan
and heavy mechanical equipment to construct and
maintain, However, although in recent years road-
building and the motorization of road transport have
probably together been the greatest single factor in
West Africa’s economic development, no passably
accurate quantitative estimate of their scope can be
arrived at. In fact, very little is known about road
traffic-volume, density, rates and fares charged
etc. Existing figures show the numbers of motor
vehicles registered, but do not indicate how many
are really in use, which is of particular importance
in a region where most roads are bad and vehicle
maintenance unknown or incfficient. Nor do avail-
able figures clearly show the extent to which pro-
duction and trade (both foreign and domestic) have
benefited from improved road transport. The growth
of urbanization and increased domestic migration
clearly owe much to improved transport services,
but cannot be readily expressed in figures. While
the growth of road transport has sometimes resulted
in competition with older modes of transport, it has
more often than not met a hitherto Iatent demand
{which could not be met before because of the entire
lack of transport facilities) without diverting traffic
from the older modes. There exist as yet only very
rough estimates of the extent of road competition.
On the whole, there is an obvious need for more
quantitative data on road traffic and for new and
more efficient traffic counts.

The two basic elements of road transport ser-
vices are the road or “permanent way” (whose “per-
manence” is sometimes relative, e.g. in desert zones)
and the number and types of vehicles, The length
of roads, number of vehicles and their distribution
among various groups of users are given in tables
3 & 4 of the appendix.

Altnough users ame often attracted by road
transport because rates are lower than those charged
by competitors and above all by the railways — their
choice is just as often influenced by the quality of
service offered, determined by the fact that there is
no suitable alternative. In fact, perhaps the greatest
contribution to economic development by road trans-
port has been the provision of facilities and services
where none previously existed.

Road transport is characterized by its mobility
and flexibility, the use of small transport units, its
adaptability to individual users’ needs, the measure-
ment of speed in terms of total time consumed, the
frequency of services and scope for publicity. In
view of the relative scarcity of rail transport in West
Africa and the limited nature of inland navigation,
road transport has logically developed as one of the
principal media of economic integration and domestic
trade expansion throughout the region. The creation
of domestic markets has been largely the achieve-
ment of road transport, though its contribution is
not yot measurable statistically. Road transport also
performs an important function as “feeder” to the
railways and as a link between different railway
systems or between rail and river routes.

The emphasis in inland transport in West Africa
since the Second World War has been on the
development of national highways with a view to
expanding and improving road transport services.
In some exceptional cases it was even the railways
that took the initiative. The demand for road trans-
port, and in particular that generated by trade and
industry, is growing so rapidly that supply may fall
short of it in countries like Nigeria, Ghana or the
Ivory Coast, where general economic development
is making great strides. There is undoubtzdly a
latent demand for local road services in other coun-
tries although it is rather difficult to gauge in the
absence of statistical data.

In economically developed countries, road traff-
ic is predominantly motor traffic. In under-develop-
ed countries, the highways carry large quantities of
goods and large numbers of travellers that do not
use motor transport. Much of this traffic — people
carrying headloads or just walking, cattle moving
on the hoof etc. - — uses roads or paths on which there
is little or no motor traffic. It should be noted here
that the great demand for bicycles is not just due
to the desire to get easily from place to place; bi-
cycles are used to transport large quantities of
goods, e.g. tins of palm-oil or bags of kapok. This
helps to congest the roads and also creates a road
safety problem. Where roads are narrow and traffic
heavy, as e.g. in Lagos and the centre of Accra and
Abidjan, the sitvation is already acute, and may
have to be remedied by the construction of cycle
tracks along busy roads.

The demand for road transport is also greatly
stimulated by certain non-economic incentives.
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The outstaring example is to be found in priv-
ate road transport. The individual’s reason for enter-
ing the road haulage business, i.e. for purchasing
a vehicle for the conveyance of goods and pass-
engers, may very well not be mainly economic. al-
though the occupation as such is definitely so. Owner-
ship of a car in West Africa is very much a matter
of social prestige. As one expert puts it, “the trans-
port business also carries high prestige value... both
as a sign of success and as a symbol of wealth.”
“Prestige” alone explains the fact that few motor
owners drive their own vehicles, although it would
obviously be the rational thing to do for purely
economic reasons.

The haulage business in West Africa is mainly
conducted by small firms. partly because demand
for road services is so scattered and there is as yet
litthe economic advantage for bigger firms in large-
scale operation. Where most of the owners are Afri-
cans, as e.g. in Ghana and Nigeria (but less so in
former French West Africa, where road haulage is
largely in the hands of Lebanese), the capital needed
mostly comes from what has been called, the “un-
organized and imperfect market for capital represent-
ed by the extended family and kinship group”. Thus
it often happens that the ownership is collective
rather than individual, although it seldom takes the
form of a corporation.

The road transport situation naturally differs
somewhat according to the area and, in particular,
to population density; but the general features are
more often than not the same. The typical pattern
when a certain stage of development is reached,
as eg. in a fairly densely populated country like
Nigeria. is described by one expert® in the follow-
ing terms: “a vigorous and well utilized industry
engaged in serving a market for passengers and
freight, largely on a local basis. This market, al-
though probably of considerable size, is as yet not
developed enough to become split into specialized
sections. The great majority of the vehicles in use
are engaged in transporting a wide variety of goods
in conjunction with passengers. The passenger busi-
ness forms a very important part of the total busi-
ness of the industry and on some routes may be
the most important part”.

Before the Second World War, there was no
consistent highway development policy in French
West Africa. Road-building was a local, or at best
a purely territorial, matter; and no effort was made
to link up different territorial or even local networks.
Nor did the advent of the motor car make any radi-
cal change in this policy at first. Though some im-
provements were carried out on a few important
main arteries, permanent works and structures re-
mained the exception, ferries for example, still ply-
ing where bridges should have been. Local roads

49 E. K. Hawkins, “Road Transport in Nigeria”. 1958.

were at best only improved enough to enable motor
vahicles to pass. Most roads were merely dry-
weather roads. All difficult technical works were
executed originally by army engineers, later by
engincers of the Department of Public Works. There
was to begin with no, and later very little, road-
building machinery to replace manual work. Until
“FIDES” was inaugurated funds were altogether in-
sufficient.

The general policy pursued after the war was
to improve existing roads and permanent structures
rather than to construct new roads. Some important
works were undertaken, particularly bridge-building;
but the road network remained substantially the same
as in 1945. This situation was inconsistent with
the initial programme under “FIDES”, which had
actually idcluded far more ambitious plans for, inter
alia, the establishement of new road links as well
as the widening of roads and extensive improvements
to road surfaces. The first two plans provided for
the construction of not less than 4,322 km of as-
phalted roads, 1,970 km of metalled roads and 11,693
km of improved dirt roads. But this programme was
soon found to be unrealistic, with dug megard to the
expenses involved and to the state of demand for
road transport services. It was then considerably
watered down:; the building of many inter-territorial
links was indefinitely postponed. and vast plans for
improving roads paralleling the railways were drast-
ically curtailed. This development was a general
consequence of a shift in economic development
policy away from expenditure on infrastructure to
directly productive investments.

Improvement works were carried out before
1957 on 300 km. of city streets, 1,700 km. of busy
highways and 3,900 km. of dirt roads. or a total
of some 6,000 km., representing about 8% of the
road network but also sections carrying more than
509 of all traffic™® The most important measures
taken have been summarized in a recent paper as
“... the improvement of the road network starting
from Dakar and of a certain number of inter-territor-
jal roads: the Kaolack-Ziguichor road, which cross-
es Gambia; the main Beyla-N’zérékoré-Liberia road;
the Dahomey coastal road connecting Togoland with
Nigeria. Many temporary bridges have been re-
placed by permanent structures; several of these
built to ensure that the rivers can be crossed
at all seasons are very long, e.g the Malanville
bridge over the Niger (455m). Modern ferries have
been installed at Rosso, on the Senegal-Mauretania-
Morocco road.”

Of special interest are recent developments in
the highway system of the Ivory Coast, which shares
with Senegal the densest road network and the heav-
iest motor traffic in the whole of former French

50 Transport and Communications in Non-Self-Govern-
ing Territories (A/4134)
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West Africa. Developments over the past decade
emerge clearly from a comparison of figures for
1948 and 1959. The difference observed lies not so
much in the mere length of the network, to which
few entirely new “links” have been added, as in the
improved quality of the roads. In 1948 even the
1.400 km of trunk roads were nothing butl dry-
weather dirt roads — particularly inadequate in Basse
Cote, the rich southern part of the country, which
is the centre of cocoa, coffee and banana cultivation,
where the heavy annual rainful makes all-weather
roads an absolute necessity, Yet only 50 km of roads
{and a few streets in Abidjan} were asphalted.

By the end of 1959, 530 km of the 1,575 km
of Federal roads were asphalted, while 9,000 km
of busy territorial roads were maintained by the
Public Works Department, and the network compri-
sed 17,000 kin of secondary roads more or less fit
for motor traffic during the dry season’!,

The principal effort was devoted to the removal
of so-called “queer spots” (“points singuliers”) from
main and secondary roads, and also as far as possible
from tracks usable by motor vehicles, and to the
construction of permanent works, such as road
bridges, in place of existing wooden structures.
Again, large-scale permanent works, e.g, bridges to
replace ferries, were initiated and completed. to-
gether with the comrection of road profiles, straight-
ening of curves eic.

This policy has produced a steady increase in
motor traffic to cope with the country’s expanding
trade and fast-developing industrialization®2,

Total imports, which amounted in 1948 to
107,400 tons, with petrol in first place (17,150 tons)
and cement in second (13,360 tons), had risen in
1959 to 688,500 tons, with cement first {131,000 tons)
and petrol second (108.000 tons). Exports also show-
ed a considerable, though less marked. expansion.
The total for 1948 of 223,600 tons, with timber in
first place (79.000 tons), coffee second (55,000 tons)
and cocoa third (41,000 tons) — the two latter groups
naturally for exceeded the first in value — had risen
in 1959 to 709,000 tons with timber accounting for
419,000 tons, coffee 107,000 tons and cocoa 64.000
tons. Banana exports had also gained a new import-
ance, the increase from 13,500 to 52,000 tons creat-
ing a new demand for either fast or refrigerated
transport.

51 The above facts and figures are taken from a docu-
ment issued by the Public Works Department. Abidjan, in
March 1960, See also, “Evolution du reseau routier en
Coéte d'Ivoire au cours de la derniére decade” by C. Cans.
in “Travaux”, August 1959.

52 The Ivory Coast has an area of 315,000 km2 and a
population of 3 million, including 20,000 Europeans. The
most fertile part of the country is a coastal belt some
350 km deep, except at Abidjan, where it is only 150 km.
This is the coffee, cocoa and banana region.

Industrial development bringing new breweries,
textile factories, canneries etc., has also given rise
to new needs. Existing transport facilities were quite
inadequate to the new or to latent demand. As late
as 1951 it took a good half-day to cover the 50
km. between Abidjan and Dabou by the route over
the dike. During the rainy season the 110 km stretch
from Abidjan to Adzope could hardly be covered
in one day! Conditions were especially bad in the
forest area around Abidjan, with its hilly terrain,
loose soils and heavy traffic.

Motorization of road transport has likewise
proceeded very rapidly. The park of motor vehicles
actually in use, which amounted in 1948 to some
4000 (and included no truck of over 4 tons), had
by 1959 risen to an estimated total of 29,000 vehicles,
comprising 19,000 passenger vechicles or vans and
10,000 trucks. Heavy trucks are still rare, and most
long-distance traffic is carried in trucks of no more
than S5-ton capacity, whereas 12-ton diesel trucks
would obviously be more economic; but an effort
has been made to open up a substantial mileage of
country roads (pistos) to 5-ton trucks, One note-
worthy trend is the growing proportion of passenger
vehicles and vans in the total number of vehicles
registered (65% in 1957, 70% in 1959). This shows
that *mixed transport” vchicles are gradually being
replaced by vehicles specializing in one kind of trans-
port: passenger or goods.

Traffic density in the Ivory Coast is high by
West African standards. In 1959 (apart from urban
traffic) 250 km of highways had a density of more
than 1,000 vehicles per day. 800 km had 300-500
vehicles per day, 750 km had 200-300 vehicles and
3,000 km had 50-200 vehicles per day.

As regards seasonal variations in traffic density,
particularly between the “fraire” in Jamuary and
tha slack period in October, the trend has been to-
wards a levelling out of traffic peaks. This is due
to ever-increasing diversification of the economy,
one manifestation of which is a relative increase in
imports as compared with exports.

The road network in Togo can be deemed fair-
ly adequate so far as concerns main arteries, although
their maintenance leaves something to be desired;
but secondary roads usable by motor traffic are
rather poor. The network comprises about 1,300
km of all-weather roads including 124 km as-
phalted®?, and about 3,000 km dry-weather country
roads which can be used by motor vehicles.

The motor vehicle park has shown a steady in-
crease since the war, particularly in the number of
trucks, which rose from 621 in 1952 to 2,931 in 1960,
when the total number of vehicles was about 4,500.
In the same period the number of passenger vehic-

33 The coastal road from Aflao on the Ghana border
to the Dahomey border is asphalted throughout its whole
length of 50 km. The road from the railhead at Blitta to
Sokodé 82 km., is asphalted for some 60 km., and the
work is continuing.
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les rose from 215 to 1,212. The high percentage of
State-owned vehicles in the breakdown is rather
typical for West Africa; in 1959, out of a total of
1,610 trucks and vans, professional hauliers owned
556, trading firms 345 and the State 293°%,

The main trunk road in Dahomey is the coastal
road which forms an international link between
Nigeria and Togo. It is a very busy road, is asphalted
but badly aligned in places, and has two very narrow
bridges near the Togo border. Other roads connect
the productive hinterland with Cotonou; one of them
goes to Dassa-Zoumé, where it forks north-west to
the frontier at Porga and Pama and north-east via
the railhead at Parakou and Kandi to Malanville-
Goya, where there is a bridge over the river Niger.
These two main roads are connected by the lateral
Birni-Kouande-Guéssou link. The road from Parakou
to Niamey in the Niger Republic is asphalted.

In Nigeria, as in most other West African coun-
tries, the railway system was built early in the present
century before any need for a comprehensive road
system was felt, so that there later emerged three
categorics of roads. Trunk A roads are designed to
act as “feeders” to the major railway terminals; they
provide links between the Federal and regional ca-
pitals, and between them and other important towns
and the ports; they also link important centres in
Nigeria with others in neighbouring: countries.

Trunk B r1oads connect provincial and local
administrative centres and other large towns with
the trunk A system, with one another and with ports
or points on the railway.

The third category (“Other roads™) mainly carry
local traffic and act as “feeders” to the trunk road
system.

According io recent statistics®. the Nigerian
road system, which has increased in length by 50%
since the war, comprises 37,000 miles of roads, of
which some 4.000 miles are asphalted. Of the total
5,799 miles are trunk A roads, 6,745 miles trunk B
roads and 24.433 miles secondary or “feeder”
roads?,

The number of motor vehicles has risen steeply
since 195057 as can be seen from the table below.

54 Bulletin Statistique Mensuel du Togo, July 1939

55 “Economic Survey of Nigeria in 1959”; see also “Ni-
geris”, by Vincent W, Hogg in “Road International”, Spe-
cial African Roads Number, 1959-60.

56 These figures are as of 31 March 1938; but much
doubt surrounds the tetal figure. and an expert like V.W.
Hogg has encountered estimates varying between 36,000
and 160,000 miles! This is due to the fact that many
miles of dirt road were built by village communities with-
out subsidy and consequently do not appear in the official
statistics as maintained by any public authority.

57 Comparable figures are not available for the period
prior to 1950. Private vehicles include taxis and land-rovers
owned by private persons or missions, Commercial vehic-
les include trucks and lorries, buses and land-rovers.

It is at present estimated at 50,000 units in round
figures, or, for a population of roughly 33 million.
one vehicle per 660 inhabitants — a sign of under-
development, at least as compared with USA or
Europa8.

Number of vehicles licensed in the 1st quarter
of each year®®

Private Conunercial
1950 e, 6.900 7,300
1953 s 12,300 10,700
1956 coiiiiiiiiiniennes 16,800 16,900
1957 s 22,060 18,070
1958 oo 24,150 17.900

The demand for road transport services in Ni-
geria is determined by the country’s economic struc-
ture. This fact, while true for West Africa in general,
is perhaps more obvious in Nigeria’s case owing to
its size.

Nigeria is primarily an exporter of agricultural
products, such as palm-oil and palm-kernels, ground-
nuts and cocoa. As farms are small and widely
scatiered, the cost of collection is important in
fixing final prices to compete with the export prices
of other countries producing the same primary
commodities.

Transport costs must therefore be kept to a
minimum, in view not only of the actual and poten-
tial competition to be faced but also of the need
for improved transport facilities to cope with the
expansion in domestic industry and trade. Only road
transport can meet this sort of dispersed demand.

Imports are much wider in range than exports®®;
but the goods are distributed in small amounts to
a widely scattered population hence road transport
is the logical mode.

In the large rural areas which produce surplus
crops and market them in neighbouring fowns, short-
distance traffic is carried by road. There is also
heavy long-distance road traffic in foodstuffs from
the north for the towns and villages in the south,
and in kola nuts, yams palm-oil and casava from
south to north®l

The three main indices to traffic growth — vehicle
licences, motor fuel consumption and traffic counts

58 Economic Survey of Nigeria in 1959,

59 Bconomic Survey of Nigeria in 1959.

60 In terms of value, cotton and rayon piece goods and
footwear hold first place (30.6 million pounds). Next come
products like sugar, salt, flour, milk, fish and beer (19.2
million pounds). Cars, bicycles, commercial vehicles and
petroleum account for 18.8 million pounds, and corrugated
sheets and cement for 6.6 million pounds. These figures
are for the year 1958,

61 There is but little doubt that much of this long-dist-
ance traffic has been diverted from the railways, particular-
1y kola nuts and plece goods.
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- all bear witness to a steep increase in use of
roads in recent years. The number of motor vehicles
licensed has increased on average by 129 per annum
since 1953, the rate of increase has, in fact. been
even higher for certain categories (passenger vehic-
les and heavy trucks).

Petrol imports rose from 14 million (imperial)
gallons in 1948 to 33 million gallons in 1953 and
50 million gallons in 1958,

Traffic counts reveal that most road traffic
uses the trunk A roads®? linking the major collection
and distribution centres with the ports. A sample
count conducted at 123 points all over the Federa-
tion showed that the number of vehicles passing
these points had doubled between 1954 and 1958.
Analysis of the figures also revealed that two-thirds
of the vehicles using A roads outside the cities were
trucks, hackney carriages and coaches. If the whole
federal network is taken into consideration, this
traffic is very unevenly distributed, For instance, on
road A 1 Lagos traffic density is something like
7,000 vehicles per day, three-quarters of which are
private cars, taxis, and light commercial vehicles,
whereas on road Al3, near Yashikera in the west
om the Dahomey border, traffic density is about ten
vehicles a day. all of which are probably “mammy"™
wagons.

Increased road traffic has obviously followed
road improvements such as asphalting, strengthen-
ing of bridges etc. The first impetus has often come
from private cars and light commercial vehicles
carrying mainly passengers. Heavy commercial trans-
port usually develops with growing activity at term-
inal points®3,

At the turn of the century, practically all traffic
in Ghana was carried by porters, canoe or hammock
in the forest areas and by pack animal in the sa-
vannah of the north. Goods were taken as far in-
land as possible by steam launch or canoe, then
headloaded by porters or placed in large drums for
rolling along the ground. (Even in the 1920’s this
drum rolling was still very common.)

The first step towards a modern transport sys-
tem in Ghana, as in many other West African territor-
ies, was the construction of a railway, which “made”
Accra and led to the gradual construction of roads
as “feeders” to the railway, which was later extended
northwards along the age-old caravan trade routes.

By 1913, 218 miles of roads had been construc-
ted and some 100 motor vehicles were in use. In

62 These roads are by no means uniform. They vary in
length from 5 to 840 miles and in width from 12 to 22
ft. Surfaces may be either soil. gravel, sprayed asphalt
or pre-mix carpet. They pass through areas of widely
varying population density, ranging from 2 to 1,000 in-
habitants per square mile. (V.W. Hogg. op, cit).

63 Sometimes heavy trucks have been prohibited from
certain roads because of light bridges, but permitted once
these are strengthened. (V.W. Hogg, op. cit).

1921, the great North Road from Kumasi to Tamale
was opened to light seasonal tranmsport. Transport
costs were high, amounting to something like 5/-
per ton/mile.

After the First World War, motorized traffic
steadily increased. and costs fell 3/- per ton/mil:
in 1942 and 1/- in 1930, the number of motor vehic-
les rising in the latter year to 10.000. Since 1925,
a determined effort has been made to apply proper
engineering standards to road construction; 358 mi-
les of road had been completed and 763 miles sur-
veyed by 1932.

The Great Depression more or less halted road
works in the early 30’s, although a major bridge was
constructed over the Pra river at Bopogo and the
asphalt road between Accra and Takoradi completed
in 1935. The so-called “road-gap policy”, under which
no roads could be built parallelling railway tracks
was abandoned in 1938 and existing gaps filled. In
the same yecar, a bridge was built over the Pra at
Prasu and the north road extended to Bolgatanga.
Between 1935 and the outbreak of the Second World
War, 367 miles of road were constructed and 506
miles surveyed. During the war road construction
was suspended, except for a few projects designed
to facilitate the extraction of bauxite for the war
effort.

At the end of the war Ghana had about 6,000
miles of trunk roads, 300 miles of which were
asphalted and about 6,000 miles of secondary roads
and tracks; but the network was in bad condition.
Road traffic had shrunk coensiderably, the number
of wvehicles had fallen to 6,900, and transport
costs had risen to 810 pence a ton/mile. In
the words of one expert “The life of a
vehicle was short, maintenance difficult, and trans-
port operators were reluctant to operate long-
distance schedules, The hazards, delays, discomfort
and expense of passenger travel precluded all except
the most imperative journeys”. The rapidly increas-
ing motor traffic on these inadequate roads speeded
their deterioration; and this led to the adoption in
1950 of a road programme under which 7 million
pounds were to be invested in road improvements
over a period of 10 years. This sum was later in-
creased to 21 million pounds and the period reduced
to 5 years. Road projects to the value of 18 million
pounds were carried out during the 5-year period
ending 1957. This was followed by a consolidated
development programme, under which all gutstand-
ing projects scheduled within the S-vear period were
completed. Under a second development plan, cover-
ing the period 1959-64, a sum of 12} million pounds
is allocated for completing the main trunk road
system.

According to recent statistics, the total trunk
road mileage is 18,663, of which 1,900 miles are
asphalted. Motor traffic has expanded greatly the
annual increase in the number of vehicles being
11-12%. The total, which amounted to 36,696,
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in 1958, is now about 39,000, and transport costs
have fallen to 4-6 pence per ton/mile.

Twenty years ago, Liberia had only one road,
the 27-mile stretch linking Monrovia with Careys-
burg. During the Second World War, this road was
extended to Salala and continued by American troops
a further 86 miles to Ganta. By the end of the fiscal
year 1959, the total length of the Liberian highway
system was (,892 miles, comprising 740 miles (or
392) actually in use, 383 miles (or 20%) still under
construction and 769 miles (or 419%) to be construct-
ed under the approved long-term programme.

The principal aim of the Liberian highway dev-
elopment programme is to open up the country and,
in particular, to serve the domestic markets, or in
other words to provide farm-to-market roads. As a
result, marketing operations have already increased,
particularly in coffee. The next step will be to link
the Liberian network with those of neighbouring
Sierra Leone, Guinea and the Ivory Coast. This point
is dealt with below in connexion with international
" road policies.

The length of roads in Sierra Leone, which had
been 1,739 miles in 1948, had increased to 2,842
miles by 1[957. This development was accompanied
by an even more marked increase in motor traffic,
as shown by the growth in the number of motor
vehicles and in motor fuel importss.

Motor fuel
Cc.nmercial  Private _imports

vehicles  vehicles Total “ga{;g}};;m
1951 426 1.044 1.470 1.6
1952 960 1.258 2,218 1.9
1953 565 1,709 2,674 2.1
1954 1421 1,928 3.349 2.1
1955 2,126 2,005 4,131 3.1
1956 2,497 3,958 6,455 44

The road system of Sierra Leone was primari-
ly designed, to link the ports of Freetown and Port
Loko with Kabala to the north, Bo and Pojehun
to the south and Kailahun on the Liberian border
to the east. The major current road project is the
reconstruction and re-alignment of the Freetown-Bo
road, which entails the laying of a 20-ft asphalt
carpet as far as Taiama, and later on the Bo. In
consequence, all small bridges with a span of 100
ft are to be reconstructed to provide a carriageway
of 20 ft,

Another asphalting project is planned for the
road to Marampa. where the Sierra Leone Develop-
ment Company works high-grade iron ore deposits,
which yield about 1 million tons a year, the ore
being transported by the Company’s own 3°6”-
gauge railway to Pepel on the coast. It will also

64 “Economic Survey of Sierra Leone”, D.T. Jack, 1958.

be necessary to construct a “feeder” road to Bunde-

gu in the Tonkolili district, where new iron ore

deposits are about to be opened up. In that connexion,

the Company proposes to extend its railway into

Tonkolili, but will meanwhile use both the Sierra"
Leone Railway and road transport for moving ma-

terial and equipment to the site of operations.

In the northern district another network is plan-
ned to open up the stock-breeding country; one
branch to the south-east (Mamansu-Sumbaria-Bao-
ma) would shorten the distance by road between
Freetown and the Kono diamond field.

In Gambia, the river itself has always been re-
garded as the country’s principal line of communic.
ation, flowing as it does between the narrow strips
of land that constitute the Protectorate (Bathurst
being a Crown Colony). Indeed, ocean-going vessels
drawing up to 19 ft. can sail upriver to Kuntaur,
and those drawing 12 ft. the whole 176 miles to
Georgetown, while 5-ton launches can pass the Bara-
Kunda Falls in Senegal.

The economy of Gambia is entirely dependent
on a single crop — groundnuts, Hitherto this crop has
been taken by truck to the river wharfs and shipped
thence by water to Bathurst. But the present main
road is in very poor condition, and there is a project
to construct an arterial road using the existing road
base where suitable; this road would run along the
south bank of the Gambia from Bathurst to Mansoh
Konko, where the trans-Gambia highway from Bi-
gnona to Dakar crosses the river.

The development of road transport in West
Africa is one of the most striking features of the
post-war period. Despite the great progress made,
it cannot be pretended that any West African coun-
try as yet possesses a highway system adequate to
its need. One indication of defective standards is
the short average life of, in particular, commercial
vehicles. In Nigeria, for example after the post-war
shortage of new vehicles had been overcome, rte-
placement requirements still remained high: being
569 of all new commercial vehicle registrations in
1936, and never less than 509, at any time since,
Such a state of affairs seem to indicate that the
entire park is replaced about every four years,

Of all motor vehicles in Nigeria in 1955, 86%
were under 5 years old, and of these 299, were
under 1 year, 259%. under 2 years and 17% under
3 years old, only 1% being between 7 and 8 years
old®,

A comparison of the rate of increase in the
number of motor vehicles for certain countrics in
West Africa with that for Great Britain shows an
average rise of 849 for the latier, against about
12, for Nigeria and Ghana. As to vehicle/miles
travelled, the increase is about 6.3%, for Great
Britain, and around 15%, for Nigeria.

65 “Road Transport in Nigeria”, E.K. Hawkins.
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Despite the obvious need for a system of se-
condary roads in West Africa, to serve the domestic
markets, the markedly short average life of motor
vehicles indicates that more improvements on trunk
roads are desirable, even if allowance is made for
the bad effects of poor vehicle maintenance, The
probability is that, with the steady increase in traffic
volume, trunk roads in the most “motorized” West
African countries like Ghana, the lvory Coast and
parts of Nigeria and Senegal will have to be recons-
tructed to higher standards. As the roads improve
traffic density tends to rise and heavier vehicles
appear, making road improvement a continuous
process. Road-building techniques made great strides
since the war (e.g. in regard to soil testing and stab-
ilization, setting of standards, and use of road-building
equipment); but costs have likewise gone up, owing to
mechanized handling processes and a general rise in
wages. Hence the planning of expenditure on infrast-
ructure in general and on roads in particular raises
awkward questions of precedence, as between not
only the various modes of transport but alse the
various road-building standards.

V1. Commercial air transport

No substantial developments took place in air
transport in West Africa until after the Second
World War. Yet some of the characteristic features
of air transport, such as speed, should be of partic-
ular interest to such a vast region, as regards not
only its links with the rest of the world but also
its domestic transport services. Apart from the great
distance, to be covered, there may be little or no
chance of using other modes of transport. owing to
the normally primitive state of road networks and
the widespread lack of railways. Often the very
slowness on other modes of transport in present
conditions may make air transport the only solu-
tion. Air transport has the great technical advantage
that it is unaffected by changing climatic conditions.
Whereas in many areas of West Africa road trans-
port in particular is totally or partially interrupted
and rail transport greatly impeded by rains or floods
during the wet season, and inland water transport
is immobilized during the dry season, air transport
can still continue to serve areas that would otherwise
be cut off from the rest of the country.

Although latent demand for air transport serv-
ices may therefore be regarded as substantial, actual
demand has been greatly restricted by cost. Air
traffic in West Africa was initially confined to pas-
senger transport and the movement of goods of
high unit value or of those demanding speedy trans-
port (e.g. spare parts, certain chemicals etc). The
most marked trend in the development of air trans-
port since has been towards widening the range of

demand to be satisfied. Especially noteworthy has
been the growing importance of air freight, includ-
ing a considrable volume of perishable goods like
frozen meat%¢. This type of transport has been tried
out particularily in former French West Africa;
supplies come from the cattle areas in the Mali
Republic and Niger, the most important centres being
Niamey and the Chad territory in former French
Equatorial Africa, while demand lies in the coastal
areas of the Ivory Coast, Ghana, Togo. Dahomey
and Nigeria. [t is still 100 early to judge the future
of this air traffic which started in 1948 and now
amounts to some 3,000 tons of meat a year carried
by refrigerated planes. Customers are as yet few in
number, and most of the meat for the population
centres in Ghana and Nigeria is still imported by
sed.

Airports in West Africa are classified accord-
ing to the facilities they offer. The highest class (A
or 1) mainly cater for internaticnal long-distance
traffic. The next class takes care of medium-distance
traffic but can be converted to intcrnational stand-
ards, and are often used for coastwise traffic where
other means of transport are difficult or not avail-
able, e.g. in the lagoon area of the Ivory Coasl.
Class C airports (in former French West Africa)
mostly deal with intra-regional traffic, while class D,
the famous “aviation de la brousse” handie only
local, short-distance traffic in “bush” country.

Special services like ambulance work. forest
fire prevention or surveys, e.g. in agriculturs, are
of great and increasing importance; here more and
more use is being made of helicopters, although for
administrative rather than commercial purposes.

Perhaps the most striking aspect of air transport
in West Africa has been that it now servas domestic
demand at rates within the economic reach of the
African population. Reduced air transport rates
have made it possible to by-pass certain stages in
transport development, e.g. in some cases rail or road
transport, the step being direct from primitive trans-
port like porterage. or from no transport at all, to
air transport, in much the same way as from dog-
sleigh to aircraft in Canada.

Nigeria might well be regarded as typical for
air transport development in West Africa. The numb-
er of aircraft landing in the country from abroad
increased from an annual average of 1,883 in 1947-
1949 to 4,118 in the period 1956-58 The number

66 Meat was one of the first products to use air transpo.
and was soon followed by other commodities. after a
general reduction in transport rates. For instance there
appeared an actual demand for air transport for tmports
of citrus fruits and mixed goods and for experts of cotton,
groundnuts, rice, fish and medicinal plants. (See “Co-opera-
tion econcomique franco-africain”. René Hofherr, Paris,

1938}
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of passengers artriving and departing more than
doubled in five years, from just under 26,000 in
1953 to over 56,000 in 1958. The freight carried on
international air routes is still relatively small (335
tons both inwards and outwards in 1958%7),
Domestic air services in Nigeria were operated
by the West African Airways Corp. Limited until
1958, when they were taken over by Nigerian Air-
ways Limited, a private company in which the
Federal Government holds 519 of the shares. The
number of passengers and volume of freight carried
increased rapidly between 1948 and 1957-58:

67 Economic Survey of Nigeria in ]959.

1948/49 1952/53 1957/58
13,813 57,189 73473

Number of passengers ...

Thousand passenger/miles 3,948 15,973 21,797
Tons of mail ............... 156 352 553
Tons of commercial freight 81 720 835

The figures for Ghana are somewhat less com-
prehensive, but the trend is unmistakable. The
number of aircraft arriving rose from 78 in 1947 to
1,953 in 1958. Cargo unloaded reached a monthly
average of 5 metric tons in 1947 and 32 metric tons
in 1958 (39 in January 1959). Monthly averages for
cargo loaded were 4 and 13 metric tons respectively.




Chapter III

THE COST OF TRANSPORT

A. General problem of costs in transport

The function of transport has been described
as “to bridge the time and space gap separating
producer and customer, cither by the movement of
the goods made by the producer (goods transport)
or by the movement of the producer or consumer
himself (passenger transport)’. The more efficient
the transport services are the greater will be the
volume of demand within reach of the producers.
the wider the market and the greater the scope for
specialization among productive resources!.

The most fruitful reductions in the producer-
consumer gap are to be achieved in space and time.
In West Africa, space reductions were originally
preponderant, modern modes of transport being
primarily introduced in order to narrow the gap be-
tween the overseas producers and their sources of
raw materials in West Africa, as most traff.c was
in export goods?, Passenger transport was a gradual
development. However. the situation changed after
the Second World War, with the growth of motor
transport on the highways and domestic air trans.
port. Hence the time element of transport started to
assume more importance in both goods and pas-
senger services — a fact which must be carefully
noted in assessing the special role of transport in
economic development plans. Faster goods transport
services enable industry and trade to economize in
inventories and achieve a faster turnover of stocks.
This is of special importance in West Africa where
one of the most serious bottlenecks in the flow of

1 A M. Milne, “The Economics of Inland Transport™,
pp. 22-23. “Producer-consumer gap” should be understood
fo mean, not just a physical distance measured in miles
or minutes, but an economic distance measured in terms
of cost, Transport improvement is more than a mere tech-
nical change like replacing porterage or canoes by rail
transport or motorized river craft. The aim is not to make
physical changes or to increase transport facilities, but to
reduce transport costs.

2Import traffic also embraced large quantities of raw
materials and producer goods for whose transport the
space element was relatively more important than the time
element.

goods has been, and to some extent still is inadequate
warchouse space and storage facilities. In other
words, with faster services, trade and industry can
finance their activities on a given level at lower
capital cost,

The conventional division of costs into those
which vary with output and those which do not,
needs some qualification when applied to the trans-
port industry. where the real problem is the high
ratio of fixed to variable costs, particwlarly in the
case of the railways. Even if the goods or services
are produced by initially scarce production factors,
the latter’s scarcity is merely relative, being but an
aspect of the degree of utilization of the industry’s
capacity. If the actual volume of production falls
short of its optimum, leaving idle capacity, some of
the production factors may not be scarce at all until
the capacity limit is reached; until then these factors
are in the nature more of “free goods” in general
economic theory than of “economic goods” in the
customary sense.

The important element for a transport industry
in operation is therefore the intermediate technical
optimum, which is attained when the technical equip-
ment and installations are fully employed, in other
words, when the industry is working to capacity.
Until this optimum is reached, the industry will show
excess capacity and what is usually called “increas-
ing return with increasing output”. This situation
must, however, be distinguished from that marked
by an intermittent excess capacity, which is a com-
mon feature in transport, particularly rail transport,
in which the technical optimum is reached only at
peak-traffic times, The effect of additional traffic
on production costs therefore varies according to
when it occurs. If it supervenes during off-peak
periods, it wil mostly boost returns while giving rise
only to “special” transport costs, i.e. costs which do
not arise if the transport operation concerned does
not take place. The acceptance of additional traffic
at peak periods may necessitate new cquipment or
even new installations (double tracks etc.), in other
words, further capital outlay. Total transport costs
then “bound” upwards to a new capacity level the
technical optimum of the industry then naturally
changing to meet the increased capacity.
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The peak-traffic aspect is of particular import-
ance in such conditions as prevail in West Africa.
where seasonal variations in traffic volume are com-
monly aggravated by the predominance of agricultur-
al produce and the problem- of providing sufficient
transport capacity (a legal obligation on the rail-
ways) is further complicated by the existing in-
balance between exports and imports witich has,
however, been less noticeable in recent years. Such
fuctors force the railways to keep enough rolling
stock available to handle peak requirements, although
it may be partly idle during the slack season. Sur-
plus capacity in road transport takes the form of
difficulties in finding return loads. The adoption of
any feasible policy of spreading transport operations
over longer periods to solve this problem will raise
difficultics of storage.

Generally speaking. it may prove convenient to
use terms like “fixed” and “variable™ transport costs,
so long as it is remembered that they are abstract ex-
pressions of a somewhat complicated reality. Certain
costs vary with changes in output and are propor-
tional or regressive depending on whether the relative
progressive changes in cost is the same as, or greater
or less than the corresponding change in output. Other
cost changes occur in “leaps™ or “bounds” {as men-
tioned above) at certain points of change in the velu-
me of production, The technical terms “joint produc-
tion™ and “joint costs’” are much used in the trans-
port industry to denote that certain production factors
or their cost cannot be specifically allocated to one
transport item (because, for example, many scrvices
and installations are used by both passenger and
goods traffic, by both fast and slow trains etc.) The
cost concerned may be either fixed or variable.

Costs can also be divided into en-route costs
and terminal costs. Cost analysis of any transport
operation often shows a high percentage of total
costs to be incurred in loading and other types of
handling (terminal operations), and the trend 1s un-
doubtedly towards an increase in such “ancillary
services” (i.e. services other than actual conveyance
of goods). This problem is of great importance in
West Africa, where natural conditions frequently
complicate handling operations yet great caution has
to be exercised in substituting expensive handling
equipment for relatively cheap manual labour.

B. Pricing of transpor.: rates and fares

To say that the aforementioned ‘‘producer-con-
sumer gap” must be taken as a quantity to be
measured in terms of transport costs and that the
economic function of transport is to minimize this
gap really means that a given transport industry
should be so organized that persons and goods are
conveyed at the lowest possible cost. What the trans-
port undertakings, private or public, are concerned
with is the cost of providing the services demanded.

which 15 of far less interest to the customer or user
than the price charged for the services. This brings
up the “quality-of-service” aspect. Where the choice
lies between two services demanding different uses
of scant resources, the user may find the more
costly actually cheaper if by choosing it he can in
some ways so reduce his production costs, as 10
bring them below the total he would have faced by
choosing the alternative. For instance, where rail
transport costs from station to station are less than
equivalent road transport costs but in tha latter case
door-to-door service may mean savings in t'me,
breakages etc., the higher rate may still be ths better
for the user. As previously stated, demand for a
particular transport service is very often more than
an unqualified demand for passenger/miles or ton/
miles. The most-costly-to-provide-service is not
necessarily identical with the most-costly-to-use!
The application of the “quality-of-service”
criterion depends on the general elasticity of de-
mand. The salient point in transport is whether a
choice of services exists. 1f various modes of trans-
port cperate in & certain area, demand for the
services of one will be affected by the existence of
the others, provided substitution is technically pos-
sible. Thus a rise in railway rates may divert traffic
to road or inland water transport. In industrially
developed countries there is always a variety of
passenger and goods transport services available,
and demand for them is correspondingly varied —
and frequently rather elastic, since one may so readi-
ly replace another. This leads to competition be-
tween the various modes of transport — but more
often competition in quality of service than in rates.

The situation is different in under-developed
countries, where the choice between modes of trans-
port is often extremely restricted, or even non-ex-
istent, Before the advent of road transport, potential
demand from domestic markets could be but scantily
served by the existing mode of transport, viz., rail-
way — at least given the rates charged and the
quality of service offered. Road transport has there-
fore been largely complementary to rail transport
in West Africa, although there is strong competition
on certain routes for certain commodities at certain
periods, due to seasonal variations.

Perhaps the main dfficulty in rate-fixing lies
in the role to be assigned to prime costs (prix de
revient). Should transport charges be based on
“special” transport costs, i.e. those that would be
avoidable if the particular transport operation was
not performed, and if so, in how far could such a po-
licy be applied? Theoretical aspects aside, costs have
tended to assume more importance in rate-fixing in
recenl years, owing both to more refined methods of
allocating costs and to changing conditions on the
transport market; but no attempt has yet been made
to allocate part of the fixed costs to every single trans-
port rate. During the “railway age”, the time when
modern transport was first introduced into West
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Africa, the railways held a virtual monopoly of fast
inland traffic in bulk; but their market position has
since been steadily declining and is now character-
ized by monopolistic competion rather than by pure
monopoly, So long as competition from other modes
of transport was negligible, the railways’ rate fixing
system dominated the transport market. It was a
system closely reflecting the railways’ cost structure,
which is characterized by a high percentage of
fixed costs. Under this system there emerged the so-
called “ad valorem” rates, which were until fairly
recently the main element in railway rate-fixing and
still, though in somewhat“diluted” form, have their
influence in combination with cost elements.

Under the “ad valorem” system, rates are based
on the user’s willingness and ability to pay rather
than on the cost of the service rendered, which usual-
ly means in practice that goods of high unit value
are placed in higher tanff classes than those of low
unit value.

The primary aim of the “ad valorem” system is
of course to meet total costs out of total revenue and
if possible to produce a profit on the whole trans-
action. But, if this result is achieved while certain
rates are not adjusted to “special” costs and some
services are therefore charged at less than cost, then
other services must necessarily have been charged
at more than cost; in other words, something that
might be called “internal subsidization” is taking
place. Motives for this may vary. The decisive argu-
ments have often been strategic or political; but
where economic considerations have prevailed the
intention may have been to promote the creation of
industries in certain areas.

Such “internal subsidization”, both of groups
of commodities and of particnlar transport routes,
by the railways has been very frequent in West
Africa. The situation in former French West Africa
has been summarized as follows? ... The transporta-
tion of costly products for short and middle distances
made up for the lower rates charged for cheap pro-
ducts transported for long distances™. “Internal sub-
sidization” has also been a common feature in the
former or present British territories, although ap-
parently more frequent in West than in East Africa®.
What for all practical purposes happened through-
out West Africa was that bulk transport of agricul-
tural produce for export was subsidized by railway
rates that fell short of “special” costs. Hence goods
of higher unit value, which were more common in
the import trade, had to pay more than their share
of total costs, so that exports were in fact partly
subsidized by imports!

This type of “internal subsidization™ is possible

only if the carrier has something like the comparative

monopoly enjoyed by the railways in bulk transport.
While its adequacy as a policy has been contested.

3 A 74139,
4 Fast Africa Royal Commission Report, 1953-55.

the salient fact is not the subsidy as such but its “in-
ternal” nature, i.e. the fact that it has to be paid for
by all or part of the other traffic. “External™ sub-
sidies coming, not from railway revenues, but from
the State, may be more acceptable and sometimes,
when “opening up” a region, necessary. One example
is the so-called “hirondelle” operation in former
French Equatorial Africa, by which the groundnut
crop from the Niger territory was routed through
Dahomey via the port of Cotonou instead of taking
the shorter and cheaper Nigerian route. This was
done to save foreign exchange, and the rebates
granted were paid out of a compensation fund
financed by a subsidy from the general budget.

The main disadvantages of an “internal sub-
sidization” policy are that real transport costs may
be forgotten and that it may cause waste of eco-
nomic resources. The fact that some traffic pays
more than costs really means an artificial broaden-
ing of the producer-comsumer gap, which it is the
function of transport 40 marrow! The effect of over-
reltance on the “ad valorem” system, for the purpose
of recovering not merely “special” but total costs,
became apparent with the breaking of the railways
transport monopoly on the advent of motorized road
trangport after the First World War. Various modes
of transport, above all road and rail, now offer their
different solutions to the demand for transport servi-
ces. So the user may prefer, for example, a road to
a rail service, even where the former is supplied at
a higher social cost, and road competition may hit
the railways in their most lucrative goods traffic,
leaving them mainly with traffic carried at less than
“special” costs, while subsidized traffic is diverted
to the roads.

The subject of rate-fixing having been treated
in rather general terms above, it may be well at this
point to refer to certain aspects of special relevance
to West Africa,

The previcusly mentioned post-war tendency of
the railways in the region to base their rates on a
modified “ad valorem™ system was a new departure
designed to take more account of “special” costs and
regarded as a necessary adjustment to cope with the
breach in the railways’ monopoly made by the grow-

31t may be recalled that railways in West Africa were
almost invariably built ahead of demand and, at least to
start with, were forced to maintain a rate-level which only
precariously, if at all, allowed them to meet total costs out
of total receipts. One difficulty for some railway systems
was, that they were overburdened with capital. charges. A
case in point was the Nigerian Railways, which were in
1936 released by the Government from their obligation to
meet them on a part of the eastern line, that had never
paid its way. Another important change, concerning the
Railways® administrative status was made in 1956, when
they ceased to be a government department and became a
public corporation (“"Road Transport in Nigeria” by E.K.
Hawkins, Oxford, 1958, pp. 9-10).
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ing road transport business. The impact of growing
road competition was, however, scmewhat softened
by the fact that the post-war period in which it
was more and more strongly fell, also gave birth to
new technigues in railway building and operation
{welded rails, diesel traction), which improved servi-
ces and strengthened the railway’s competitive posi-
tion®. In addition, traffic ‘ncreased comsiderably. so
that operating results were better than before the
war. although this improvement was partly due to
the fact that normal replacements were postponed.

" However, arrears of maintenance and dsvelop-
ment were caught up with and when, for example,
the Nigeriun Railways becamez a public corpora-
ticn in 1956 they already had several prosperous
years benind them®. Freight rates on thes: Rail-
ways changed little during the war, and in 1946 net
earnings were only 15%, above the 1938 figure al-
though traffic had considerably increased. But
average receipts per ten/mile for all freight traffic in-
creased from 2.02d in 1948-49 to 2.85d in 1952-53.
cr by 41% (the rate for groundnuts, which represent-
ed 349 of ali traffic, had doubled). This resulted
in earnings which by 1954-55 had risen to 400%
akove the 1646 level and 5009, above the pre-war
level’. The rate system comprises seven goods classes
with a sharply tapering scale. The ton/mile haul
rate for class 1 items, including local foodstuff, is
32.2d. for a 150-mile haul, but only 1.24d. for a
760-mile haul and 1.1d for a 1,000-mile haul. In
class 7. the highest of the scale, which includes such
iteme as bicycles and kola nuts, the corresponding
ton/mile rates are: 7.33d., and 4.02d. respectively. In
oddition to regular freight rates by class. there are
spicial rates, usually set by zones, for the main
import and export goods as well as for certain
local commodities. The general principle seems to
have been to subsidize cement and fertilizer travel-
ling long distances and local food products at the
expense of expcort goodst,

The former French territorics repeated some of
the experiences of Nigeria and other British terri-
tories, although their rallway capacity was apparently
somewhat more able to cope with war-time traffic.
at least to start with, probably because there was
less total demand for tramsport services. But there
are some indications that at the end of hostilities
total demand (actual and latent) was not met, and
there is no doubt that installations and equipment,
particularly rolling stock. badly needed maintenance
and modernization — so much so in fact that the
expenditure entailed could obviously not be met out
of current receipts, especially when these were be-
ginning to be affected by road competition.

5 See no'e on page 3.
6§ E.K. Hawkins, “Road Transport in Nigeria”. Oxford.
10
P 7 lnternaticnal Bank, Economic Survey of Nigeria.
p. 468, Hawkins. p. 11.
3 [nternational  Bank,
p. 468,

Economic Survey of Nigeria.

This situation scon suggested the need for a
more or less complete revision of the existing tariff
system, i.e, the “ad valorem” system, which in prac-
tice meant an adjustment of rates on the basis of
“special” transport costs. The application of the
new policy in the French territories led to a general
reduction of rates for short and middle distances.
where road competitton was most acute. This re-
sulted in a sert of dissociation of the commercial
prices of goods from the rates charged for their
transport, and eventually in the placing of the more
valuable goods in lower tariff classes than b:fore.
The principle of tapering rates per ton/kilometre
progressively with increasing distance remained. but
took a modified form in practice®.

The modified rate policy presumably con-
tributed to the good financial results obtained afta
its introduction in former French West Africa, al-
though the main contributory factor was the reduced
expend ture achieved by improved equipment and
modernized operation. With the exception of the
Conakry-Niger and the Benin-Niger systems, the
railways in former French West Africa have reachea
the so-called “petir equilibre”, t.e. they have cover-
ed or more than covered their costs. other than
capital costs. Although the rate-fixing system in the
former French territories has generally tended to be
more closely based than before on prime costs, this
trend has not appeared uniformly in all of the
territories. being for instance mor: clearly marked
in West than in Equatorial Africa.

Railway rates — always a factor of pr.mary
importance for the general price level in a country
— have rzmained very low, in the former French
territories compared with changing price levels in the
territories themselves, but not compared with those
obtaining in. say. Nigeria and Ghana (1956):

{Rates in French Frs. (CFA) per passenger/km. or

ton/km.)
Rate AOQF Nigeria Ghana
(Gold Coast}
Lst cl. passenger 4 5.32 4.32
2nd <l. passenger 2 0.75 (.93
Petrol 5.29 307
Cacoa 10.44 4.16 —
Groundnuts 5.11 A7 — 1o

Whereas all railways in West Africa have
served, through their rate-fixing policies, as efficient
instruments of economic development {and served
other purposes — military, political and social — as
well), and have been subjected to various charges
for reasons that were often far from “commercial”

9 Rail e Route au Sénégal”. by B, Kaysen and J.
Tricart, in “Annales de Geographie”, July-August (957,
0% es Economies (d'AQF”, by R. Hofherr, Paris. 1958.
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in the strict sense of the term, road traffic has been
differently placed. As is well known, the cost prob-
lem is not the same for road transport as for the
ri'lways, especially as regards the permanent way.
Again. the road transport industry has no obligation
to accept frzight offzred and need not therefore adapt
its installations and operations to meet pezk traffic
requirements if to do so would be unremunerative.
Whatever its contributions to highway construction
and maintznance,'' they wlll never be a major factor
in the fixing of road haulage rates.

The road transport industry in West Africa is
lurgely composed of one-man or small firms; more-
over, the transport business is often operated in con-
junction with other activities, like produce-buying
or general trade. The smallness of firms reduces
overneads, and vehicles can normally be used to
capacity (or beyond!) even though the problem of
firding return loads may cause some difficulties.
Where road transport rates are based on costs, the
‘ndustry may be considzrably affected by compet-
itive conditions., and this is very much the case in
West Africa.

One major obstacle to an economic assessment
of road transport in the region is the Jack of reliable
f.gures for road haulage costs and receipts. Indeed
very little is known about the rates charged for traffic
on African roads. This mzy be partly due to a
certain reluctance on the part of the hauliers to
divulge this kind of information, lest the tax author-
ities (a5 they suspect) be the sole beneficiaries. Other
factors complcating the assessment for road trans-
port costs are the mixed character of the operations
performed (passenger and goods transport by tne
same vehicle etc.) and non-economic motives, such
as the social prestige connecoted with the ownership
of a motor vehicle. However, experts on transport
in West Africa seem generally agreed that rates in
tne motor transport industry in the region are only
to u limited extent based on true transport costs.
One crucial point here is the question of deprecia-
tion; the difficulty in knowing how this all-important
detail is treated is attributed by one expert (Haw-
kins) to the fact that “the habit of keeping account-
ing records, apart from those of the more rudimentary
kind, has not yet developsd amongst the lorry-owning
community”.

Nigeria s, from the economic point of view,
one of the most important countries in West Africa,
hence not entirely representative, particularly of the
more sparsely populated areas.

However, as road transport rates have been in-
vestigated there more recently, and perhaps more
thorcughly, than in most other territories, data for
Nigeria probably reflect a situation not too different,

Il The mamstay of these contributions will be the tax
on motor fuel, although some of the revenue from this
source may be diverted to other uses than read construc-
tion and maintenance.

qualitatively. from that found in. for example. the
former French territories or Ghana.

Frem the point of view of rates, there is the
usual distinction between passenger and goods
traffic, the latter being sub-divided into: (1), the
carriage of local products, which is to some extent
linked with passenger traffic, and (2) the carriage
of imports and exports,

The rate structure in Nigeria follows a more
stzady pattern than elsewhere. While some of this
stability may be due to the influence of the carriers’
associations. experience from parts of the country
where these are comparatively weak and rates are
nevertheless just about as steady suggests that the
associations’ approach in fact merely reflects the
underlying pattern of supply and demand. 1t also
seems likely that rates are conditioned by the factors
behind demand for this kind of transport rather
than by supply. This market is beyond doubt highly
competitive, hence rate levels are very low, differing
slightly for the three main areas of the country —
being lowest in the west, highest in the east and in-
termediate in the north, where they are affected by
sub-regional traffic with the Chad territory. Pas-
senger rates would prove to be lower than freight
rates if both could be reduced to a common deno-
minator.'?

There is a difference between freight rates for ex-
port-import traffic and those for local traffic: basic-
ally. only the former have a set pattern in Nigeria;
the local freight market is hardly organized at all.
Rates for export products mostly follow the Market-
ing Board’s production pricz schedules, although
it should be obssrved that not all export goods
come under the Marketing Board system. notable
exceptions being tin (mostly moved by rail). timber.
rubber, hides and skins. But the transport of export
goads is not a simple procedure; it takes place in
two main stages, under dfferent conditions affect-
ing the rate levels, The first stage is the collection
of the produce and its transport from the place of
production to the point where the buyer licensed
by the Board takes it over. At this stage rates are
strongly affected by competition; the licensed buyers
are usually able to offer the growers or middlemen
higher prices than the published ones by manipulat-
ing the Board's transport allowances to reduce the
real transport charge. This happens especially in
years when the crop does not come up to expectations
and the buyers compete for their share of the smaller
supply!®. At the second stage, which is the carriage
of the produce to the port of export, the freight
market is highly organized, so that the transport
firms can plan regular services and obtain full loads:
hence it is the most profitable kind of road transport
in Nigeria, and most of the operators specialize in
freight. At peak traffic seasons their mumber is

12 Hawkins. op.cit. p. 70-71.
13 Hawkins, op. cit. p. 73.
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augmented by smaller lorry operators as demand
may require!?. Price levels are based on the Market-
ing Board’s allowances aml are generally somewhat
lower than the rates charged by the small, general-
purpose transport firms, which are mostly owned by
Africans engaged in the first stage of the transport
operation and have to cope with comparatively short
hauls and the difficulty of making up mixed loads
{passengers and freight).

Competition from other modes of transport,
especially the railways but sometimes even Ttiver
transport, affects the rates, particularly in Nigeria
for the groundnut crop, the bulk of which is carried
by rail on the second stage of the journey to the
¢xport ports.

Traffic in local products in Nigeria is definitely
small-scale and shows no clear pattern; bargaining
on prices is the rule rather than the exception, as in
freight traffic. Generally speaking, the ton/mile
rates are much akin to passenger rates, owing mainly
to the possibility of interchanging passenger and
freight space in the types of vehicle commonly used
in local traffic, According to one author, “this
produces a type of discrimination between different
kinds of freight, for goods that are heavy for their
bulk tend to be charged at rates comparable to their
passenger weight equivalent; goods which are bulky
rather than heavy will have to pay a proportionately
greater charge per ton/mile, because they are carried
at the rate that will compensate for the passenger
space given up”'S. Another very important factor in
transport charges, because of the incidence in cost
to the transport firm or vehicle owner, is difference
in road conditions particularly between asphalted
and earth or gravel roads. These differences are
already reflected in the Marketing Board's rates.

High on the list of factors affecting both the
supply of and the demund for transport services in
West Africa, as distinct from many other areas are
seasonal variations. For instance, the number of
transport routes is greatly reduced during the rainy
season through damage to or destruction of road
surfaces, bridges etc. Though mitigated by the intro-
duction of more permanent structures, the effects of
climate still have to e reckoned with throughout
the region.

Everything considered, it seems a reasonable
assumption that the pattern, in road transport rates
in Nigeria has produced an active and well-utilized
transport industry, mainly catering for a local market
and carrying a wide variety of goods in addition
{0 passengers.

The general picture emerging from certain
studies on the road transport industry in former
French territories like Senegal, the Ivory Coast, Chad
and the Ubangi-Shari region, and Togo, although
by no means complete, offers both similurities and
dissimilarities with Nigeria.

14 Hawkins, op. cit. p. 72.
IS Hawkins, op. cit. p. 75.

Most of the French investigators seem to agree
that there is no very firm pattern in the rates charged
by the road transport industry.!® As one expert.l?
referring only to French Equatorial Africa puts it,
“there exisfs, with one tecent exception, nothing
even resembling a tariff”. In his opinion, the very
concept of road transport as a “public service” is
totally absent from the minds of those operating it
in the Chad and Central African Republic. Another
expert describes the situation as such that it is more
or less a practical impossibility for the individual
shipper to obtain exact information as to the rate
he will be charged, as every single transport opera-
thon is assessed separately. Although the conclusion
of the study on the Ivory Coast®® seems to have
been that road transport rates result from competitive
conditions rather than considerations based on cost
of the suppliers of transport services different ten-
dencies may be observed, particularly in territories
where competition is less acute. (The Ivory Coast is
the most “motorized” of the former French terri-
tories). Among these may be mentioned the general
tendency of unit prices to taper off with distance
travelled and the fact that, as in Nigeria and else-
where, rates are affected by costs arising out of road
conditions, including road surfaces, bridges, ferries
etc. For example, rates are always lower in the Chad
than in the Central African Republic, because topo-
graphical conditions and the consequent absence of
bridges, ferries etc. makes it possible to reduce
transport costs by using heavier and larger units.

Where transport rates may be regarded as mainly
conditioned by the relationship beiween supply and
demand, they generally tend, ceteris paribus, to be
higher in the dry than in the rainy season, when
carriers are competing for a drastically reduced
solume of traffic; the dry-season receipts more than
offset higher transport costs caused by unfavourable
conditions in the rainy season.’®

In the former French territories, as well as else-
where, road transport rates are so heavily dependent
on return loads that rates for outward traffic are in-
variably determined by the availability of inward
traffic. This often puts shippers of “secondary”
goods for the return journey in a better bargaining
position than shippers of the “principal” produce.
It also explains the tramsport over great distances
by road of heavy goods of low unit value, which

16'The studies here used are mainly those made by re-
search teams of the Geographical Institute of the Univer-
sity of Strasbourg in Senegal, the Ivory Coast and French
Equatorial Africa; the second of these has not yet come
off the press.

17 Sautter, “Le Chemin-de-fer Bangui-Tschad™, p. 202.

18 Aspects de la Géographie de la Circulation en Cbte
d'Ivoire; the most recent study is “Le Probleme de la
Concurence Rail-Route en Cote d'Ivoire”, Alfred Schwartz,
1960, Strasbourg.

19 Sautter, op. cit., p. 203.
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would in “normal” circumstances constitute standard
radway freight. A typical rcturn-load difficulty ap-
pears in the transport of motor fuel: the tank-cars
used can take no return load, so have to travel empty
in one direction. Several remedies have been tried.
among them trailer-tanks coupled to trucks that can
be Ioaded for the return journey and removable con-
tainers; but neither of these methods can be regarded
as an entirely adequate solution to the problem.

While most traffic moves on the lines described
above, there are certain exceptions, among them
cotton, e.g. in the Central African Republic, where
70% of the traffic is carried by a single company,
“Uniroute” rates are fixed on monopolistic lines,
and there is very little possibility of return traffic.
Another sector where free competition is restricted
is on the Maiduguri (Nigeria)- Fort Lamy line,
where, under an agreement between the agents hand-
ling the transit trade, French vehicles carry part of
the traffic from Maiduguri onwards at rates consider-
ably higher (the traffic is handled by a syndicate)
than these of the Nigerian operators (on average
15d. a ton/mile, as compared with 10d. and only

3.2-3.9d. a ton/mile between Jos and Maiduguri)?d,
owing to higher opcrating costs on the French sides,
mainly caused by the preponderance of north-bound
over south-bound traffic, which reduces rates for re-
turn loads to Jos to as low as 1.5d.-2.0d. a ton/mile.

The volume of freight carried by the road trans-
port industry in the former French territories is of
course strongly affected by the fact, mentioned pre-
viously, that transport of goods and passengers is
largely operated in conjunction with other acqvities
like trade, so that rates that do not cover true cosis
may nevertheless be found acceptable. Another point
to be notex] is that quite substantial traffic is appar-
ently carried more or less “illegally”, i.e. at variance
with the rules and regulations governing passenger
transport; for instance, vehicles not allowed to take
passengers nevertheless do so, making up full Ioads
by accepting passengers as “fret complementaire”
and setting them down mostly at night before arrival
at checking points.2!

20 Hawkins, op. ¢it., p. 76-77; Sautter, op. cir,, p. 204,
21 Sautter, op. cit., p. 199.
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Chapter IV

TRANSPORT POLICIES

A. Investment policies and developmen' plans

The Second World War brought a radical change
in governments’ attitudes towards transport and trans-
port development. Wear-and-tear and inadequate
maintenance during the war left communications
like railways and roads in a run-down state, while
at the same time traffic greatly increased in volume,
The ratio of exports to imports, formely heavily in
favour of the former, tended to shift as a slowly
rising standard of living swelled the flow of goods
from overseas, with corresponding changes in traffic
flows.

As noted above, the growing demand for trans-
vort services led to a marked development of road
transport after the war, accompanied to some ex-
ient by a corresponding expansion of air transport,
particularly in local traffic. But some post-war trans-
oort policics were aimed, first, at rehabilitating and
:mproving existing installations and, secondly, at
sxtending available facilities. The basic emphasis
was on railways and ports, where the worst bottle-
necks occurred and, somewhat later, on the planning
of trunk roads.

Nearly all the earlier projects were part and
parcel of general economic development plans. It was
realized that the expenditure entailed in carrying
them out would be well beyond the resources of
some of the territories. In the case of the railways
in particular, the considerable outlay on infrastructure
contemplated, could not be entirely, or even mainly,
met out of railway budgetary funds.

The general opinion may perhaps be ventured
on these projects that they were somewhat unrealistic,
as regards not only the actual scope of the exten-
sions planned but also thz standards contemplated.
Needs were rather exaggerated in both cases, and
both existing and potential traffic demand mis-
calculated, so that considerable revision of profects
sdopted scon proved unavoidable and no develop-
ment plan was ever applied without substantial de-
partures from the original setting,

In the territories under Fremch administration,
new instruments to meet investment needs were
created in the “Fonds d'investissement pour le dé-
veloppement économique et social des territoires
d'Cutre-mer (FIDES) and the “Caisse Centrale de
la France d'Outre-mer”.

About half of the commitments undertaken by
these institutions during the period 1946-54 were for
transport and communications. Before the first
“FIDES” plan entered into operation, the rehabil'ta-
tion of the transport system of French West Africa
had already started and was being financed out of
special funds,

Under that first “FIDES™ plan, which covered
the period 1947-54, expenditure om infrastructure
amounted to 551% of the total in French West
Africa (and to 33.7% in French Equatorial Africa).
As was siuted ‘n the 1954 report of the “Commission
du Plan des Territoires” introducing a revised trans-
port policy (although onz still within the framework
of “FIDES™, the economies of the various territories
had greatly benefited from improvements in the
transport sector financed through “FIDES”. This
was especially true of port improvements, e.g. at
Abidjan, Dakar and Conakry, and of railway de-
velopment, the outstanding example of which was
the completion in 1954 of the single-track Mossi line
between Bobo-Dioulasso and Ouagadougoun in Upper
Voltal, As regards roads, the main stress was initially
laid on the improvement of the tronk-road system.

“FIDES” was principally maintained out of
grants from the French Metropolitan Government,
but also out of contributions from the various
territorigs, though most of the latter were alse in-
directly provided by the French Treasury in the form
of long-term loans at a rather nominal rate of interest.
Nevertheless, some of the expendiure incurred under
the transport development plans laid rather a heavy
burden on the territories concerned, in particular the
outlay on certain very costly large-scale road projects
which proved cver-ambitious and whose econom'c
impact was certainly not commensurate with their
cost.

The revised approach was not without its con-
sequences for the railways also. Most of the plans
for extending the existing railway systems were
shelved, including that for connecting the Dakar-
Nigzria and the Abidjan-Niger systems. Instead

1 This 225-km line was constructed at a cost of some 16.6
million dollars.
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the stress was laid on dieselization and moderniza-
tion of installations and equipment, especially track
.nd rolling stock, although, as was seen earlier, this
«id not preclude the planning of further railway ex-
.ens_ons in the newly independent countries.

Noteworthy changes in road policy were also
introduced under the second “FIDES™ plan (1954-58).

Experieace having seemed to indicate that heavy
construction and ma.ntenance costs (including the
cost of introducing, not to mention also maintaining,
heavy road machinery) were not offset by correspond-
ing general economic development in the areas
affected, the second “FIDES” plan sharply reduced
expenditure on infrastructure, the proportion falling
to 42.1%, for French West Africa (45.29% for French
Equatorial Africa). The new principle was that pro-
jects involving expenditure on infrastructure should
be approved only if results would show in increased
preduction or in reduced production costs. Road
maintenance was accorded high priority. and a
clearsr picture obtained of road transport costs, and,
‘n particular. of the cffect of better roads on them.
After 1956 much importance was attached to
establishing new ccmmuaicstions in productive areas
by constructing “feeder”™ roads (routes de desserte) to
main arteries, raiflways or trunk roads.

While the “FIDES™ system. which was later
adapted to meet the needs of the newly created
“French Community”. was in a way the backbone

of the transport policy adopted in the territories then
under French administration, other sources of financ-
ing were nevertheless also brought into play.

For example, about 14 million Frs. CFA yearly
came from tha “Fonds d’investissements routiers’,
which was established in 1953 by levying a special
tax of 6 Fr. CFA per litre on petrol and 5.50 Frs.
CFA per litre on gas-oil.

Another source, used in the Ivory Coast until
1656, was the “Fonds du café et du cacao”, which
was created by levying an export duty on coffee and
cocoa in order to provide planters with financial back-
ing for various purposes. Considerable sums were
channelled from this fund to road construction and
improvement. though this was not one of its primary
purposes. An annual total of some 250 million francs
CFA from this source was spent on improving secon-
dary and “feeder” roads in the plantation area.

Transport development has also beem financed
from international sources. For example, the Inter-
national Bank for Reconstruction and Development
lent 7.500 million francs for the dieselization of rail-
way traffic in French West Africa, while 2,500 million
francs came from other banks. The railways them-
selves have also invested some 1,000 million francs
annually on the improvement of way and structures,
and of rolling stock.

Total “FIDES” investntents are shown in the follow
‘ng table:

Investments financed by "FIDES” on local secdons
(*‘Railways™)

Source: “QOutre-mer”. 1958 Unit: millions of French metropolitan francs
French French
Item and financial year(s) West Equatorial
Africa Togo Cameroun Africa Madagascar
First Plan (1948-55):
Pyyment made 14.365 1.032 5.806 3.073 4.423
Second Plan:
Appropriations:
F nancial year 1953-54 1.044 24 96 100 350
" * 1954-55 1.594 24 120 68 438
” 7 1955-56 1.264 99 154 58 420
” " 1956-57 526 23 160 60 372
” T 1557-58 516 304 390 96 458
Totals:
Second Plan at 30.6.58 4.944 474 920 382 2.038
Both Plans at 30.6.58 19.309 1.506 6.726 3.455 6.461

Nigeria had its first development plan in 1946;
this plan was subsequently revised to cover the period
1951-562. The plan examined for the purposes of
this study, however, will be the current plan, which

2 For these plans. see "A Ten-year Plan of Development
and Welfare for Nigeria”. Lagos, 1946, and “Nigeria: Revi-
sed Plan for Development and Wellare, 1951-56.

was first laid down for tha period 1955-60 but later
extended to 1962 inclusive. It is to a large extent
based on the comprehensive report on Nigeria made
in 1954 by the International Bank, entitled “The
Economic Development of Nigeria”.

One of the most siriking features of this latest
development plan for Nigeria is the place given to
rransport. The sums allocated to transport develop-
ment are as follows:
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Million pounds

Roads ......oocoevivvinninninne, 53.7
Railway system ............... 44.7
Walterways and harbours ... 19.7
Civil aviation .................. 24

120.4

This total represents 36% of all appropriations for
Nigeria, which (excluding the Cameroons) amount
to 330.2 million pounds.

Although development planning in Ghana began
as early as 1946, the so-called First Ten-Years Plan
was not adopted until 1950, That Plan was transform-
ed in 1959 into a Five-Year Plan, which will run uatil
1964 inclusive. In it transport and communications
account for about 21% of the total earmarked. Per-
haps the most interesting feature of the ourrent Plan
for the purposes of this study is the change in emphas-
is it represents. In earlier planning, as indicated in
Chapter 11, the railways took first place, the idea
apparently being that they should be expanded as
the country’s basic mode of transport. But under the
new Plan the roads, with 489, of the funds allocated
to them, take precedence of the railways.

B. Co-ordination

Although much used both in transport econo-
mics and in discussions on transport policies, the
term “transport co-ordination™ is apt frequently to
be misinterpreted. In this study it will be assumed
that transport co-ordination should be based on
“economic cost”, as previously defined, so that the
aim of a co-ordination policy might be described as
the provision of transport services of the best obtain-
able quality at the lowest possible “economic cost™.

The kind of “co-ordination” here meant primari-
ly applies to different modes of transport, such as
rail and road. It signifies either the substitution of
services supplied by one mode for services supplied
by another, which is often known as “integration”,
or, where feasible, a division of the transport market
between two competing modes, which is sometimes
called “division of functions”. In principle, both
“integration” and “division of functions™ can be
achieved by voluntary agreements (more frequent in
the former case) or by intervention on the part of the
public authorities (more frequent in the latter case).

Some confusion has at times crept into discus-
sions on transport co-ordination because its historical
background was somewhat special; for they were
confined to economically developed countries during
the specific period of the world economic crisis {the
early 1930°s), and many of the arguments concern-
ing relations between the various modes of transport,
and especially road and rail, make sense only in that
particular setting.

In Sierra Leone a considerable percentage of
total expenditure under development plans has been
allocated to transport or — as it is called — “com-
munications”, Thus, out of total appropriations of
22,438,000 pounds in 1957, a sum of 10,208,000
pounds, or 459%, was earmarked for transport. The
largest share of this sum — slightly over 4 million
pounds — was allocated to roads and bridges, while
railway and harbour development took almost 4
million pounds.

Transport stands high in practically all develop-
ment plans in West Africa. As stated in the “Econo-
mic Survey of Nigeria, 19597, all governments con-
cerned “recognize the fundamental part played by the
transport system in sustaining economic develop-
ment” and the sums devoted to transport in their
development plans “reflect their determination to
secure the maximum expansion of the transport sys-
tem without neglecting the social aspects of develop-
ment such as education”.

The relative parts played by the various modes
of transport in development plans have to be cons-
idered as contributions to general economic develop-
ment rather than to particular industrial projects. In
other words, one of the aims is the promotion of an
integrated system of transport by means such as what
is commonly called “co-ordination of transpoct”.

of transport

There are many important changes in the gene-
ral picture when the question discussed is transport
co-ordination in an under-developed country; for then
the very sense of the term broadens. One salient
feature is that there is no over-supply of transport
services in general, and little or none even in regard
to specific modes of transport, like rail or road. Yet
this does not mean that no competition for traffic
exists in under-developed areas. On the contrary,
competition is, or has often been, very acute in West
Africa, even though parallelled by an overall deficien-
cy of transport facilities and services for which there
is a potential demand.

In view of that fact, it is necessary not only to
consider the best use of existing facilities — the
pattern for which might down the years have become
rather rigid in economically developed countries -—
but also to plan for an expanding transport system.
Here, while overhead charges in general and track
costs in particular, lose none of their importance,
investment policy comes to the fore and special
attention must be devoted to (1) alternative forms
of investment and (2) standards. Not a few of the
mistakes made in the past were connected with the
latter factor. For instance, the adoption of too high
standards for way and structures or of an over-costly
employment policy (e.g. in regard to pensions — a
method often used in former colonial territories to
appease personnel from the mother country), makes
for over-capitalization of the industry. Examples of
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this can be found in earlier West African develop-
ment plans. The first post-war plans for railway
development in Ghana were out of all proportion to
the country’s economic resources, and the same can
be said of the highway programmes under the first
two “FIDES” plans, which seem to have been justi-
fied ncither by the demands of existing traffic nor
by any reasonably foreseeable growth.

Although transport co-ordination in our present
context is principally of interest as applied to two or
more different modes of transport, it also has a cert-
ain application within the framework of a single
mode. For example, a kind of international co-ordina-
tion botwesn neighbouring countries can be envisag-
ed in regard to railway gauges, coupling and braking
systems, rolling stock etc.? As to road transport, the
international adoption of the same or similar stand-
ards for road bhuilding and maintenance may also be
considered a form of “co-ordination of transport”.

1. Transport co-ordination in West Africa

As in most under-developed regions, the em-
phasis in transport co-ordination policies in West
Africa is on the investment sector. Hence, the tran-
port system mmnst be regarded as a whole and the
investment nceds of the various modes of transport
or the various transport industries must be judged
in this general context: ie. not only must maintenance
and improvement requirements be compared for all
exisiing modes but the prospects for expanding the
transport system through each must be assessed, the
general aim being to reduce transport cost and to
mmprove quality of service.

Among the most important long-term problems
in the West African region are the establishment of
priorities for investments designed to expand and
diversify the existing transport systems and, above
all, general relations between road and rail transport.
But past investments in the transport indusiries also
raise problems regarding the co-ordination of servi-
ces with a view 1o promoting economic development.

The first question to be considered in that con-
text is competition. When co-ordination policies were
originally adopted in Europe in the 1930%, the princi-
pal aim was to find ways and means of defending
the railways, financially shaken as they were by ibe
world economnic crisis, against competition from road
transport, the general impression being that there was
an over-supply of transport services. Though there
has never been any over-supply in West Africa,
there was a certain tendency at government level
(logically supported by railway administrations), when
road transport first assumed an economic role, to

3 Undear this type of co-ordination would come, for ins-
tance, the agreements sponsored by the Imternational Union
of Railways, and the decision taken by the African railways
at the Central and South African Transport Conference
(Ilohannesburg, 1950) to adopt the 1.067 metre gauge.

regard roads merely as “feeders” to the railways.
This attitude also led to the adoption of similar mea-
sures for defending the volume and value of railway
traffic to those adopted in Europe, Among these
measures was the policy adopted in Ghana (and
abandoned only in 1938), of preventing road compe-
tition with the railways by deliberately leaving “gaps™
at strategic points in the main road system. In the
former French territories and in Togo there are cases
of roads linking places already provided with railway
connexions being left in a technically inadequate
state of maintenance.

Control of road transport exercised fo serve the
interests of the railways is certainly not usnknown
in West Africa. It has been practised, for instance,
in Sierra Leone, the Ivory Coast and Ghana. In the
last-named of these, it would appear that a consist-
ent effort made to preserve the cocoa traffic for the
railways led to the closing of the port of Takoradi
to trucks. Very recently (1 July 1960) in the same
country, too, the transport of timber by truck was
prohibited wherever rail transport was available, al-
though this was done for road safety reasons as well
as out of the desire to protect the railways from what
was deemed uneconomic competition. In Nigeria, the
Motor Traffic Licensing Ordinance of 1947 establish-
ed a Motor Traffic Licensing Board with power to
limit the entry of commercial motor vehicles, though
owing to a new attitude to cormpetition on the part
of the public authorities, this power has not so far
been exercised.?

II. Competiton between road and rail

There is litle doubt that road and rail compete
in the West African transpori market, and that com-
petition from road transport has affected the volume
of and receipts from railway passenger and freight
traffic. But to assess accurately the magnitude of this
competition is no easy matter. In the first place, few
statistical data are as yet available on the growth of
road traffic, so that calculations have to be based on
estimates. Secondly. the substantial rise in the number
of persons and in the amount of freight carried by
road, hence in passenger/miles and ton/miles per-
formed, obviously does not all represent a net deduc-
tion from railway traffic but may represent new
traffic or even “feeder” traffic to the railways! Nor
does all competition occur between road and rail;
there is some between rail and river traffic (and
between a rail-river combination on one side and
rail traffic on the other), for instance in Sierra Leone
and Nigeria, and it is often very keen between road
carriers, as for example in Senegal.

The impact of road competition can best be
assessed in Nigeria, as more comprehensive figures
are available for that country than for others in the
region.

4 Gilbert Walker, “Report on Transport in Nigeria™.
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According to a description’ -of the respective
roles of road and rail transport in Nigeria before
the upsurge of road transport and competition, the
railways handled most of the inter-regional traific,
forming the main economic link between the regions,
while rcad transport provided the bulk of the trans-
port services within weach of the three principal
regions, north, east and west. This was especially
true in the east and west, where the road transport
industry operated more or less independently of the
railways, whereas in the north road services primari-
ly acted as “feeders” to the railways, one of their
main functions being in fact to move the groundnut
crop to the railheads, thus serving the export trade,
and another to distribute import goods from the
railheads, whither they came by rail from the ports.
Produce from the farms and villages is collected by
road transport (where primitive transport is not
used); but here there is no element of competition.

In the two southern provinces, however, where
on average distances are much shorter, road/rail
competition tended to be keen at a comparatively
early stage. The principal goods involved were cocoa
and palm products, considerable quantities of which
were deflected from the railways in the early 1950°s.
since when road competition has grown steadily with
increasing “motorization”.

One sign of the effect of this competition is
naturally the decline in the railways’ share of total
traffic — a decline that is more noticeable when the
volume of traffic is expanding. The following figures
for Nigeria indicate the drop in the railways’ share
of import-export traffic passing through Apapa and
Port Harcourt (“Economic Survey of Nigeria in
1959%):

Percentage of traffic handled by Railway
(balance handled by road vehicles)

194849 1952-53 1957-58 1958-59
Apapa (Lagos)

Imports 92 75 64 514

Exports 94 86 691 671
Port Harcourt

Imports 91 73 513 401

Exports 98 97 72 691

In absolute figures, the railways carried only
233,600 tons of import goods from Apapa in 1958-59,
as compared with 267,000 tons in 1957-58. The
total quantity of goods entering through Apapa was
453,000 tons in 1958-59, as compared with 417,000
tons in 1957-58. So the railways’® role as the export-
import trade carrier diminished in both relative and
absclute terms. However, during the period 1947-48
to 1957-58 revenue-earning freight increased, by over
509,, to about 2 million tons and the number of
passengers carried rose from 6,600,000 to nearly

SAR. Prest & LG. Stewart. “The National Income of
Nigeria, 1950-517, H.M.8.0.,, 1953,

7.900,000, indicating the growing importance of dom-
estic traffic for the Nigerian Railways.®

Road competition in Nigeria can however be
more closely evaluated than from fhe above-meation-
ed global figures.

The following changes in the volume of and
revenue from some “strategic” groups of commodities
important in rail traffic took place in the period
1956-59:

Commodities 1956/57 1957758 1958759
Tonnage
Kola nuts ...... 50,091 60,862 36,734
Motor Vehicles
and spares .., 7.400 4,873 4,996
Piece-goods ...... 23,710 29,251 22,468
Cement ......... 129,185 127,108 110.657
Hardware ...... 63.768 79,680 64,956
Paim-oil, kernels.
ete. ... 28,000 21.712 15.587
. . Revenpe
Kola nuts ...... 589,341 715,356 432,118
Motor Vehicles
and spares ... 128,088 106,760 97,686
Piece-goods ...... 274,235 342,707 265,524
Cement ......... 511,235 495,370 431,932
Hardware ...... 472,864 561,454 496,924
Palm-oil, kernels,
etc. ... 23.882 25.836 19,738

The above figures show a marked decrease in
tonnage for all commodities from 1957-58 1o 1958-59.
with a corresponding shrinkage of railway incoms.
Of special note here is the diversion of kola-nut and
piece-goods traffic from the railways.

The diversion of the former started late in 1958,
It is a lucrative kind of traffic; but hardly to be
depended upon to stick to a particular mode of
transport. Kola nuts are harvested in the western
region, where distances to railheads are great, and
the consumption centres are in the north. So, when
railway rates were raised for a wide range of com-
modities from 1 July 1958, the effect on the koia-nut
traffic was instantaneous. The change was particular-
ly distasteful to the railways, as the long-distance
(up to 800 miles) kola-nul traffic was highly remune-
rative. Hence railway rates were lowered by 37%
from 1 Japnuary 1959 and the railways’ kola-nut
traffic partly recovered, whercupon road carriers
shifted to the transport of piece-goods and motor
vehicles, which suited them admirably, as they could
get groundnuts as return loads from the porth.

6 *Economic Survey of Nigeria in 1959, See also the
reference in the “Fourth Annual Report” of the Nigerian
Ports Authority (vear ended 31 March 1959) to the large
number of road vehicles bearing northern registration plates.
The lorries on being off-loaded moved across to the import
transit sheds for return lgads to the north., This meant, of
course, long-distance traffic competing with the railways!
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The railways recouped some of their losses in
the transport of motor vehicles by reducing their
rates from 19 January 1959; but they were faced
with a problem not only of cost but of quality of
service, since the road carriers offered door-to-door
delivery and were, in addition, heavily backed by
the car importers.

Trends in the development of the piece-goods
traffic, in terms of tonnage and revenue, were as
follows :

Tonnage Revenue

1.4.58-30.6.58 4,244 47,478
1.6.58-30.9.58 5,858 69,620
1.9.58-31.12.58 (Chrismas seasaon) 7,529 91,868
1.1,59-31.3.59 4,789 56,367
1.4.59-30.6.59 2,935 32,181

Piece-goods are easily damaged by rain or by
dust thrown up by laterite roads, hence are not basic-
ally suitable for long-distance carriage by road. But
the carriers introduced covered trucks which could
be securely locked against theft and damage, and
the railways had to resort to new rate policies in
order to remedy this situation.

Transport statistics for Ghana do not indicate
strong toad competition so clearly as those for
Nigeria. Since the resumption of more or less normal
conditions after the war, traffic volume has under-
gone no radical changes, although there has been a
definite rise in total demand for transpont services.
Passenger traffic, after remaining rather static for
years, rose by 349 between 1958 and 1959. The
rise in freight traffic was negligible; but a rise of
4.6% in the average length of haul increased total
ton/miles from 183 to 193 million.?

Road traffic increased, particularly in the south
and above all in the Accra area. This increased ufili-
zation of the roads, which was also noticeable in
the Kumasi area, must have spelt competition for
the railways, as is shown by the increased average
length of haul for railway freight. Certain commodi-
ties, like petroleum and petroleum products, seem
to have been almost totally diverted to the roads.
Most of the goods transported on the Ghana Rail-
ways are, in terms of weight. typical railway goods.
Timber has taken over the first place formerly held
by manganese ore. But road competition for timber
transport grew rapidly until the regulation prohibit-
ing it (mentioned above) came into force in July 1960,
In the cocoa traffic, road competition was also keen.
The volume transported by the railways decreased
from 17,000 tons in 1949-50 to 13,000 tons in 1957-58;
but these figures are also affected by the size of the
crop, and last year’s bumper crop, for example, con-

7"Economic Survey of Ghana in (959", The monthly
average number of passenger journeys was 436,000 in 1948-
49 and 432,000 in 1957-38, although a peak of 57(,000
was reached in 1952-53 and a “low™ of 389,000 in 1953-54.

siderably increased the volume carried by the rail-
ways.

The Ghana Railway’s main problem lies in the
fact that the principal commodities move north-south,
while hauls in the opposite direction tend to be emp-
ty. Measures to remedy this situation will be discuss-
ed later in another connexion.

In Sierra Leone, the tonnage of export goods
{excluding iron ore, for which special transport
arrangements are provided) carried by the railways
has declined since 1952. This trend has been partly
offset by steady increase since the war in the tonn-
age of import goods carried. Furthermore, imports
nowadays exceed exports in volume, whereas the
opposite used to be the case, This change is rather
symptomatic for West Africa: in Sierra Leone, for
example, exports totalled 76,000 and imports
22,000 tons in 1947, but these figures had
changed to 40,000 and 78,000 tons respectively by
1956. Exports consist exclusively of agricultural
products and minerals, i.e. typical bulk commodities
for transport by rail; in these circumstances, it is
of interest to note that the Sierra Leone Railway’s
share in total exports of agricultural produce (mainly
palm kernels) has been steadily decreasing since
1951, In that year the Railway’s share was still
68.2%: but it had dropped to a mere 29.9% by
1956. The correspending drop in tonnage was from
65,100 tons to 21,200 tons. (In palm kernels alone
the Railway’s share declined from 54.19, in 1951
to 17.7% in 1956.) Even allowing for some contribu-
tion by river transport to this trend. the main cause
was undoubtedly competition from road carriers.?

In former French West Africa, the growth of
road traffic since the war has also contained a strong
element of competition, although undoubtedly much
of the growth was attributable to new traffic emerg-
ing from a formerly latent demand which could not
be met by rail transport.

As previously stated, the Ivory Coast and the
Dakar area are the most “motorized” parts of the
former French West African territories. In 1955 a
thorough study of transport in the Ivory Coast®
was made, the conclusions of which permitted an
assessment of later developments in road traffic. Of
special interest here from the point of view of com-
petition with the railways is the fact that in 1957
the volume of long-distance traffic carried on the
country’s highways amounied to 160 million ton/
kilometres. Thig traffic consisted mainly of exports
and imports via the port of Abidjan. The heaviest
traffic (300,000 tons a year) is carried on the Abidjan-
N’Douci section: next comes a stretch of 260 km. with
a traffic load of 130,000-200.000 tons, the N'Douci-

8D.T. Jack, “Economic Survey of Sierra Leone”, 19358,

9 This study was conducted by a mission from the
“Institur de Géographie de I'Université de Strasbourg”, led
by Professor J. Tricart. The same Institute also conducted
agther field studies in Sénégal and Togolund. and on the
Niger river traffic.
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Toumoedi-Yamoussoukro section of which, although
not entirely asphalted, carries over 150,000 tons
yearly, About 680 km of roads carry some 50,000-
100,000 tons a year. This traffic does not include
goods moved locally, such as live animals, dried fish,
kola nuts, gravel and stones, foodstuffs efc., all of
which are transported by rail.'®

The rapid and spectacular growth of road traffic
in the Ivory Coast has not been without its impact
on rail traffic volume and income. The following
table indicates trends:

Passenger Traffic Freight Traffic

Year Number  Passenger
Passengers kms. Tons Ton/kms
(in 1,000) (in 1.000)
1954 1.409 164,005 448 131,979
1955 1,362 142,736 430 132,458
1956 1,147 117.37L 452 145,572
1957 301 93,892 415 139,223

Despite the extension of the system by the 350
km of the Mossi sector, there was a steady decline
m passenger traffic. Although the country’s peneral
gconomic development had made strides during the
period in question, goods traffic remained static. It
was obvious that much ground had been gained by
road transport.

Analysis of diverted traffic shows that it mostly
arose between the main population and trade centres.

A somewhat special case as regards road-rail
competition in West Africa is the groundnut trade.
While the railways might normally be expected to
have the user’s preference in this traffic, except
where flexibility is the main desideratum, the fact
is that most buyers and shippers of groundnuts pre-
fer road transport, because of the opportunities for
extra profit from other business done in conjunction
with their main line in groundnuts. This situation is
especially noticeable in Senegal, though there the case
is somewhat extreme because of the predominance
of groundnuts in the country’s production and trans-
port. There was a fairly typical year when the rail-
way carried about 335,000 tons and about 200,000
tons went by road. The annual freight capacity of

10 This local traffic on the Abidjan-Niger railway show-
ed the following changes (in 1,000 tons):

1956 1957 1958 1959 (estimated)

Live animals 15.0 174 17.2 15.8
Gravel, stone 96.7 81.2 679 1040
Kola nuts 6.3 6.3 74 3.0

These figures indicate a certain stagnation, except for
gravel and stones, a commodity not likely to be transport-
od by private road hauliers except under special contract.
The other commodities here listed are all very likely to
be diverted from the railways in certain circumstances,

the Dakar-Niger railway was then something like
900,000 tons; hence although, apart from *“feeder”
services to railheads, soms of the groundnut traffic
obviously had to be carried by road in the absence
of rail connexions, the railway could clearly have
carried far more than it did. Presumably about 2,000
trucks owned by the trade or, to a lesser extent, by
professional road carriers shared the 200,000 tons
among them i.e. at an average load of not more than
2 tons per truck per trip hardly & very remunerative
operation! The average distance seems to have been
about 100 km.; but occasionally distances of 200 km.
or more were reached.

The costs of the competing modes of transport
arc naturally affected by the availability of return
loads. In this respect rail transport is usually more
balanced than road transport, particularly in Senegal,
where the transport of phosphates on the Dakar-
Niger system, tends to counterbalance the seasonal
movements of groundnuts. In the case of road trans-
port, the utilization factor is rather low; for instance.
the yearly average truck-load on the Kaolack-Dakar
road does not exceed 409,.

In Togo, there is strong evidence of road-rail
competition. In terms of tons carried, the railways
suffered a steady decline from 1953, when the volume
reached 153.432 tons, to 1959, when the figure was
a mere 72,400 tons. (A slight recovery took place in
1956-57.) There was also a drop in ton/kilometres
over the same peried, from 11.59 million to 7.00
million. But not ail of this decrease reflects diverted
traffic; for example, the cessation of cocoa shipments
from Ghana via the wharf at Lomé accounted for
a drop of some 10,000 tons.

The number of passengers carried in Togo dec-
lined steeply from somewhat over 2 million in 1954
to just over 11 million in 1955, but has since steadi-
ly increased, reaching a new record figure of 2,182,877
in 1959. The passenger/km. figure dropped from 73.2
million in 1954 (the previous peak was 73 million
in 1953) to 55.8 million in 1955. A continuous rise
thereafter, although less marked than the increase
in number of passengers carried, brought the figure
to 82.4 million in 1959. While this recovery was part-
ly due to changes in operating methods and to the
introduction of better rolling stock, the main reason
was the unusual resistance passenger transport in
Togo put up to road competition, being a typical
kind of “mixed transport”, i.e. transport combined
with petty trade.!!

111t is characteristic -of this kind of traffic that the average
journey is only 37 km. but the number of journeys great.
The traffic is carried by “trains marchés” at very low tariffs.
As the roads in the south are usually in a very poor state
of maintenance, some types of goods, like sugar, may be
damaged by road transport, so the train is preferred.
Frequent stops also make petty trading possible at inter-
mediate stations. Revenue from such traffic exceeds that
from goods traffic, being e.g. in 1957 (in 1,000 Frs. CFA)
148,960 for the former, as against 52,442 for the latter.
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The Togo railways still carry most bulk goods,
like limestone, cement and non-perishable foodstuffs,
as also nearly all the cotton crop and petroleum
products. But the situation is different for coffee,
cocoa and copra, which have been largely diverted
to road transport. According to some sources, trad-
ing firms forward two-thirds of their gemeral met-
chandise by road.

As the commodities competed for by road trans-
port generally belong to the higher rail tariff classes,
the effect of their diversion on railway receipts tends
to be more serious than the mare reduction in tonnage
would suggest. Togo railway receipts reached a
peak of 250.9 million CFA francs in 1954, dropped
to 171.3 in 1955, and recovered to 247 million in
1959. But this latter result, which was obtained by
a variety of means!?, may not be repeated; recent
developments suggest a certain stagnation in railway
receipts.

Before any attempt is made to explain how the
road-rail competition in West Africa described above
has affected the transport policies pursued by the
raflway administrations and led, inrer alia, to the
adoption of “transport co-ordination” measures, it
may be well to make some reference to one of the
factors behind that competition, namely user’s reasons
for his choice of a particular mode of transport.

IIl. User's choice between rail and road transport

The predominance of bulk goods of low unit
value in West Africa’s export-import trade, which has
been frequently referred to above, would a priori
make the railways the user’s preferred mode of trans-
port. And this might be largely true to-day, were it
not that rail transport is not everywherg available and
that rising standards of living have brought a marked
tendency towards diversification, particularly in re-
gard to import goods, which have tended to grow
in volume as compared with exports.

The attractions of road transport in West Africa
are to some extent the same as elsewhere, among
the most important being its flexibility, in the pure-
ly physical sense, and its adaptability to the individual
user’s requirements.

During the post-war years the railways display-
ed a certain inability to cope with the traffic offered,
and serious bottlenecks due to shortage of locomo-
tive and rolling stock occurred in practically all
territorics, British as well as French. By the time
modernization and reorganization of the railway had
remedied this situation, some traffic had been more or
less permanently diverted from the railways, (The 10-
ton minimum load requirement introduced by certain
railway systems for import goods may also have
proved difficult for smaller firms to meet and led
them to use road transport instead.)

IZ Inter alia, reduction of personnel, better rolling stock,
improved operation, efc.

The main attraction of road transport in West
Africa, however, lies in the very nature of the re-
gion’s domestic trade — a typical trade-transport,
combination that is best served by road transport,
which can reach practically every corner of the coun-
try. The 3-ton or 5-ton truck (the laster now more
common), operating as both bus and truck, conveys
the African trader over hundreds of miles, where he
was formerly limited to 10-20 miles, while at the
same time the weight of freight which can be moved
from one domestic market to another has risen from
pounds to tons (G. Walker). The possibility of subs-
tituting passengers for freight or vice-versa, is a ty-
pical feature of outstanding importance for West
African road transport, making it more adaptable to
changing demand than rail transport could ever be.

Another feature of road, as distinot from rail
transport is that it caters for small consignments.
Whereas as previously stated, the West African ex-
port trade is still concentrated on bulk transport, the
trend, with growing diversification, in imports is a-
way from beavy building materials and machinery
towards general goods, for which road transport may
be preferred to rail. Local goods traffic generally
moves in small quantities, so that breaking of bulk
is important and there is a need for small transport
units. For such trade the small utility vehicle is ad-
mirably suited it is “able to bring in the products
from the farms adjacent to thousands of miles of
“bush roads” in the country ...... ” (Hawkins).

Avoidance of transloading is another feature in
which for quality of service road transport will bear
comparison with rail transport. (Even if the railways
provide door-to-door service, transloading cannot be
avoided.) This factor assumes more importance than
usuzal in West Africa. where freight handling is most-
ly poor owing to lack of equipment and skill, and
there is also considerable risk of pilfering and tam-
pering with loads, In addition uninterrupted transport
may eliminate damage due to inadequate storage
facilities, and possibly reduce packaging costs by
enabling lighter materials to be used.

It should however be observed that, whereas
there is little risk of breakage of goods carried by
road in countries with a medern network of well-
surfaced highways, the same may not apply to re-
gions like West Africa, where road surfaces are gene-
rally rough and poorly maintained.

Some commodities may take ill to transport
under such conditions (e.g. lump sugar); and for them
rail transport may be better in quality of service.

Speed of transport measured in total transport
time — especially on a year-round basis — may not
always work out in favour of road, as against rail
transport in West Africa. For the railways are less
influenced by seasonal variations and weather condi-
tions generally than most highways, and less subject
to total “wash-out” or flooding. Even in the maifter
of local bottlenecks and hold-ups road transport may
be at a disadvantage as the railways still enjoy priori-
ty of passage over many strategically located bridges.
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Although competition between road and rail in
West Africa is confined, as in most other regions, to
the sphere of “quality of service”, in the widest sen-
se of the term, direct price competition is by no means
unknown. and frequently assumes proportions of
serious economic moment to the modes of transport
concerned. Wherever any distinct tariff pattern is to
be observed in the road transport industry —— and this
is certainly not the case in local transport, where
rates appear to be the result of bargaining — the
rates are based on railway rates, and thus reflect not
so much true transport costs as the competitive situa-
tion. The rule seems therefore to be that, where no
competition exists. road carriers apply roughly the
same rates as the railways. or use their rates as a
guide. Rail rates are nowadays based rather on costs
than on “what the traffic will bear”; where this is
not the case, the road carriers are likely to adopt a
lower rate level.

There is fairly general agreement today that any
measures taken to co-ordinate rail and road transport
services for the purpose of sharing the transport
market must be based on the principle of real trans-
port costs. But such a policy will be very difficult
to apply in West Africa, particularly in view of the
widely varied nature of transport operations there and
of the scant correlation betwoen road transport rates
and real transport costs. This is not to say. however,
that a better balance could not be struck between
road and rail transport, if the road carriers applied
better commercial principles, including true cost ac-
counting, and the railways adopted the various measu-
res outlined in the next section, with the possible
support of the public authorities in the general inter-
est of transport co-ordination.

IV. Railway policies and road competition

Although sometimes barely able to compete with
road transport in quality of service (yet, as will be
seen below, far from lacking the means to do so),
the railways tend to react quickly to direct price
competition, particularly for medium-distance or
long-distance high+tariff goods traffic, instances of
which have occurred in West Africa since the war —
rather extensively indeed, in the three main “railway”
countries: Nigeria, Ghana and the Ivory Coast.

The previously noted considerable diversion of
kola nuts, piece-goods and motor vehichss from rail
to road tramsport in Nigeria, affecting as it did high-
grade goods and long-distance traffic, was a double
loss to the Nigerian Railways. The general view was
that the diversion was provoked by the raising of
railway tariffs in 1958. The then management of the
Nigerian Railways certainly to some extent misjudg-
ed the situation in assuming that rising expenditure
due to increased wages and salaries could be offset
by increasing tariffs. Although a high proportion of
railway traffic was not affected by the increases and
in some cases little or no diversion of traffic to road

transport took place, there were nevertheless many
marginal sectors in which there was an immediate
and substantial loss, gross revenue declining by
about 1 million pounds. Quicker door-to-door service
by road may have been one factor in this situation;
but cheaper road rates were another. The pressure
was such that railway freight rates were reduced to
about the same as road transport rates for kola nuts.
sugar and piece-goods in the “up”™ direction, and for
groundnuts, groundnut oil and cotton lint (all faken
as return freight by road carriers) in the “down” direc-
tion!*. While the full results of this action are not
yet known, therc is no doubt that the general trend
of diversion of these products to road transport has
been halted and that some traffic has been recovered.

The above-mentioned experience of the Nigerian
Railways, however, indicated certain defects inherent
in the tariff system. which has since been re-
viewed, It was found. for example, that 22.1% of
all traffic was carried by the Railways at a loss.
3289, at cost, and 45.19% at a profit; in other words
the Railways were stit! largely using the ad valoreum
rate system!

Assuming an average vehicle “life” of 3 yearss.
an annual mileage of 49,000 miles and average load
of 7 tons (making 343,000 ton/miles), the total cost
of transport by road per ton/mile. excluding mainte-
nance costs and any contribution to road construc-
tion costs. was worked out at 4.42d by the railways
administration, which thereby arrived at the follow-
ing comparative figures for true costs:

Cost per Miles L
ton/ mile S0 100 200 300 400 700 R00Q
Rail 1453 777 439 328 270 157 L1.75

Road 442 442 442 442 442 442 442

In regard  to passenger traffic, the same admi-
nistration considers the 3rd-class fares charged to be
uneconomical under 150 miles and profitable only
over 400 miles. This kind of traffic shows wide varia-
tions in density according to season and sector.

Although the Nigerian Railways have had some
success with the latest tariff revisions and may still
have more, particularly by going on to rationalize
equipment and operations, the administration holds
to the view that direct co-ordination measures must
be applied, for the primary purpose of securing, at
remunerative rates. most of the additional traffic
created by an expanding economy.

Road transport has developed steadily in Ghana,
particularly southern Ghana, since the war, and
some of the growth has no doubt taken place at the
expense of the railways: but it is somewhat difficult
to make an accurate estimate of the extent of com-

13 Nigerian Railways Corporation, Report and Accounts
for the year ended 31 March 1959, The six commodities
mentiened accounted for 30% of total freight revenue.
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petition. The number of motor vehicles at the end
of 1959 was 40,409, which meant an increase of 10.99
over 1958 — a considerable advance over the pre-
vious year’s increase of only 3.4%,. While the greatest
increase was noted in the Accra area, traffic density
rose steeply in the Kumasi-Konongo road section
also; but the Takoradi area showed only a slight rise
(some 6°5).

This growth in motor traffic was accompanied
by a substantial rise in total demand for transport
services. the railways benefiting accordingly, and
even enjoying comparative prosperily again after the
rather poor previous season; their share of the sur-
plus from rail and harbour operations rose from
174,000 pounds (before appropriations for renewals)
in 1957-58 to 735.000 pounds in 1958-59, thanks to
a rise of 649,000 pounds in receipts and a reduction
of 92,000 pounds in operaling expenses.

The previous year’s mediocre results were large-
ly attributable to the failure of the cocoa crop, the
revenue from which was 28.729%, bzlow the estimates.
Revenue from manganese ore was also disappointing,
falling short of the estimates by 8.09%: but even
more disturbing element was the drop of 12.72% in
general freight receipts, possibly traceable to road
competition.

Although passenger traffic rose by 3.49% and
goods traffic by 4.69 last year, it is symptomatic of
growing road competition that the average length of
haul also increased. total ton/miles rising from 183
to 193 million. Certain commaodities, like petroleum
products, are also known to have been largely divert-
ed to road transport. The keen competition for the
timber traffic may be considerably reduced, if not
altogether eliminated by the previously mentioned
regulation prohibiting the transport of timber by
road when rail transport is availoble.

The Ghana Railways has frequently used tariff
measures to combat competition, For example, it has
made special agreements granting shippers preferen-

tial rates for specific quantities of goods carried bet-
ween certain points. Results so far are promising,
the increase in freight from this source last year
amounting to 80.000 toms.

The previously mentioned relative stagnation in
railway traffic in the Ivory Coast was attributed by
the administration of the Abidjan-Niger Railway
mainly to road competition. The first measure pro-
posed to combat the latter was a general reduction
in tariffs; but it was feared that, if the reductions
were not radical enough, they would mercly be
imitated by the road carriers and that, if they were
too radical, they might increase traffic volume with-
out increasing traffic revenue correspondingly.

A dlose analysis of traffic diverted to road trans-
port suggested that it was mainly passenger and
goods — and, of course, all kinds of “mixed” traffic
between large towns and populated arcas. where the
road carriers could most readily find freight and
facilities for maintaining and repairing their vehicles.
The centres where road traffic was found to be most
concentrated were Abidijan and Bouaké in the Ivory
Coast and Bodo-Diculasso and QCuagadougou in
Upper Volta.

To meet this situation. the railway administra-
tion introduced special tariffs,

Reductions of 25-45% in passenger fares (“prix
fermes”™) were offered over certain selected distances
on routes where road competition had proved espe-
cially aoute.

A new special goods tariff (“Special P.V. No.
'’y was introduced for traffic between certain points,
representing reductions averaging 1094 scaled accord-
ing to the degree of competition existing on the
route concerned. There were also special substantial
rebates on rates for north-south long-distance goods
traffic,

Success soon attended these measures and, be-
ginning in February 1958, it was posstble to make
such striking comparisons as the following:

General Special No. of tickets sold

Route tariff tariff 3rd Class, 1.1-309

1957 1958

Abidjan-Agboville ... 245 175 22,746 54.459
Abidjan-Dimbokro ..., 550 400 12.087 22,353
Abidjan-Bouaké ..., 950 500 5.343 44,801
Dimbokro-Bouaké ... ... 400 275 9,842 20.333
Bouaks-Bobo-Dioulasso  .......ccveriiiiiiiiiiiines 1,440 1,000 2,522 12,657
Bobo-Dioulasso-Koudougon ... 770 600 7,503 11,700
Bobo-Dioulasso-Ouagadougott  ..oooeevieiiinnnnnns 1.050 800 3.704 10,630

The results achieved emerged clearly from the figures for the years 1957, 1958 and 1939 given below:

Number of passengers
Passenger /kilometres

1957 1958 1959
§01.000 1,318.000 1,386,000
$3.9072.000 170,500,600 194.000.000
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Thus the number of passenger/kilometres rose by
1609 between 1957 and 1959.

The experience of the Abidjan-Niger Railway
in passenger transport is of general interest, especial-
ly since similar conditions prevail elsewhere in West
Africa, e.g. Ghana and Nigeria, and it illustrates the
possibilities of tariff measures as a means of achiev-
ing some balance in the rail and road transport
supply-and-demand siteation.

The results from the Ivory Coast also show that
the road carriecs pay little attention in their opera-
tions to real transport costs. This is especially ob-
vious in passenger transport, where most of the carri-
ers are small operators with usually only one vehic-
le, which carries 16-20 persons and is more often

than aot in poor running condition. It was, in fact,
hardly a month from the introduction of the new rail-
way rates before this type of road carrier had to give
up trying to compete with the railways.

The above-mentioned “Special P.V. No. 17
freight tariff was first introduced late in 1955. Dur-
ing the period 1955-57 good results were obtained;
but the steep increase in the number of road vehicles
from 1957 on obliged the railway administration to
extend its measures in early 1958 to a reduction of
8-12% in the so-called “tarifs de groupage”, i.e.
special tariffs for certain commodities on certain
routes.14

These measures led to an appreciable recovery
of traffic, as can be seen from the following table:

Total ratlway traffic

Traffic moved under special Tariff P.V.1.

Year : :

Tons Ton [ kilometres Tons Ton/kilometres
FOST i 414,733 139,220,729 68.138 28,485,738
1958 il 437.916 159,214,287 93,959 42,688,758
1959 e 505,000 191,000,000 130,900 66,756,00015

These, figures show that the number of ton/kilo-
metres rose by 199 as compared with 1958 and by
373, as compared with 1957. That this increase was
partly due to recovery of lost traffic is indicated by
the fact that traffic through the port of Abidjan did
not rise more than 149% from 1958 to 1959. Reco-
very was less spectacular in goods traffic than in
passenger traffic, which may be some indication of
a more ecomomic competitive basis in the pgoods
sector of road transport.

While applying tariff measures mainly as a de-
fence against price competition, the raiiways have
also protected themselves by various methods —
some applied in the operating field — against com-
petition in “quality of service”.

Important among such measures should be
speeding up of the turn-round of rolling-stock and
generally increasing capacity. There is also a need for
an up-to-date time-table policy taking account of
wraffic trends and improved traction. In addition, since
trains should be made up to suit actual traffic re-
quirements. there should be fast long-distance trains,
made up of freight cars and possibly one passenger
car, stopping only at main stations. In that connexion,
it would probably be necessary to make a thorough
study of intermediate stations, to determine whether
they should be closed down entirely or as would
mostly be the case, kept open only for certain types
of traffic.

Again, the use of special equipment, such as
refrigeration cars, should be gradually extended. des-
pite the high capital outlay involved. The use of
smaller units than ordinary trains, eg. rail-cars,
might prove economical but perbaps not always a-
dapted to the normal needs of “mixed” transport,
for which space is more important than speed. Be-
sides the fast long-distance trains mentioned, special

trains for petty retailers stopping at every station
would meet an obvious need in many regions, though
services would have to be adapted to seasonal varia-
tions in petty trade (and could be greatly cortailed
during the off-season).

The application of measures such as those out-
lined above might be simplified if the railway con-
cerned could be made into a corporation with some
measure of administrative and financial autonomy,
as has already been done in, for example, Nigeria,
the Ivory Coast, Senegal and the Mali Republic, or
proposed, as in Sierra Leone. The method of financ-
ing certain works, like infrastructure, out of Treasu-
ry funds rather than railway revenne has been used
in some countries, e.g. Ghana.

Railway workshops are of great importance for
the smooth functioning of a railway system. Despite
good progress made in the region, this problem calls
for further study. Some pooling of resources in this
field and, as regards e.g. purchase of rolling stock.
some sub-regional action might prove possible.

As previously stated, the scope for “co-ordina-
tion of transport” in its more formal sense may seem
fairly limited in the West African region. The prima-
ry object of a transport co-ordination policy should
be to keep transport costs 1o a minimum consistent
with adequate and efficient transport services. Where
rail and road services are complementary, the pro-
blem is of course readily encugh solved, although

14 The road carriers usually quoted the same rates as
the railways, but could generally offer better door-to-door
service. In addition they often gquoted very low rates in
order to get return freight.

15 The figures for 1959 are estimates. Like other informa-
tion concerning the Abidjan-Niger Railway, they are con-
tained in a paper by M. Bordenave, its Director-General,
who has been largely responsible for the Railway’s policy.
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some planning of services may.be needed. For
instance, the railway and the road carrier can arrange
that rail services will, as it were, be continued by
road, in which case the latter operates under an
agreement {cahier des charges) with the former to
carry all rail freight from the railhead to specific
destinations. The shipper then has the advantage of
uninterrupted transport, transloading at the raithead
being the road carrier’s responsibility. But such ar-
rangements necessarily commit the road carrier to
observe certain rules regarding safety, conditions of
service, vehicle maintenance and labour conditions,
and their proper observance may necessitate the sett-
ing up of some kind of road carriers’ association
responsible for this type of operation.!®

Where competition exists between rail and road
over a certain route, co-ordination will be much
harder to achieve. Perhaps, as a general rule, what
has been called an “overall set of operational con-
ditions” should be established for the whole trans-
port industry, mainly designed to ensure equality of
competitive opportunity, though such all-round e-
quality may be hard to achieve in view of the many
“public utilities”.)? To apply the logical solution,
ie. either to burden road transport with similar
obligations or to free the radways from them, is
often not feasible; but this does not preclude some
sort of equalization.

As regards economic commitments, the railways’
aggregate revenue must reflect operating costs in full,
whereas road carriers’ rates do so only in part.
Hence, there is some justification for the railways’

common argument that road transpont should pay a
fair and proper contribution towards the provision
and maintenance of roads, as also for their allegation
that road traffic in West Africa operates on a false
standard of costs, though there seems less ground
for the railways’ other argument: that transport ca-
pacity has been created in excess of total demand.
Another point to be decided is whether full allowance
has really yet been made for such contributions by
road transport as taxes on motor-fuel.

If a better competitive balance could be achiev-
ed between railways and road carriers, some criteria
for a practical sharing of the market, save in margin-
al cases, could probably be established on the basis
of length of haul. It is pretty generally true, at least
in West Africa, that road transport can successfully
compete on “economic” terms with the railways over
distances up to about 200 miles. The user’s choice
between the two modes will ultimately be determined
by the quality of service offered and the rates
charged.

The possibilities of “transport co-ordination” in
the formal sense are on the whole somewhat limited
in West Africa, especially because much of the trans-
port competing with the railways cannot easily be
regulated by licensing and other such measures, pro-
fessional road transport being less common than
transport on own account. However, where public
investments in the transport industry are concerned,
some measure of co-ordination between the various
modes can be introduced in the interest of an integra-
ted transport system.

C. Selective investments in the field of transport

While the question of selective investments in
the transport industry in West Africa naturally does
not concern only rail and road transport, any more
than competition is confined to thess two sectors,
this aspect of the problem seems to be the most
urgent and likewise to contain more competitive

16 When such an arrangement was recently tried in Togo.
one of the difficulties in negotiations between Government
representatives and individual road carriers was to make
the latter understand their obligations under such an agree-
ment. The question under discussicn was the establishment
of a rail-road service via the railhead at Blitta to Sokodé,
the northern trading centre.

17 Among such “handicaps™ are strict government restric-
tions in regard to safety, regularity of service, labour con-
ditions, etc. Furthermore, the railways have to accept any
traffic offered at the official published rates. They are also
affected by considerations of national policy like the main-
tenance of a freight rate structure designed to promote the
widest possible development of industry and trade, Again.
they may be requested to operate unremunerative passenger
services or branch-lines, or grant reduced rates to localities
or groups of people, e.g. government employees or work-
men. They likewise have to provide facilities for the carri-
age of all varieties of goods, irrespective of value or type
of load.

elements than any other combination, such as, for
example, rail and inland water transport.!® Hence
this section will make no attempt to cover the whole
of the transport industry in West Africa, but will
deal principally with the road-rail facets of the ques-
tion,

The choice, or rather division of emphasis, be-
tween road and rail depends on the cost and quality
of service, But the situation is complicated by the
fact that the cost referred to is the “social” rather
than the more narrow *“‘economic” cost and efficien-
¢y is viewed from the “economic” rather than the
“technical” angle.

I8 There is some competition between river transport on
the Niger and rail transport; but on the whole river trans-
port acts rather as a “feeder” to the railways. Again the
opening up of the Kano-Baro-Niger route will help relieve
pressure on the western railway line. where the margin of
capacity is narrow. The Kano-Baro rail route is cnly 349
miles instead of the 700 miles from Kano to Lagos; the
shorter route would enable the railway to save expenditure,
ag it would need fewer locomotives and rolling stock,
given quicker turn-round.
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Differences in costs as betwgen rail and road
can, with certain simplifications, be narrowed down
to a question of construction versus maintenance
costs, the former dominating the railway picture, the
latter being the more important for the road transport
industry. Railway construction is on the whole more
expensive than main highway construction; but rail-
way maintenance costs are usually less, subject to
important qualifications arising out of climatic or
topographical factors. According to one expert, the
cost of building a single-lane asphalted road in aver-
age undulating “bush” country would be 8,000-
14,000 pounds a mile; a two-lane asphalted road
would cost a further 7.000-9,000 pounds. A railway
constructed under the same conditions might cost
something like 10,000-20,000 pounds per mile. Cons-
truction costs in both cases are preatly affected if
permanent bridges have to be built.!”?

The question arising for both railways and
roads, however is more often the improvement of
existing installations than the provisions of new ones.
In such cases the railway may only have to lay heavi-
er tracks or modernize signalling and telecommunica-
tion systems etc.; but if the permanent way has to
be rebuilt to improve profiles or straighten curves,
the cost may well come close to that of constructing
a new line.

In the case of roads, the cost of upgrading, im-
proving drainage, and providing a good foundation
and an asphalt surface ranges from 4.000 to 14,000
pounds per mile In the Ivory Coast, the corres-
ponding cost in Fr. CFA would be 5-6 million per
kilometre.2!

Whilst railway construction costs are, ceteris
paribus, considerably higher than rcad construction
costs. the opposite is true of maintenance costs. This
is mainly due to climatic factors: total “washouts”
are more likely to happen on roads than on solid-
banked railways, though new “‘stabilization” techni-
ques in road-building have made good headway and
tend to reduce the margin between road and rail in
this connexion.??

Detailed studies of rail and road alternatives in
Nigeria have fairly recently bzzn made in connexion
with the so-called “Bornu extension”, which is part-
ly financed by the Bank, and in the Chad Republic
in regard to the Bangui-Chad railway project.

In the former case, construction costs for the
railway alternative, including road-bed. bridges, sta-

19RS. Millard, in “Road Development in Overseas
Territories”, in “Roads and Road Construction”, February,
1959.

20 R.S. Millard, op. cir. In Togo the cost for a laterite
road would be about 1.7 million Fr. CFA.

21, Caps, in “Fvolution du reseau routier on Cbte-
d’'Ivoire™, in “Travaux’, August, 1959,

22 In the Camerocons, for example, annual expenditure
on railway mainienance was about 180,000 Fr. CFA per
kilometre, as compared with some 300,000 Fr. CFA for a
road carrying lighter traffic than the railway (R. Devegue,
in “La Modernisation de I'entretien de la voie au Chemin
de Fer du Cameroun”. in “Industries et Travaux d'Ouvtre-
mer”, 1957).

tion and office buldings, telecommunication system.
vards. rolling-stock and housing. would amount to
19.4 million pounds, with interest charges calculated
at 519 (actually they are 5#% on the Bank loan).
The estimates of operating costs and of revenue were
based on existing (1955) conditions on the Nigerian
Railways, allowance being made for the lighter traffic
expected on the extension.

It was calculated that the new rail facilities
would be “breaking even” [n the sixth year of opera-
tion, after payment of all charges, including interest
and depreciation.?

The construction of a highway instead of the
projected railway (which is now building) would have
involved an estimated capital investment of 9.6
million pounds. The traffic the highway would have
carried was estimated at roughly the same as for the
railway.®* But it was calculated that, by the sixth
year of operation also, the “opening up” of the
country by means of a road instead of a railway
would result in an annual operating loss of 500,000
pounds, after payment of all charges. including inter-
est and depreciation — this mainly owing to diffe-
rences between rail and road maintenance costs.
Furthermore, the traffic expeoted was predominantly
long-distance direct hauls to the ports®® of low-value
goods in full train loads, ie. the type of traffic in
which the railway’s competitive position is strongest.

In the case of the Bangui-Chad project, the
general situation is rather similar; both maintenance
and operating costs have been estimated at much
more for a road, and the railway alterrative has
been recommended.2¢

The choice, however, rarely be between cons-
tructing & railway and building a highway, but
rather, in most cases, between investment in road
improvement and other uses of capital. The prin-
cipal aim being to lower transport costs, the effect
of road improvement is of special interest. This pomt
will be dealt with more fully in Chapter V.

When the rail and road alternatives were discuss-
ed in the case of the Bornu extension and the Bangui-
Chad railway, the projected railway extensions were
viewed as parts of a general economic development
plan rather than as special projects of more limited
applications. In both instances, the main purpose
wag defined as to *open up the country” and to

238ir Ralph Emerson, “Justifying a New Railway” in
Modern Transport, February 1959. Some of the statements
by the former General Manager of the Nigerian Railway
Corp., have not gone unchallenged. As shown previously,
railway traffic was of a very different pattern in 1958-39
than in 1955, and the basis for estimating the traffic to
be expected through the Bornu extention had altered.

24 Passenger traffic was estimated at more than on the
railway, but transporiation of cattle (4% of total volume)
was deducted from possible road traffic.

25 The average haul to Port Harcourt is about 700 miles
the commodities being, groundnuts, cotton, timber, palm-
oil and palm kernels and cattle.

26 Sautter, op. cit.
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create transport roules to facilitate marketing of the
region’s agricultural produce. Most railway projects
designed to promote industrialization are connected
with mining, as in Sierra Leone or in Liberia.

The creation of new or better transport links is
not the only aspect of road building and improve-
ment. The road transport industry does even more
than railway construction (or operation) to create
employment.” The building of a highway, however
mechanized will itself engage a substantial labour
force, and technical progress will provide employ-
ment later in both road maintenance and vehicle
maintenance and operation (workshops, garages, ser-
vice stations and rest-houses).?® Furthermore, road
transport also fosters certain quite important domes-
tic trades and crafts, For example, in such countries
as Nigeria, the bodies of the utility vehicles that
carry most of the traffic are built by African special-
i5ts.2® One secondary effect of road and rail transport
that may be mentioned is the development of local
packaging industries using domestic raw materials
and labour,

The most important point for economic develop-
ment is perhaps the fact that road transport, includ-
ing ancillary services, is one field in which good
chances of success await the enterprising African. As
previously stated, relations between domestic trade

and road transport are particularly close in West
Africa, and investments for road improvement must
be considered from that angle. The technical effi-
ciency of the small African transport firms may not
always look very impressive as compared with that
of the large concerns engaged in the expori-import
trade. But, allowing for the local combination of tra-
de and transport and for the credit system. under
which the buying of a vehicle is a collective (family)
rather than an individual transaction, detailed study
may well reveal quite a few economical sound little
CONCETNS.

One of the main weaknesses affecting road trans-
port in West Africa is the lack of good mechanics,
one result of which has been the substitution of the
use of spare parts for regular maintenance and
running repairs, so that the life-span of vehicles is
very short. Better roads will improve this situation,
and a concerted drive for better maintenance (e.g. by
training more and better motor mechanics) will
certainly achieve more efficient service and lower
transport costs on the roads. As regards the volume
of invesment in infrastructures, the order of priority
in West Africa will most probably be first road im-
provements, then road-building, and last new rail-
way construction and improvement of way and
structures.

>, Safety of transport

The fact of an increasing velume of traffic using
larger, heavier and faster vehicles raises various pro-
blems, apart from the additional expenditure, as well
as direct and indirect economic gains involved. One
problem which tends to assume greater and greater
urgency in West Africa is traffic accidents, their cost
and their prevention. There is no doubt that the road
accident rate has increased stesply over the last
decade in practically every country in the region. For
example, the number of accidents in Ghana rose from
2,612, involving 268 persons killed and 1,950 injured,
in 1950, to 7,011 involving 522 persons killed and
5,079 injured in 1958. In Nigeria, 458 persons were

27 The construction of a railway like the Bornu extention
will occupy several thousands of workers for a few years.
Labour requirements may sometimes even create a probiem,
as surplus population is generally located to the north and
northerners cannot always stand climatic conditions in
other parts of the country,

28 The railways’ increased demand for staff may be partly
offset by rationalization, which often tends to reduce staff.
The increased use of road-building and road-maintenance
machinery also reduces manpower needs, but increases the
demand for skilled labour.

2% Most commercial motor vehicles are imported as
chassis without bodies and often without cab as well (Haw-
kins, who continues: “A general-purpose wooden body is
then built in Nigeria™). Where this system is not yet in
existence, it might still offer possibilities, although the trend
is away from utility vehicles with removable seats towards
specialized vehicles like small buses or trucks.

killed in 3,615 accidents in 1950 and 8i6 persons
killed in 10,745 accidents in 1958.

Accidents are part of the price paid for road
transport. They may, as some experts put it,*® “be
valued by estimating the cost of damage to property.
medical expenses, administrative costs and the value
of net loss of output due to injury and death, the
loss due to a person’s death being the present value
of his expected future output less his expected future
consumption. ...... Where roads are congested and
dangerous, and road transport costs, including accid-
ent costs, could be reduced by road improvement by
more than the cost of additional road space (and the
same Tesult could not be achieved in any cheaper
way) then expansion and improvement of the road
system is appropriate”. Other points meriting study
are regulations governing road users’ “behaviour”
and the expenditure entailed in their enforcement.

West Africa also has a city and suburban traffic
problem. Such severe congestion as exists in cities
like Lagos and Ibadan in Nigeria, Accra in Ghana,
parts of Abidjan in the Ivory Coast and Lomé in
Togo is a problem of which account must be taken
in city planning.

30 Charlesworth, Reynolds & Wardrop, “Road Improve-
ments. Choosing Priorities by a New Formula”, in “Engin-
eering”. 1960.
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E. Sub-regional transport

In his inangural address at the fourteenth meet-
ing of the West African Public Works Conference
at Accra in August 1959, Dr, Nkrumah said, inter
alia, referring to international (intra-regional) roads;
“We consider such roads as essential, nay an abso-
lute necessity, to the development of our cultural as
well as our economical relationships and therefore
we are examining most actively the construction of
suitable links of roads which will join similar roads
in our adjoining territories to form intemnational
trunk roads.” This meeting broke new ground in that
it was the first occasion on which fully accredited
delegates from other than Commonwealth countries
participated, and thus represented an important step
forward in inter-transport relations in West Africa.

The sub-regional aspects of transport problems
in West Africa is in fact of fairly recent development,
Reference has already been made in this study to the
comparative isolation in which the transport systems
in the various territories developed and to the distinct

tack of sub-regional links. The opinion has even
sometimes been ventured that there is little future in
sub-regional trade, since the various territories large-
ly produce the same kinds of goods. But there is
surely little need to stress the importance of sub-
regional links and the necessity for West-African
sub-regional, instead of merely “national”, transport
routes. There is at present not a single country in
West Africa that does not intend to integrate its
highway system with international trunk roads in
adjoining countries.

One of the main difficulties in trying to assess
the actual importance of existing sub-regicnal roads,
not to mention possible but as yet non-existing links.
is that very little is known of average daily traffic
volumes. An effort to ascertain the facts has recently
been made in Nigeria. As the count was taken at
census points near the border, the traffic included
may not all have been international traffic. With
that reservation the general picture, was as follows3!.

Road Section Miles From Trunk Average daily traffic

Road {(Commercial traffic)
Daura-Zinder 34 Kano Al 118 { 99)
Kiama-Yashikera 187 Illorin A1} 9{( 7N
Katsina-Jibiya 25 Katsina A20 162 (11D
Sokoto-Illela 2 Sokoto AlQ 159 (118)
Kaura Namaoda-Jibiya 28 Katsina B.755 50 ( 36)
Bama-Mubi i Bama B.115 94 ( 75)
Maiduguri-Ft. Lamy 69 Maiduguri B.579 73 ( 66)
Lagos-Idiroko 23 Sango Otta AS 574 (436)

The importance of these road connexions is
further enhanced by the fact that 1the Kano-Katsina-
Maradi and Kano-Daura-Zinder roads and the trunk
B road from Katsina to the raithead at Kaura-Na-
maoda carnied about 80,000 tons of groundnuts dur-
ing the 1959 seasom.

In the north-west comer of Nigeria there is the
possibility of a link with Gaya in Dahomey to give
the important centre of Sokoto access to Dahomey
and, via the coast road, to Ghana.??

Of particular interest as a sub-regional road is the
link (often previously mentioned in this study)
between Nigeria and the Chad Republic via Maidu-
guri (whether the railhead will be moved from Jos)
to Fort Lamy. The existing road is poor, especially
during the rainy season, and is operated on a one-

31 Vincent W, Hogg, “Nigetia”, in “Road International”,
Special African roads Number, 1959-60,

32 There might also be a transverse road from Nigeria
through Dahomey and Togo to Nerthern Ghana. The route
would be from Gaya in Dahomey by Guessou-Kouande-
Djougou to Lama-Kara in Togo and thence by Kabou-
Bassari (Togo) to Yendi in Ghana, In Togo, an alternative
route would be Sokode-Bassari-Yendi. This link would in-
volve considerable outlay on upgrading some of the exist-
ing roads.

way, up-and-down basis. Its importance is shown by
the fact that before it was opened annual imports
into the Chad via Maiduguri did not exceed 1,000
tons, whereas present traffic is estimated at some
50,000 tons and, according to the Chad Chamber of
Commerce estimates, the export-import traffic of the
territory using the improved route will reach some
250,000 tons by 1970.

Another possible sub-territorial link would be
batween Yola and Garouna in the Camercons, which
might eliminate some of the difficulties due to the
short shipping séason on the Benue.

The main internaticnal artery in Ghana is the
Afloa (Togo frontier) - Paga (Upper Volta frontier)
highway, which has 574 miles of asphalt surface and
only 80 miles of gravel surface. Ghana's highway
system is designed to link up with international
trunk roads in neighbouring countries; for example,
four main roads join the Bobo-Dioufasso-Ougadou-
gou road in Upper Volta. The Aflao-Paga trunk
road has eight branches into neighbouring countries,
and there are also four road links with Togo, which
are however. though fairly acceptable on the Ghana
side, in poor condition in Togo. The main defect of
sub-regional road-links in Ghana is inadequate con-
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nexions with the Ivory Coast. At present there is no
road of trunk standard crossing the border, the most
serious gap being that between Enchi in Ghana and
Abisso in the Ivory Coast. The effort made in Ghana
to improve sub-regional road links with Nigeria,
Togo and Ivory Coast has produced an increase in
the volume of trade, the value of which rose from
2.9 million Gh. pounds in 1950 to 3.4 million in 1957.

The possibility of a transverse link in Togo with
Dahomey and Ghana was mentioned above. The
stretch linking Djougou. an important trading centre,
with Lama-Kara (Toge) could be fairly easily execut-
ed; but the Bassari (Togo) - Yendi (Ghana) section
would necessitate considerable upgrading of the pre-
sent laterite road link. A new sub-regional link was
opened in March 1960, when the Ougadougou-
Tenkodogo highway was connected up with Togo's
main north-south trunk road via Timbou and Dapan-
go: this link is expected to afford an outlet for
agricultural produce from the border districts of
Upper Volita.

Road connexions between Ghana and the Ivory
Coast are poor; but there are some important links
between the latter and Upper Volta (to Bobo-Diou-
lasso), Sudan (via Sikasso to Bamaco) and Guinea
(via Danane, to N'zérékére).

Guinea’s three-year plan for road development
lays great siress on sub-regional links and provides
for substantial improvements on the following routes:

I. Conakry-Boké road link with Portuguese
Guinea;

2. Conakry-Forecariah road to Sierra Leone;

3. Labe-Tembaccounda road link with Senegal;

4. Kankan - Bamake and Kankan - Bougouni

roads to Sudan:

5. N'zérékére-Monrovia road link with Liberia.

The Trans-Gambia highway will, when complet-
ed all the way from Casablanca to Monrovia, cons-
titute an international link of the same type as the
Pan-American Highway. But, as yet only the Dakar-
Kaolack-Mansah Konko (Gambia) — Bignona stretch
is buit up to standard. The West African Transport
Conference, convencd to Monrovia 23-27 October
1961 agreed inter alia on a tentative net of sub-
regional roads for the sub-region of West Africa.

The establishment of sub-territorial road links
is, however, only one aspect of the “sub-regional”
road transport problem.

The construction of better road communications
between the West African countries will naturally
result in raising the number and average weight of
vehicles using them, which will give rise to two sets
of problems. one concerning the standard and mainte-
nance of the roads themselves, the other concerning
the traffic using them.

Regarding the former, the Public Works Depart-
ments of the region have already initiated sub-re-
gional co-operation through their recurrent meetings

{West African Public Works Conference) and have
discussed, inter alia, the figures quoted for road
maintenance, making due allowance for each coun-
try’s road works accounting system, varying road
widths and 1ypes of surface. At the fourteenth meet-
ing, held at Accra in 1959, it was agreed that con-
siderable scope existed for a uniform method of pre-
senting road maintenance costs, and that a proform
would be circulated to co-ordinate known mainten-
ance costs, with a view to harmonizing the mileage
of roads maintained with population and number of
vehidles registered. It was clear from the review of
the existing road systerns in West Africa presented
at the fourteenth meeting of their conference that
much more detailed information was required before
a comprehensive appreciation of sub-regional roads
in West Africa could be prepared.®

Traffic in the various countries is at present
governed by a variety of laws and regulations con-
cerning speed limits, axle loads, maximum length
and general design of vehicles, road signs and signals
etc.3 A review of the relevant legislation should be
undertaken in order to achieve homogeneity. A
sub-regional road should obviously be constructed to
agreed international standards and offer good axle-
load facilities, gradients, curves etc. that will ensure
high-speed road transport at economic rates. In order
to reduce total transport time to a minimum, agree-
ments should also be made in regard to frontier
formalities.

ECOSOC resolutions on road transport request
ratification of the 1949 (Geneva) Convention on Road
Traffic, which is a valuable contribution to the
modernization of national highway codes. Among
other points to be studied in the interest of unifor-
mity are the selection of distinctive letters of nation-
ality, maximum permissible weights and dimen-
sions, rules governing priority at intersections and
uniform driving permits. The above-mentioned Road
Traffic Convention has been supplemented by re-
commendations on road signs and signals and driv-
ing licences: but the various regions are left to ne-

. 331t was agreed at this meeting that the services of an
international body were needed to standardize the presen-
tation of data for the various countries as a first step to-
wards the wider study of the international aspects of road
communications throughout West Africa. The International
Road Federaijon offered to conduct such a survey; but
for various reasons it was not undertaken and still remains
a felt want, It was however, again taken up by the Monrovia
Conference and will presumably lead to some action.

3 There are wide differences throughout the region in
regard to width of roads, axle loads etc. Inconveniences
caused by varying axle-load regulations emerge clearly in
another region, namely the Rhodesias, Southern Rhodesia
allows an axle load of only 14,000 pounds, while Northern
Rhodesia permits 17,600 pounds. Hence, trucks transporting
materials to the Katanga region of the Congo from Durban
(where the figure is 18,000 pounds) or Lourence Marques
cannot take a full load because of the restrictions in South-
ern Rhodesia. As to road signs and signals, Nigeria has
adopted British signs, Togo and Dahomey French signs
and Gambia international signs!
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gotiate agreements embodying thesc recommenda-
tions. Lastly, membership of the various countrics
of the region in international organizations like ICAQO
an IMCO may also be of importance in the field of
transport.

Most of the afore-mentioned points refer to road
transport but the question of sub-regional links and
sub-regional transport naturally does not concemn
only the roads. As stated previously, there is room
for some new railway connexions and also combina-
tions between rail and road transport, e.g. the Bornu
extension and its continuation, the Maiduguri-Fort
Lamy highway.

Perhaps the most interesting sub-regional as-
pect of railway problems in West Africa lies in the
field of transport co-ordination, especially from the

rale-fixing point of view. As pointed out earlier,
much the same policy in relation to road competition
has been applied in the Ivory Coast and Nigeria,
and with the same positive results. A comparative
study of the tariff policies applied by railways in
West Africa to meet competition including that be-
tween railway systems (e.g. Dakar-Niger and Abi-
djan-Niger) and of railway co-ordination policies
would certainly prove rewarding.

International transport policies naturally also
apply to river traffic and to its combinations with
rail and road transport, many West African rivers
being by virtue of conventions and agreements inter-
national waterways. The outstanding example is the
Niger, whose importance will be enhanced if naviga-
tion can be improved on its upper reaches.
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Chapter V

TRANSPORT POLICY IN PRACTICAL APPLICATION

A Impact of road improvemenr and its evaluation

Assuming that improved transport is a prere-
quisite for general economic development in West
Africa, and also that improvements will be largely
confined to the roads, the question remains how to
evaluate the impact of roads of varying standards
on the economic and social development of the terri-
tories. areas or communities they serve. To quote
again one of the foremos! experts in this field,! “data
on both the short and long-term effects in terms of
production, standards of living, population, transport
costs, health etc. will be evaluated for different types
of economy; this will give the amount and type of
return for different roads in varying conditions. With
this information available the authorities responsible
for road development will be in a far better position
to judge what is the correct standard of road, or type
of road system, for obtaining the highest return in
terms of economic and social development”2 While
in more advanced countries the effects of road devel-
opment are likely to be felt mainly in operating
costs (in terms of time saved, reduced fuel consump-
tion, less accidents etc.), the economic justification
for many road improvements in West Africa will
generally be the new traffic they are expected to
generate or, in other words, the economic develop-

I'R.S. Millard, Chief of the Tropical Section of the Road
Research Laboratory, Harmondsworth, London. (This ins-
titution has worked out a new method of finding a “rate
of return on investment” to replace the straightforward
cost-benefit analysis, According to this method, net annual
benefits are expressed as a rate of return on the initial
capital cost of the proposed improvement. This rate of
return indicates the relative priority on economic grounds,
compared with alternative uses of the capital available for
investment. Vide “Road Development in the Overseas Terri-
tories”, by R.S. Millard in “Roads and Road Construction™,
February 1959).

2 A pilot study of this kind was wndertaken by N.D.S.
Smith of the Royal Research Laboratory in Uganda. This
work was conducted in an area where road development
was the only major change which had taken place in recent
years, so that bis findings may be interpreted as showing
the minimum benefits of the new roads. It was possible 1o
establish # “distinct association between development and
road penetration”. What Smith’s study particularly shows
is that the constructicn of new roads in Madi and Jonam
in the West Nile district was followed by population migra-
tion and increases in cotton production and income, al-
though the “siatistics available are not sufficient tc 2nable
2 definite relationship between road miles per square mile
and acreage per head to be established™.

ment that is likely to ensue. In West Africa, as in
many other under-developed areas, this economic
development will very probably materialize primari-
ly, although not exclusively, in agriculture.

While the amounts that can rightly be devoted
to road construction and improvement in under-deve-
loped countrics must, as stated above, largely de-
pend on the existing volume and composition of
traffic as well as on the anticipated increase, they
also hinge on what might be called the “contingent
costs” of investment in roads as compared with in-
vestmend in other sectors. As Professor J. Tinbergen
has rightly said, “this insight is not readily available
since economic science as a rule disregards the com-
plications of transportation costs and geographical
price disparities which are the heart of the problem™ 2
The Road Research Laboratory of London is trying
to develop a technique for the determination of road
improvement priorities; but as has aptly been said,?
the success of its work will depend on the “provision
of the basic factual information relating to design,
surface types, surface conditions, accident rates,
traffic volume and projections, cost estimates, road
life studies and to the planned investments in other
parts of the economy”. As such data are far from
readily available, there would seem to be a need for
a concerted effort on the part of the governments
concerned to collect analyses and publish them on
a sub-regional, comparative basis.

Apart from the efforts of institutions like the
Road Research Laboratory of London to establish
a method enabling transport planners to assess the
possible impact of road improvement on the general
economic development of a country or territory,
similar work has been done on the basis of empiric
material collected in the Tvory Coast.s

3V.W. Hogg, ep. cit., The highway planners’ main concern
is of course that they have, in Hogg's words, to “establisk
a proper balance between the rapidly increasing traffic
volumes and service requirements on certain roads with the
increasing general demand for greater expenditure on all
roads and for the provision of roads where they do not
already exist™.

¢+ V.W., Hogg. op. cit..

5 Most of the facis given here are taken from an internal
paper by the Abidjan Public Works Department, “L’Evolu-
tion du Réseau Routier en Cote &'Ivoire au cours de la
dernitre décade”. Vide also, “Evaluation du réseau routier
en Cotes D'Evoire”, by Claude Cans, “Travaux”, [959.
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As stated before, for a West African country
the Ivory Coast is well provided with trunk roads,
though, as has been rightly said, they would be of
little help to the economic development of the coun-
try if they were not “fed” by a system of secondary
roads and “pistes” in an adequate state of mainten-
ance. In perhaps no other West African country
have the secondary roads so clearly proved their
economic significance as in the Ivory Coast, where
coffee, cocoa and banana producers in fact entirely
depend on ways and means of getting their produce
out on to the main transport routcs.

In order to assess the general importance of
road improvement for the country’s economy, an
attempt was first made to evalvate its importance
for secondary roads (*pistes rurales”, “pistes de col-
lecte”, “routes de desserte”), Generally speaking, the
effect of improving these secondary roads (mostly in
the established coffee and cocoa plantation areas in
the south) was found to be more or less immediate
for the local farmers and rural population.

The most direct effects of better roads as regards
the distribution of produce from the plantations are
lower transport rates and, consequently higher net
profits for the planters. There is a corresponding
gain in cheaper transport in the opposite direction,
ie. back to the villages, of goods bought by the
planters,

As a secondary effect, better transport services
tend to cncourage competition, with the result that
the producers are offered more favourable prices by
the wholesale buyers.

Finally, improved transport will ensure closer
contacts with the Department of Agriculutre and its
services, more openings for technical education, and
increased access to health services, general education
ete.

So far as concerns motor traffic, improved sec-
ondary roads will immediately affect both traffic
volume and the types of vehicle used. As to the
former, there are cases where the number of vehicles
per day has increased by 30-50 in under one year.
As to types of vehicles used, the “Jeep” or Landrover
is tending to be replaced by the 5-ton truck.

An approximate arithmetical estimate, based on
recent conditions in the Ivory Coast, of the gain to
be achieved by improving a “piste” to the point
where petrol-driven or diesel 3-ton trucks can use
it works out as described below.

The alternatives prior to possible transport by

~ truck would be porterage and/or transport by “jeep”

or Landrover.

In the first case, the cost per ton/kilometre,
computed at 37 Fr. CFA per hour, would be about
400 Fr. CFA, and no return load could be expected,

For a “jeep”, without return load, the cost on
a poor road would be around 80-100 Fr. CFA. per
ton/kilometre as against some 20-30 Fr. CFA for a
S5-ton truck using an improved road and normally
able to count on return loads of general merchandise,
foodstuffs and passengers.

The average reduction in cost per t/km would
be around 300-380 Fr. CFA. The total estimated
annual cost to the community would amount to some
60,000 Fr. CFA, comprising 42,000 Fr. CFA capital
costs at 69 and 18,000 Fr. CFA maintenance costs,
per kilometre.

Hence, a traffic volume of 150 tons would
more than cover initial outlay, not to mention other
indirect but very real! benefits; and the volume of
traffic to be carried by “piste” may often amount
to 500-1.,000 tons. Indeed, the improvement made on
one particutar “'piste” of 25 km. in length resulted in
an immediate gain of 4 Fr. CFA per kilo of coffez for
the producer.

In order to demonstrate the actual trends in
transport rates on main roads in the Ivory Coast an
inquiry was conducted by the Transport Section of
the Public Works Department in co-operation with
the main road carriers and firms engaged in transport
on own account or else interested in the rates applied.
A theoretical cost was computed from various cost
items, such as cost of vehicle, fuel etc., and the
actual transport rate compared with this by means
of an index, so as to show the true decline in trans-
port rates as an expression of the state of the roads
and the freight market. The following table emerged
(costs in Fr. CFA):

Year Cost of new Cost of Tyres Insurance Annual Theore-  Actual Index (A.
3-ton Citroen  petrol (230x20) (all-risks) wages tical rate rate Theo-
truck (litre) (1 driver) cost retical cost)
1950 594,000 15.50 22,500 70,000 45,600 532 14,10 2.65
1951 865,000 14.65 21,650 90,000 55,200 6.02 15— 249
1952 909,000 15.65 20,300 100,600 55,200 6.24 13.95 223
1953 941,000 18.95 20,300 160,000 79,200 7.15 12.50 1.74
1954 941.000 23— 17,000 175,000 79,200 7.54 10.10 1.20
1955 995,000 23.85 15,500 180,000 85.700 7.79 9.20 1.18
1956 1,000,000 23.65 19,500 180,000 90,000 8.01 9.09 1.13
1957 1,100,000 25.70 23,230 200,000 119,000 9.31 10.50 1.12
1958 1,151,000 30— 21.945 216,500 149,000 993 715 0.78
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The above table shows the close relationship
between the state of the roads and the true cost of
transport. The principal improvement works on the
main road arteries were carried out between 1951 and
1954, during which period the index showed its most
substantial decline.

It has been estimated that, but for the actual
improvements made since 1950, the cost per ton-kilo-
metre (assuming the freight market had also remained
unchanged) would have been 26.31 Fr. CFA in 1958
(9.93 x 2.65). However, although the appreciable re-
duction in transport costs {from 14.10 to 7.75 Fr.
CFA) between 1950 and 1958 was largely due to
better roads, other factors — not all of them posi-
tive — were at work. For example, something in the
nature of cut-throat competition among road carriers
helped to create rate levels that were possibly not
very consistent with economic requirements. In order
to assess real gains due to road improvement in the
ivory Coast, the somewhat arbitrary figure of 12 Fr.
CFA was taken to represent the true cost per ton/
km. On this assumption, the net average reduction
per ton/km in 1958 was 26.31 — 12 = 14 Fr. CFA.

A tentative effort was also made to evaluate the
annual gain on total road traffic (except local traffic),
derived from improving road conditions between 1950
and 19585 the sum arrived at being 2,240 million
Fr. CFA, which has to be set against the annual
capital charges on the investments in road improve-
ment, estimated at 450 million Fr. The first of these
sums divided by the second gives a “utility coeffi-
cient” of 5.4 for main roads: if local traffic is includ-
ed, it seems reasonable to assume a coefficient of
about 6, which is the figure for metropolitan France.

As already stated, the main, or at least the most
immediate, aim of road imprevement is to lower
transport coasts. In Nigeria, the Marketing Boards
have (according to Millard) quoted rates of 6.5d. per
ton/mile on asphalted roads, 6.0-7.5d. per ton/mile,
on gravel roads and 9.0 - 10.0d. on dry - weather
roads. In such circumstances the upgrading of a dry-

weather road to all-weather asphalted road may re-
duce operating costs by 6d. a ton/mile. Given a road
with a traffic volume of 100 vehicles a day, this would
mean a saving of 900 pounds per mile of road per
year.

Benefits which are not always fully taken into
account accrue when a road is straightened. A typic-
al example is the Accra-Mankesim project in Ghana,
which reduces the distance between Accra and Ta-
koradi by 30 miles. The 60-mile link which had to
be built to achieve this cost approximately 14 million
pounds. The traffic density is some 400 vehicles per
day, a goodly number of them heavy freight trucks
running at an average cost of 2/- per ton/mile, The
direct benefit to the user can thus be estimated at
some 438,000 pounds a year, which is sufficient to
recoup capital costs in 3 years. Among other benefits
are the removal of the many traffic hazards on the
old road, less wear-and-tear on vehicles, savings in
running time¢ and' easier access to the fertile food-
producing areas served by the road.]

In the case of secondary roads (rowtes de des-
serte), it is often a question of replacing a mere
bush-path by a dry-weather road, i.e. of establishing
a transport route where for all practical purposes
none existed before. Sometimes it is a case of “tapp-
ing” existing production and providing facilities for
its expansion. In many West African territories fert-
ile valleys are 10 be found which are blocked by a
mountain ridge or otherwise difficult of access. One
such is the valley of Fazao in Togo, which is separat-
ed from the rest of the country by a mountain ridge.
A road piercing this ridge would make it possible
to “tap” this rich agricultural area, whose present
production is transported to Ghana. Elsewhere, agric-
ultural production may still be in a more or less
embryonic state; but though the opening up or im-
provement of transport routes may stimulate new or
increased activities, initial studies must concentrate
on the productive sector, transport planning taking
second place to agricultural planning.

B. Caost aspects

While the effects of improved road transport
may be the most important aspect of transport in
relation to economic development in West Africa,
there are other aspects that also merit attention. For
instance, when the profitability of railway operation
is under study. one important factor in comparisons
with road transport must be the part played in costs
by fixed installations. Special problems may also
arise in connexion with expenditure on way and
stuctures taken over as a “legacy” from a past in
which the railways enjoyed a transport monopoly.

6 The actual investments in road improvement during the
period 1950-58 amounted to some 5,300 million Fr., or
about 7,500 million in Fr. of 1958, representing annual
charges of 450 million Fr, calculated of 6%.

1.e. before the advent of motor traffic on the high-
ways. Motor transport likewise took over a “legacy”.
in the form of a highway system which had partly
to be re-adapted to new needs.

The question arises whether this cost element
should be regarded as an item in production costs.
In most industries it is assumed that the total cost
of fixed installations can be apportioned among the
various production units, which, by increasing their
output, give increasing returns until the technincal
optimum is reached. But so long as unused capacity

TThe old road permitted only a hazardous 35 m.p.h.

over its 100 miles, while the new one allows 50 m.p.h.
over its 60 miles, representing one journey every 1 h. 40
min. or 243,000 vehicle/hours a year.
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exists it hardly seems economically eorrect to burden
production with the total cost of fixed installations;
for the investment is made once and for all and has
nothing to do with the actual volume of production,
and it remains, as a cost item whether the production
be great or small, or even if it cease altogether. Since
to regard the cost of fixed installations as a produc-
tion cost would imply that one item of produc-
tion costs persists even when there is no longer any
production, it seems logical 1o separate the original
expenditure on fixed installations from production
COsts.

The aim of plarning internal transport and the
expenditure is of only limited importance when judg-
ing how existing installations can best be used. Their
availability can be taken as a “faii accompli”, and
the only concern should be the best use they can be
put to in future operations. Any decision taken in
regard to economic cost, should be based on replace-
ment, not original, cost. Therefore, when transport
takes its place in cconomic development plans, the
resources required to provide the necessary services
must be assessed and the value of the “goods” fore-
gone if the appropriate measures are 10 be success-
fully adopted. Appraisals should naturally include
estimates of the cost entailed in renewing the equip-
ment and stuctures begueathed from the past that
have to be maintained for the operation of the part-
icular service conerned. An estimate should also be
made of possible adverse effects on existing facilities.
which may be rendered partly or totally obsolete by
the new service.

Economic cost calculations should, whatever thz
premise, indicate which mode of transport will pro-
vide a particular service at least cost (cost in this
case being understood to include quality of service).
The real difficulty in ascertaining transport cost lies
m the treatment of permanent way costs. In any
comparison of road and rail transport the question
arises whether, from the point of view of social costs,
toad transport should cover mot only maintenance
costs, but also permanent way costs. In the latter
case. charges on road transport in the form of taxa-

tion etc. should be sufficient to cover all expenditure
on extensions to the road system, although the charges
lrave no connexjon with past investments.

As regards the practical application of transport
policies, the emphasis is usually on external transport
— (particularly road and rail), among whose func-
tions is that of a link in the distribution or produc-
tion chains of other industries, although domestic
transport and the handling of materials are playing
a more and more important part in the same field.

The aim of planning internal transport and the
materials handling is to obtain maximum productive
efficiency, the latter being measured by the cost and
by the amount of time and manpower required per
unit of material. The problems involved concern
types of equipment® and various aspects of plant
design and closely allicd to the latter, the optimum
side of transport units and its relation to the package
unit, hence also to other aspects of packaging like
packaging material.®

8 E.g. fork-lift trucks, pallets, tractors and trailers, con-
veyers, lelphers, ropeways, elevators and containers. Drive-
ways and “aisles” suited to the equipment used are import-
ant in warehouse design.

% [n many countries certain experiences in transport dur-
ing the Second World War led to the adoption of new
methods, especially in mechanized handling. Domestic
transport was perhaps most aifected. but the flow of ports
operations was likewise extensively re-planned along the
lines adopted by the U.S. Navy in the Pacific theatre.
{Many of the worst bottlenecks in West African transport
operations undoubtedly occurred at ports.) It must be re-
membered, however, that the uniform character of the
goods shipped made the formation of unit Joads easy there,
and the whole operation in the Pacific was closely adapted
to fit rather special circumstances. There is always a po-
tential danger of putting techmical before economic effi-
ciency. Sometimes, for instance. mechanization is overdone
in regions where the relative cheapness of labour would
justify manual operations deemed inefficient in industrially
developed countries, where wapges are high, There are in
West Africa quite a few examples of transport installations
created in war-time, when the time element (as opposed
to the cost clement) was all important, such as port and
airport facilities fe.g. at Freetown and Bathurst) provided
for traffic far in excess of any peace-time demand.




CONCLUSIONS

The impact of transport improvements

The value of output in the transport industries
of West Africa is high in proportion to the gross
national product of the region - perhaps some 10%
of the total. In addition, there as elsewhere, transport
rates are of great importance for their effects on
general price levels. Tt is on the whole true to say
that the heavier and more perishable the goods and
the lower their intrinsic value, the higher will probab-
ly be the share of tramsport costs in the total cost of
the goods, and the same still holds good if they
have to be transported over great distances or hand-
led in small units. As most of the goods carried in
West Africa answer one or more of those descrip-
tions, better and cheaper transport may logically be
expected to have a considerable impact.

Improvements in transport will exert either di-
rect or indirect effects, the former confined to the
transport industry as such and reflected in the cost
or quality of the services provided or both, the latter
manifested of in a variety of ways, economic. finan-
cial or social. Technical improvements profoundly
affect the traditional patierns of production and liv-
ing in the native villages, transforming customs and
habits. But, on the other hand, improved transport
facilities may, by making commercial crops possible
in certain areas, help to curtail off-season migration
and enable present migrant workers to carn a perma-
nent living in their home country. Again, new secon-
dary roads may help so to increase production in a
particular area that it can offer a permanent liveli-
hood to surplus population from over-populated
districts, e.g. the overcrowded Kabré of northern
Togo, some of whom could be settled in the cocoa
and coffee districts in the south-west if sccondary
roads fostered increased production.

The benefits accruing to existing traffic from
road improvements are particularly obvious where
asphalt surfacing is concerned. (Some relevant figures
were given in the preceding chapter) Frequently, a
reduction of 25% in cost per ton/kilometre can be
achieved when the change is from a dry-weather
road to asphalt — or 15% when a dry-weather road
is upgraded to a gravel road (laterite).

As to railways, dieselization might achieve a
saving of up to 40-509% in operating and mainten-
ance costs.

As previously shown, total transport time may
be substantially reduced by improvements especially
in road transport, port operations and any kind of
combined transport. Time saved also means econom-

ies in Inventory, storage space and insurance,
thus also helping to reduce credit needs. It likewise
lessens losses due to deterioration of perishable goods
and rtisks of theft and breakage, both helped by un-
broken journeys and avoidance of reloading opera-
tions.

One particular result of better transport in West
Africa is the substantial increase in the volume of
export-import traffic, which is typified by the figures
recorded at ports like Abidjan, Takoradi, Lagos and
Port Harcourt. if comprehensive figures for the vo-
lume of domestic goods traffic could be collected,
the increase would be scen to be even more startling.
Improved facilities have also brought in certain
new traffic items, for which the existing modes of
transport were formerly unable properly to cater;
witness the increased volume of timber, coffee and
bananas carried mainly in the lvory Coast (and, in
the case of bananas, Guinea). The development was
primarily due to better road transport providing effi-
cicnt links between the plantations and the country’s
trunk roads not to mention improved port istallations
at Abidjan and Conakry. and making it possible to
ship perishable products, like bananas, for which
speedy transport is essential. Where speed is import-
ant owing to fluctuating market conditions, as in the
case of coffee and cocoa, faster transport enables
production to pay.

Increased traffic has also made it economically
sound to introduce modern handling equipmeat in
ports (including some river ports), especially cranes
and fork-lift trucks, so that loading and unloading
operations are expedited, the former constant over-
crowding on wharfs eased and warchouse space saved.

As already stated, transport improvements have
been directly responsible for the raising of new
crops, such as bananas. by creating new transport
services. But this new departure has not been con-
fined to export crops. Yams, which are widely grown
for the domestic market e.g. in Nigeria, are so bulky
and of such low intrinsic value that they would hardly
ever have been moved in large quantities, as now,
from the northern to the western part of the country
but for cheap road transport.

Better and cheaper transport, especially of perish-
able foodstuffs, is of great importance also because
it gives the people a chance of a more balanced diet.
For instance, air and road transport have brought
meat from the north to the forest areas, where it was
formerly almost unknown, and also improved meat
supplies to the city populations in the south. This
development is, however, still in its infancy.
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The advent of an expanding road transport in-
dustry has likewise created employment, e.g. in the
building of bodies for utility vehicles, in the repair-
ing of tyres, and in staffing garages, service stations
and rest-houses.

The most spectacular effects will presumably be
felt by the people of the northern areas of most of
the countries, traffic between which and the more
densely popuilated coastal areas will be facilitated
{the trend has of course already started), so that
surplus populations from the north will travel to
seek employment in the cities of the south, Not only
persons and goods, but also ideas, will move more
freely as new links are forged between areas formerly
cut off from cach other. The general fack of tele-
communications, which will continue for some time
to come, will be partially offset by actual physical
contacts between travellers.

Both rail and road fransport have been import-
ant agents in promoting urbanization. The growth of
townships at first largely depended on the location of
transport routes, and mostly of railways: centres of
population and railheads were always in combina-
tion. In recent years, much of this former function
of the railways has been taken over by trunk roads.
Notable examples from Nigeria of townships that
have grown up, not at railheads. but on trunk roads
(Lagos and Ibadan are typical rail centres) are Benin
and Oye, Onitsha, Owerri and Aba. In former French
West Africa, Bamake and Fort Lamy are among
the foremost “road towns™.

Improved transport must, for its full effect be
combined with a corresponding expansion of produc-
tion and trade. The latter must have reached a certain
level before expenditure on infrastructure is contemp-
lated; and to judge when that minimum has been
attained is one of the most difficult problems in
framing development poiicies.

The impact of transport improvements, though
bound to be felt in the long run, may not be imme-
diately apparent. The populations concerned are al-
most invariably conservative and tied by habit in
producton. trade and transport. Should a particular
transport improvement, like the construction of a
railway or of a trunk read to “open up the country”™.
be thought to imply a change in productive methods
or a need to find a new set of customers, there may
well be some opposition to the innovation from both
farmers and retail traders. The latter may, for examp-
le, be obliged to re-organize their business; they may
find they need to borrow more; and they may gra-
dually lose their independence by having to take
more partners into the business.

However. a slower tempo and less ambitious
plans may yizld better and more reliable results, for
instance if improvements are limited to the mere up-
grading of bush-paths to dry-weather roads. Even
at best, transport improvements are expensive, and
they must therefore be put in proper perspective

against the background of the economic resources
of the area concerned.

Politcal developments since the Second World
War have brought sweeping changes to West Africa.
Independent states have replaced the old-territories
which formerly constituted French West Africa and
the four British territories. Only now perhaps can
one truthfully spzak of a region or sub-region, and
regional problems are now emerging which may pant-
ly supplant former national ones. This is apparent
above all in the tramsport field.

The important role of road transport in the eco-
nomic development of West Africa has been under-
lined at vartous points in this study. In every country
of the region road conmstruction, improvement and
maintenance absorb a large share of the funds avail-
able. Similarly, there are important problems creat-
ed by increased traffic on the region’s highways that
call for study.

Generally speaking, one problem common to all
countrics in the region is how to ascertain what
precisely happens on the highways, what volume and
what kinds of goods are tramsported, how many
passengers are carried, what types of vehicles are
used, how many and what kinds of accidents have
occurred, and so on. Some of these questions certain-
ly also arise for sub-regional traffic, but basically
they have to be studied on a national level.

Sub-regional road links are, however, of obvious
general imterest. This is particularly the case when
the problem is studied in conjunction with economic
development. The structure of the transport systems
in West Africa was discussed previously, when it was
pointed out that it was prmarily devised to serve
the export-import trade with comparatively little re-
gard for the needs of domestic markets, which were
thereby severely restricted. The lack of transport
services between the territories — whether by road.
rail, or coastwise traffic — was at least in earlier
colonial times, hardly felt to be too much of a draw-
back. For on the one hand, the political atmosphere
during the period of what is sometimes called the
“scramble for Africa”, was not very favourable to
close links between the various colonies, while on
the other, as the same type, larger markets for these
products were not scught in West Africa. The idea
of promoting industrialization in these territories
came very late and almost the only concern was the
creation of a territorial import market for industrial
goods.

Developments since the Second World War and,
in particular, the attachment of national independ-
ence by the West African colonies and territories
have already brought some changes in outlook and
will undoubtedly lead to important changes in prac-
tice. The newly independent territories have in most
cases so far not enough population or purchasing
power to support a market for a pational industry.
Hence, a widening of the market across national
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borders is to be recommended, as this would make
for a useful division of labour on a regional basis,
products being manufactured where the economic
conditions are most suitable. But, to achieve this
result, improved transport services are imperative.
While improvements must mainly take the form of
new or better sub-regional road links, other transport
links may also enter the picture, e.g. railway connex-
ions or sub-regional coastwise traffic, for instance
on the lagoon system of the Guinea coast.

It should be noted however. that the problem is
not merely one of linking the various networks but
also of laying down internatipnal construction and
maintenance standards for the sub-regional system
(type and dimension of road etc.), together with
rules and regulations for traffic (vehicle dimensions,
permissible axle-loads, road signs and signals, speed
regulations, driver’s licences and frontier formalities).
A regional code must also be established for the
classification of road accidents.

Some of the items mentioned above are already
treated, although not very consistently, at the sub-
regional level, e.g. at meetings of the West African
Public Works Departments, which held their 15th
session at Ibadan in November 1960; but a com-
prehensive study of sub-regional road problems re-
mains to be undertaken.!

[ Some practical steps to achieve this have as a matter
of faot alrcady been taken. At the Third Session of the
Economic Commission for Africa, held at Addis Ababa
in February 1961, a resolution was adopted calling for a
meeting of the Ministers of Transport and/or Works of
the coumntries of the West African sub-region ta discuss:

(a) the general lines upon which the sub-regional trans-
port network should be developed;

(b) and the possibility of standardizing vehicle legisla-
tion, and signs and signals traffic using the sub-regional
transport network.

This conference met, as stated previously, 23-27 October
1961 in Monrovia and some important resolutions were made.
See document E/CN. 14/147 - E/GN. 14/TRANS/WP. 24.
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TABLE 1

West Africa ;2
Railway Traffic in Millions of Net Ton/Kilometres
Country 1952 1953 1954 1955 1956 1957 1958
French Cameroons .......... 100 99 101 103 98 110 129
French Equatorial Africa ... 97 84 91 107 129 141 156
French West Africab ......... 461 420 468 530 545 563 598
Ghana .........cvvivinininens 240 264 262 280 323 300 300
Nigeria ..ooovveiiiiriiieeninnns 1353 1487 1764 1901 2116 2015 2259
Sierra Leone ................ 33 32 28 24 31 33 27
French Togoland 10 111 10 8 6 8 8
Guinea .....ocoviiiviiiienianes 43 44 42 44 38 37 42
Approx. Total ....... 2337 244] 2766 2997 3286 3207 3519
Source: United WNations Statistical Yearbook, 1958, 1938 1948 {x) 195]
e Figures for Gambia and Liberia are not available. French Equatorial Africa 68.8 73.7 98.3
b For the former French territories the following figures French West Africa 325 366 {(x) 512
may be added:; == (x) 1949 in case of French West Africu.
TABLE 2
West Africa:?
Railway Passenger/Kilometres (in millions)
Country 1952 1953 1954 1955 1956 1957 1958
French Camerocons .......... 96 85 89 90 82 87 105
French Equatorial Africa ... 45 43 40 39 47 51 52
Freuch West Africab ....... 448 451 503 475 423 409 508
Ghana ..o 339 226 204 234 253 247 242
Guinea ....oovveeiiiiiii s 37 36 41 35 56 38 43
Nigeria® ...oovvviiiviiicerienenes 565 569 562 635 717 738 595
Sierra Leone .......ccovvvenens 54 47 53 65 70 70 68
French Togoland .......... 68 75 73 56 66 70 77
Approx. Total .......... 1652 1532 1565 1633 1694 1710 1690
Source: United Nations Statistical Yearbook, 1958. 1938 1948 (x) 1951
a Figures for Gambia and Liberia are not available. French Equatorial Africa 86 263 5.6
b For the former French territories the following figures French West Africa ’ 414 '479

¢ Includes British Cameroons.

may he added ; B—>

{x) 1949 in the case of French West Africa.
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TABLE 3
Motor Vehicles in use in certain West African countries.
A_  Passenger cars B. Commercial vehicles
(in thousands)
Country Code 1952 1953 1954 1955 1956 1957 1958
Camercon (Fr)t ... ... A 2.5 33 4.2 54 6.0 6.8 80
B 9.5 10.9 12.4 13.5 15.2 16.6 17.9
French Equatorial Africat .. A 3.8 44 5.3 6.2 7.1 84 9.5
B 8.1 9.0 10.2 11.5 13.1 14,8 16.C
French West Africal ......... A 12.9 12.8 16.6 28.3 344
B 229 24.6 27.0 . 40.6 46.5
Ghanal ... A 8.1 10.7 11.9 13.4 14.5 15.5
B 9.7 12.5 135 14.9 15.6 15.3
Nigeria? .............ocoiieeiinn. A 10.3 12.5 14.3 17.1 20.3 226 24.0
B 9.8 11.2 132 14.7 16.9 16.5 18.4
Sierra Leone .. ...l A 1.2 2.5 32 2.8 3.0
B 04 0.8 29 2.1 1.8
Togol ..o A 0.4 0.5 0.6 0.7 0.9 1.1
B 0.7 0.9 1.1 1.4 1.7 1.8

Sourcer United Nations Statistical Yearbock, 1959
l Including vehicles operated by police or other governmental security organizations.
2 Including British Cameroon.

TABLE 4
Road network position in certain West African countries

Territory and All-weather roads  Dry-weather roads  Total (round figs.)

reference year km. km. km.
Cameroon (Fr.) ......ocooe... (1957) 8.200 1,200 10,000
Dahomey ........covvevveeninnns (1956) 3,972 1,200 5,200
Total French Africa ......... (1956) 47.176 33,800 81,000
Ghana ..o (1958) 29,860
Guinea ....occeeieiiiiiiiian, (1956) 5,092 2,500 7,800
Ivory Coast .......cccovvvnvnnen. (1956; 8,752 8.000 16,800
Liberia ..cocooovvniiiiiiiennn.... (1958, 1,184
Mauretania  ........ceeienl. (1956) 2,675 1,000 3.700
NIZET i (1956) 3,504 5,000 8,500
NIgeria ...ovoveeeriieinirieneniens (1958) 59,200
Senegal ......occoveiciiiniinennn (1956) 8,653 3,000 11,700
Sierra Leone .,.....covevvnnnens (1958) 5,512
Sudan ... (1658) 6,162 5,000 11.200
TOEO v (1957) 1,176 3.300 4.476
Upper Volta .......covvevvinnnnn. (1956) 8.361 2,100 16,500

Sources: “OCutre Mer"”, 1958.
Road International, No. 35,
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TABLE 5

West Africa: Net Weight of Vessels Entaring West African Ports
{in thousand metric tons)

Country 1952 1953 1954 1955 1956 1957 1958
French Cameroons ............ 1.513 1,837 1.793 1,844 1,801 1.912 2,374
French Equatorial Africa ... — - — — — — _
French West Africa ......... 11,656 12,866 12,630 13,958 16.458 20,016 15,922
Gambia ... 438 392 405 417 417 372 448
Ghana ........ccciivvvnniniennn,, 3,276 3.622 3,666 3,789 3,725 3.990 4,727
Guinea .......ccoceeiiiiiiennnn. 1,144 1.679 1,784 1,988 2,005 2115 2.224
Liberia® . .....coocooiinenin, 892 1,434 2,381 3.997 5,584 7.466 —
Nigeriab .........oovven . 2,551 2,988 2,983 3,172 3,284 3.656 4,804
Sierra Leone ..................... 2,663 3.001 3,011 3,125 3.648 4.082 4,029
Togoland ... 81Z 1,060 1,045 1.041 968 863 1,001
Total ..............oeeeel. 24,948 28.879 29,698 33,331 37.890 44,472 35,539
Source: United Nations Statistical Yearbook, 1959.
aln the case of Liberia the figures refer to the vessels registered there,
b Including Cameroons [Br).
TABLE 6
West Africa: Shipping - goods loaded from West African Ports
(In thousand metric tons)
Country 1952 1953 1954 1955 1956 1957 2c8
French Cameroons ............ 219 287 296 296 315 359 399
French Equatorial Africa ... 314 444 592 757 747 1,014 1,428
French West Africa ......... 1,921 1,845 2.160 2.056 2.405 2,988 2.491
Gambia ..........cooeiiiiiinnnn.. 63 54 50 49 41 7% 112
Ghana ..o 1,422 1.527 1,625 1,383 1,660 1,824 1,643
Guinea .......ooviiiiciiiiannn.. 137 856 1,139 1,177 1,401 1,538 340
Liberia ......ccoooevviiviiinnnnn. — 1,312 1,232 1,841 — — —
Nigeria .oooooviinveiiinin. 1,565 1,747 2,003 2,010 2,129 2.058 2.654
Sierra Leone .........cocoeelL 1,490 1,370 1,010 1,396 1,430 1.608 1.475
Togoland .........cvvevvennnnn, 56 62 54 49 48 43 43
Total ..o, 7.187 9,504= 9.801= 11,0242 10,176 11511 11,085
Source: United Nations Statistical Yearbook. 1959.
a Inctudes Liberia,
TABLE 7
West Africa: Shipping - goods unload:d in West African Ports
{in thousand metric tons)
Country 1952 1953 1954 1955 1956 1957 1958
French Cameroons ............ 407 315 353 352 Y i 411 490
French Equatorial Africa ... 275 236 230 249 283 359 385
French West Africa ......... 2,297 2,272 2,511 2,447 2,914 3,514 2,929
Gambia ..........occiiiiiiiinnn, 45 31 38 58 46 © 60 52
Ghana  ..ooovieeniiiiaeaen, 1,072 1,176 1,178 1,450 1,397 1,496 1,419
GUinea .......cooceeriiiiiinnieans 206 215 194 243 192 229 347
Liberia ... — 165 169 200 — — —
Nigeria ..oooiiiiiiiiiin, 1,372 1,556 1,680 2,034 2,287 2,291 2,376
Sierra Leone ..........ccoeeen L 181 191 200 274 448 626 620
Togoland ........cccoveeinenes ¥ 47 58 58 55 56 64
Total ......ccooiiiviiennnnn. 5.892 6,204 6,6112 7.3652 7.999 9.042 8,682

Source: United Nations Statistical Yearbook, 1959,
a [ncludes Liberia.
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