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PREFACE

This thesis is primarily intended as a geographic study of.transport
in relation to social and economic change in a developing country. Its
purpose is to point out, as far as possible, the inter-relationship between
transport innovation and socio-efonomic development. Since the emphasis
is on the inter-relationships, the discussion does not therefore concentrate
on expanding these subjects per se. Economists may find the thesis of some
interest, they shoulid not however expect a great deal of economic
sophistication in the discussion. Economic concepts have been introduced
mainly in the belief that, rudimentary though these may be, they will surely
influence geographers to ask more of the relevant economic questions in
evaluating the role of transport in developing countries.

I am deeply grateful for the financial assistance received from the
Sierra Leone Development Company Ltd. in the form of a national tholarship
for the first year of my research; to Fourah Bay College, (University of
Sierra Leone) for providing me with funds to undertake various field work
projects; and to the Institute of African Studies, Fourah Béy College, for
congiderable financial assistance in several aspects of my work. Appreciati
credit goes to ITALCONSULT (Rome), a team of Transportation Consultants
commissioned by the Internationsl Bank for Reconstruction and Development
- to study the transport’ problems of Sierra Leone, who gave me the opporitunity
of working foxr six weeks with a wide range of specialists in the various
fields of transport, agricultural economics, soil science and statistics.

I would particularly like to express my sincere appreciation to two
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people without whose constant help and advice it would have been
extremely difficult, if not impossible; to completg this study. My
thanks go to Dr. J.I. Clarke, formerly Professor of Geography at Fourah
Bay College, now Reader in Geography, Durham University, for directing
and stimulating my first uncertain steps in research work and to
J.C. Dewdney, Professor of Geography at Fourah Bay College, who
painstakingly read and commented on all the chapters, Further I would
like to thank Dr. P.X, Mitchell, formerly Senior Lecturer in the
Department of Geography, Fourah Bay College, now at the Centre for
West African Studies, Birmingham, for valuable assistance in preparing
the Road Map (Fig. 6.1) and for the use of his map on Barly Trade Routes
of Sierra Leone (Fig. 3.2), to Dr. M.E, Harvey, Lecturer in Geography
at Fourah Bay College for valuable suggestions and objective criticism,
Mr., G.J. Williams, Lecturer in Geography at Fourah Bay College, for
permission to use his Amplitude of Relief map in the preparation of
Fig. 7.3, to Michael Crowder, Director of the Institute of African
Studigs at Fourah Bay College, for his unfailing assistance in virtually
all aspects of my work, to John Nelson and A.J. Elba for their help in
the preparation of some of the maps,and to Mrs. Faulkner for typing the
draft. The thoughtful comments of several others not mentioned here
are also acknowledged. The responsibility for omissions and errors is,
of course, entirely mine.

The analytical work is based largely on data collected from the
various government minisﬁxries (now known as Departments under the

military government); some, however, would have been difficult to obtain
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without the assistance of commercial firms like U,4.C, MNotors Ltd.,
Brewo Motors, British Petroleum Ltd. afd public corporations like the
Port Authority, Sierra Leone Produce Marketing Board, Sierra Leone
Railway and Road Transport Corporation. Further, the help received
from the Police in giving me free access to the motor vehicle files
and the informative discussions held with officials of the Motor
Drivers Union, are well appreciated.

In the thesis, the leone (the present unit: = of decimal
currency) and the pound sterling, have beén used., The sterling

equivalent of one leone is ten shillings.
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CHAPTER 1
INTRODUCTION

Over the past decade, the subject of trgnsport and communications
as a factor in the development of African territories)has been of
vital concern to the former colonial powsrs, to the national governments
which have replaced them and to the gpecialized agencies of the United
Nations., The concern with transport goes back to the early days of the
colonial pefiod siace, as Harrison Church has pointed out "the provision
of transport is not only a basic featwe of colonization but also one of
its most obvious expressioﬂs".l

Data on transport, as in the case with so many topics of research
in developing countries, are by no means adequate and are geaerally
restricted to such relatively simple matters as route mileage, railway
income and expenditure and port import and export toanages, The paucity
of data will be emphasized sggin and again because it is such a pervasive
phenomenon in research work. This handicap, however, must not deter the
pursuit of researoﬁ nor should it prewert the formulatioa of conclusions,
The author of this thesis has frequently utilized the limited data avallable
to present bold ideas, believing that what may be considered unjustified
anticipation and speculaiive>conclusions, are inevitable research
hazards in the interpretation of interrelationship in developing countries.

In thevpast, few transport studies have attemsted to describe a-
transport system as an integral part of an African territory, thet is to
show the place of transport within the complex Ffabric of economic and

social patterns within a territorial unit. The preseunt thesis, therefore,



attempts to study trausport as one element in the process wof economic
and social development in a spéoific territorial unit, Sierra Leone,
which gaimed its independence from Britain on April 27th, 1961. The
whole range of interrelationships is viewed from the viewpoint of the
economic geographer.

The thesis discusses transport in Sierra Leone in a number of ways.
It begins with a consideration of the transport system as manifested in
its component parts., These include the least specialized forms such as
small boat and coastal water movement, the less specialized forms of
road transport including minicipal and long distance passenger and
frelght movement by public and contract services and lastly, the highly
specialized forms such as mineral railways and air services. The several
chapters further identify three major phases of transport development in
Sierra Leone: 1) the period from the early Portuguese contacts to the
beginning of the 20th Century when patterns which had persisted for 300
years were finally broken downy; 2) the period 1900 - 1930, when the
railway provided the first penetration of mechanized transpart into the
interior and became dominant in the movement of goods and passengers;
and 5) the period from 1930 to the present when road transport expanded
enormously to become the country's primary transport mode.

In the analysis, chapbers 1 - 2 treat the broad implications of
the topic with emphasis on transpert in relation to geuneral development
in the West African region. The thesis progresses from chapters 3 to 9

which give & detailed study of the various transport modes in Sierra

Leone with stress on futwe development trends. Pinally chapters 10 to 14
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deal with social and economic development as a facltor of transport
in terms of motor Vehicles, traffic, costs, rates and charges. The
conclusion, deviating from the common practice of summerigzing what
has already been said, breaks new ground and aiteﬁpts at pwesenting
an idealized model of transport network evolution and discussing a

few more relevant problems.

Development of Transport

As stated earlier, the transport system of Sierra Leone has
evolved through several stages and the major motivating factor in the
entire developmeut process has been tle economic need to link areas of
potential production®o world marle ts, and :ireverse,to open up domestic
markets to the industrial products of metropdlitan powers. Here is
seen a classic example of Ullman's concept of "complementarity!, which
expresses the exchange of commodities between geograrhically dissimilar
regions as a function both o£ nabtuwal and culbural differentiation based
on economies of scale?; In the early days of Ruropean contact, head
porterage and canoes were the principal modes of transport. Thig
form of transport was utterly inadequate to meet the needs of lrge-scale.
transfers, sime the average load and day's length of journey for each
head porter were usually in the region of sixbty pounds and fifteen
miles respectively. However, towards the close of the 19th Gentury)
the 1885 Treaty of Berlin confirmed several Buropean nations in their
titles to diverse African territories, with the stipulation that these
territories were to show effective signs of colonial occupancy. This

provision was a vital factor in the development of the railway network
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of Africa as a whole, which came to consist of a series of disconnected
systems each confined to a particular colonial territoryB.

The growth of bulk transport inSierra Leone was started by the
narrow-gauge government raillway (SLGR), originating from the ecogst at
Freetomn and making 1ts way slowly into tle interior to fterminate at
Pendembu on the main line and at Kamabai4 on the branch line, The
railway thus accomplished much of the linking proceés and brought about
substantial growth iﬁ external and internal trade. During this phase
of railwsy development, the role of roads changed from that of a
primary fransport facility to a railway feeder. In this capacity roads
expanded to link areas not accessible to the railway and thus comple-
mented the railway's function in the development of trade, The mechanical
revolution of the internal combustion engine, which made the lorry a
cheap and practical transport mode, marked a turning point in the
functional relationship between roads and the railway. The rapid growth
of motor transport guickly ralsed roads to a competitive position vis=d-vis
the railway as they reverted to their former role as a primary transport
facility,

Throughout these stages of traasport development, several interrelated
themes are woven. The growth and decline of population and trade centres
as the structuwe of the transport system changed are processes that can
be followed throughout these periods. The decline of water transport

and the rise of the railway are reflcted in the decay of cestal trading
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’éentres guch as Magbile, Mano Salija, Sulima and Bounthe and the rapid
growth of inland railheads suéh as Bo, Kenems and Segbwema. The effect
of transport reorientation is not simply limited to the physical meansg
involved, bubt also finds expression in such socio-economic phencmena as
the development of urban and trade centres. Change in population and
settlement distribution are other discernible trends because population
near a motor road tended to increase rapidly, partly as a result of the
coming of the roads and partly because whole villages migrated from their
old locations to settle astride the new main roads. PFurther aspects of
demographic and commercial redistribution are the rapid growth of new
urban centres and the tendency, particularly marked since 19502£or
commercial houses, especially Lebanese, to move further and further away
from the railhead as that traansport mode declines and to cohglomerate in
the immediate neighbourhood of lorry parks; which have today become the

foci for trangport in each major town?.

The tendency towards a rapid growth of urban centres is paralleled
by the trend towards port concentration, as changing route patterns
expand the hintverlands of certain ports at the expense of others, A final
theme is the continuous process of reducing economic distance by improve-
ment in the transport system and by technical innovations. The real
problem of economic development in Sierrg Leone revolves around the
central theme of effectively linking producers and consumers by
reducing trauvsport costs. Markets grow because of improvement in

transport and communication., The market is originally small and locelised.



Demand is of ten restricted by the -cost of obtaining goods from the

point of produotion}and gupply is limited by the cost of moving goods

into areas of consumption., The problem bhecomes mest severe when ignorance
prevails among producers and consumers as to market conditioms. With
improved transport, however, markets grow and the expansion is cumulative.
Increased outlets for commodities produce an increase in real incomes
which in turn raises the demand for other products. The linkage of
markets by, and imprqvement in transport, becames part of the develop-
ment process. This linkage, forged by the combined innovetions of rail
and road since 1900, have given Sierra Leone a falrly well developed

trangsport sector of the economy.

Geogravhical Background

Tfansport is a vital factor in economic improvement, and Lo
understand its full implications, one must not only take into account
the geogra?hioal realities involved,but must also be able to appraise
the entire situation in terms of its geographical unity. This section
thus attempts to familiarize the reader with the geography of the country,
emphasizing mainly the more salient physical and human features as they
are related to, and provide the setting for, transport development.

Sierra Leone has a total area of 27,925 square miles (approximately
that of Scotland) and contains a population of 2,180,355 accordiag to
the first national census of 196%. Three zones of high population
density clearly stand outs the Western Ares whose high density results

mainly from the ovresence of the Freebown ares which provides the biggest

(et
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Primary forest was mainly restricted to the south while savanna woodland
was found in the north. Todéy, however, the country is covered largely
by farm bush énd savanng woodland; aloung the coast is a narrow belt of
mangrove swanmps. Building rail and road facilities in the farest zone
has always been more expensive than in the open savanna woodland area of
the north, but this has not prevented the forested south from having a
greater concentration of transport facilities. The forest area, because
of a greaber degree of commercialization, as exemplified by cash crop
production, contains the bulk of railway mileage and the densest road
patterns.,

The eastern scarp, a striking physical feature, runs in a north—west/
gsouth-east direction and separates the western plains ares from the
eastern plateau. The scarp exerts a negative influence on the develop-
ment of the transport system as seen in the paucity of through east-west
routes. West of tle scarp there is an extensive road network, but it
terminates abruptly at the western face. The negative influence of
physiographic factors is illustrated in Fig.??anhere adverse relief
and swamp conditiom stand oul prominently as major deterrvents o the
growth of the transport network especially roads.

A mean annual rainfall of at least 80 inches is experienced over
the whole country with the exception of the extreme north where less
than 80 inches of rainfall are registered. Rainfall variability is

small, s 10 percent average variation is almog¢t uvniversal. However, it
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is not the total annual rainfall that is important to traunsport;
the intensity and amount of rain falling at any one time are most
significant, Heavy rain storms falling at short duration can
cause disastrous washouts on the numerous laterite roads. In the
peak of the rainy season in July and August, flooding of roads is

common and this tends to disrupt the smooth flow of traffic,

The Economy

Teonomic factors have played a nuch rore important role than
have physical features in shaping the lines of transport. The
structure of the economy is largely a function of geographical
factors such as climafte, the distribution of natural resources and
the importent fact that Sierra Leone is largely a country of peasant
producers. The legt feature is the resuvlt of British €olonial policy,
which, in a bid to make the territory economically viable, encovraged
the early introduction of a cash economy baged on peasant production.
Cash crop production mainly consists of palm produce, cocoa, coffee,
plasseava and ginger.

African peasant sgriculture showed early signs of success and in
1928, nearly 98% of a total éxport income of Le.3.22 million (£1,61
million) came from agricultural products. The oil palm has always
'played the leading role and production is widespread, thoﬁgh the most
importent areas are located in the Scarcies rivers, along the branch

railway line and in the south-east where the palm groves are densest .
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In the past both palm kernels and palm oil were exported, but today the
oil is wsed to meet the demand of a growing domestic market while the
kerngls are still largely for expart. ﬁnlike Indonesian production, the
bulk of palm produce comes from wild plants not plantations; there are
however a few pioneer palm plantations at Masanki, Mange Bureh, Sahn
and Gangah of which only the first mentioned is ab preseat in full
production. The future trend points to the greater encouragement of
plantations and the setting up of pioneer oil mills.

Cocoa cultivation was iunbroduced in 1925 and the cocoa growing region
lies in the forested south-east with areas of maximum production centred
in Kenema, Segbwema and Pendembu where the dessicating effect of the dry
season is less severe., Production is based on small peasant holdings,
harvesting and processing the cocoa seeds is still done by slow hand
methods. Coffeec is a newcomer and production effectively dates from 1945,
Like cocoa, its cultivation is largely restricted to the south-east and
the coffee trees are similarly planted in areas of high forest. In the
past both Robusta and Liberica coffee were produced, but today the emphasis
is on Robusta which is used in the manufacture of instant coffee,

Piassava i1s a vegetable fibre obtained from the raphia palm which
grows in - swamp areas. Production is concenbrated in the estuarine swamp-
lands of Pujehun and Bonthe Distriotslo. It has been exported for the past
50 years and is used in the manufacture of brushes. Ginger which is econ-
omically marginal, was first exported in 1890 and production is centred
mainly in the Moyambe District. Demand is ungtable end production has

consequently been quite limited.
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The early development of the railway and road network can easily be
explained in terms of providing bulk transport medis for the effective
exploitation of the country's agricultural resources. Heunce a major
motive in constructing the government railway, as overtly expressed by
Governor Cardgw, was to release the great economic potential of the
eastern Q&lm—bearimg country. The present railway aligament is a true
reflection of this need, since it effectively traverses the major palm
reglons, Roads developed to reinforce the railway's function and played
an important part in the development of cocoa and coffee production., The
gtrong pogitive correlation between main cash crop areas and the greater
concentration of transport facilities 1s rooted in the early inter-
relationship between transport availability and agricultural development.

Mnother line of economic activity has been mineral production. This
started in the 1930s and new minerals are still being discovered and
exploited in the 1960s. An interesting featuve here is that mining opera-
tions have created very little traasport developments a striking variation
froﬁ the experience in Ghena where the development of the railway was

largely in response to the needg of the mining industry

;amd it has even

been sugzested that the Tarkwa gold mines were "the father of the railwaj?ll
In Sierra Leone only the iron ore mines at Marampa created a mineral
railway which is exclusively geared to meet the needs of the mines and

Rad . o

does not affect the movement of local traffic in the area.
Diamonds are mined principally in the Kono District, and on a rather

smaller scale in the Kenema and Bo Districts., Wining is alluvial and is
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TABLE

Year

1955
1956
1957
1958
1959
1960
1961
1962
1963
1964

l.l

Legal
SeLe3,T

419,137
427,197
506,198
648,042
660, 40k

693,569

888,977
603,439
748,818
825,000

Source:

PRODUCTION AND EXPORT OF DIAMONDS 1955-1964

Value of Exports (ILecnes)

Production@Carats)

. Small-scale mining Total Legal
- 2,800,956

126,968 6,914,770

547,171 12,850,394

781, b2k 14,367,574

651,418 13,617,136
1,215,617 32,946,546
1,406,302 31,938,560
1,03%,963 14,217,724

639,487 32,327,342

779,808 38,000,000
P.K. Mitchell and K. Swindell: 1965

Smuggled

16,000,000
20,000,000
30,000,000
30,000,000
30,000,000
very low
:25000,000
8,000,000
8,000,000
2,000,000

Total in £

19,000,000
27,000,000
43,000,000
44,000,000
4l ;000,000
33,000,000
34,000,000
22,000,000
40,000,000
40,000,000

Unlike diasmond mining, which has created little transport development,

depending mainly on the already established govermment railway and short

gpurs of access roads to link producing aresas with the panning plants

and separabor houses, iron ore mining hag created a 52-mile mineral

railwey from the port of Pepel to the mine at Marampa.
and mining equipment is its sole function and its 3ft. 6in.
adequate,

SeleGeRe and it has recently besn substaantially improved to

increpsing production at the mine,

Constructing the line weg far cheaper and easier

The railway now carries

Transport of ore
gavge is quite
than the

cope with

an annual

average of over 2 million tons of ore using twin diesel engines and

hopper wagons; 8 trains run per day.

The line is closely tied with the



mines and its span of life depends on the conltinued viability of DRELCO.

Bauxite and rutile are recent additions to the mining industry.
Production of bauxite started in 1963 by the Sierra Leone Ore and Wetal
Company (SIEROMO) &b the Mokenfi Hills mine ian the Voyemba District. In
1965 the export tonnage stood at 173,000 compared with 10,000 in 1963,
The ae ig first sent to Italy for reduction to alumina and later %o
Switzerland for refining. The rutile mine was opened in 1965 at Mobimbi
in the Banta chiefdom of Bonthe District. Production started in 1967 by
a private company, Sherbro Minerals Ltd., a subsidiary of several Anglo-
American firms with considerable interests in titenium. Both the bauxite
and rutile mines depend on a short access road to move the ores from the
point of productionfté the export port of Niti on the Gbangbals cresk.
From here lighters take The ore down the creek to ships anchored in the
Sherbro river,

In summary, the export economy reveals two distinct features: an
agricultural sector composed of small-scale peasant farmers producing
cash crops and a wide vgriety of subsistence foodcrops, and a mining

sector composed of almost entirely foreign concerns. Agricultural

production has been on the decline both in volume and value as can be

6]

een in the decresse of the palm kernel tommage from T71,%00 to 49,274 or
in the decline of the rice ltonnege from an esbtimated 6%0,000 to aboutb
200,000 tons in 1950 and 1965 respectively. On the other hand, mineral
production has shown a phenomenal increase and this trend is likely to

continue for several years to come. The pattern is best illustrated in
Table 1.2 where the Anmwal Bxport Thcome is broken down to perceatages by

major commodities.
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TABLE 1.2 ANNUAL EXPCRT INCOME ~ PERCENTAGE DISTRIBUTION BY MAJOR
COMMODITIES 1950 - 1965

Percentage by Commodities Total Percentage
Year ?otal Diamonds: Iron Bauxite Palm Otheré3 Mining Agriculture
in Le.m, Ore Rernels

1950  13.32 23.36 19,16 - 34,19 23.29 42,52 5748
1951 19,70 13.92  16.03 - 46.17 23.88  29.95 70,05
1952 20,90 12,65 21.34 - 49,67 16.34 33,99 66,01
1953 23,48 10,21  37.02 - - 36429 16,48 47,23 52477
1954  22.00 15.45 24,61 = 34,22 25.72  L0.06 59,9k
1955 19,86 14,10  37.36 - 25,27 23.27  51.46 48,54
1956  2L,26 28.50  33.00 - 20,67 17.83  61.50 38.50
1957 30,02 42,81  29.19 - 15,02 12,98  72.00 28.00
1958  33.08 L3.43  27.15 - 14,80 1k.,62  70.58 29.42 .
1959  32.80 k1,52 24,98 - 19436 1k.14 66,50 3%450
1960  51.86 63.54  15.95 = 11.25 9426 79,49 20.51
1961 50.90 63.45 18.57 - 9.69 8.29 82.02 17.98
1962 33,30 42,70 30,73 - 14,73 11.84 73,43 26,57
1963  50.88 63.54 19,41 - 9.6k 7okl  82.95 ~ 17.05
1964k 60,88 65,42  17.14 - 8,00 9.4h  82.56 17 bk
1965  57.54 64.23 18.93 1.00 9.87 5,07 8k.16 15.84

Sources: (1) Annual Trade Reports.

(2) Quaterly Statistical Bulletin Vol., 6 June 1966,
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Salient points to be noticed afe the general dominance of minerals in

the export economy, producing a total income of Le 48,4%4,000 (£24,217,000)
in 1965, Turther the relative decline of iron ore exporbt income compared
with diamonds is significant. In the ag*icultural sector palm kernels

have shown an absolute decline, at one bime they accounted for 90% of the
country's exports by value but in 1965,only produced a meagre 9. 87%,

In the industrial field, manufacturing and processing occupy & small
but growing sector of the economy. Government itself is active in the
establishment and running of such industries as rice and palm oil mills,
furaiture mills at Kenema, and in association with foreign capitalists,
has established cement works, flour milliag and petroleum refining, The
role of government as in other West African countries, is to transplant
and diffuse modern production technigues which are uecessary for industrial-
ization but which cannot be easily supplied by private capital, The
situation ig gquite similar to Japan's take-off period in industrialization.l4
Private capital is also iandependently playing an active role in the
industrial sector, as seen in the production of congumer goods such as
cigarettes, beer, paint, soap, mineral waters and a varietybof food
products. The gross product of manufecturing industries in 1964 was
Le 14.14 million.™5

Sierra Leone is a relatively voor country and it is essential fo
emphasize this when discussing the provision of expensive facilities 1lik
roads, railways and aly services. The National Income per head of

.

population averages ebout Le 90 (£45) although little significance ceu be

C¥

attrivuted to such an average figure in a society where the subsistence
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income is so important and yet so difficult to quantify. PFurther the
country is suffering from a continuous adverse balance of trade, though

deficit variecs substantially from year to year as can be seen in Table

1.5,

TABLE 1.3 EXTERNAL TRADE: 1956 - 1965 (in Thousand Leones)
Year . Imports Exports Balance

1956 46,186 a2€,36o - 19,826
1957 56,500 36,692 - 19,808
1958 47,806 39,226 - 28,580
1959 47,040 38,938 - 8,102
1960 52,684 53,262 ‘ + 578
1961 65,078 58,736 - 6,342
1962 60,972 41,150 - 19,822
1963 59,710 57,886 - 1,824

1964 71,019 67,965 - 3,05k

1965 76,875 63,224 - 13,651

Source: J.I. Clarke et al: 1966

Quarterly Statistical Bulletin Volume 6, 1966
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Such a bad visible balance of trade coupled with & national public debtb

of Le 65 million in 1967 as revealed by the Wational Reformation Council

(WRC) which took over the affairs of govermment on March 23, 1967,16

raigses severe problams ag to the country's ability to finance transport
4.

orojects or raise foreign loans for such purposes.

Transport and Development

The forempoing discugsion points to the important fact that the
economic and social patterns of Sierra Leone are largely the creation
of transport facilities which linked the country with the outside

world. SGince transvort is of such strategic importance to development
kS 3 J

g

1t 1s essential to review a few of the significant themes,
Usvally there are two dimensions to transport: geographic space

and time. Better transvort facilitates the cheap movement of goods

through geographic space from point of production to point of consumption

with the dual effect of maximizing markets and the inherent posdibilities
of economic growbth., In the time dimension, better transport encourages
ecconomles of scale because of a more rapid turn-over in invested capital.
The ideal situation results when reductions in costs are achieved in both
dimensions simultaneously., This is best illustraeted in reil transport

which compromises effectively between slow bubt cheap water transport aad

’
b

)

fagt but expensive air transport. Roads may reap similar benefits but
only by the use of larger amounts of capital equipment at comparatively

higher costs. The saving of capital achieved by transport improvement

enables lanvestment to be carried out in other fields)and this is important

in develoning countries where capital is usually the scarcest factor in
0L10g !
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development.‘/The saving in capital provides the major link between
econoiic development and transport improvement. HRconomic growth solidly
depends upon the growth of capital and transport improvement tends to

N

release working capital which can theu be made productive as fixed
capital in other sectors of the economy. But before fixed capital can be
used in other economic activities, there must be an adequate productive
opportunity. Such opportunities will be related to the wider markets
achieved by lower transport costs through savings in the space dimension
and the lower costs of carriage reducing the economic gap between
producer and consumer, The overall effect is to increase the mgrket area
by lowering the selling price of goods and consequently increasing the
number of consumers. Hence producers will now be able to sell over a
wider geographical area and also sell more within their original markets
producing extensive and intensive economies,

In conelusion, it is essential to clarify the relationship between
transport and the process of development and growbh. The mere provision

Y

of transport media is not of itself sufficient to generate developments
it is the efficient combination of transport and other factors of
production like raw materials, population, energy resources, water supply

)
etc, that will create economic and social development. With tle avaeilability
of natural resovrces in economic quantities, transport then becomes a key
factor and development mey btake place, if nstural resources are lac!

then it i1s almost certain that no useful developmert will occur. Tk

- g I
tilonship

It

gituation in the interrcla g tle supply of transport facilities
woich are not wasteful of limited capital resources and ab the same time

adequate enouvgh to promote economic growbth and social development.
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CHAPTER 2

TRANSPORTATION TN RELATIO f TO BCONOMILC
AVD SOCIAL DEV&L PHENT TN WEST AFRICA

General Congiderations

A geographical study of tramsportation in relation to the economy
and society of a West African country, in this case Slerra Leone,must of
necessity include a general treatment of West Africa as a whole. Hoving
reviewed the problem in a broad West African contexbt, a more detailed
study of the topic ean subsequently be underteken with regerd to Sierra
Leone itself. Such an approach will facilitate comparisons in the various
aspects of Transport Geography between Sierra Leone and other West African
countries. Some of the basic patterns of transporbation systeus, the
factors influencing thelr development, aad their effect on the economy
and society of West Africa, also hold true for Sierra Leons, because the
countries forming the West African region have many geographical similar—
ities in terms of relief, climate, population distribution and economic
activities. Purther, because of the fairly similar colonlal policies
that operated in the developmeant of the individval states, transportation
systems, especially the railways, follow the same broad pattern everywhere.

- Improved means of transport are without doubt & necessary

prerequisite to all types of soclal and economic development; and their

general inadequacy has been one of the main obstacles to such development
in VWest Africa. Since this section emphasizes transport in relation to

economic development, the sociological, political and military aspects
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will not be glven prominent treatment here, However, the latter are of
definite significance in West Africa where the existing transport systems
often originated with military, political or administrative rather than
economic motives. Hconomic development in thig section is accorded a
broader meaning; it involves not only industrislization, but also includes
the important role of transport in developing internal markets.,

A general survey of transport in Wbst Africa will reveal the following
broad patternss-
(1) Hardly anywhere in West Africe is there a fully integrated transiuort
complex allowing a rational cholce of either rail, road, wabter or air
transport as obbtaing in developed regions like Furope. This fact
severely affects the movement of goods in the domestic markets, for in
developlag the various modes of traansport, the predominating need was to
cater for foreign trade in what was then a preponderantly mercentile
economy. Hence the movement of goods was meinly possible between ports
and their economic hinterland. TFor areas outside these, movement of
goods was severely restricted until recent times when grester emphasis
was directed toward road development,
(2) HNo country in West Africa has adequate traansport facilities to meet
the effective national demand. The inadecuscy varies from couatry to
country; the better transport facilities of the Ivory Coast for example,
contrast markedly with the limited facilitics of Upver Volta. Also there

is a regional variation within the seame state; the denser and more

integrated transport network of southern Ghana staids in distinet coantrast



with the less developed network of northera Ghana.

(3) The striking scarcity of good internabional links between the
various states coupled with very devious roubtes are feabures that
reduce the efficiency of traansport in West Africa.

(4) A study of transportation in most of West Africa will largely
in&olve the problem of bottle-necks due to the lack of sufficient

goods and passenger services. This can be attributed, especially in
the case of railways, to defective infrastructures, shortage of suitabls
equipment, faulty routings and other similar factors. Much effort is
being made to alleviate this obstacle, bubl one wonders if i can be
canpletely eradicated since one of its cauvses is inherent in such basic
constraints on West African trade snd production, as seagsonal variation
in freight volume. To increase trausport capacity to meet the peak
period of demand is to create also a corresponding excess and unpro-
ductive capacity in the periods of low demand,

(5) One of the principal factors affecting transport, especially road

transport, is the state of maintenance and repair services. The inadeguate

supply of skilled workmen, equipnmewnt and organisation nobt only raises
the cost of transvort services to the consumers, but also iﬁauoes a
high replacement rate for vehicles. So acute is this situation in the
Republic of Guinea, that vehicles, broken-down and abandoned, often

present a plcture of stationary rather than moving traffic.



Pactors inflvencing Transvort Developuent

Certain geographical, political and social factors have played
an important role in the evolubtion of the transportation systems. The
following section is devotéd to a general appraisal of such faectors,
and their effect on the transportation networks in relation bto
economic and social development in West Africa.

Natvral factors in the past imposed.severe obstacles to transport
development but today, with greater technological skill, such factors
are surmountable wherever there is & real need for transport development.
The geographical fact that West Africa, like the rest of the continent,
is a plateau region with a narrow coastal plain from which rise steep
slopes, makes the coustruction of railways and roads difficult and
expensive, Consequent to this fopographical difficulty is the fact thaﬁ
many streams descend the plateau over rapids and falls to reach the
ocean, This physical difficulty is well denmonstrated in the construction

and alignment of reilways in Sierra Leone, par excellence, where the

310-mile loag goverament railway, with its sharp curvature and steep
gradients, was opened in sbages between 1899 and 1916. Added to these
problems is the scarcity of sufficieant ballast material and, except in
Nigeria, the general absence of local fuel. Some difficulties have now

N
I
L

partially been overcome by dieselization which was first introduced

in the Dakar - Niger railway. In short, the btopography of the West

L i

African region is inimical to easy transport development.



Climate and vegetational factors affect the development of transport

in various ways. The problem is further complicated by the fact that since
most of the transport routes have a north-south alignment, they traverse
the entire range of climatic and vegevational zones, to whose vagaries and
stresses they are subjected., The tropical forest zone, with its high
annual rainfall of over 150 inches, presents s formidable obstacle to.
overland communications. IHence in pre-colonial days, there was little
social and economic contact between the populations of the forest and
those of the savaans zone. The railways, after colossal efforts and
sacrifice both in men and money, broke this isolation, and imprinted an
indelible mark in the political, social and economic landscape of West
Africa. In the forest zone, too, maintenance of laterite roads with a
neavy traffic volume is difficult and expensive; asphalting seems Lo be

the only reliable solution,

In the savanna zone, the seasonality of the rains algo presents
problems., In the wet season, rainfall is intense and torrential, flooding
of roads is a common feature and thelr subseguent impassability a problem
that affects the flow of traffic. In the dry season, laterite roads
loose their moisture content and become dust bowls filled with corruvgations.
These not only cause wear and tear to vehicles but also create conditions
in which accidents are very likely, Both factors cause a high vehicle
replacement rate.

River traffic, so dependent on the water level, is even more hampered
by reinfall regimes. The extreme fluctuation in water level between Tthe

rainy and dry seasons makes most West African rivers of little importance
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in the regular movement of passengers and freight., Traffic on rivers
follows a rhytimic seasonal pabtern to avoid periods of low walter levels
hence river craft are only effectively used for a limited period in the
year, This is a severe hindraace to the economic development of areas
mainly served by river transport. When attempts are made to utilize the

rivers despite water level fluctuations, several river craft of verying
draft come into operation which not only cause a frequent and wasteful
break of bulk, but also involve severe damege and loss of property.

This fact may explaein why the Niger has not developed as the main north-
south communication artery in Nigeris; ingtead the Kano-Lagos railway
performs that function.

Agricultural and mineral production for export have to an important
degree influenced the development of commumication patteras, This is
seen much more in CGhana where the wesltern raiiway from Sekondi to
Kumagi, built between 1901 and 1903, had its original impetus from mining
concerns like the Ashanti Coldfields Corporation., The castern railway

from Accra, bullt in stages from 1909 and completed to Kumesi in 1929,

O

was primarily intended for the transportation of cocoa to the ports of

I~

export. More recently, the need to exploit the large deposits of high
quality iron ore ab Mount Nimba in Liberia, precipitated the construection
of the 200-mile remote control mineral railwsy from Buchanan on the coast

to liount Nimba, The Fria mineral railway in Guinea is another case in

point,



Prom the sociological point of view, the demographic pattern of
fest Africa is a basic factor governing transport developmeﬁt. Aress
of high population density usually have a high transport network density,
and this correlation comes out clearly in the densely populated coastal
regions. There has also been a redistribution of population consequent
on the development of transport services. From low-income areas with a

high population density, labour migrates for varying periods to higher-

g 3
income areas which are mainly in the south., Such a labour flux obtaing
in the main groundaut producing areas of the savanna where "aavetaneg'
or cagual labourers, migrate from the poorer areas of Mali and Guinea
to work as harvest labourers in the groundmut farms of Senegal and the
Gambvia, About 350-400,000 migrants, mainly from the Mossi couvntry of
Upper Volta, are in Ghana working in the mines and cocoa farms.l
Communications have been the greatest factor in the evolution of
towns in the past and the present rapid urbanization of coastal regions.
Many towns grew up on trade routes, Kano, for example, because of its duval
role as caravan halt and transfer point where zoods were transloaded from
camels to donkeys or human porters, became a large commercial cenbre.
In recent times, the development of the import-export trade, facilitated
by railways and roads, has led to great urban concentrations e

goeciall
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along the coast.

Political Pactors

Apart from a few exceptions like the traditional caravan routes, the
evolution of transport routes largely reflects political divisions., A

salient point here is that natural geographical frontiers are not



coterminous with political frontiers, hence political units do not

usually coincide with natural or eCOﬂOMLC regiong., After the Berlin

Lonference of 1885 established that effective occupation of a

territory was tantemount to that territory being recosnized as a colony
of the occupying power, railways were built to prove effective occupation
and the farthest point reached by the railway, often reflscted the limit
of military penetration and political coutrol. Hence in many cases,
railways were established no to meet a real economic need as happened
in Burope, but to satisfy a politico-geogrsphical motive, Perhaps in
this single fact may be discerned one of the main reasons why most
reilways in West Africa today are uneconomic, The new political
frontiers paid hardly any attention to the maintenance of ethnic units

or natural markebts with thelr traditional trade routes, This disruption,
apart from its social effects as exemplified in the division of the
coastal Kroo tribe between Sierra Leone and Liberia, has led to longer

aad more circulbtous routes; a consequence of attempts to make transpord

th
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networks fit in with the new political frontiers.

The policy of restricting communications to the national territory
in order to create a national instead of an international trangport

system, has led to the development of transport routes with ingufficient

economic justificabtion. Thus the lower Higer, whose nabural esconomic

-

interland includes the reglon comprising

and which is coansequently the nabtural oubtlet for these territorizs, was
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not used asg such; instead all traffic was directed to distant Eakar.

Such a circuitous roubte raises the real cost of braassport and

consequently affects the retail price of imported goods. However, recent
political developments stressing economic cooperation among the various
states, are likely to change some of the conditions resulting from

former political divisions. Inbtegration of transport nebworks and creation
of good international road links with the iufilling of gaps should be
accorded high priority. In short, the creation of a truvly international
transporﬁ system to meet the immediate and futwre economic and social
needs, is imperative for socio-economic development beyond the narrow

confines of national frontiers.

Bconomic Factors

Al though the preceding section has stressed the point that there is
hardly any correlation between political unitg and natural economic regions,
the various economic structures of West African countries exhibit definite
similarity as regards productive activities. In most cases the
agricultural economy is an unsophisticated type centred on the village,
production being geared mainly to meet the basic needs of home consumption,

4

Thus producing and consuming areas are generally in close juxtaposition.
Hence, despite the lack of sufficient statistical data to support the
stavement, it can be assumed that the valve of locally produced and
consumed foodstuffs far exceeds that of export crops.

Counsequently, movement of goods in West Africa, except over very

short distances, mainly involves export commodities for which purpose the



communication network was primerily designed. The exchange of goods
betwesn production zones is gtill in its infancy, except perhaps for

the traditional southward movement of cattle and northward movement of
kola nuts, Hven here, mechanized transport is still little used, for
cattle frequently move on the hoof. The demand of West African industries
for transport services is still slight owing to both the low level of
industrialization and the locatioa of industries. Most industries are
situated either in ports, palm oil producing factories being a case in
point as their products are mainly exported, or in the principal urban
centres that provide the largest and best markets for locally manufactured
goods. Transport is mainly characterized by the bulk haulage of heavy,
low-grade commodities like cocoa, grovndnuts and mineral ores. The
transport modes best suited to this traffic are the railways and,

wherever possible, inland waber trensport.

In the post-war years there have occurred some very important
changes, both qualitative and quantitabtive, especially in the rapid
adaption of transport to the general needs of vost-war economic
development. Apart from the great increase of transport activities,
particularly at ports, and the systematic modernization of railways in
most, and tremendous expansion of road traffic, in all countries, there
has also been a radical change in the relabtive proportions of imports

and exports. Imports have increased in volume faster than exports; the

former are also becoming progressively more diverse than the latter.
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The general trend has been to import more consumer goods of &
heterogeneous nature, when hitherto, producer goods dominated. Also the
incipient stages of transport speclalization, particularly in the form of
vehlcles catering exclusively for passengers or for goods, is a welcome
feature of road services. The days of the plioneer "mammy wagon'" with its
migscellaneous load of peoplé, zoods and somebimes goats, are definitely
coming to an end, All these changes conclusively point to a progressive
rise in living standards, and a growing diversification of the general
economy, advancing from the traditional subsisteunce level to the

.

incipient stages of industrialization.

Demand for Transport Services

Trensport as a form of production has its principal function in
extending the market for the goods carried. In West Africa, the demend
for transport services is a heterogeneous one, the product sought and
supplied may be passenger/miles or ton/miles. The traditional disbtinetion
between pagsenger and freight transport is not as distinet in West Africa
as in most developed countries. Although modern forms of transport are

fairly common in West Africa, there still exists a certain demand for the

(3

raditional, unsophisticated modes of fTransport, which may be due not to
a simple lack of more moderan facilitles, but to the fact that uvnder the
present stage of economic development, the primitive mode of transport

preferred, though technically inefficieat, is not economically so.



The railways were the first modern form of transport developed and
the mein economic reason for their imbroduction was to serve the export
not the import trade, With primary export aroduction the freight offered
is often of a homogeneous nature and rates charged are guite competitive.

But transport serving the domestic market is mainly characterised by

M"mixed traffic's this is due to the low level of capitalization in internal
commerce and the consequent result of trading in small quantities of goods.
Hence tvhe breaking of bulk assumeg great importance, and any mode of
transport catering for this market has to cope with a demand for the
movement of heterogeneous freight in-small quantities. In short, there

is a real demand for a combination of passenger/milesraﬁd'ﬁoh/h&leso .This
is even the case for railways, but it is much more so for roads and inland

water transport, where most vehicles carry passengers and goods and only

a very small proportion speclalize iun either passenger or goods traffic.

Unsophigticated Forms of Transport .

Such forms of traasport still exist in remote parts of West Africas
human porterage with all its uneconomical implicelions in terms of very
high rates per unit of freight, may still be the only form of transport
available, Although human porterage may at times involwve the movement of
cash crops, its main vuse is in retail trade where the twader himself does
the carrying of goods. The economic aspects involved in such retail trade

employing head portersge can be simply expressed in the following terms.
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In West Africa, there is a plentiful supply of labour, but capital is wery
scarce., MNarketing methods are bound to differ from those of developed
couniries with an abundance of capital. Heace abundant labour supnnly is
sometimes ubilized in head porterage to replace scarce cepital which

o
i

would have been used to meet freight charges. This transport mode is
thus justifiable, but the movement of catbttle on the hoof, a practice so
widespread in West Africa, is rather difficult to aooept.v Apart from the
losses that occur, the cattle, worse still, lose:asubstauntial amount of
welght and this reduces the price of the animal when slavghtered. There

L .

is a large and unsatisfied demand for tr asport of cattle both by rail

and road, which cannot easily be met by flying frozen meabt from the area

of production to that of consumption es has been tried in counbries like

Upper Volta and Ivory Coast.

Railvﬂi_

» 1

These were the first modern moda of transport to penetrate West #°
Africa, iadeed the effective alternative to human porterage. Although
the first railways were bullt for political rather than commercial reasons
in The context of the colonization of Africa, their introduction, providing
a means of transporting bulky commodities over long distance ab 2
comparatively cheaper rate, stimulated cash crop production and mining

activities, mainly for export purposes. MNost products exported make

(n
_1

- bulky goods of low unit value like pa

erne

f—t
6]



iron ore, bauxite, groundauts, cocoa and cotton. Thus more goods are
moved by reil than by any other means. The preponderance of raileys is

o

especlally nobticeable in the export - import traffic. In the recent past,

A

about ¢ of this trade was cerried by railways in former French West

Africa and it is fairly common to find that in most of West Africa, &

of rail traffic concerns foreign trade while only 3+ concerns domestic

73

trade,

o)

Railways in West Africa comprise about 5,500 miles of track, of
which 46% is in former French West Africa. The transport patterns of
bothAformer Prench and former British West Africa show meny common
features, for despite differences in population densities and exploitation
of mineral resources, the territories generally export and import similar
commodities., These similarities notwithstending, the railways of
former French West Africa and thogse of former British tervitories have
developed in rather different ways. The transport pattern on the whole
displays a greater degree of coordination in former Freach then in former
British West Afwica, because French possessions were far more of a
continuous political unit than the British. The basic aim of the French
administration was to link the navigable stretches of the Rivers Wiger and
Senegal by railways, so as to szcure a through means of communication
between the producing hinterlands and the exporting ports of the

Atlantic Coast,.
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Because the possibility of remunerative traffic was remote and the
need to build rapidly was dominant, the railways of French West Africa
consisted mainly of light tracks following routes chosen for politico-
geographical, rather than topographical or economic reasons. The hurried
railway construction:through insufficiently surveyed territory, together
with the vital need to reduce costs, resulted in steep gradients, acute
curvature and circuibtous tracks. Thus, when the wer brought a substantial
inecrease in traffic, the railways were in:no position to cope with the
demend. The need for modernizing the railways became very obvious, and
the post-war effort in railway improvement was mainly centred on renewal
of ingtallations and equipment, improvement of operations and extension
of éxisﬁing networks. The last however, hag been severely limited by
road transport competition., In the modernizing overations, dieselization
hags achieved great success, because diesel traction is more efficient,
agssures comparatively cheaper and more reliable services. Rebturns have
harever been very modest, mainly because preductive resources have not
been developed simultaneously.

Unlike former French West Africa where railways originally developed
as a supplement to the Niger and Senegal river networks, those ia the
British territories were plemned separately for each colony, with a
greater emphasis on exploiting themain agriculturdl and mining areas and
channeling thelr products to the parts. Although the Wigerian reilway
possesses the largest track mileage in Wedb Africa (about 1800 miles), it

is merely a skeleton system, for it lacks any east-west link in the south

of the country. This wailway, like most in Vst Africa, was also built
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ahead of demand., The western 1ine rung from Lagos through the cocos
growing region, toXaduna and on to Kano, with brench lines to Kaura Hamoda
and Maiduguri. It hastened the commercial production of groundnut and

the growth of the cotton industries, by providing a new outlet to the sea
ports of the south., The eastern reilway, runaning from Port Harcourt
through Tnugu to Jos, was intended to facilitate the tapping of tin
resources in the Jos plateau and coal deposits of the Bnugu coal seams.

Like the other railways, the Wigerian railway could not cove with the

<

tal

increased traffic brought by the war; this situvation deteriorated
progressively to produce the often guoted groundnut botitle-neck at Kano,
waich was due maeinly to shortage of mobive power, rolling stock and inade~
quate maintenance. ﬁowever, since 1953, the situation hag been Llmproved
by the acquisition of diesel engines, the relaying of a substantial
mileage of track and the ir'tnansfor%natien of the railwey from a govefnment
department to a public corporation.

The Ghana railwey, a compact, well managed and prosperous system, is
the best example in West Africa of a railwey built purely for economic
reasons, This 59l-mile rallway, consists of a western line thal runs from
Takoradi to Kumasi and usually known as the "mineral line", since it was
built mainly through the initiative of mining companieg inbent on
exploiting the mineral resources of south-western Chana. The eastern
line runs from Accra, through the cocoa producing region to Xumssi. On
the whole, rapid economic progress coupled with the development of heavy
industries like aluminium smelting uvsing power from the ?olta river project,

. . et 2 m . 2
epitomize the bright future of Ghana's railway.



The Sierrs Leone railway 1ls rather unusuval. Extending for only
2275 miles eastwards from Preetown to Pendembu, with an 8% mile branch

line from Bauya to Mekeni end having a narvow gauge of 2ft, 6 ins., it

{-J'

g not in fact the principal freight carriser, gainst its total of
64,000 tous in 1965, the private mineral railway of DELCO hauled anoutb
2,000,000 tous of iron ore. R"xcept for 1941-42, when it made Le 96,000
profit, the Sierra Leone railway has always operated at a vexing loss

from 1899 to the present, and now it is the impotent viectim of increasing

“road competition. In Sierra Leone, the usuval defects of West Africen

railways are seen in their accentuated form: devious routes, steep
gradients, low capacity unable to meet increased traffic during the war,
but above all, an ageing and unsuitable infrs and super-structure o
meet the demands of a developing nation,

In assessing the value of railways as a medium of development, one
has to congider whether the supply of railwsys and ancillary services
ig sufficient to meet both the actual and latent demand. If railways
ought to increase their capacity, it has to be decided whether the
increase should be in exbtensions or merely in improving equipment and
operating methods. On the question of railway exbtension, there is a
school of thought whose contention is that the railway age is over and
expansion must now be directed to the roads., From the point of view of
transport in relatilon to socio~economic development, the above contention
does not seem to be justified. Nost railways in West Africa now have
enough capacity to meet actual demand; this, however, definitely excludes

. . \ A Z
the Sierrs Leone railway where capacity is short of actual demend.-”’
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prever, there is good reason to believe that railway expansion in order
to stimulate and hasten primary production and industrial development,
is still an economic necessity. This is well exemplified in Wigeria
vaere the recent exbtension of the railway to Maiduguri, facilitated by a
£10 million loan from the Internstionsl Bank, will now provide facilities
for exploiting the agricultural resources of Bormu Province, Heonomic
integration amoung the various sovereign states must of’neoessity involve
railway extension if, as the four countries of thé proposed "Free Trade

Area" comprising Guinea, Sierrs Leone, Liberia and Ivory Coast, have in

mind, industrial complexes are to be created.

Roads and Road Transport

ne important post-war feabure in West African transport has been
0 ] post feature in West African transport has b

<t

he rapid growth of motor traffic on the highways, a phenomenon reflketed

in increased road building. Unlike the railways, where governments are

mainly responsible for their operation, the road transport industry

&

largely falls in the private sector of the ecounomy. The haulage business

is conducted by smell firms and individuvals, because the demand for

road services ig diffused and there is as yebt very little advantage to

be gained from large scale operations. In former British West Africa,

where most of the owners are Africans, the capital required to go into
business comes largely from an unorganized and imperfect market for

capital represented by the extended family and kinship group. Hence

a3

the ownership of commercial vehicles offen tends to be collective,

rather than individual.4



Road transport is charascterised by mobility, flexibility, use of
small transport units, adapbability to varying needs and frequency of
services. These advaatages have not only given it an immense competibive
force, but have also made it a more effective medium in creating economic
integration and expanding the domestic market. ALl these factors have led
to the rapid development of the motor transport industry. Because Vest
Africa is still relatively under-developed, the motor transport industry
has not yet evolved into specialized sectionsy most of the vehicles are
engaged in moving a wide variety of goods in conjunction with passengers.

A brief historical sketeh of road development reveals thatv, in the

pre-war period, road building lacked eny comprehensive policy. Roads were

]
|
|
l

largely dry-weather tracks frequently obstructed by slow and often

unreliable ferries, The earlicst roads were designed %o act as feeders

]

o the railway systems and to provide direct links between imporbant

t
i urban centres as was the case in Nigeria. These earlier roads have today
developed into the main trunk roads. Seccondary and tertiery roads are
later developments and mainly serve provincial and local needs, or, in
the case of tertiary roads, act as feeders to the main trunk road system,
In the post-war period, most countries ewbarked on a consistent road
development policy with greater emphasis laid on improving the existing
road network, especially the comstruction of bridges to replace the slow
ferries that oace plied the rivers. Much more receatly, road developmeat
policy has been geared to The establishment of new road links and putting

a tarmac surface on the major highways. At the moment of writine, road

9

congtruction is still in the priority list of economic and soclal development
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in most countries, with much attention given to first class roads that
will link the vaiious countries, and perhaps give an element of reality
to the much discussed poliﬁical and econdémic cooperation in Weet Africa,

The motorization of road transport has likewise proceeded rapidly
but the increase has not led to a substantial rise in transport special-
ization. Heavy trucks are still not common snd, most long distance
traffic is carried in trucks of no more than S5-ton capacity whereas 12-ton
diesel trucks would obviously be more economical, However, an eancouraging
trend is the growing proportion of passenger vehicles and vans in the
total number of the vehicle population, pointing to the graddal displacement
of "mixed ‘transport'.

Road transport has been one of the most striking features of post~
war economic development in West Africa. Despite this impressive progress,
it cannot be pretended that auny West African country as yebt possesses a
viable highway sysbtem adequate to its needs, The short average life of
vehicles, in particular commercisl vehicles, is an indication of defective
and sub-gtandard highway systems. In Uigeria, as in most parts of
West Africa, the entire vehicle stock is replaced about every four years.
The annuvel rate of increase of vehioleé in West Africa is very highs
12% for Ghamna and Wigeria, about 18% for Sierrs Leone. There is an
obvious need for o system of secondary roads to serve the domestic
but these, like trunk roads, must be constructed to higher

standards so as to increzse the life span of wvehicles using them,



Present trends seem to indicate that, as the roads improve, traffic
density rises and heavier vehicles appear, meking road improvement a
necessarily continuous process. With the general rise in road building
costs resulting from greater mechonization and wage increases, however,

limited finances may still lead to unsatisfactory road building standards.

Commercial Air Transport

Ar transport is, in essence, a post-war development and being
characterised by great speed, should be of immense importance in such
a big reglon not only for maintaining links with the rest of the world,
but also for serving the domestic transport needs., Furthermore, air
services have the great technical advantage of not being seriously affected
by changing weather conditions. Whereas road transport in particular and
railways to a slight degree, are often interrupted by the rainy season,
and wiver transport is partially immobilized in the dry season, air
transport can coatinue to serve areas that would otherwise be cut off
from the rest of the country. Thus air transport holds a great poteatial
Tor West Africa but, at present, actual demond is severely restricted
by cost. Initially, air trangport was developed in the form of two
big organizations with West African Alrways serving the former British
territories, and Union Aervomaritime de Transport (UAT), serving the
Prancophone territories, But with the abttaiament of independence by the

various countries, West African Airweys disintegrated into small high

[

(,A/I/h the Po;si ble. (:xz;epfiﬁ'ﬂ &3‘5 Migevi e ong Ghina f)/'r/»/ays)

cost micro-air lines, whose establishment was based more on national



prestige than on economic reason. This splinfering process also took

place in former French W

national air lines with Alr Africue being the only excenbtiort
s ) J &

transport had been allowed to continue in the former big units

gcale operations would have led torreal financial profits and perh

est Africe, resulting in tle creation of

If air

small

large

much more efficilent services, but the present proliferation of natiocnal

air lines leads to an uneconomic duplicabion of services and surplus
! T

capacity. Alr transport is very necessary to West Africa, but

it is

very capital inteunsive and as such, everything possible must be done to

make it self-supporting instead of depending, as the air lines do at

present, on govermment subsidy., Here is a unique situation where

economic reasons demand regional cooperation and the creation of one

or two big air lines, as in the past, to serve the entire reglon of

West Africa.

T
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TABLE 3.1 MAJOR RIVERS AND THEIR WATERSHED ARBAS
River Area of Watershed

Great Scarcies 900 sg. miles
Little Scarcies 4,970 o i
Rokel ‘ 4,100 # n
Taia or Jong 2,900 i
Sewa \ 5,460 " "
*Moa 3,500 M "
Mano . 510 " "

After yransportation Consultants 1963 Washington

* Major river with entire catchement area within Sierra Leone.
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Inland and Coastal Waterways

Documentary evidence to show The volume of waterborne traffic and the
extent of which use 1ls made of the waterways, is extremely scanty.
Observation, however, leaves little doubt as to the appreciable volume
of sucly traffic and the potentisl for further development. Although
there has been no accevted concensuvs of opinion as to the total mileage
of waberways navigable by small boats - Cox-George estimates 680 milesl
while a team of Trausportation consultants down-grades this to 400 miles? -

>

it is highly probable that the tobtal length is

in the region of 500 miles.,
Water trensport has the attraction of cheapness compared to other modes
and must therefore be given high priority indevelopment plans)espeoially
in areag like Bonthe District where govermment is concenbrating mechanized
rice cultivation. Further, many centres of population are nearer to one
another by water than by road and this geographical fact would be of
great advantage in the movement of freight and passengers if water
transport were modernimed.

An attempt will now be made to treat ilndividuel waterways starting
from the north and moving progressively soubhward,

The Scarcies Systems

This comprises two rivers: the CGreat Scarcies or Kolente which forms
the north-west Lfrontier witvth Guinea and the Little Scarcies or Lgvoow

further south., The coastal channel from the mouth of the Sierrs Leone

-

River to the Scarcies estuary has navigational aids in the form of four

o

ool

bouys. Because of the bvar at the entrance to this channel, navigation is

restricted only © o periods of high tide. DBeyond the bar, there is
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ufficient water depbth in the Greal Scarcies ss far as the inlaad pors

of Kambia. Beyond Kambia, which is the head of navigation, there are a
series of rocks in the river bed which impede movement further upstream.
The distance from Freetowa to Kambia by way of the CGreat Scarcies is

56 miles, With the help of the prover tide, all year round navigation is

.

also possible on the Little Scarcies as far as Mange, the head of
navigation., The distance from Frectown to this inland port is a mere
48 miles.,

The Sierra Leone River Systewms

The Sierra Leone river provides the excellent deep-water harbour at
Treetown into which the Port Loko creek and Rokel river flow, Part of
this channel is frequently dredged by DELCO to enable their iron ore
ships to sail as far as the mineral port of Pepel, Beyond this port,
the chamnel is not dredged, but navigation using the right tide, is
possible as far as Port Loko, a distance of 38 miles from Freetown on the
Port Loko creek, On the Rokel, navigation is possible up to Maghile,

a very important trading port in the 19th century.

The Central Systems

Moving down the coast from Freetown, there are no important water-
ways until the Sherbro river system 1ls reached. The rivers of the Central
system consist of the Ribi, Bumpe and Kagboro. They are small rivers
subject to marked seasonal variations inwater level which severely
restricts thelr usefulness ag regular commmication arteries. Although
all three rivers may be navigable in their lower reaches, especially in

the rainy season, there is, however, no evidence to suggest that any of
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them carry a significant volume of waterborne traffic,

The Sherbro River Systems:

This nrovides the largest river system in Sierra Leone and consists
of the Sherbro itself, the Bagru, the Tejo creek, the Jong, the Sewa, the
Weanje and other smaller channels. An interestiné feature of tlese rivers
is that they are all linked up by intracoastal channels prominent among
which is the Kittam. Ultimately they all empty into the Sherbro river
and hence have a direct link with the port of Bonthe which is located on
Sherbro island., The Sherbro river itself, uatil recent years, provided
a deep chammel Tto the port of Boathe. Due to silt deposition and shifting
sand as well as the general increase in the size of oceangoing vesséls,

ships can no longer anchor at the port of Bonthe but must anchor about

O

miles downstream and depend on lighters for loading and unloading.
Unlike the Scarcies or Sierra Leone river systems, the Sherbro and its
asgsociated channels, especially south of Bonthe island, have very few
coastal ports. This may be due to the straignt and sand reefed coast
backed by difficult tidal lands. This coastal characteristic imposes a
severe limitation to the development of ports. Heance the great premiuvm
that was placed on the port of Bonthe in the carly development of trades
for it served not only a wide hinterland but also an extensive coastal
area where port development was then impossible., The total nileage of
year-round navigable waterways in the Sherbro system is approximately

140 miles,



PR

P

The Southern River Systems

This system which comprisecs the Moa and Maao rivers, is not usually

treated as a separabte entity; it is normelly integrated into the Sherbro

river system. The reasons for doing this seem dublous., It ig highly

probable thet previous writers like the American Transportation

Consultants, have found it easier simply to merge the two systems into an
z

all embracing Sherbro river system.” Detailed study of the Noa and Mano

rivers reveals that these two, because of their oeoullar characteris tics,'
constitute a different river system from thaet of the Sherbro. Primarily
both rivers do not link up with the port of Boathe by intracoastal chanunels.
They empty directly into the Atlantic Ocean and have coastal ports
prominent among which is Sulims, once a flourishing and jimportant commercial

o

centre, MNerchandise coming from the hinterland of these rivers did not
()

usually go to Boathe; iunstead it moved down to Sulima.

Barly Development

It is extremely doubtful whether, prior to Ruropean conbact with
coastal Silerra Leone, river transport was of any great significance to
the indigenous people. NMovement of small craft up and down the navigable
stretches of waterways involved only a limited amount of traffic aad short
distances serving restricted hinterlands., The techunological backwardness
of the socilety, with an economy fragmented into self-sufficient units,
was neither conducive to regional specialization in production nor to the

~

development of internal marikets. Hven though navigable rivers existed to

o
handle large volumes of traffic, yel the lack of demond, due to the

4

isolated nature of the economy, militated against their functioning as o
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bulk transport medium. Such was the position of water transport when
Kuropean traders firgt rnade contact with coastal Sierra Leone in the
Pirgt decade of the 16th Century. Their presence opened new vistas of
trade especially the exportation of slaves and local produce; it further
exploited the African market for the sale of Buropean manufactured goods,

Trade at thils stage was simply in the form of barter or in "iron barsg"

=)

which later became a conventional uvait of curreaoy.4 Wor the first time,
river transport began to play a significant role in the economy.

seria, water transport was now ploneering the
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opening up of trade and commercial enbterprise. Hrom this period righ
on to the rallway era of the early 20th century, waterways provided 41
only mediuvm for bulk transportation., The early phase was characterized by
a proliferation of small and scattered gorts to which all the trade was
chamneled. These gsettlements, mogt of which existed or developed in the
19th century, were populated mainly by indigenous people around a
Buropean trading station or factory as they were commonly known.. Many of
the people'served as middlemen in the commercial structure, Penetration
lines, in the form of regularly-used tracks to the interior, were poorly
developed and scometimes dangerous due to the activities of the "robher
barons" of the interior. Because of the characteristics of the rivers, fall
line towas, which formed heads of navigation, were commercially important.,
However, with the upper courses impeded by rapids, the rivers never

developed as the main lines of thrust when effective British penetrabion

into the hinbterland bvegan.
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Despite ti:e large nuvmber of ports, not all were significant nodal

points for commerce. Among the coastal ports, Freetown, par excelleuce,

held a dominant positioﬁ, followsd by Bonthe, Neno Salija and Sulima; while
with the river ports, Magbile and Port Loko were mosﬁ important., The
remaining ports were functionally subservient to those just mentioned,

Port facilities even in Freetown and Bonthe were inadequate; the crude
wharves and jebtties were iunsufficient to handle effectively the large
volume of waterborne traffic and many boats had to load and unload from
the river banks. This imposed a high rate of loss on freight and it

was not uncommon for a boat, caught in a low tide, to settle firmly in

ot
jnp
6]

mud. Trade was not orgenized and the colonial govermmeant showed

little interest in the development of wabter transport, hence the
inefficient nature of the industry.

Before dealing with the various trade cammodities of this early period,

it is necessary to investigate the structure of the trade routes as shown

aadd

n Plg. 3.2 There were two important highway typess the overland
caravan route and the navigable waterway. Although the two should be
regarded as a functionally integrated transvort system, it cannot
however be described as a network; for the trade routes hardly possessed
any lateral coanections,

In the 1890s, Governor Cardew, in his effort to find an economic
rail route for Sierra Leone, delimited the following trade routes of the
Protectorates

1. '"From Palaba by Bafodeya or Koindadugu through Kehrena or

Bumban thenece to Port Lokkoh,
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2, From Matotoka, tapping the Kuniki and Senda Lokko countries

¢

thence by road to Benkia on the Rokelle River where the
produce is loaded in small canoes and transported to Magbile
and thence transhipped in larger ones to Freetown.

3. From Mongeri through Senehun to Freetowna.

L, From the Upper Mendi Districts to Mafweh, Pujehun and
Bandasuma respectively, thence by waterways to Bonthe,

Lavana Sulima and Mano Salija."5

The effect of these roubtes was to divide the country into geographically
igolated regions with herdly any economic interrelstionships. BRach
reglon's trade was usually restricted to its particular trade route. Com-
mercial traffic showed little diversitys trade goods congisted mainly of
slaves, gold, ivory and agricultural produce on the down traffic while
Luropean manufactured goods dominated the reverse flow towards the
interior,

The primary impetus to the effective settling of the port aress and
the increaged utilization of water transport, was without doubt, the
slave trade. The establishment of & European trading factory at any of
the ports was usually the result of a bilateral agreement between the
local ruler and the European traders. Hichard Smith, a certain Hnglish
trader in the Sherbro.area, stated in one of his letterss

"That all Turopean traders had to pay specilied dues to the
'
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Such payment procured the right to trade and protection for the person
and property of the trader, However, when the chieftaincy wes vacant,
the agreement was usually not honoured; for the several contestin

o L
& petty

chieftains bagan demanding dues which. the traders were reluctant to pay.
This led to looting of factories and the traders retaliated by kidnapping
some of the tribesmen and selling them to slave ships as compensation for
their loss. The general state of insecurity that usually accompanied such
acts abt the trading porbts was only normalized when one of the disputants
‘emerged as supreme ruler.

The trade in slaves had the economic advantage of desling in

Ao

commodities that could transport themselves to the trading ports. This
saving in transport cost tended to extend the scope of the trade far
beyond the immediate hinterlands of navigable waterways; and the

profitability margin was hardly restricted by distance from ports. It

showed no marked seasonal variation; the only noticeable fluctuation in

i}

commodity flow was due to the vicissitudes of intertribal warfare, the

most important source of supply. Unlike the later trade in-agriculiurel

o

produce, the commercial structure of the slave trade had little uvse for

middlemen, for African slave dealers brought their war prisoners to the

N

trading posts and transacted business directly with the HBuropean slavers.

As demand for chcap slave labour to work the plantations of the Wew World
and the West Indies increased, the trade in Sierra Leone expanded to
meet the rising demand and to rean the maximum benefitg. The inbensive

and extensive traific in human belngs stimulated and sustained many social

and economic patterus in Sierra Leone; foremost was the general prosperity

i
£
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it brought to slave dealers and the great influence it exerted in
concentrating early urban development in the coastal areas.

Trade in Primary Produce

(2]

The cessatlon of slavery resulted in%,much more effective exploitabtion
of primary produce. Becauvse the new trade commodities were mainly low-value
goods, resource exploitation inevitably showed a geographical concentration

in the immediate hinterlands of ports. (Wige 3.3). Hence the profitability

“r

of exploiting timber and palm kernels was severely limited by distance
from navigable waterways. On the obther hand, commodities like gold,

ivory, rubber and gum, with a high value/weight ratioy could stand the
heavy costg of head porterage and the areas of profitabla’exploitation

extended far beyond the districts with easy access to navigable waterways.

¢

The pattern of trade in this period was characterized by the caravan
tradition. The producers usually organized themselves into caravens to

transport their produce to the coasbtal trading factories. Most of the

n

"caravans" were small, about 10 peorle and consisted mainly of members of

an exbended Tamily. A second chennel was provided by itinerant traders

<L 1 o

who bagan each brade season with a stock of barter merchandise brought

4

he producing areas exchanging their

=

from the coast, They traversed

a

stock either for money or for local procduce which they sent back to the
coast.

Although trade was mainly in the form of a simple exchange between

local produce and Suropean manufactured goods, some of which, as stabed
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by D.P. Pereira, the Portuguese captain,

"econgisted of brass bracelets, baslus, bloodstones, red cloth,

linen, cbtton cloth, gin, salt and matchetsﬁy7
there was a certain amount of more direct trade between the Turopean
merchants and the indigoﬁous producers, Most of the trading concemns,
especially the Sierra Leone Company, created an efficient system of
commercial middlemen-through whose hends the bulk of the trade passed.
Such a comuercial structure provided unique employment opporbunities
for the comparatively sophisticated Liberated Africans, who saw easy
profit in trade compared to the laborious toll of agriculture on an
indifferent soil, and this'quickly stimulated their prepensity to commercial
enterprise. With the establishment and cousolidation of this new commercial
structure, a survey of the traffic revealed that the.range of goods carried
was quit e small, bub when the individual commodities. involved are considered
separately,. a definite pattern, which is to a large extent connected with
the type of transport used in each case, can be'identified. With the
rudimentary transport system, the cost of creating place ubtility for
commodities was usvally high. These factors had the effect of producing
a spatial distribution of traffic inwhich high value goods were dominant
among the commodities carried on the overland sections of trade routes,
while the movement of low-value goods was largely restricted to navigable
waterways and their immediste hinterlands. In short the proportion of low
valve commodities in the total trafiic decreased with digtance from ports,

waile that of high value goods tended to increase. As can be seen in Fig., 3.3
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noticeable in many west African countries. The basic causes are similar:
water transport is inefficient and uncompetitive. BRefore the railway
era, the lundustry virtually moné?olized the commercial movement of
freight and passengers, but the introduction of the more efficient and
economic rail transport diverted most of the bulky low—value frelght
traffic to the railway and left water transport a depressed industry.
In Sierra Leone, because the railway traversed territory north of the
heads of navigabion, water transport still had substantial traffic in
coastal-oriented regions; however the immediete post-war development

of road transport with its unigue flexibility, has introduced severe
competition even in these coastal areas and is attraciting away the bulk

of the traffic from the comparatively cheaper waler transport.

=

raffic Plow Pabterus

Several factors have interacted to produce the present patitern of
traffic movément. Primarily the location of some of the best agricultural
lands in the lower reaches of rivers led to the early utilization of
water transport in fh@ movement of agricultural produce. Intensive

-

Lower Scarcies, have fostered the growth of river ports like Rokupr,
Kychom, Kasiri and Mambolo - all below the head of navigation at Yambia -
into centres of commercial exchange. From tle se river ports, rice and
other produce move dowa to Freetown in mediuvm-sized launches which

carry o retura frelght of mainly imported goods, for digtribution in
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the deusely populiated Scarcics region. In the Upper Scarciss, palm
kernel and palm-oil industries assume major significance, and the river
ports of Kambia aad Mange arve the ilmportant collecting centres from
where the commodibies are exported to Freetown.

In the Sierra Leone river amd Port Loko creek, rice cultivation is
on a small scale and limited to the adjecent lands of the lower river

reaoheg)but the oil palm industry is more important and has a wider

distribution, Large congigaments of palm kernels travel from here to.

Freetown in launches and Bullom boats. The real economic significance
of the Bullom regioun lieg in the great variety of foodstuffs that is
produced and regularly shipped to the markets of Freetown. (Pig. 3.4),

Tn the movement of this traffic, the plank-built Bullom boat is dominant,
In the mornings the boats use the 'down river' breeze to sail to King
Jimmy whorf in Freetown ond in the afterncon between 3,30 pem. and 4,15 p.m,
take advanbtage of the "up river'" breeze to saill to the Bullom shore,
This important trade in perighable foodstuffs is tightly geared to the
regular market days ol Tuesday, Thursday, and Saburday and this allternate
rhyﬁhm“rewul es the flow of Bullom traffic.

Traffic in the Sherbro river system is focussed mainly oan the

Ead
4

island port of Boanthe, which is the mein receiving port for the Sherbro

hinterland area., From the inland ports of Sumbuya, Matitru, and CGhbundapi,

rice, polm kernels end piassava (also from the Pujebun District) move on

to Bonthe for transhipment to cargo boats (palm kernels and pilassava) or
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to launches (rice) for exvort to Hurope amd Freetown respechively. For
return load the lawnches and boabs take back imported goods to the river
port towns for distribution in their respective hinterlends,

Mineral Ore traffics

Water transport is today of vital importance to the exploitation
of the bulky low-value minerals of iron .ore, bauxite and rubtile. For the

% o

export of these ores, two specilalized ports, Pepel and Witi have been
constructed on Pepel islend in the Sierra Leone River and on Niti

Island in the Gbangbaia creel. (Fig. 3.5), The Port of Pepel, owned by
DELCO, is linked with the iron. -ore mines abt Marampa by a 52-mile, 3ft. Gins.
gavge mineral railways; both port and railwsy were improved in 1964 %o

cope with increased production at the mines, From the Milton Mergai

5

Pier at Pepel, ships are mechanically loaded at the rate of 2,750 toas
per hour. From Pepel, the ore ships negotiate the Sierra Leone river
channel, bypass the main port of Freetowa and move direct to the great
iron and steel mills of Bngland (Midélesbrough, Glasgow, London), Nethevlands
and Western Germany. At Witi, the Sierra Leone Metal Company Limited,
he bauxite concern at Mokanji Hills in the NMoyamba District, and Sherbro

Minerals Limited, the rutile company in the Imperi Chiefdom of Bonthe
Digtrict, have both constructed loading installations with a common
tarmac access road linking the two mines with the port,

The * transhipment problem according to officials of both companie

s likely to creabe a bottle-~neck situation with increasing production,

)

At present, transporting the ores from the vort to the ships involves
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S

two drenship one at a point 20 mileg d

gtream where barges

discharge thelr cargo into tre ships until & 24-foot draft is

B .

then both barges an@ ships, especially for bauxite, have to move furbther

out to deeper water at Buoy 4, for final

process~takes 24 hours, for apart from - the
barges usuvally take 5 hours (with the $ide) $o reach the shivs and 7 howrs

(against the tide) to return to port. Also with increased prodiction,

the present lorry fleet cach vehicle of which already makes 9 dally trips
would be inadequate to move the ove fast enough., MTurthermore, any
substantial increase in the truck fleet would impose a serious strain

on the already overtaxed road capacity. Thorough replanning of the
transvort sector §f these mining industries is required: exnangion of
port facilitiss, barge and truck fleets and most importast of all, road
capacity, are prerequisites for the matericlization of the anticipated
yearly production figures of 200,000 tons (bauxite) and 100,000 tons
(rutile). If the tr ransport problem is given immediate atieunbtion, then the
bright future of the ioduvetries will be enhanced., The outlook for rutile
is particulzrly good in that demand from the space and sircraft industries
ls coastvaatly increasing and the Sierrs Leone source is

[
believed t0 be one of the richest in“the Worlé.d

Water Transport in the Beonomy.

From the above section, it can now be gbated thet waber transy

has a dual function in the national economy. Pirstly it serves the

S0

.

internal market primarily in the distribution of loeally produced
foodstuffs, Definite stabtistical data relating to the volume of such

1

traffic is non~existent, but observation suggests thaet there is an
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appreciable volume esgpecially in the Scarcies and Bullom areas. On the

-

wnole it is estimated that the share of waterborne traffic in internal trade

is in the region of T0~100,000 tons; of this total, rice from the Scarci s,
Port Loko and Bonthe areas sccounts for a meagre 7-8,000 tons while fish
moverents are likely to make up 20,000 tons. The remainder coasists of a

<Y §

wide variety of agricultural produce and a significant tonnage of imported
£0008,

Secondly water trans norL is of vital importance to the export economy

.

especially the trade in minerals. For cash crops, its dominant role has long

since been lost to rail and rmd competition and the movement of commodibties

like cocos and coffee no longer involves waber traasport. Only palm

ernels from the Bullom, Scarcies and Bonthe hinterlands and piassava

from Pujehun and Bonthe Districts, are still precariously withsta:

road competition aad providing a fluctuating traffic, In the field of
mineral exploitation, traffic coatrasts strikingly with the moribund
cash cropsmovement; btonnages of iroa ore, beuxite and very soon rutile,

handled by internal WGbOr transport arc steadily increasinge and there are
b J

ardly any.indications suggesting & cessation in the preseut upward trend,
It must horever be stressed thet while bauxite, rutile, palm kernels and
plassava depend on local craft and ltraspshipmeats before final export;

iron- ore does not. At the port of Pepel which is administered under the

vig of the port of Freetown, for it is here that clearance is effected
) i 9 ?

iron-ore is loaded direct into ocean-going vessels and the journey

involves no further cepshipment. Heunce Pepel traffic is esseatially

w
@
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similar to traffic originating from the port of Freetown., It properly

belongs to external waber btraffic., Nevertheless it is included in

internal m@ier traffic because the loading of the ore and the first stage

of ite journey are accomplished in the Sierra Leone estuary, which is

part of the internal waterways system, This inclusion effectively demonstrates
the total of documented export traffic hendled by internal water transport

ag shown in Table 3,2.

TABLE 3.2 WATER-BORNE TRAFFIC - EXTERNAL TRADE (in tons)

Year Bauxite Iron~Cre Palm Kernels Piassava Total
1960 - 1,540,000 10,919 4,804k 1,555,723
1961 - 1,668,000 10,727 4,732 1,773,459
1962 - 1,983,000 12,639 4,192 1,999,831
1963 20,000 1,954,000 10,170 4,578 1,988,748
1964 128,000 2,041,000 9,598 4,163 2,162,761
1965 173,000 2,265,000 9,329 4,198 2,451,527

Sources: (i) Quarterly Statistical Bulletin No. 4.

Dec. 1964, p. 17.

(ii) B3.L.P.M.B. unpublished data 1960-1965 Freetown

Ho/c/1 -

(iii) A. Genet and Co.; P.%. Ltde; C.F.A4.,0. - Unpublished
data 196L-1965,

(iv) B_nk of Sierra Leone - Unpublished data 1966,
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Passenger Traffic

As in the case of intermal freight traffic, statistical data on pas-
senger traffic is hard to come by. Thus, great reliaunce has had to be
vlaced on the results of intensive and extensive sampling both in the
river ports aad Frectown, On the whole, passenger volume is smail, in
1965 it was Oﬂtlmﬂted at 400,000, OFf this about 60% was in the Scarcies
and Bullom areas, 2%% in Bonthe and its hinterland,le% in the

nating from the northe rn rivers

remaining are 3509 Traffic or]

southern river

o

inveriably has Freetown as destination while the bulk o

o

focussed on Bonthe. The Bonthe area averages about 8,000

6

traffic i

el

pagssengers per monthy 4,800 travel on the Sewa river route linking
Sumbuya on the mainland with Boathe, 1,800 on the Mattru-Bonthe route,
400 on the Ghangbatoke-Bonthe route and the remainder is roounued for
by dntracoastal channel and Freetown traffic,

A recent and expanding sector is the ferry service linking

,m_.

Kissy Jetby (Frestown) with Tagrin Point. (Pig. %.4)e It is the
prinecipal traffic channel comnecting the international airport abt Lungl

and Freetown. There are at present three ferries operating a 40-minube

schedule, AMlthough the ferry is primarily iantended to replace the
former alr passenger launch service which was slow and uneconomical,

1 4

it has now bscome of major significance to the economy of north-west

)

Sierre Leone, This is indicated by the fact that over 80% of ferry

reveaue (1965) ceme from sources other than airport traffic. The

LN}

service has nob oaly created its own traffic in the form of vehicles
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using the shorter ferry route across the Sierra Leone river to Port

ko District, but is increasingly ettracting an appreciable volume

i
O

of the traditional Bullom boat treffic., The preference for ferry
service is based on its regularity, cheapness (20 cents (2/-) per trip
per person) safety and above all, its grester speed when compared with
the heand-propelled, wind-assisted and btide-controlled Bullom boats.
This service, no doubl, has an immeunse strategic significance for i%
links vp with the only modern international airport and its growing

diverse traffic as seen in the operation of 2043 trips valued at Le 15,516
i b 9

(57,758)10 in 1966, is indicative of its vital role in the nation.

Organizaetion of the Industry

Although it is impossible to ascertain the numbers and ownership
of light craft plying in the inland waterways, there is no doubt that
there are a lxrge number of boats, canoes and launches and many lighters

and barges., According to information culled from official files in

=

the river districts of Kembia, Port Loko and Bonthe, and data included
in the 1963 Mishery census, the number of craft may easily exceed
5,000, Table 3.5 gives a rough analysis of craft btype and regional

distribution based on port of residence and/or registration,



the uneconomical time lag in waiting for a berth,
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TABLE %.3 REGIONAL DISTRIBUTION OF CRAFT
R Scarcies/ Western o Sherbro . .
Craft Type Bul lom Area Moyamba Island Pujehun
Canoes . 349 816 %85 329 101
Bullom Boats %20 . 186 15k 2L -
Launches L6 13 - 31 -
Trawlers - 17 - - -
out board
Engines 26 24 48 6 10
Total 750 1,056 557 380 111

Source: Partly from Report on Fisheries Division (Freetown) 1963,

Note: Regional Division is not strictly geographicalj it is
administrative,

S

=3

Table 3.5 reveals a pattern in which canoss constitute over T

i

<

of all craft; these boats are used mainly for coastal fishing and
transporting the catch to the collecting points vhere fishmongers effect
wholesale purchases., Bullom boats are found almost everywhere but
mainly in the Scarcies, Bullom and Western areas. Launches and lighters
in the Western Ares (Freetown) do not eugage in long-distence movement
of commecial freight and passengers. They are largely owned by the Port

Authority and perform a shuttle service between small cargo ships and the

lighterage wharves so as to minimize cougestion in the part and avoid

il

RN
LU

Hence wil

2
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rage Tacilities, the Port Authority can handle five

@

Iy

time instead of thres which is the port's present capeacity,
The great majority of the smeller craft are owned and operated by

Africang, thus putting the African entreprensur in a notentially

<o

Wl zation,

the structure ilg similar to road transport. In the past, there were

peration, but their dmportance nas shown a merked
decline in the last ten years, a tread also found in road transport,

Chronic ilandividualism and operation in small units with concomitant low

profit margine, still hamper the progress of the industry. The commercial

1

launches are usvally small, varying between T and 24 tong, the majority

11

being of 10 to 15 tong canacity. Tunetionally they are unspecialized,

L,

catering for both vassengers and frel Por o remunerative and efificient

enterprise, the need for big and betier vessels with a higher stendard

of maintenance is obvious. A mesent, the high

(Le 100,000-120,000) is & severe nrohibitive factor in their gencral

introduction into water transvort. Fost, if n~t all African entresrensurs,

o 1

canoot afford the price of a modern launch, hence they invariably purchase

wooden frames fitted with motor engines.

local lavaches which are simpl;

These crude boabts, agssemblsd and pieced together by local hoat-builders,

manage to fuanction well in the first few months, bub

- leaks aud rot and sometimes the engine leaves the hull and fatal

accidents occur. The boats lack life saving equivment, they are overlosded
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. ) P 1, ey -
and although there are laws which, if enforeed, would scrap these extremely
sub-standerd vessels, yet govermment leniency in the case of this depressed

. W w1l lom bhoat auneh i
industry allows them to continue operating. BKach Bullom boat or launch is

usually manned by & crew of 5-10 men, who are poorly equipped To run the

boats efficiently. Hence apart from the economic difficuvlties plaguing the
industry, its men power needs greater techni al treining. Water transport
in this respect poses both immediste and loag term problems

Conclusion

The present pattern of water transport presents a complex picture and
generalizations about the entire industry will only tend to mask the
different growth patterans of the various sectors. The preceding sections
have revealed firstly that wabter transport as a medium of internal
commerce, is in decline and the only areas of comparatively gainful
operation are localities not yet easily accessible to rod transport.
Road competition has been a primary factor in $his decline; it has
attracted both freight and passenger traffic and the price incentive of
vater transport's lower fér@s has not been stroang enough to check the loss
of traffic. Turther, entreprencurs in this industry have demonstrated a
congistent lack of competitive organisation to eusure suvccessful operation,
liost boalt owners are not aware of this fault. They attribute the declin

.

of water transport to two inter-related factors, namely the migration of

1.

Buropean firms from the river ports to the more prosperous inberior

centres, Such developments might, it is truve, be resvonsidvle for some

reduction in the volums of traf

ic available, but this would only apply



T S,

J——

73

to traffic in imported goods. The movement of produce for export has not

been substantially affected by these changes, for the collecting

have shown no important shift in location nor have there been major

fluctuations in the volume of exports. Traffic in agriculfural produce

&y

0

ig gtill aveilable but as in the case of other wmodities, road transport
has become the main carrier. Thus the decline in inland water transport
is largely the result of competition from the roads rather than é result
of the recent spatial re-distribution of commercisl enterprises inthe
lnternal économy.

In the field of minersl exzploitation, fhe industry is showing rapid
progress. The fact that bulky low-value mineral ores are located near
navigable ﬁaterways make water transport the ideal mode., Iron ore,

bawxite and rutile mining concerns have sach constructed modern and

efficient loading installations at Pepel and Miti respectively to facilitate

£

the export of their mineral oreg)and to take advantage of the comparative
cheapness of watér transport.

In the case of passenger traffic there has been a marked decliné in
the traditional routes which caa be attributed meinly to road competition.
However appreciable expansion has occurred in the more recently established

ferry service between Kissy Jeltty and Tegrin Point. Bxpansion in this

sector is due to scheduled operationg, speed

nd, mosgt important of all

0

the tremendous reduction in the trevelling distaice aud time between

Treetown and norti-west Sierra Leone.
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Despite the shortage of accurate data, the foregoing sections

indicate thal the potential for water-borne traffic is congiderable.

e

aking into account the various growth factors in the economy, it can be
agsunmed that, with adequebe and systewatic improvement, traffic in
agricultural produvce, mineral ores, imported goods and even passengers, will
attain unprecedented levels. Por the realization of such growth, the
improvements indicated below are considered essential,

TMiret the waberways must be systemebically charted to locabte uaderwater
obstacles and shifting channels, Tnlend wharves must be improved so as to

facilitabte the loading and unloading of boabts. Investment by enbtreprensurs

in more reliable craft, and the larger vessels using the waterways should
b4 & {53

be adsepted to mechanicadll propulsion. In varticular the V-botbtom Bullom
boat with its low carrying capascity and high accident rate should be

replaced with a sballpwudraft, broad-beam steel huvll boat that will.carry
heavier loads more safely and operate in shallower wabters., There is an
immediate need to rationalize water transport. The uneconomic individusalism
of small-scale operatorg is retvarding expansion and modernization of the

ndustry. The present uvnskilled personnel operating the boats not only

=

leads to rapid depreciation of capital equipment and low profit margins,

but also to high accldent rates especially in the flood period of the reiny

L1

season. Heunce 1t 1s congidered a matter of psrbicular urgency that they
be glven sclentific and technical training in sll asvects of navigation.

Por thig, Fourah Bay College 't consider the esbablishment of a school

of Marine fngineering in ils Tngloeer

R

v Department where engineers,

BN

walnwrlgn

and navigators will reecelve adecuabe training so that water

)
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transport can have a reliable gource of qgualified personnel to man the

The improvements oublined above need not all be undertaken

concurrensly nor completed wit] a short period. At present, observation

shows - the busiest wabterwsy is northwerds aloug the coast from Frestown
as far as the Scarcies esturry. This aren of apureciable traffic should

be given top pnriority in any ilmprovement scheme especilslly in the
provigion of navigational aids., Later, the inland ports of Rokupr,

Kychom and Membolo in the rice growing area could be gystematically

>

developed (Fig. 3.6). The next region would be the waterways of

()’

the Sherbro

river systemy dredging in alsa creek, though expensive, should

carried out so as to facili]

o

cecess by large ore vessels to the

speclalized minersl port of Witi, ¥urther, the economic pobeantial of the

lowlands and tidal lends of Boathe District is oromising from the stand

o ]

point of fishing and agriculture; here the development of new collketing

centres for produce ig likely to take place. ith expansion in the

fishing industry, one cen envisage the »rompt delivery of frowen fish from
Bonthe by boat to river ports and distribution up-country in refrigerated
trucks. The rolling swamplands adjacent to the river ports are excellent
for rice cultivation (a steple still imported into Sierra Leons), and

places like CGbundayi, will, with successful cooperstive rice farming,

ellls

e ag important oorts of exchange



N

76

PORTS 1967 _ i ™
. .\.
\
‘ KABAL A A\
KAMAKWIE \
S
N
N
)
I
!
\'
Kt
MAGBURAKA ' \
KOIDU =
\ p:
I} /'
s s
'S
MO YAMBA ‘ ./""'/
B0 , ‘ (/
BLAMA ,
BANGBATOKE. /
/ug‘LN et -~ a
Z, J /
Y erPT | /
. % \ e
B FPUJEHUN i
MINERAL PORT— — — _ _"= + ' .{'( Py 4
1\;«.‘ ././
MAJOR PORT _ _ __ __ __ [ ] NS (
RIVER PORT — — — — — L ] . v ,f Scale of wWiles
MAIN ROAD — — — — — —— SUMBUYA ‘/ I&l:?—-lglo_:lo
MINOR ROAD — — — __ —

SMS

Fig.3.6.




7Y

REFEREACES AND WOTRS

1. Cox~Georgs, H.A, Africe
(FPreetowas

of Sierra lLeonc.

2, Traasportation Consultants Tnc. MTransporiation Survey of Sierre Leone
: (Washingbtons 1953), 0. 52,

5. Ibid p. 54.

4. Wyfe, C. Silerrs Leone Inmheritance. (London 1964), wpp. 41-5

f

°

5. Hitchell, P,¥, "Barly Trade Routes of the Sierra Leone Protectorate,
Sierra Leone Studies, Journal of the Sierra Leone Society
WS, 16 (June 1966), p. 207.

-

6. Fyfe, C. Op.cit. p. O7.

7. Pereira, D.P, RBsmeraldo de situ orbis {ed. Movry,Bisau, 1950),

pp.  95-09, ‘

8. Flamingo. London. V ¥o. 7, April 1966, v. 2.

by District o_a._“x.craro, Native Administration clerks and
several boat owners
10, Figures relate to 19566 estimates of Tferry operation by the Sierra Leone
Port Avthority.
11, Personal Interview with Commander Hanlitt - Tarbour
vagte Treetows Maran o
Magter, Treetown, March 1966




e

78
CHAPTER 4

[Tl T
gt

BRA OF THE RATLWA

Althovgh the first recorded proposals to construct a railway in

Sierra Leone were made as early as 1872, abt a time vhen rallways were
having their Tull impact on mining development in arcas like the Rand, it
was not until 1892 that the goverament, with unremitting pressure from

the Liverpool Chamber of Commerce, gave seriovg considerstion to the

oroposals, The Sierra lLeone Government Railwey

£

(SLER), came ahcad of demand

since 1t was conceived and built to serve no parbticuvler commerecial venture

n existence. Such vague terms as "bo open up the couvatry!

[N

vihlch was then
for commarcial pursuits as advocated by men like Lardner and Lam crr.l

could scarcely attract enough attention vhereag in Chans, the concrete

demand of the Huropean gold companiecs made railway construction an economic

.

proposition. Although the Blvvfpool Chamber of Commerce was the principsl
force behind the railway, govermnent soon To?llzew, throvgh the economic

edminigtrators like CGovernor Cardew, that the aveilability of

1.

bulk transport was a prerequisite to the couatry's social and economic

Survey and construction

The firgt two surveys were made from Freetown to Bumban and from
Iing to Gorahun between 1893 and 1894, The first route, Freetown - Sumben,

as Tar as Falaba, 80 miles further north,

out of British jurisdiction,
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The gubmission of the fiual survey reports did not immediately lead fo

the stert of reilway construction, for Governor Cardew, after an exlensive
tour of the country concluded that he was more than convinced of the
desirability of projecting the railway throvgh Mende counbtry ratle r than
towards Bumbanoz He suggested a route leading from Freetown through

Songo to Mano, Bo, Seghbwems and ultimately to the Guines frontier. Comparison
with the present route structure in Fig. 4.1 shows that the Mina - CGorshun

survey never reached the construction stage and the railway never got to

Bumban. From this period railway construction emphasis shifted from the

| —

north and attention was conceuntrated in the sovth and east.

Several geographical and economic difficulties faced the counstruction
of the line and tle se led to the adoption of a 2ft. bins. gaunge line with
the insufficiently compensated ruling grade of le50 and a curvature of 5
chains. The railway, coming at a time when the prospect for substantial
ic was virtually nou-existent, forced the planaers to embark oa a

line that wes as cle ap as possible so as to cut down losses before they
actually occurred. Further, the terrain with its deep ravines, mangrove
swamps and hills, militated against a stralght wreil route and produced a
tortuous line where a train has to "aegotiate 27,000 degrees of curvaiture,
and go up and dowa a total of 3,000 feet before reaching 3o, 1356 miles from
Freetown and only 243ft. above sea leve_'i.”..3 Under the prevailing conditions
of limited finance and what were then ILnsurmountable geographical barriers,
it must be conceded that the planners had a fair amount of success in ftheir

task. However they failed to give adequate consideration to future expansion

go that when traffic volume iunecrcased the railwey's inadequacy was guickly

exposed.
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‘The route suggested by Governor Cardew, with its great attraction o
tapring the wealth of a really rich palm belt in the Eastern Proviance, now

became the accepted rall route and counstruction started in 1895, 3By 1897

the line reached Wellingbon (7 miles) and on March 29 of the same year,

Goveranor Cardew and a select party made theflfst historic long trial run

to Wellington, thus making Sierra Leone the first country to possess a

=

railway in British West Africa. Later, in 1898, the line proceeded as

far as Songo but was temporarily halted during the Hut Tax War, and the
the railway was called upon to play its fivst military vole in coaveying
troops to avert a threatened invasion of the Colony peninsule by Bai Bureh,
the Teme warrior, Normal working resumed later and the line got to Bo in
1903, a distance of 136 miles. In 1905 %he line was constructed to Baiima
(220% miles) and by 1908, had reached Penderbu (227 miles), its present
terminus,

Branch Linecs

The first branch line was the Fountain Reilwey which was opened in
1503 and hed the distinction of being the steepest adhesive railway in
existence, its maximum gradient veing l:24. Unlike the main line with
emphasis .on exploiting agricultural resources, the Nountain Rallway was
solely intended to convey Huropean officials from their offices in Freetown
to Hill Btation, an ideal residential area for Buropeans. However, it also
provided cheap access to Frectown for produce from the mouatain villages.
The line was the first victim of road competition as the introduction and

avallability of cars to Buropean officials made it redundant and was closed

as early ag 1929,
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The present braach line, Bauya ~ Mekeni (82 miles) was first preceded

by tramlines (1907) whose purpose was to serve as feeders To the main line.

1 .

This wag & direct response Lo

\_>
[

nereasing oroduction and the need to provide

P

a, more economical transport mode to move produce to:the railheads, a function
then being performed by head vorterage. 8o successiul were the tramliaes
that it was decided to convert them to railway lines with fixedbsohedu es.
Hence the line was pushed right on to Makeni in 1915 and further on to
Kamebal in 1916 with plans for extension o Palaba near the Guinea frontier,
Butb the line beyond Makeni proved a disastrous financial liability eand was
closed in July, 1930,

On the whole, the initial cogt of constructiag the railway whe
compared with Ghana and Wigeris was low. In Ghana average costs of £10,314
and in Higeria £7,064 per mile had to be met while Sierra Leonc had the low

figure of £4,316 per mile.4 The low coastruchion coshs can be explained by

such factors as the narrow gauge of the line, low wages (10d. per day)
and the easy accesslbility of local ballast material, 5 Towever these

initial low costs did not fully compeunsate for the economic problems that

were to face the line ag can be seen from the financial results of working
for the firet four years.in Tadle 4.1.
The Impact of the

The immediate impact on the economy and scciety of Sierva Leone was

enormous and far resching. It provided, for the first time in the history
of the country, a form of mechanical transport capable of handling large

guantities of freight atbt very low Taﬁequ Iugard's estimate that one train
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of average capacilty was equal to 14,000 head carriers at one-twenbtleth the
cost, epitomizes the tremendous significence of rail tr%nsgort.{ Once even
the intermediate stages uefc open to traffic, the wealth which Cardew had

rightly forseen bagan to pour in from the Protectorate hinterle nd,  Palm

J

!—o

kernel produvction reached unprecedented levels. By 1909 its orcduction was
double and by 1912 more than treble that of 13897, with ehports woxrth over
£1% million providiag customs revenue of £3%01,140 for the goverament,

The bulk of traffic in this early period cousisted of palm kernels,

palm oil and Kola nuts which provided spproximately 80% of totael "dowa traffic!,

o & . . aooe - o ot . -
"ip trafiic' consisted primerily of imvorted goods like spirits, tobacco,

gsalt and cotton piece goods. A noticeable feabture was the almost complete

absence of internal traffic except for a small tonnage of wice. This
0.0 £

traffic pattern of export crops in one direction and imported goods in the
other, was to be exvected in & country where social and economic development
had just begun. The coming of the railway effected locational change in
commercial centres; trading emphagis shifted from the traditional factories

1 K}

on river banks to the new rall heads. Turopean firms, Creole and Syrian
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owas lilke Mano, lioyamba and Bo; commerce

ported

developed rapidly and the merchant comm:nity, apart from retailing i
goods, naturelly acted as agents for the buying and collection of export

produce. The commercial boom graeat ved the social and ccononmic

prosperity of the indigenous population, for the mouey acguired from the sale

of produce was used to raise their stendard of liviag. This period can also

rightly be called the beginning of tribal disintegration.
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The trains provided for the first tims the means whereby people, who
had knovm ouly the world of their tribal community, could move inbto other
tribal areas and settle in the expanding railhead towns. Perhaps more
important was the administrative role of the railway which effected to a
great extent, the welding of the several tribes into a single ceatralized

Je

political unit. A feature often neglected in railway situdies is the large

.

volume of short-distance traffic on the railway line. In an underdeveloped
country where head porterage is e significant method of moving goods, a
rail track provides an excellent footpath for many villagers who cannot
patronize the trains for their short journeys. Hven today, with the rapid
development of road transport meeting the needs of short-distence hauls,

head loading along the rail track is still evident,

Railway Operation

The railwsy started f£211 operation in 1899 and, as can be seen from
Table 4.1, the first six years, 1899-1904, sll showed deficits., This may
be due to expeaditure on capital works still in progress, but the main

reason lieg in the fact that the railway was still limited to the less

/.

¢

productive country beltween Frestown and Bo. 3y 1905 when the line resched

Ballma, the railway entered ites "promised land" of palm kernels and paln

oil and from then to 1913, it was nob only able to cover its working expenses,

but produced a surplus every year, the best recoxd being a profit of £39,538

£

in 1912, The only excention to this prosperity was 1908 whon tlere was a

Tind

Tall in gross reveaue of over £3,000 due to the general mabion of trade

the Mountain Railmaygﬁ

and a logs of £1,879 in operati:

o
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TABLE 4,1 FINANCIAL REPORT OF RAILWAY OPERATICN 1899-1913 in £s
Year Gross Expenditure Gross Revenue Deficit Surplus

1899 ls,392 3,810 582
1900 . 14,284 10,344 3,940
1901 18,518 17,757 761
1902 21,229 20,442 787
1903 31,926 36,620 4,694
1904 40,976 35,752 5,224
1905 52,631 574789 5,158
1906 55,769 62,158 6,389
1907 67,882 7k,515 6,633
1908 81,695 71,499 10,196
1909 81,086 84,229 3,143
1910 79,846 101,610 21,7654
1911 79,740 107,621 27,881
1912 102,608 - 142,146 . 39,538
1913 146,483 168,315 21,935

Source: Annual Railway Reports 1908-1913.

The railwoy alone would not have been able to achieve this prosperity
in a traffic market heavily depeandent on snallfscale peasant vroducers,
without the help of a coanecting feeder system. Thig was reflscted in the
early reluctance of ftraders to sebtle in railhead towns thet Iiced
connecting links with the produoing arcas, emphasizing the coint thot

o :

towns were commercially isolebted. A prosramne of feedor congtructlion was
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therefore beguns the system had a north-south alignment providing a rational

integrated route system capable of serving

almost the entire palm belt,

Prominent in the feeder system was the 7 mile Balims - Pendembu tram line

and the Bauya - Maokump tramline, tappning the paln belt of the Yoni couatry.

(Fig. 4.23” The tram lines ran to no specific schedule, they ran when

required and would stop to load produce at any place en route where it wegs
offered. The feeder roads, used by both barrel rollers - casks: with

attached handles drawn along by hand in roller faghion, and hired out to

the public at 4/— and 2/6 for 700 1b and 300 1b rollers respectively, per

trip - and Ie ad porters, generally radiated from railheads to the surrounding
country. Some of the more important feeder roads =s seen dn Fig, 4.3, were
the Bo - Maondu, Blama - Boajibu, Pendesbu - Kanve Lahun aad Moyemba - Sembehun
roads. So successiul were the feeder roads that the local people, apprecisting
the advantages to be gained, began to build their own roads. By 1908,

150 miles of local reads had been constructed. As a Further means of
providiag easy access to the railway, Govermment approved the use of the

railway track as a thoroughfare and sanctioned the expenditure of £1,388 for

congtructing foot bridges m the rallway ot Fano, Blama, Daru and a further
£25 was voted for o temporary footway over the Sewa bridge.
The railway conbtinued to progress satisfactorily and the general increase

in the colony's weverwe (1909-13) was lacgely due to the roilway. .With the

succession of profitable years and the accumulation of substantial surplus

funds, further railway expansion made considerable headway. Additional

rolling stock was pubt into operation to cope with inereasging traffic which
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had menifested Ifself in traffic congestion especially in the easter

districts., By 1913, the bracch line was extended to Mekump (now Maghuraka)

\N

and effectively provided a means of btapping tle palm-belt in Temne country.

The Mirst World War

The war had an immediate impact on the external commerce of the counirys
total trade declined throughout the war period and never recovered its prewar
level untii after its conclusion., ¥xports declined 28% in value and despi&e
strenuous attempts to remedy the situvation after the period of accentuvated
submarine warfare, its highest level in the war period was stillnearly 10%
below the 1913 valuve. The loss of continental markets for export produce
and the general decline in export prices, as evidenced by the drop in the
value of palm kernels, then the major item of export, from £22 (1913) to £16
(1915) per ton, created a digsincentive to greater produc tioa. 10 Hore
disastrous is the trade in kola nuts which hed practically ceased by 19168,
The accelerated redirvection of youthful labow away from the farms into the
servicesy coupled with & successgion of climatic troubles, not only reduced
the effective labour force in collecting and preparing produce, but also

9

diverted the attention of farmers to greater food producktion ia aanticipation

0 o~
L

of a series of hungry seasons. Anrovos the effect these war years had on

he railway, +the tonnage of goods railed to Freetown from the Protectorate
and the finencial position of the railwaey (Teble 4.2), are indices that
reflect the then prevailing socialand economic situation of the counbry.
On the whole, there was a general setback in revenve despite the stringent

megasvres to minimize expenditure. Demands by the militery forces had the

rellway revenue, but this was insvfficient %o



an

50

TABLE 4.2 RATLWAY OPERATION 1913-1919

Tonnage railed Financial Returns
Year from

Protectorate Deficit Surplus
1913 . 36,466 - £21,935
191k 29,561 £47 ,00k -
1915 32,804 £ 8,049
1916 39,656 ‘ £25,14L
1917 41,115 £20,837
1918 34,877 £ 6,12k
1919 35,433 £29,850 -

Source: Railway Department Annual Administrative Reports 1913-14

compensate for the decline in the highly rated import goods and the drop
in pelm kernel production - the backbone of the railw Despite the
increase in tonnage railed to Freetown, the inflationary conditions then
in existence, merely produced increases in low rated freight like local
food commodities. Hence the bulk of goods reiled is not necessarily
reflective of true value.

The experience of the war overtly demonstrated the dependence of the
reilway on palm kernels. Ta a mercantile economy, the volume and value of
primary products tend to diota ¢ The prosperity of the country,

only provide foreign exchange to pay for imported goods, bul also affect

the QUWCH&SW&ﬂ power of the people, Wien a country depends oa oue besic

Cad

export crop as was the case with perm kernels in Sierra Leone, the whole

for they not
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economy tends to fluctuate with the rise and fall in vprices of palm keﬂnelsoll

Tor the railway, the depression created by the wer in the palm kernel

market was chaobtic. Total receilpts from public freight showed a
catastrovhic drop, for highly rated goods like palm kernels, kola nuts and
imported merchandise declined absolutely. Passenger traffic was inmobilized
not only because the war time depressilon created & scarcity of money, bub
also because mlllude needs took up much of the available capacity. The

dominance of palm kernels iun rallway fredi hags continued to be the crucial

factor in determining the profitability of the line., An additional problem
was the rising cost of coal. By 1917 cheap Soubh African coal was substituted
in place of the more exvensive Welsh coal, but bhe former was found to be
swift-burning and unsuitable. A return was therefore made to Welsh coal

at £56 06s. per ton and consumption was kept down by mixing it with local
mangrove wood; local charcoal was somebimes used in place of coal in

gas-engines, Although substontial savings were made, the deterioration of
the rolling stock was accelerated,

On the winole the war did little good to the railway. There was same

expansion in the braanch livne ia Tthat by 1915 the line had reaohéd Makeni

and in the following yeer, was extended to Kemabal, But againgt this

achievement must be set the 1918 gross revenue of £148,962 and working
expenses of £142,201, giving the alarming sitvation in which 95.45% of

revenue was spent in working the railway. However the end of war brought

to a close the first vhase of railway developmeab in Sierra Leone.
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The Great Depression

The Depression found The railwe ay with sufficient rolling stock and
motive powsr, but freight and passecngers were Just ‘nol available, Again

the characteristic behaviour of a nreponderantly export economy haed it s
full effect. The trade depression and consequent Low prices for exportd

crops distracted farmers from cash crop production, and their lar spending
power made them reluctant to uvee the trains, Unlike the 1914-18 war
depression in export crops, this one had the added disadvantage of being
faced with intensive road and water competition in the really oroductive vart

)
-7,

f the railway areas. Competition was much more severe in the Nortle rmn

O

Province along the liskenl - Port Loko moad, diverting traffic from b
rench line to Port lLiokoy whence water transport was uvsed to move the

valuable export to Freetown. 0 the back hanl, these

modes, as they were described by the railway avthority, 4 carried highwrated
import goods. In the Southern and Bastern Provinces, with palm belt
located away from the navigable water reaches, traffic plreting was nob
intense., But as will be seen later, this situation was to deteriorete,

for the development of the road feeder system umeatly created an effective
route linkage between the most productive reilheads and the riverine vorts,

providing alternative highways to the rallwasy for ilmport and export traffic.

The raillway reacted to the slumy and road competition by reducing

“

fares and rates, and successfully uwrging the goverumment bto lupose rosd
tolls so as to curb the unfalir and predatory competition by road ‘vransport,
Hence a series of road tolls were imgosed first on the Port Loko - Hakeni

road (19%4) end Matiki - Pamelep section of the seme road (1937), prohibiting



e

he transport by road ofs

(8) goods not manufactured in Sierra Leone between Mabiki and

Pamelap (in the )
(b) Paln kernels from Pamelap o it ilie LD
o

Secondly, the same prohibition was applied to the Mano - Bumve road in

19%8. Further, to recapture pelm kernel tralffic in particular, government
paid a subsidy of £20,000 to the railway which wes later changed to 15/-

per ton of palm kernels conveyed to compensate for the big drop in palm
kernel rates. This subsidy was justified on the grounds that customs
revenue would galn by the increased traffic thus encouraged. The effects of
these measures were reflected in an oversll Increase of rail freight, Road
and water competition were checlzd, though the denressed trading conditiouns
contributed appreciebly to a reduction in road competition., Passenger
traffic was slow to recover; for despite the 50% decrease in %rd class fares,
trade conditions were such as to limit severely the spending power of the
people. However by 1956; the slump had shown signs of wening and the price
igher than the 1935 level. 1936 in

of pelm kerneals was £2,1.4 per ton hi

fact proved to be the most successful year of opevabtion since 1927
public freighkt reached a record level of 75,437 tons; %rd class pessengers

increased by 137% over the 1930 level, and the railwey actually hed &

surplus of £12,638, Table 4.3 gives & fair aprroisal of this period,
selecting representative years, and important commodities both in the import

and export sectors so as to present an analytical tadble where trade

vicissitudes are mirrored.



TABLE 4,3 RAILWAY OPERATION 1924-1936 in Tons

Local Produce Imported Goods ) Total
Year Palm Kernels  Food Stuffs 3;ii3;2?s Salt ggzg;n Freight
1924 3L ,935 2,235 1,021 3,852 601 68,493
1925 35,42k 2,212 ' 1,678 3,524 783 72,298
1930 27,649 2,101 198 2,712 521 53,553
1931 2,964 2,731 117 1,995 367 56,551
1932 41,945 2,895 201 2,480 807 65,115
19373 373,268 2,521 140 2,258 Lo2 53,926
1934 3%,926 34935 327 2,174 k2o 58,811
1935 3,104 3,086 249 2,15 . 863 70,294
1936 Lh 413 3,670 437 3,161 1,108 75,437

Source: Annual Railway Reports. 1924-1936

This period also coincided with the early exploitation of the mineral

resources of the couatry. In conitrast to Ghena, where the mineral companie

Rl

[vs]

provided freigint for the rellwey, in Sierra Leone, the industry was such thab
the railway did not benefit in aﬁy great measure., Gold mining in the Forthern
Province produced only a low bulk high valuve product whose transportation

did not affect reilway freight. The same is true of diamond mining in the
Kono District. Hven building material and machinsry connected with the

mining industries did not appreciably contribute to raeilway freight., However

he successful exploitation of the Hangha chrome deposits with its low-value

bulky product, gave the railway its firet regular minersl freight. Bub the
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pence per tomﬁnllc -~ & trangport subsidy

rates charged had to be low,
that was essential in meking chrome ore competitive in tle world market,
1937 saw a further improvemsnt in the country's economic situabion and
the rallway had a suvrplus of £85,452. By 1938 another bleak economic pericl
had begun and the price of palm kernels fell from £8,12.5 2 ton (1937) to
£5.1.0 with a consequent railway deficlt of £30,818. Both exports and
imports fell and on this sad note, the Second World War begen. The war

years ere included in the study since they provide a uvnique opportunity to

. 1 A B

exemine rail transportation patterns with an over-supply of freight,

elimination of road competition snd the extreme difficulty of obtaining

e
e

coal and replacements. The period itself is not ideal for comparative

purposes, because the war produced distortions, bub it gives some idea of
the economic and social coasequences tmt result when a counbtry's main

transport mode is subject To war conditions.
it J

On ths outbreak of war, the General FMansger of the railwey sssumad the
office of Director of Transportation raesvonsible for all forms of interaal
transportation including the distribubtion of wvehicles, svares and netrolews

products, Road traansport was maialy concerned with serving military needs

EN

viiile the rallway was ne movement of oll import and expvort

gools, and at the sawe time was obliged to meke available a large proporbion

of itg cawvacity for ths Llway was unable to cope with

pecially with thoat resulting from the ineressed production
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of chrome ore, Traffic problem became so (acute particularly in the

Preetown area where the war had concenty

o

rd class pessenger fares were raised by 504 to restrict travelling, By

railway had exceeded all expectations and with

1942, war demands  on

limited and deterioratin

g locomotives ¢ the rallway

sacrificed the transportetions of palm kernelg that were piling up with
buying agents in the Protectorate. The tomnege of rice aad number o

cattle railed showed an unprecedented increase. Prior to the war, the

rallway only carried 30-40 cabttle per month whereas by 1943 it was caveying

1,100, The freightattern by 1942 was clesrly a predominance of food

products in the dowa trafific and war materisls in the up trafficy both
export and import goods were on the decline, Degpite these sbnormal conditions

the railway showed a profif for 1941 and 1942 with & big incresse in the total

tonnage of frelgh

handled, Traffic patbtern however chenged by 19243

wnen the Freach West African dependencies Jjolned forces with the Allies.
Demand on the railway was eased and greater attention given to the transport-
ation of expord ﬂrodwce. With the closing of service camps, total railwdy

) v

o its usval deficits,

"
i

tonnage declined (Table 4.4) end !

.

1w raillway reverted

TABLE 4.4 RAILWAY OPERATION 1939-1945 in £s

Year Freight Tounage Expenditure Revenue Deficit Surplus
1939 79,658 207 ,094 193,647 13,4h7 -
1940 82,676 200,243 189,207 11,036 -

1941 101,757 231,897 249,839 - 17,942
1942 112,869 276,548 302,936 - 26,388
1943 11%,852 357,861 311,517 L6, 3hl -
1944 102,858 411,787 363,181 L8, 606 -
1945 96,516 558,195 359,139 199,056 -
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CHANGES IN PASSENGER TRAFFIC
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became importent commercial areas and Transport focl servi

100

The last two years of the war saw a gradual decline in both passenger

)

ond freight traffic, a decline that was to continue in the post-war years.
The cessation of hostilities kft the railway in & most depressing state.

Track conditions were very uvnsabtisfactory; locomobtives and rolling stock

ngufficient end inefficient. The futwe presented grealt doubts as

=
5
®
K.-J .

to the reilway's ability to serve the needs of en expending economy. By 1946,
dfter almost 50 years of countribubting effectively to the economic and social
development of Sierra Leone, the railway was reduced from a position of
vpreueminence in the traansportation fiald to one of two forms competing

o

gtrongly for the haulgme of the couvatry's internal and external trade. In

short, the railway eatered the post-war ere wafit to play a dominant role in

~

the unprecedented economic exponsion thet wes to follow,

T le ?.C_.,l.l \,:, O\,LG\r

The post-war periocd brought many chanses with far reachi

g effects on
the social and economic developmeant of Sierra Leone, Prior to this period,

economic activities and

keting proceszes showed broad geosraphical
concentration. Such conceantretion, especially the distribution and marketing

of export crops, was to a large degr-e, a factor of railway develovment. The

reilway, -

insigstence of Governor (ardew, wes pushed on to the South
and Rasbtern Proviaces to tap the wealth of the rich palm belt. Consequently

the latter ilanbtroduction of other cash CoCos, aao coffee in the same

srea was justified on the economic grounds of uwtilizing the already esteblisghed
transport mode to ontimm capacity. TUrban ceatres thet grew in the railheads

i e wide but
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poorly accesgible hinterlend. At this period, den

d for transport services
was limited and bthe reilwny gensrally fulfilled the needs of the socio-

g

economic complex which was nicely concentrated in ite immedizte hiunterland,

The post-war ersa, especlally the 1950's, introduced nsw geograghical

patterns whose ultimate result was a definite digparsal of economic activiltiss

and the emergence of new demographic aad urben concedtratioas. Such
disnergal had little impect on the traditional cash crop areas, as seen by
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the commercial prosperity and physical expansion of the towmn
In other areas, the ilmpact was tremsndous. By the early 1950's, the

indigenous population participated for the fist Time in the diamond mining
industry, and the resultant trade boom precipitated & population migration

to Kono which

and consolidate nsw geographical patterns.

Derived wealth from mining provided a basis for the growbth of prosperous

ot

commercial centreg and the increased purchasing power, counled with a very
rapid turn-over in commerce, led to the ultimate displacement of the railway

as the main transport mode. Road transy

is more suited to satisfy the

needs of dispersed economic activities with e nebional market rveady to

avoil themselves of the "good

of life", and o population reluctant
to pertieipate in what is now considered the 'wnrewording toll of farming',
in contradistinction to the "Eldorado of diamond mining", With increasing

cross wational produetivity, the demand for transport services rose, Hut

the railway could nol benefit from this boom since it had failed to reorganize

and cater Tor a nationel

poods to o scattered market, instead of the traditionsl pattern

geared to the bulk movement of low value export commodities.
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Pattern of Railway Preight 1950-64

Based on the clasgificstion of commodity shipment fromAeach station,

very clearly two commodities, palm kernels and other merchaﬂxise (mainly

J

imported goods) dominate in the total freight pattern. cal foodstuff

=1

comprise the greatest proportion in only 11 stations, 9 of which lie in

J.1 1

the western half of the line and are principally geered to supplying the

ih

urban complex of Freetowm., The other two, Levuma and Tabe are properly

PN
within the hinterland of Bo. MNineral ores, timber and catitle are dominant

only at one station each, while local rice is dominant in 3 stations.

Clearer still is the increasing imbalance hetween the branch and main lines,
TS §

8 factor rooted in geographical realitiesg like cash crop production and greater

.

population dengities in the hinterlsnd of the main line. The branch line

[0}

is today withering further because of intensive post-war road competition,
Regional differeunces in the degree of cconomic activity are emphagized

by the gross patiern of commodity flow shown in Pig. 4.5 for the period

1961/62. The map has been compiled from a staltion to stabtlon origin -

=~

>

destination matrix (1961/62). Because of the very great tonnage variation,
a scale increasing in a geometric progression had to be ermployed to accommodate
the great difference in volume of flow over different sections of the line,
freight traffic has been divided inbto an ™up traffic! section, and a "down
traffic! gsection. As can be seen, the Preefown arse and castern stalbions
have the heaviest import and export traffic flor respectively. On the down

o ‘p i 3 T / e e - Y Ty PxRs d '['T i ]’] ! -: T .].' }_ PONE ool 1 4 NS 1 J"} )
traffic, Pendembu {export crops) and Hangha (meinly chrome ore) domiuste the

flow pattern; while Bo, Blame and Kenema, traditional colleebing centres
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for export produce, are significant contribubtors., Similerly, with the

exception of Freetown; Bo, Blama, Keneme and Segbweme absorb virtvally all

the gtrong

the vp traffic flow (import goods) on the mein line, stressi:
demand exerted by these inland urban centres and "tl’.@ way They function
ag distribution centres for large and velatively rich hinterlands to the
south, north and north-east, and these hinterlonds often extend well

beyond the political frountier into north west Liberias and south~east

Guinea. BSegbwema and Xenema are interesting

= in that their prosperity is
closely tied with thet of the diamond mining indusgbry wiose needs they
exist to serve, On the branch line running through the less prosgvarous
Worthern Proviace, commodity {low ian both directions is bub a fraction of
that in thermain line, Intensive road competition in the north, facilitated

by the shorter and more direct road link with Preetown, is a factor That

reil demand aad produced the absurd situation

provincial cepital snd most importeant commsrcial centre, has a gross total
of only 234 tons of freight (19561/562). Pexhaps the peculiar wesknsss of
the branch line is to a large extent a factor of road competition.

ey sy 1. . L e ma - P
way in the post-war period

£

trend notieeable oa the ra

Since the relilwey was duilt primarily

to explolit export crope, it was not surprising that, in the early years, the

o

bulk of freight was composed of

1 produce, with palm kernels accounting

for over 3

ay ite freight pabiern is dou

woted by

Imowort gools.

changing £

Leht brend euphasizing

he fact thet from 1954, import goods have increased their share of tobal

1

he expense of export produce, It rust be nmew

-

ioned that the

<
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diagram ig not a true represeatetion of import and ezvort freight, Up

L~

braffic and down traffic have been equabted with lmport and export freight

159)
s

respectively, leading to the inevi

However, this is not very significant since local traffic lg siell, most
» carried by road and wabter transvort. A:detailed breakdown of the

1261 /62 freight confirms this obscrvation since T0.470 of total tonnage

represents imports; 18.6% exports represents local traffic., The

situation of the railway is made worse by severe inter-molal competition,
in the form of rod transport not only in the traditional railway monopoly

of export produce, but lmuch more so in

rated import goods. What
: is Eft for the railway is low velue dbulky freight, with a opreponderance of
E N DI ” " 2 Sy A Ty mmam o ey T e : o C ]
imports leading o the uneconomic situation vhere the reilway is faced with

ever-increasing

ing on the down traffic. A glaice et the rather
incomplete figures for 196% and 1964 ewphasizes the freight imbalance (Table 4.5
2 € i &) v e .

TABLE 4,5 RAILWAY FREIGHT TYPE 1963-064

1963 1964

Export Import Export Import

Commodit
Y Tonnage Tonnage Tonnage Tonnage

Building Materials 18,203 10,481

Kerosene 12,905 1,803

Motor Spirit 21,680 1,562

Cement 3,363 2,502

Kola Nuts 558 96

Palm Kernels 52,787 7 5306

Cocoa Beans 3,252 3,250 12,878

Gas 0Oil 131,787 12,878

Coffee 3,895 L,513

Rice . 20,817 5,407
Total 60,492 208,755 15,165 34,633

Source: Project for Improvement of Sierra Leone Railway pe 27. 1964,
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CHANGES IN FREIGHT PATTERN 1950-62
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4,6 nowhere is the decrease in import

more prominent

1.

than in the Freetown ares, a fector attributable to road competition,

7

eas subject to severe road compebtition and a heavy reliance on agricultural

Thig is well

production, exhibit greater proporticn of fre

illustrated in the three northern stabions of Makeni, Magbureka and
Yonibans, where better road ac ibility to Freetowm has diverted a
substential proportion of railway Lreis In contrast, stations west of

Bo as fer as Bauya in export crops, porticulerly

AN
[

palm I 21010, have ghowa a smaller proportion of it decrsase

nginly due to the less severe road competition in the ares.
The eastern stations can be conveniently categorized

4

cecreasge (“fm.)"loCS

P

The group of lesas

oL .

economic activity, Though Kenema has witnessed a progress:

zoort frel especlally pnelm kernels, the great demand for lmported goods

dlamond min: traffic toanage to such

has increased the up

t decrease in total freigh intense rwd

cage ig due primarily

to the fact that being the focus of cash croy production, it still has o

M

bhe other hand,

tonnage the down traffic, On ¥

a provide instances of great freight decrecase. The

oly & factor of cessation in chrome ore production,

while Segobwema, once an important eatreport for the Kono diasmond ares,

today lost To road tr: seen a profiteble irncrease

in import freight to offset the decline in palm kernel tonnage. Lastlyy

Bo provides a peculierity in freight treads inthat it is the only station
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to show o net increase over the period 1950-62, Again the pattern of

Kenema is intensified here - a great decline in palm kernel tomnage but

~ PR )

a more thean proportional incresse in import Ffreight btonnage

The above observations from the origin - destination matrix provide

gome bagis for meaniy

rful genexalizatioas in relation to railway fréight.
Al stations except Pendembu have registered substantial decreases in the
tonnage of palm kernels hauled: such decreases gensrally vary directly
with the degree of rwd accessibility in any one area., Changes in the
shioment of local foodgtuff have also shown a dec%ine, nainly attributable
to road transports bubt the present pattern exhibits a marked departure
from the pre-war polarization towaxrds Preetown; now it is mainly localized
ghort hauls serving the immediate urban centres. The inereage in building
materials snd cotton pisce goods is to an extent, a reflection of the
countryls commercial structure. The former is mainly a monopoly of the
few big commercial firms relying primerily on the railway for the haunlage
of such bulky freight. These firms have not joined the popular tread in
diverting this freight to road ftransport and, on a simple cost hasis
railway haulage is still cheaper., On the other hend, the distribution of
cotton piece goods is in the haads of a mulitiplicity of small traders who
have progressively changed over to road transport. Because of itsg hi
uait valve, it can withstand higher roed traissport charpges. Furbthermore,

n

most of these retailers own lorries and sime they rely meinly on small

ight shipments with a rapid business turn-over, lorry transport is the
ideal mofe., One can reasonably extend these conclusions for cotton piszee

goods to cover the vast majority of imported commodities. This le ads to

Pl
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1, b

the further conclusion that with the increasing withdrawal of Huropean
commercial firms from the provinces,leading to the increased spread of

I} o

small-gcale retall traders, even the present increase in up traffic is

likely to be depressed; for the magnitude of the dominent business is not

4
conducive to rall transportation.

Paggenger Traffic

In the post-war period, passenger traffic has generally ghowmn

trend and some sections of the line have actuvally experienced big increases.

Although passenger traffic hag, like goods traffic, svffered from road
competition, this has nd prevented some shmall growth., Perhaps the demand

3 4
[

for pagsenger service is so hi 1@ reilwey, with its lower rates,

can ebtill attract a substantial number of passengers. - A count of vassengers

vessenger traffic ig 1

[©)
[a]

indlcates that the greatest concentration the
commuter arca Frectowa -~ Songo and in tre ares Bo - Segbwena, The former
provides a markebt both for the latter's surplus lobour and agricultural
produce, The Bo - Segbwema concentration is vertly a product of poor road
accessibility, and pertly a result of Segbwema Deing a transhipment point

for reilway passe

ers conbtinuing their jouraey to Xono by road.

Despite the general uvpward trend, increages heve occurred only with 3rd
class passengers who also provide over 95% of fotal passenger traffic,

The high rated lebt and 20d class passenger traffic has virtually disepccared

o commsrelal road trensport competition, and partly to the

read in private car #ine. Thig leads to the fact

N

that passe:

revemue collected is not proportional to the volume of passenger traffic,
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To correct this imbdasce, it is

increagilas

revised to allow G}

The future of pas redict, butb

o]

one estimates thet by 1980, when most of the provosed rmds are completed

q

and, should the road

programme f£ell shart, and the present government attitude tovards the
railway actually lead to its modernization, then passenger tralfic, based

nd, will jump the 3,000,000 mark by 1980. This scems

ﬂ-
o
5
10}
o

-

on the presen

rather uwnlikely for reagons to be afvenced in later sections of the thesis.

AL
<
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Despite a long
Huropean powers and West African peoples,

To congtruct and maintain trade roads,.

wes the same, Thig could best be exy

activities

5

"Pactories'. To link

and the most important ones,

might be cleared occasionally, bub even th

was haphazard and liable to stop when commuvnal labour al:

becane lax ox
vear 1787 ther
Leone's early

about twenty miles square was bought from

formed the nucleus of the colony of

that real colonization,

syetematic develoom

Boaed Develooment in the Colony

The need for effective colonizaetion made it @

early settlers

1

trade but also to engure politie

tradition of trading act

In Hige

ained by the fact

these with the hinterland,

for example the

disorganized, as a result of
refore merked an importent phase in

transoort network, for at that time o unarrow strip of land

Sierrs
by freed ol”V@S, started.
ent under a central autb

which lnevitably hecane

that better communications were needed,

al control.

7 4

ivity in Sierra lLeone betwesn
little or nor attempt was mode
ria and CGhana, the situation

that trading

were for a long time concentrated upoan coastal farts and river

well-worn tracks evolved

®

Palaba to Port Loko ro@d,l
1ig crude form of meintenance

)

the routes

o

the freguent tridbal wars. The

the develomment of Siegrs

the Temne calef, aind
Leone.2 It wes in this year

the first tine,

hority, was experienced in

'

tha nuecleus of the country's

guickly apparent to the
aot only to

As a result there was
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1.

premivm put on the development of roads in the colony. Since at this
period the colony had few resources of its own and relied almost entirely

on Parliamentary grantg-in-aid which were scarcely sufficilent to meet

the colony's social and economic needs, o road tax was ingtitubed and the

Governor and Council ordered on October 10, 1795 that:

A1l male settlers within the said Territory of Sierra Leone,
from the age of sixteenshall be liable to be called upon

for six days of work in the course of a year for the clearing
and keeping in order the streets and roads within the said
territory; and in case any person so liable to be called
upon, shall neglect or refuse to obey summons of the
Overseers of Roads (to be hereafter appointed) every person
so offending shall be fined in the sum of one Dollar: and

all female Settlers being in possession of a Town or Farm lot shall
liable to be called upon to send a man to work six days in
the course of a year and shall be liable to the same fine of
one Dollar in case of neglecting or refusing to obey the

3

summons of the overseers as before mentioned".

Roads within the colony settlement were developed mainly in this fasghion
unbil 1872 when the Road Teax wes abolished by Governor Pope Hennessy.

The tax itself was modified several times to make it more effective: for

exarple, the Hishweys Act of 1856 prescribed a road tax of one shilling

é

and six pence per annum per head for all inhabitaats between the ages of

gixteen and sixty

)

v, with the alternative of working on road maintenance



bomid
b
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six days per annum, According bto the weporbts of the Surveyor of Roads,
it seemed that the road tex was sufficient to duild and maintain roads
but was inadeguate to meet the repair of bridres. Hence not infrequently,

the Governor and Couancil were found voting specific large grants for the

>

k) * 1 h]

construction and repairs of bridges.
The road tax ceased to be of any importance in 1872; hut in

estimasting the factors in the general development of the colony, there is

no doubt that it made a fuvndamental contribution. Primarily, it was a
useful fiscal device for, with the growth of population, the bax returns

were bound to show a proportionate increass. In relation to the total
reveane, the contribution of the road tex wes indeed smally but it held the
promise of growth and from Teble H.l, it can be seen that it did zrow

from 1856 to the time of its abolition in 1872,
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TABLE 5,1 ROAD TAX RETURNS: 185621870 (Colony of Sierra Leone)
IN £s

Road Tax as % age

Year Road Tax Total Revenue of Total Revenue

1856 126, 0.6 29,225.15. 7 0.43
1857 384190 3%,067.17. 3% ‘ 0.11
1858 191.16.6 30,681, 5. 4% 0.62
1859 125.11.0 31,432411.11 0,40
1860 150, 1.6 33,73k, 9. 8 0. lih
1861 166.19.0 36,461, L. 27 0.45
1862 1466, 8.6 374355« 9« 9 1.25
1863 715, 3.0 47,335.11.11 1.51
1864 639.10.0 49,11%3.,10. 1 1.30
1865 455, 5,0 46,405, 2.10 C.98
1866 bh3, 8.0 58,889, 5. O 0.75
1867 431, 9.6 55,808.15, 0.77
1868 3574196 56,907« 5. 0.63
1869 360, Lo 69,00L,10, 0.52
1870 L84 14,6 67,135,120 072

S

R S TR R

Source: Blue Books: C.0. 272/52-56,

In the absence of such a road tax, it would hove been lmpossible for the
settlers to develop such sn eariy unetwork of streets and all-weather
roads., Hence one would questlon tiw economic rabionale behind Governor

Hennessey's abolition of the Road Tax in 1872; Tor even if there were

~

available fresh sources Tor mekl

=X
L

ug good the financial loss to the revenue,
road maintenance was bound to vrove more expensive and the new-Lound

reveaue would only ewploy a smaller labour force on the roadss; for the

i

e 0 g TS L R - 1 o - ., - Tl T ¥ 1
fine of 1/6 which defaulters had Yo pay represented only two deys work



|
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at the current officlal daily wagze of 9d. and was thus unjust. Pope

Jennessey's abolition thus deprived the colony of its more economical

J.

gix days labour on the roads which in finencilal terms represented only

1/6, and substituted a more expensive system where six days labour now

represented 9/~ It wag this realization which was the main motive in

5

reimposing the road tax as was clearly stated by Governor Rowe: '"it was

1.

not the money that was wanted bubt the labour on the woads'. 4
At this perlod, colonial policy aimed mainly at coanteining the

settlement within the confines of The colony ares which meant that no

roads were constructed to link up with the hinterland. In its political

a2 1.7 Je

context, this meant thab the colony and the tribal hinterlend arces (leter

4

to become the Protectorate. of Sierra Leone), were counsldered two semrate

political entilties. This separation, in the form of & vurposive political

frontier, would have been en effective barrier to the social and economic
. . . . ) . . ey -
interaction of the two veoples- -~ interior tribes and colony settlers - if

the Colony itself were a viable political entity. This was surely not the
case, Contact was effected in the form of limited ftrade in gold, ivory

and hidess and gradual but persis

jws)

dtannica over the tribal hinterland by means of peace treaticg.

iramatic soclal contacts were manifested by a series of wars

bordering the coloay agalust the settlors

Prominent am the Temne and

of Xoya who waged two
important wars ageinst the settlers. Their defeat in battle did not

oo e

provide sufficient guarantee for the colony's fubure safely and in 1878



the conclusion of tle Second Soago War, a strategic road was cut from

the colony to Mabang, to be the movement of troops in the &
to pacify the restive Temne of Hova. This road, consbructed out of pure

military necessity, was the first major road link between the colony and

The year 1896 marked an important stage in the development of Sierrs

o~

Leone's early transport system, for «

<
!.'i

hat time, & British Protectorate
was established over the whole of the tribal hinterland, 6 which now

experienced the effect of a central authority, and administrebive districts

)

were set up under Britigh District Commissioners. As the British established

political control over their new territory, it became apparent that a
vetter transport nebtwork wes needed. In the first place, chiefs were

eucouraged to maintain the trade routes regulerly so as to facilitate

the flow of trade, snd secoundly, an administrative nebtwork of hamuock

LfaC&S was cleared to enable Digtrict officers to be transported from
village to village slung in a hemmock between two bearers. It further

!~"i

4

allowed the Frontie 2ty of mailntaining

Police to carry oub speedily their &
law and ovder, The result was that between 1390 and 1906, the old north-
east south-west trade route aligmment had been strengthened by a few well

meintained tracks, while a subsidisry network of trails had been cleered

between adninistrative centres and the more important settlements. It is

]

1ot clear whether the two tyves of roube represented s definite trunk and

feeder palttern, thovgh the hammock trails did help to feed the main trade
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routes, but the clearing and maintenance operations that sustained such a
systern, represent a marked improvement over the former indifferent
attempls.

Before considering the tremendous impact of the railway on road

building, a look at the road network and psabterns of commodity flow would

seenm usefvl, as they coustitute a last look at the old days of

ey

With the be

nning of the 20th centbury, Sierra Leoune entered a phase of
economic growth that revolutionized the old transport network. A striking
feature of the roads constructed by the colonial administration in the
pre-rallway era was that they primerily had sdministrebive or military
functions., None were constructed as media of economic development. The
administration relied mainly on voluntary local labour for the construction
and maintenance of these roads., Trade patterns conseguently showed no
alteration from the pre-Protectorate dayss the old commodity flow patiera

wes still stroagly in evidence, and the limitetions

&

l-—‘

mposed by an over-
dependence on water transport contimued to influence the range of trade

profitable margin of exploitation. for each commodity. Goods

with o low value/weLﬁnu ratic like timber end palm kernels were seversly
restricted to the immediate hinterlands of aavigable woterways, and their
novement on the roads iavolved only short digtances. On the other hand,

commodities with a high value/weight ratio, like gold, ivory and -hides,

because they could withstand the high costs of " headvorterage, had

exploitation that extended far into the interior.
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There was abt this period a very high oremium put on the space dimension in

oy

the pattern of commodity flow-indicabting not only an undeveloved economy

o

but also a very rudimentary transport system, unsuitable Tor the extensive
exploitation of bulk commodities.

The coming

of the new

ly channel for the cconomic r

i 4 Y e ] . gty - Y YT R ey el = T ey e Y ok - A
roilway. This need was mebt by roads, So importaunt had becans the need

- ExEale]

to bulld feeder woads that the central government actuelly spent £882 in

"

1904 on road construction.® Two main bodics were respongivle for

these feeder roads. The more import

5, vider the supe

class voads, The di

milas of lst class roads constructed at a

g constructed at a cost of £3,790, =«

b the small cost of £1,775.°

@

fl o >

An dmnovtent featvre of almost all these roads capecially the

class roads, is vhat

reilway as shown on the 1910 Road lep (Mig, 5.1). There were hard
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the avallable traffic. There was no immediate need to divert such traffic
to the v a»lxm). The alignn QLAOL the roads was dictated by the ecounomic
necessity to pass.through the rich palm belbs hence purely phyeical
factors of terrain and drainage were made subgservient to the all importent
economic factor in the location of roads. The rosds had to run through
difficult and broken country necessitating the construction of huge

embankments, and cuttings with numerouvs bridges averaging oune bridge

R 10
for every

The geographical digtribution of roads in this period showed the

early dominance of the easberan palm belt region. The road Map of 1910

clearly indicates the councentration of all lgt class wroads ia the area
running from Bo castwards o Begbwema., In the north, there were no lst

class roads and in the extreme south, where water trans

of major significaice, such roads ware also lacking, Of the 50 miles of

lat cless roods s, 19 linked the Hanghe railhead with Largo, and 11 ran from
Seghbwema dve north towerds Bunumbu. There were 14 miles of good 3rd

clagss roads linkiag Penedembu with Kanrelahun on the Guinean frontier, -

an important route for trade with the Kissis of what is today the Republic
of Guinea. In the north, there were 46 miles of %rd class roads radiating

mainly from the railhead at Yonibana, Of the 200 miles of 5th class roads,
o,

the majority were in the castern palm belt,

®

Despite the neunetration of the railway into the palwm belt and the

repid spread of a feeder road system, it was realized thel the system of

kead porterage wes not only inefli 28 & meang of moving low value



bulk ecommodities, but emploved a substantial labour foree which would

otherwise have been used in increasing production., Several attemnts were

thus made to release this labour force and substitute it by other transport

neans., Animal trensport was tried using donkeys imported from the Gambia
and bullock wagons, but both failed. Barvel rollers especially in the

astern palm belt were extensively useds thelr success ag a substituvte for

human carrieys was rather margl

L]

nal, since 1t took aboub Tthe same number
of men to roll a barrel of palm kernels as it took To head load it.

Tramlines provided a more ugeful angwer to the problem, and go guccessful

were thelr operation that some of the earlicer feesder roads, like the
Hangha-Largo road, were converted into tramlines., However, head loadiag

continued to dominate the flow of produce o the rallheads until the year

Works, took

the runaing of the lst

[

over

epartment, and
the first motorized transcort, in the form of a lorwy, was introduced on
K %) e e A s gy - ] 11
the Protectorate roads.

With the Public Works Department takiag over, road building was now

accelerated and the roads wihich had been converted to tramlines b

Railway Department were teken over, and recoaverted into lst class roads

capable of handling By 191%, the need to vursuve & morve
vigorous road policy in the Protectorate led to the formabtion of a

>rotectorate Road Departient, charged with upgradis into

5

lst clags omsg, and extending the road network as repidly as funds bocane

-

available., Thig new department hardly had time to organize a comprehensive

road policy when hostilitics broke out in 1914,
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Growth of Roads

o

The war nad an lmmediabte impact on the national economy, Total
trade declined throughout the war period, end exports declined some 27%

in value; despite great efforts to revive it after the disast

k tirous
submarine werfare, the highest level of trade duriang the war period

still lOf' lower then the 1917 peak, as can be seen in Teble 5.2,

TABLE 5.2 VALUE OF EXTERNAL TRADE IN £'000

Year Imports Exports Total

1913 1,750 1,731 3,481
1914 1,405 1,251 2,656
1915 1,256 1,255 2,511
1916 1,291 : 1,224 2,515
1917 1,533 1,580 5,113
1918 1,064 1,517 2,581
1919 2,123 2,102 L 225

Source: Trade Report 1914 p. 2.

o3
@
[
.

i
0]

these adverse econonic conditions, development did teke place n

o

shere wore 1,361 wmiles of road in

C"

the sphere of traasportation. 3By 1914,

o
the Protectorate. OFf these 68 were lsot closs roads, 8l 2nd closs roads

1

and 1212 %rd cless woads. Owlog bto the retrenchment policy and zovermment

1.

eConony neasuves vo

.

restricted to maintenance. From 1916 mals

nded, and new coasbructior
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materials previouvsly ordered, were becoming avall

ble, The maianbtenance

of %rd clags roads was done by chiefs gnd their people for which government

paid them an average of 15/- por mile. By 1918, the length of lst class

roads had increased to 1456 miles, the policy of ©

if new congtruetion wag not feasible, In the
Coloay 15 miles were so improved, voth in the Colony and Protectorabe
several roads were made fit for motor transport. A comparison hetween
the Road Map of 1910 and thet of 1920 (Fig. 5.2) clearly shows that there
was substantial progress in road development.

The execution of the Pirst World War saw the beginaning of & second
trangoort revolution in Sierra Leone. Although the lorry was int roduced

1 1910 and provided the final answer to the problem of fTransporting

produce Tto b
was very slow. 7

37 1920 however, several army vehicles had been put into

civilian use and many ex-servicesmen who had acquired technical ftraining

o

while on active service, became available to drive and properly maintain

o o
Al

the lorries.™* Most of the vehiclaes were of

not surprising that the Ford truck led the

weight body and standard oarts, the Ford could travel over voor
guality roads, snd wasg easily repaired by the driver if 1t broke down far
from the main urban centres. The impact of the lorry uvnon the movement

of export produce was pronounced. The lucreaging importance of the loryy

1. o

led to a boom in road coastvruction. The chiefs and their neonle, as
L.

before, showed a keen interest in the construction of feeder roads. They

sent a £lood of petitions to Digtrict commissions

e railheads and the distribution of imported goods, its spread
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1

to build bridges on theilr roads, or to farce reluctant chiefs to build

L

their own sections of a rmd. They appreci vt e road link

@
<
®
Qu
[y
o
@
™
)
Q
;
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and e lorry, spelt prosperity for the land by bi

contact with a wider world,
The Public Works Department spared no palns in making many voads
motorable., By 1926, when the general railway strike hrough an overall

crippling of industry, the govermment started

independent instrument of development. This

strengthened oy the fact that the mountainous tovograph

7 of the Colony

peningula, did not provide rivers that were navigable for any considerable

7

distance inland, Hence with a view to develop an alternative means of
the country independe of the railways, goverament

Board to counsider and recommend a prograwme for the

I

development of a road unetwork, Thig Board met and approved in 1928

4

~ o
L

Roads Programme for 150 miles of new road to be congtructed by ceuntral

13 e

covermment, and another 150 miles by local avthorities.

at rapid economic growth by building better feeder and access roads

linking producing areas to either ports of navigable rivers as did the

Ko - Kauwbia voad, or to the esteblished railheads, ®urbther, it

ol

envigaged the o o spread motor transport,

! CR)

Athough the plan was never execubed to its full mainly due to the

v

vicigssitudes of the 1930 depression, nsvertheless, the structure of the

road network was substaat:

road link between the Southern and Howthern Proviuces, starting from the
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Bo

tidal port of Sulima in the extreme south,

to the northern town of Kabala (¥igr. 5.3). By the time

counttry and naralyzed iLts economy, motorable rozds

had increased from 150 in 1920, to 704 in 1930 - over a four-fold

Despite the general

progress. Thig progress can be attributed to two main factors: the road

Surplus

ot

building programme started

=
c—)—
o
D
—
D
Do
(@)
CQ

programme axd comiunal road

ing, especially in the Protectorate, The

at incressing the motorable roads from 400 niles in 1926

wvas to bhe lalid on Probectorate

of 1st class roads

vry of the depression, continued

voad construction and by 1934, whe ceonoiy measurers Lo ced
congtruction to stop, 814 miles of lst closs rosds had been bullt in the

Protectorate alone. From then on vo 19235, very little was added to the

al labour

WS

e
e as

phere of mining showed aporeciable growbth in

ous this growbh was wnot esgoclated with the develorment of mineral roa

L)O

The gold "rush" was uvnorganisze r small-gcale prospectors

R

“rom one strean to another, and deven

craly hraeiea o
ush trocks and
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head loadi neral ihself has an

its successful exploitation

-
e
o
n
o
s
{1
O
©
¢A

ha gold

field of transnort cdevelomment.

onds, like gold,

ratio and treir exploitation is not UU’”WI; devendent on the

an
L

avellanility of an eff

icient tran Diamond mining

Kono District devended solely on rand Sepgbwensa, -

5

o

s

&

efadu road link, Within Xono District ibtself he early period of mi

saw very little road development. As for iron.ore mining,

o

its own mineral railway ruaning from the mine at Maramps to the shipment
Penel, a digtance of about H2 mileg. The preseuce of the mine at

Mararpa cannot be easlly asgoclated with sny direct road bullding programme,

It can therefore be concluded that progress in road hHuildi

was entirely

o the combined efforts of the central goverament and local authoritiles.

weral exploitation, despite its greatseconomic importance in this period,

cannot e associated directly with any major road coustruchion.

Because ol 1lncreas]

3

o agricultural production to stablize total incomes

-

chere was thought to be enough”

J-

and opening uwp of the mineral industry,

freleiht available for 2ll the three transport modes. In the sphere of
moving mining equipment to thé dismond

.

absclute monopoly up to the railhead of

road transvort took over and continusd right on bo

Ly
&
=y
i
=
W
@
o
i
s
o
<
D
p

3
:
i
\«)
! e |
o

‘teultural production, the railwey experisnced sermodal competition

rom the combined activities o

In the export
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sector, the predominance of bulk goods of extremely low unit value, would,
a priori, make cheap water traansport the user's preferred mode., The
railway was economically inefficient in the sense that it was more costly

1 1.

thaa water transport, and in the depression years of declining prices,

che extra lacome earned by bthe producer of wabter-borne export crops,

egpecially nalm kernels, where an extra one shilling per bushel was gained,

o

was a suificient orice incentive to divert traf

ic from the railway to

L

water transport. But the incressiag utilization of webter transpvort,

Q

presupposes o greater dependence on road traansport to haul freight to and

.

from the riverine ports., Ab this period the Protectorate roads had

4

developed sufficient links not only to facilitate the coastwise and

riverwlse conveyance of exporlt nroduce, but also to reader guch movement

i
\ ;
competitive vis a vig the railway.

n

The preference Lor road and water transport would have been greater

>

than otherwise suggested, had it anot been for the govermment's protectionist

attitude in favour of the railway. As early as 1932, goverament probection

lal

of the railway had become

gaps was found to be insufficlent in the face of

Road and water compebition was most severe in the Horthern Proviace, where

the road system had effectively created a rou

oroductive arecas and the river port of Yort Loko, providing an albternative

e e T 2T e e T - Ele IR R G . s R . . 2
ay to the railway, The railway's res : ne slump and growing

inter-modal competvition, was to raduce tes, and to urge

government to impose roed tolls so as to curb the unifalr and predatory

competition, sspecially by woad trans a series of road tolls

o
-



B B

road in the Matilki.

were imposed first on
section in J)Eﬁ,]6 This embarge had the temporary effect of redirecting
northern traffic to the railhead of Hakeni,

The roads were usually in a good condition, for malobtenance wasg now

5

by voluntary paid labour. Governmen

i
f

was fiading it extremely difficult

to run and meinbtein the ferries whose costs had soared from £7 3] per ferrvy

. wy LT

per ansum in 1928 to £1,6%8 in 1931, The ferries were therelfore

| to the United African Company Lid. (U.A.C.), and this commercial

imposed heavy tolls on thelr use. wags much

were

concelved primarily as a social service, and accordingly, took over the

ferries from U,A.C. Lbde in Janvary 1, 1935, it is oxwbremelyw

that the economic conditions then preval to any substantial increase

the lorry fleet as ghown in the receints from ¥Mobtor Licences in t!

ﬁ)
¢r'

Protector:

ch increagsed from £1,480 in 1931 to £1,870 in 19345,

19%5-39 marked the beginaing of the mini

>

[&

Such contribution operated largely through

to rond developmer

N

RBenefits Trust Pund end under this oprozramme, three

at a total cost of £10,557. Uader the seue

he importent Weberloo-Port Loko road, simed at closing the

which had separabed the Colony from the Protectorate for so loang,

wag sterted, In the Colony, 27 miles of the ingvle road were completed
at a cost of £45,000., Table 5.3 gives an exact position of road development

Horld Ver

in the boom period prior to the outbreak of
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TABLE 5.3 ROAD DEVELOPMENT BETWEEN 1935-1938

Road Mileage Cost in &s Completed

Mabonto-Bunbuné 15% 3,371 19%6
Port Loko~Lunsar 22 4,618 1937
Mano-Bumpe 21 2,668 1938
Peninsula 27 45,000 1938

Source: Public Works Dept. Annual Reports.

5

oad transport reacted to this economic prosperity vy again posing

sevaere

problems of competition against

R NN . B SR kS
L

ested in the Soubthern Province espocially in The movenment of palm
ternels, To recepture this frelght, govermment pald o £20,000 subsldy to

tie railway To enable 1t To lower palm kernel freight rates by 15/5;

This price incentive wag however fouad to be ineffective and resorbting

to the protectionist policy of the glump veriod,

eni-Bort Loko road in 1237,

. vza 19 . -
ao-Humpe road in 1938, 7 These res trictions, in o vapidly

. economic atmosphare, not only halted the eux
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the
Road Development in,Second World

The Second World War came with a sudden impact end depressed the

cconomy just as the Pirgt World War did. Exports fell both in value and

volume while dmporte showed an absolube increase., The effects of the war
were felt in all sectors of the edonomy; but the strein wes most severe on
the traansport sector. Road construction virtuwally came to a sbandstill,

Road transport was enbtirely given over to meet military needs while the
railway was dburdened with the moveméﬂt of all imports and exvorts aad

at the same time meking available a large proportion of its capacity

A 1

o the war effort, The railway was unable to cope with the

oad transport could not be used to ease the
Road transport was mainly concerned with the movement of food crops

i

to the Preetown area wihere a large number of servicemen was concentrated

O

Long delays and bolttle-necks developed at the ferry polnts and for the

RS

A

irgt time, it became clear that the road anetwork was inedsquate to meet

a4
€

the needs of the country. The army, in & despsrabte need to Foster a

'34

lrect road link with the provinces so as to accelerate the delivery of
food supplies, and algo to move men aand war equpment Lo the Protectorate,

N Tn oy EUAN 2. [ KRR S 0= T T DN S, PR S wey W I, FOR da e
oushed througn the first rosd link bebween the Colony and Probectorat

5u4)  The road was linked to the Port Loko rad at mile 47, later on

in 1941,

IR

in conglbructed the Mlle 47 - Wumrabail axis, thuse
ywith the provinces. Although the guality of

n

largely because of speedy coastructd

in war

time, theyhowever closed the most importent read gaps in the country and
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provided a solid basis for fubture successful road competition. One othexr

gphere of road construction by militery was in the rich rice growi

area of Kunilkes here a poor cuality road was constructed from Matotoka to

Bl

quentities of upland rige.

olacements, The

J.C

the war screly in
need of repalrs, Road transport, becavse of the scarcity
and restrictions on petrol, was slow To recover its pre-war leve

the reilwey alone was left to meet the transport nseds of

inercased supplies of spare pmrts, vetrol,
oil and tyres beceme available, road transport recovered to assume an even

more dominant position than before the war. Demobilization of o

of sexvicemen rele: wall-trained drivers and

provided the recuired labour force for the iandu

export trade end a related prosperity in the internal

i
O
Q
e
S
9

, nelned

in motor Transnorb.

v
ot

investnes

These favourabls economic conditions resuld

Fal KN - o0 Moy ey o)

b far in excesg of that previouvsly
3. A i B
in the immediate

to recoun the loss
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gave 1t top priority for commencement. WHowever, only £%80,000 were

allorcated to road congbruction and improvement out of a tobal Ten Year

Development Plan of £5.25 million.2o Such an allocation did not portray

sis on road develooment for the ges

of the programme. About 300 mileg of road were constructed wnder this

gcheme., Of these roads, - Xumrabai road was of great

-

significance since it

Freetown by 19 miles, and by-passes two ferries., Oun the whole, the 1946

nlan 1s best remembered for the roads it started and not for those completeds

for example it started the Glema-Zinmi road and completed a thorough survey

) -

o rich cocoa and palm kernel areas,

T

of the Henema-7imi road, both leading

n the Hortherm Province, the Falaba-Kurubonla road was sterted but more

important, work was begun on the len,;ﬂ—Gbef"c Fotombu road 1: the
Renublic of Guinea,

In 1949 the Childs Report was published and in meany respects, it
consolidated and expanded the theme of the 1946 Ten Year Development Plan.
This time, road develovment was treated more thoroughly, and the report

o
L

expressed the need for

~
i

two classes of roadss

"those which forming part of the main structure of

the communications system should on account of their
scale of importance be the direct responsibility of

the Central Government; and those which being subsidiary
to the main structure and primarily of local importancej;
should be decided upon, planned and carried out by the

provincial and district authorities"Zl
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It recommended a five year programme of main road congtruction by cenbtral

government totalling 574 miles at an csblmntod cost of £80,000, wlus a
< 2 P

major programme for replacing ten ferries with bridges at an estinated

cost of £150,000.

Road construction in the imsediste post-wer poeriod

by

aif fered both

in quantity and character from the pre-war eras on the one hand the

1.

raison ¢'8tre shifted from political and military to mainly economic

considerations. Increased trade activity cauvsed by the dismond boom of the
1950s involved the increasing use of faster and heavier lorries, which
inevitably produced a rapid deterioration of the laterite roads., Time lost
in crossing The slow~moving ferrises {3-ho De 5) and the resultaant traflic

such ferry points, Local

bottle-necks necessitated

about 1414 miles of road maintained oy the Public Works Devarimnent, 91 of

which had a bitumen surface, aand 653 miles of locel govermment and privabe

Road development experienced an inecreased infusion of capital, but

the amount allocated was by no means adequate to cope with the basic road
needs., Hobt only had large arvears in war time mainbenance to be made good,
but vetter quality roads had to be built to withstand

doubling every five years on most of the major roads, and tripling

42

roads of the diamond mining arees. achievements in road

D) ' o

development was the replacement of abdoub ten ferries by modem steel gilrder

bridges, the bulk of the work being done by coubract awarded to Pauling end

Compeaay Ltd. These brid

1w most spectacular of which is the Sews Bridge
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which is 700 feet long, being a combination of several short steel

spans and steel truss mein svan, have substantlally eased the ferry bottle-
necks., Still about a dozen ferries remain to be bridged and

important include

ferries, the Foa and Kumrabal
ywileh still continue to create traffic hiold-ups on important mejor roads.
By 1960 the total road mileage of Sierrs Leone comprised some 4,000
miles of which 1,700 to 1,800 were administered by the central government
thirongh the Minigtry of Works, and avout 1,800 miles by local govermment

.

and private sgencies, Congtruction 1

ot

.

hig »veriod was very slow especislly

o]

ke

-

s
K]

rom 19531953, averaging 51 miles

\C)

annun with the excention of 1952 and

P

1959/60 which averaged 95 miles aad 91 miles resgpectively. Thus red

o

%

building between 1950-1950, was proceedin

n

his slow progress, if

r3

contimmad, would take the country to have a wood
factor of 1 mile of road per scuere mile of territory, 5L.7 decades. Whe
i 3 A

1951 road factor was onc-eighth of a mile of road per squars mile of

territory. This low rabe is obviously

rorpatible with rapid economic
development, and if the 1959-50 average of 91 wiles per aunaum vere nade

the minimum rate, this should regult in ths construction of at lsast 900

las by 1971/72 - a modest barget

the goveramenb. I local authorities
added another 20 miles per aannum, this should give about 1,100 miles by the
ead of 1971,

new congtruction consisted of laterite roads, bub the strililng

ing cost of consbruction. The cost in 1950 was

1952 and trinle thalb of 1350.

rate of 470 miles per decade.
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vis situation w

most :ocube 1n provin

1961, 1,466 wiles made up of 1,440
bituminous,
maintena

!L("e

£12%5,000.

TABLE 5.4

ﬂo”lm

Year Road Type

Mileage

Expenditure
&s

1952 Laterite 1326 120,727

1960 " 1578 232,250

1952 Tarmac 103 33,286

1960 " 196 90,200
Source: Annual P.W.D. Reports

Cost Per Mile
£s
91
141
321
460

Despite the low rste of new road construction and develonment
road vse in the decade 1950 50 was btruly phenomenal. This trend is
clearly shown by the increasir of wehicles licensed and the
increased use of fuel, The trend io fuel coasumption
can dve a notional idea of dincreased road use, since a sudbstantial
tomnage of fuel is re-e ag ligs in the bort of
freetowm, aund a large amount of diesel fuesl is wvged in st
in industry and in the aeratbi
uwidoubtedly nrovide couecrete
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160-year pericd of rosd development and throws

historical geography of transport development in

Sierra Leon It is inte

tha Colony and Protectorate,

carly road congtruction was done on a -

ectorate by

) ﬂ’TlCUlta”” arcas to external

congbruction of the railwey in the earldy 20th Ceatury to the easbtera palm

previously inaccegeil

belt and roads developed

arsas to the rallway. As the road network expanded hand in hand with palm

aad food production, lorry traasport wes introduced. Originally mobtor

transport was encourag as & complemeatary,

relation-

nosition. If the rods could

eed the ports snd

Second World road and

were cot

de oy oy o <7 P el
stremmously for the

1

period the

;o show up by the users' preference for road and wabter transnort, and the

~overament's attemnt to protect the railway by iuyg road tolls,

Commercial roaod transport, because of the exligencies of the

S}

W
o
o
5
D
9)
3
{__.
o




though £

However Xy

ancial difficulties have limi

bacome the doninant carriers

there is no doubt
f increage, ha

ted thelr full implementation,

bl

by the 1950s, roads, despite their slow

6]
-

the lmport and

to a voor second

Cox=-CGeorge, H,A,

"rade Roubtes of the Herly Sierra Leone Protectorate”,
rre, Leone Studies, The Journal of T} i Leone Society,
16 (June 1962), p. 209.

Finance and annlopm At in He
Leone HDeTLence., ig

(TLondons D

Govb.

Sierre Leons

A Wvﬁbofv of

(.0, 270/3),

Sierra Leone.

/\)( ) 9 __")o

Traisport

417.

Politics, gtrand

Co.

Tnc, P)

Aonual Colonial Report Mo,

57

Aanval Colonisl Repo:

5

The Pl

- |
4rd class

D also ¢k
1048,

oy

{Tond on 1906), pu. 4%-
Leation to lst, 2nd

i

Sierve Leone
July, 1965,



1%,

Siexra,

Childs

Leone

Works Dept.

Laone Govb.
Debate

<
J

Report

: .
26 OYIELe

N
()
t

.
f))o
s

dey

Segsional

ber 1947), Pe Je

H. A Plan of Hconomic Devclo ouent for Sierra Leone.
(Freetow: Govt., 19/'“)9 . L3,



http://Ord.na1.1ce

RO S DUV VIR

144

B ROA

An outstanding feabture of transport in post-war West Africse hes been
(& = I~

the tremendous growth of motor traffic which is reflected in road building
[ (S

]

and improvement works. Such developments include both the upgrading of

4.

existing laterite roads to bitumen-surface highways, and the congbruction
(5] by 2

of roads of all classes., This work has been carwied out by nation

(]

govermments, local authorities and coamercial concerns, notably mining
companias, However, alithough road building and the moborization of road

transport have bsen two of The most importa it actors in economic and

gsoclal development, accurate guantitetive data e herd
iy ? .

to obtain. In fact, in Sierra Leone as in other West African countries,
the pavelty of information cn road mileage, traffic volume and vehicle
park, is a common cheracteristic. Hven the direct benefit on trade and
nroduction attendant on improved road transport are a matter of conjectures
but there is no doubt that increased uvrbanization and domestic migration
owe much to improved road services. The growth of road transport hag
loevitably produced inter-modal competition with the older egtabliched
rallway and waterways; such competition sometimes involves an actual

diversion of traffic to the new mode, but in several instances, it hes

simply exploited a labent demand w
i o oy

ich was hitherto unsatisfied, owing %o



e

The exact length of the national road network is unknowa., However
it wos estimebted in 1966 to be in the region of 5,000 miles; of thess
avout 2,000 wmiles are maintained by the central govermment and the remaining

a small

[

fdom roads, Thare

5,000 miles form the district council and
mileage of private roads belonging mainly to mining concerns, This 196C

road mileage estimate gives 2.3 miles per thousand of populabion or 0.12

miles per square mile of territory, figures which compare favourably with

other West African countries,but are ridiculously small in relation to a

develoned country like the United States of chljce with 19,75 milaes per
thousand of population and 1,16 miles per squere mile of territory i
1
1959.

Tyoes of Road

At

oy

present, the highways have no nmumbering system as lg the common

practice in developed countrics, The official clasgsificatbion of

baged enbi

to fall. Such a method is s

tegory, do

Vs

with the wequired criteria. Wor exsmple the Koribundu-X ¥, 0.9, road

q

I when cousiderved strictly on

is often ilmpassable in the

ical criteria, sh

certain digtrict council roads usually considered in

progerly belong to the top class. Por example % i reed is

ileh ensily carriss a

g of over 500



vehicles per day. Transportation Consultents Ine. of Weshingbon in their
u . . »

Transport Survey of Silerra Leone, recommented the use of three reed clossess
Prime Secondary and Ter He Davies in hisg and

Road Transport in Sierre Leone!

do not portray &

leation thaet reveals the realitiss of woad conditlons i Sierra Leons,

applicability, though limited to Silerra Leone, will however provide

astion's road networlk.

within the total road network

road ara gue

P) Surface
)  Tnsurfaced

Roads

govies as geen above. They form the

o

country and carry the densest traffic

flows. DMost of these rosds coincide with the IL.0.W, top category, and



necesgary to )f‘Ov‘Ld(.- (LOL“" ave

147

o
(o]
@
Q
O
g
[45]
(_
c“‘
’:
o
o)
<
1
o
[
D
o]

have 2

Z

A

moys. About D00 miles of mainros

bitumen surface and construction costs are in the

@
[e]

5

o,
9

9

=
@

e
o]
]
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3

Le 40,000 ver mile, They genevally have a 20 oot carrisgeway with two

traffic lancs and oroverly construeted ver and embanlc

K - '

ments. Howewver, the majorlity ads have no bitumen svrface. Tuey

are imoroved gravel surfacs roads with a ttudinal layout desd

- R . ) " PG O [N
apeeds bstween 20 and 45 m.p.h. and the carriagewe

eenerally sealad

witln laterite or cleyey gravel, obtained fron near the line of ths road.

As on the Dbitvmen-surface roads, almost all mejor river crossings have

besn provided with permanen thet hag greatly sveeded up

the flow of through

ferry crossings. These roads, given good surfaci

naburel lateritic gravels, can eesily become &l

1 roads in

have evolved by a proecsse of graduval

vrovement, Originslly theilr layout was casval and the cross-section wes

only rudimentary. The introduction of mechanical

work usually leads to some ilmprovement, but this may hel

road on an sament which

of development that

)

abs, or to build an eatirely v

m
—t

I
©

on exig

undulating land, the building of a laterite sravel road $o main rood

st and <,-,rd.s involves 1little more earth

vork than is recuvired to build upn the

road formabion goll excavated from the side dr

. A
s, Cut &

%

4

lines aad

to river cross:

opreac




tend to dncrease the volume of earth to be moved and the overall construction

[ Ao

counvry such as

from Le 10,000-18,000, X

swamp areas and neavily dissected hill country, construction costs are

—i

e 14,000-22,000 per mile, especiall

de where a

rravel may be required, ond

&2 L .9

suitable surfaci

are usually rare and more costly to heul in,

L

Secondary rosds constltute the middle category and

cenerally have

j) o

an unimproved gre

construotion

act as feeders to the main roads and are uveuvally administorved by

Lo

to either

Faltalig
1

veniclsa ean Nlae thon + 1
VeNICL2S CON 118e Tael CRACKESs

voads are fo

[

a track, with, os

pagses, small at nartlevlarl
difficult ploces. are by fords ol bush~pola bx Jatc
e few logs inter-

of soil.

wel season,

o roads: o

o dry geasou road ruaniag

ic densities on guch roads =re normall

ag Lowar in the welley

5
2/
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Since construction of suchmwseds is

are

+ b

represent & grest proporvion of the total road milesge,

provenant, cen

The roads arve invariably feeder or pionecer roads

nearest market, The and even the location of

cils category of roa

is very difficult to determine, since mw oncs are counstently deing

constructed and old ones somstimes abandoned, Wield wverification of the

3 1 a
s

pogition and length of these roads, amounting to several hundred

racollections are often vague and

is inpracticable.

responsibility is

omisgion will not

the discvssion of haglc pattern of the national

most sre short spurs link a single Fo
This classification, it is hoved,

systen is reflactive of the tive state of the natiods road network,

Bmphasis has been laid on quality and function - the two criteris mast

any congideration of rwds. The prominence o ten attached

not provide a coanstant bosis as to raad gua

The nresent-day @

Pl
TLELOUE,

costs, avolded mojor river crossi

rgheds. Anotb

a0 nature of

1=

roads followliag wa
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of road buil

ageacloes and their varied

ains. Central tate administretion,

goverument dens re, not forgeltting priva

companies, all constructed roads for the economic exploitation of the
country's resources, aad more recenbly, voliticians and local communities

and reduce ilsolation

participeted ﬁﬂaetiva road construction -

respectively. Thu

03]

th

(‘\

sre wos no ccherent sttempt at a plan for a national
road network, AL the sawme bime the desire to preserve the monopoly of

the railway resulted ia an absence of roads

CRCIE TR 4
V)

compete with it.

As the nation's demand
increagingly vnsatisfactory and major high

vortiong of existing roads,
hoand cast vwhere roads, bullt to act as fesders to the railway,

were mumerous and the clyveulfous h

gey from Preelbown via Taiama, Bo,

Kenens Pendembu to Kailahun, now Sierra lLeone's major

eral scase the basic pattern of routes is radial, centred on

vrban ceatres such as

simple radial pattern is however
gitvation, which means

freetow. Then theve s

<
o5
&
@
[
n
-
2
]
b _,j

1 . o
a.08erce oL

to an incomplete axis

roads 1n this

e e e P
LTI anc r

extendin~ from Kewble in the north-west

te



7zimi in the south-eagt. Lastly a distinet traasverse axis runs from
Kamskwie to IorLovnﬂJ, cutting across major routes radiating from Freetown,

1

b axis runs almost parallel to the eastern escarpment

his north-sou

=

=8

t avoids almost completely,

i1

he er e national road

one links Freetowa with the Horthern Province; another with the South and

Wastern Proviaces, and the

-
rar

then continues north-ecastwards to the ilmportent junction of

Kile post 47. Here the vood bifurcates and one arbtery runs due anorth to

- - :

Gbere juanction at mile 653 a major braunch continues as a laterite road

through Port Loko on to Kewbia, cross

the two Scarciss rivers by
motorized Terries, strikes the Guinean frontier and uvltimately links up

with Conakiy, The main northern arterial contimuss due east to the mining

towm of Lunsar vhere the bitunen-surface berid

Tosd continues

h omiles,

orovides a

< 1 - o ] NP D PN e "
geveral roads radiste Lo obher

10 deult

~ [ T o
ds actually

road

)

the Guinean froutier and

I‘| 1,
falaba

o
o

Leone gector due

20

[#RSISR
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inhibiti

eagtern escarpment. Traffic deasities on this arterisl are

. RIS

low despite the fact that it links major urban centres such ag

.,

Hovement involves mainly

s 1ls not surpriging siace wes latended m ate political

administration,

On the whole the main roads exhibil a remarkable weslt-east alignment,
emphasizing the Tact that "all roads lead to Preetowa™, This patiern of
alignment is most developed in the western half of the counbry,

The north-eastern quadraat is

costern eolateaw, 1g distinetive by ils many roads - a feature mainly

abttributable to a high level of economic activity, reflected in cash crop

development of roads

feeder road sysbem

Ll - w ~ Tm ey, . N
ha roads have coeased to be

N P e S el F RN NN o e
he main arbteriels for gocial and econon




varisd op
em Tence a

on.-surface,

verses. The

ne as

[ad

on
e

1lE=Ffoot laterite sux

dous veriation

clags is most uvhsatisfactory

.3 2
tholy

and

[0S

oolicy

aeeded,

N 4ot e e
setors like Vienind

road cov

congtruation,
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should be an establisnad scheme of priorvities in road

cach modern road will nolt simnly reflect local

nebional rosd networlk,

There ig still a persistent leck of any comprehensive road plan.
Several attempls have been made ab nlaaning; early contributors include
the Roeds Avisory Tomment Couneil and Sir I

his plan of Heonomic Development ©

sood intention of such early planners, their prioritics were arrived

on meinly notional coacepts. The demend for road fransport was growl

cad construction, and this had the dual effect o

P

inhibitinz economic growbth e overloading the existing roads and bri

wt they were difficult to keep in a serviceable state. In any overall

the importance of the rcad

syetem in thz tobtal economic context, and
allocation of funds to such a programse. Secondly, 1t is necessary to

assign priovities to th: different

e has not been the vractlice in Sier

mugt be laid right on the ground, in The villages and auong the peovle
This necessitates the linking up of each hamlzi, each urban centre and each

iadividuel with the main streem of the nation's esconomic activity

Tnereased

oroduction in the princival sectors

mternal conmunications., There is

of production, but such can only be



Q

vhoge execubtlon and continuity is not subject to ecasy

digsruption., Ad hoc

Y1

decisions as to which road should be bullt, improved or repaired, feirly
common at present, only tend to diffuse the limited resources of the
country in a momner thet ie detrimental and inefficient. Murthermore,

decisions conce

any regerd for
integration with other forms of development.
finally, there is no doubt that btremendous effort has been put into

the construction aad improvement of roads in the last twenbty years, but

such effort, because it is di

ffused, has had all the ill effects of

@

unnlenned road development. The time has surely come for

2t
2
o
i
u
;...
=
’:3
pus
-te
@
51

of road policies and the formulation of a mesbter road vlan, based on

preseat and- future needs, to evolve a road nelwork

nas sufficlient

to cope with

will not only

the wear aad

gar on venicles.

Road laintenance

Yaintenance is lebour intern

sive, mechsnl

ig rare and

v diffused, On laterite roads, smell groups of 648 men supervised by

L

a Road Overseer who regulates and co-ordinates the work of gix such groups

are responsible for the meintenance of 20-730 milas of road

Lol o

intenance

work teads vo vary with

on hroomi

seagon, effort ig directe

clearing heavy growbth on

Teer eyl Lon
FOCHS ant stoans,

EA T FA & 1
ast of 3-06 iachegs
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Spacial compaction

common, wheel depended uonon fo do this.

Labour force

from 1.,2-2,1 men ner wile of meintenance

Tinld

Yrork, Observations in

vally be traf

1
]
}_.1
e
ot
oy
9]
O
_)
C’J
0]

act

heavy traiffic flows tend Lo show T

1

roductivity pe

1 o4

ases proportionotely witl

o

Koidu woad, precise

are conceatrs

n aversge of cielaeg per hour or 1 wvehie

les gver A0 m.D. .

labourers tended o stop

WO

after

down,

oW, )

by foot

to as nuch =g

wder di



m oof 5 hours %5 mimutes

novmal working day in effect produced on

of prodictive time, On the other hand, o ¢

! !

at mile 40 in the Hahala dirvection, 2 reed with & maxirum traffic density

of 100 wehicles per dayy over 904 of which are concentrated in the period

T aem, = 7 Dem, showed a time Lloss of only 30 minutes, through lateruptions

by wvehicular traffic. Sometimes catltle nmoving on the hoof can cause a

w2

of melntenance work

o .
ags 15 minutes. The

greater the number of cattle, the longzer tie period of work disrupbtion.

viaole total time lost was only one hour in thz normal 8 hour working

dayy leaving T hours of »roductive time,
These two examples point bto two importent conclusions: nrimar
that uvnder the »resent system, roads with a high tralfic density have

Ffewer man hours devobed to meilatenance while roads with legs traffic

paradoxically, have more; secondly, thal mamal maintenance wethods are

for roads with a traffic flow that exeeeds 100 wvehicles por

day, bul may be Tairly adequate for those that fall below this criticael

trdas

Il

The obvious solution to the »

igs tho adopiion of mechanical methols. However, despite

goverament's acouisition of 16

v coatinued use, they have

only veen minor palliatives in the road meintensnce wnroblem. The reaosons

o

are maay, but the more significant luclude 1

fleet and ivs inablility to meet the acbual

Hinancial limitations make it vracticelly impossible bto inecrease the fleetb,
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The design and congtruction of roads aow subject to grading are unsuita

5 of the material cut and the lack of sultable compaction

a mere 3 days. The potential

KR B A O ey A
iel effects of grad

henefit cannot be denied, but immediate research luto soil characte

and exbensive road reconsbruction, are prioritics nolb be be
mechenical meintenance is To replace the present slow and ineffective
manual methods on main roads,

“ntensnce costs on bitumen . surface roads are nob usually expected

to increase in direct vronortion with tral

ic density, provided the rosd
structure is ndequate in strength and thickness Tor the traffic. Resurfacine
may not be required for 5-10 years, In Sierra Leone, the policy has becn

to seelk fund

ring a bitupenous -surfoce on roads whose average

ver 100 wvehicles per day. TUsually a two coat surface

G% ) ] L 3 . Je —r - - B .
Works, it is &t preseat impossible to mai:

in the

selection and placing of the base on nmost roads

, hence ¥ is undesiral

carcet on a with
repalr,
2nd
...... ajor problems, the w ovision

it

nrocess
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ity of the problems variss with the

severest on the important

rloo road whose truction

le of = bad svrfaced

work ls freguent

comparatively receub

distbance tended to inecrcase the cost of

Hence a new policy of decentre

nobile units capable of

harations were all along the surfaced roads Although

o
.
v
o]
%
©
2,
Q
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B
o]
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et
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o
ot
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o)
o]
s
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roads., Further the country ig well endowed with granites and

The only oblem ig the abseuce

bitumen which hag to be

reat costhe

Road main

of voads 80 thalt comercial and other
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vehicles can be opersbted on all weather roads at ressonable costs, and

that the economic life of the vehicles moy be extended and the present

high cost of road transport thus reduced. lconomic progress camnod afford

r comm truetion or

reconsgtruction of the present road syel

tern; major imorovements in the

ad progremme of road maintenance,

systen can be attained by a carefully desi

o

At the same time it should be realized that the lasting remedy to the

g

surfacing of the major

defects of the rwd systen lies in the sneedy
arterials so that the recurrent problems of scour, corrugetions, and potb
holass, noticeable even with mechanlcal maintenasnce methods, can be

eliminated for good.

Present Sources of Revenue

Up to the present time, furds for wroad coastruction and mainbtensnce

have come largely from allocations in the ordinary budget and in the
development budget. Maintenaice and edministration are usually carvied

AL

ile major road constbruection ave included in the

in the ordi

ary budget w

)

develooment budget. Revenues for the ordinery bulget originate from the

usual sources of taxes, custom dubies eic.,

ile reveuue far the develovmen
budget is derived in varyiay emounts from seversl of the following sources:

b}

(a) trassfors from the ordinary bt




Fost external loans are negobtilated for gensrel development puraoses

e

including road congtruction, It ig nobt usval for son

to road develooment, the onl

L7

4 million leone road nroject link with Jalama Sewafe in the

or this road oroject, and in faclt the

4

On the whole there heg been apprecilable

fluctvation din the funds available annmually for road work,and a chronic

insuftficlent advence kunowledge of road

develooment. Prom the available records, development fuads allocated for
?
about Le 400,000 in 1952 to

average of about Le 800,000

Past and oresent account

to meintain sepsrate records of

on new road constructlon, ¢

at Le 750,000, 4 furthor

e e [ T
reveals vilay

avout Le 1,250,000

ustive checks on records
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annumn on rood congbruc

Le 90,000-150,000 to distri

rovigsion of

nes to chiefdom roads, in the

Joy expendlt abovt 5.6 of total central

develonment

a4

of an orderly aad continuous

deficiency is

centbral

of the need wo

roan

Dr. Carney

in his comprehensgis ond Profeseor

Geonomic Burvey of Sierra Leone,” have cal

srically

need for s

finance policy and have even

R e T
DUTVEe

be on o 1@iacin

Heace all revenne

connecbaed

sport would

sourees

vould 1nclud revenne

source oFf revery

is would

L to the idea of "free? roads; hut
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syeten sibouvld improve, then the road users oust to carry

be gilven

elaborate

g Authority w

i

o8

sig, should

have become a pereanial feature under vhe present system. It must however

road orograime,

fothority will heve only a limited capacity to gencrate revenne
insernallys hence it must be given sufiicient govermment bhacking to raise

forelmmn lozng to meet the heavy initizl costs of the programme.
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ing Countries

e

awineering
&

VA

92,

o]
°
-3
7
@
i
<
por)
2
ot

3. Davies, W.J.

4o Public W cetowas Govt,

Y. Caraey, T

ne. (Frector Gowb. Printer



http://Jte.ffi.c5

S I

1

mrﬁﬂmmmuim

ber of

nrodu

obther West African

dehn would have

a8 new trens

port philoson

Ty
.Lv’ o

iaternal

S COIOMY ,

The present spetial diffuvsion of
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Touad that the populal

73

factor accounted for a graster nart of the

variation., Accordingly, the factor has been cousidered the dominant one.

C’)

environment, economic

or degree of comumercislizetion and inter-model competition, are

hig study, the demograrhic theme is given extra emphasisy bubt ag already

o 4-1 i

gtated, not to the exclusion of other factors whose role not only modif:
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any substontial road construction to change

pattern, since feeder roads and interconnections bear little divect

economic relevance to the immediate interests of - mining coacerns,

.

Hence mining areas,,as obgserved, will for a long time continue

to show low road network densities deswnite their high level of economic
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Ianter-modal Coupetition

Inter-modal competition could operate on two frontss 1t could be
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FUTURE ROAD DEVELOPMENT 1967

Jr— \

. TO FARANAH
'/.——,‘_./ FALABA .
.
.
"4;% { KAMAKWIE
b, B
D
<, ./"
r.a—'
.
KAMBIA
\'/e;/" g
PORT LOKO °
LUNSAR
FREEJOWN
" MILE POST 47
. S \ J
KASEWE . o
< v \:\}\\ _/
AN TAIAMA *-' /
SENEHUN .
MOYA pN / -
N (°
!
P
//
.
0/
v
7
S
AN /'
\
Proposed Road Improvement _ _ _ _ mmeewsss / »
(<)
* 4,
Proposed New Road_ _ _ _ _ _ __ c===mm s %7%
0/
New Road Construction_ _ _ _ __ e N
20 10 o 20 40 i
Main Road System._ _ _ _ _ _ _ = - EEFM%EGO Miles

Fig.8.2.




L0

P

reloping

¥

o
(]

<

e

AU

.

F,I,CU‘E'{ S0

i

R

21l

ke

AT

[
P

<




R

: RIS T JPRUOS PR S I2
Since these wvehlcles

.

socisl service, 1t

neurs should

e of

propoped that taxes

levied on motor fuels ref

Se TVLee

petrol,

the cost of diesel fuel is

A general Tax of 15 cents allon of motor fuel ig

in road trassports other large consn

clectiieity

o

Thus oulb of

this oroportion that should

revenues on

out exclusively fo

11 sccrue to

operation, has been worked out




TABLE 8.1 REVENUE OF HIGHWAY AUTHORITY 1965

Tax on Diesel Fuel (20,5 million gallons)‘ = Le 3,000,000
Tax on Petrol (8 million gallons = Le 1,200,000
Tax on Lubricants = Le 5,000
Import duty on vehicles = Le 500,000
Vehicles Licences = Le 500,000
Vehicle Registration = Le 25,000

Total 5,230,000

Source: Central Statistics Office, Freetown

In addition to is the additionel
of avouvt Le 2 million to be earned from toll roads. The toll road
revenve ileg a coaservatbtive estimnte, since it ls expected to be apslied on

only one or two major roo

g, the nost important

oad, vhere a minimwa dglly traffic of 400 vehicles will easily earn over

Journey per wvebicle, The potential earning cepscity of toll roads cannot

mger of initial hostility by

et this snould not deter goveramen
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DOMESTIC AIR ROUTES 1965
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transport modes, 50 of la concentrated
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on THE comnaravive Tountoa fakNe me and
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stonee roubes, especially that hetween Bo and

Tanle 9.1 based

lexre Teone

2,

TABLE 9.1 DISTANCE FACTOR IN TRAFFIC VCLUME

Distance
Total

Stage _Passengers By Road By Air Flying Time
Hastings ~ Bo : 1,641 186 miles 99 miles 45 mins.
- Kenema 2,621 230 0 138 n 1 hr. 30 mins.

~ Yengema 2,682 316 " 144w 2 hrs. 15 mins.

Bo -~ Kenema 547 62 39 n 25 mins.
-~ Yengema 609 148 n 67 n 1 hre 10 mins.

Kenema -~ Yengema : 955 89 " 52 n 30 mins.

but rood dieber

10bive to oum
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TABLE 9.2

Town

Freetown
Bo
Kenema
Yengema

Daru

RN e ey . L . ! g
it also epnears thet volunme

1ave haen

o plot totel
A further eten wovld e

TOWN SIZE FACTOR IN PASSENGER TRAFFIC

Population Passengers

1963 Total Per '000 Population

128,000 7,891 - 61.7
26,498 2,797 - 105.6
13,364 ky123 308,.5

2,882 Ly2kl 1471.6
1,739 29 16.8

. . .
ciscre a1 a
d is cd ra P




The mesull

vhe deviebion from thoe and the | there i
town gize end volure of nagsenpger
TABLE 9.3 PASSENGER TRAFFIC PATTERN
- ;c(loo)
fown x x Moar
Freetown 61.7 3%1.,2 84, L%
Bo 105.6 287.2 72.49%
Kenema %085 84,3 20.8%
Yengema 1471.6 1078.8 277 0%
Daru 16.8 , 376.0 95.6%
392.8
Mean = 1964.2 = 3%92.8
5
X = Number of passengers per thousand of population.
X = Deviation of x from the Mean
E‘i;go = Percentage deviation of individual towns.

The lollvence of dlamond
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TABLE 9.L

Air Centre

FREETOWN

BO

KENEMA

YENGEMA

Source:

AIR CENTRE TRAFFIC POTENTIAL

Traffic
Hinterland

Kissy
Wellington

Wilberforce

Murray Town

Waterloo
Lumley

Goderich

Total

Blama
Panguma
Barma

Boajibu

Total

Jaiama
Nimikoro

Jaiaima
Sewafe

Koidu
Sefadu
Sukudu

Total

Total Working

Population

39268
3396
1431
2392
1217

959
708
770

50136

5695

3844
1559
1056
3545
2015
12019

2184

1244

2723
3584

327
1621

11692

Central Statistics Office

Occupational Structures

115
14
11
21

LB B VA BN

173

60

k9
258
126

1893
686

3012

1106

86

1161
131

Mining

Commerce

12415
739
348
343
182
352
131
157

14667
1631

1190
59k
135
627
37k

2920

282

116

346
1210

32
121

2107

Administration

8612
831
157

1476
435
146

208

3l
1884
1314

629
172
53
96
122

1072

L28

75

121
376
85
19

1104

(Freetown) Unpublished Data 1964
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TABLE 9.5 GROWTH OF AIR TRAFFIC 1962/63% - 1964/65
Number of Passengers
Centre 1962/67% 1963/63 1964/65

Freetown 6242 7070 7691
Bo 2560 2513 2797
Kenema 2973 3183 k123
Yengema 2996 2999 4251
Daru 32 L1 29
Total Passengers 148073 15806 19091
Total Freight

(Kilograms) 51764 91076 104744

Source:! Se.L.A. monthly Traffic Reports (Unpublished data)

trangport wodes,
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TABLE 9.6 DISTRIBUTION OF GENERAL FREIGHT TRAFFIC 196L4/65

East West

. 5 - ‘o
Air Centre Despatched Received Bound Bound

Yengema 2459 24381,

Kenema 3389 7369 37915 8827
Bo 4289 2758
Hastings 32819 5316

Source: S.L.A, unpublished Traffic Data.

v . ) o 4 rad ! T o ey s 6 51 s 3 RURPNR S
Thig pattern in Table 9,6 en the penerel trend in Comestic

a Tegture of road

4 "~ + . I8 K5 Il T
vulk of the ises gools (eagt-bound flow),
acew ag

nolats, a feature which is not duplicated in the case of road transnorbs

between the up-couwntry and

mortart

aconal variation of

a8
2 U 2t JERA S e g ey ey e e N 1 .0 ]
featvre le the similarity in pattern of veriation for both
bs is 1 the cage dn oped areas

ace commmnlication network, air trafiic re ches its neal in the
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TABLE 10.1 INTERNATIONAL TRADE 1920-1965 (in '000 Leones)3

Year Imports Exports

1920 6546 4500
1924 3795 2888
1929 3580 3100
1934 2056 16520
1939 2748 Ly
194k 8036 2732
1949 9218 684l
1954 19682 19880
1959 46352 28000
1960 52684 53262
1961 v 65078 58736
1962 60972 41150
1963 59710 57886
1964 71019 67965
1965 76875 6322k

Source: Annual Trade Reports

RE i e e N T ST PR U e e o [ T I RN I N B
dovher way of sizlag uwn the amount of worik done by the tranghort

services would be to determine the toval toznase

PN « -
S TR A cre
arsodr o, recorias ofve Nlw o a nartt ol oletbirge ralt anle Lot - £ 77
SO LN TeCOXuE fIVe ONLY & HArvLal DELCTUNS: No relianle guovLsTtics are

6]
N

avellosle on the volure of freisht troasvorbed by vate motor o

and inlend water craft, althouwgh the former wrovide todoy the mont imsortant
treasport mode in the couatry. Table 10.2 is ay abienwt to oryesent a

crude egtimate of the tobal toanape hanied by The transport services.
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TABLE 10.2 FREIGHT MCOVEMENT 1960-1965 (in Tons)

Year Port Airwvays Railways Roads Inland Waterways
1960 2,276,000 129 1,652,560 607,277 1,555,723
1961 1,912,000 163 1,869,359 662,541 1,773,459
1962 2,738,000 242 2,103,307 615,169 1,999,831
1963 2,799,000 364; 2,055,688 748,252 1,988,748
1964 2,956,000 513 2,122,549 948,239 2,182,761
1965 3,127,000 547 2,328,918 957 4,473 2,451,527

Sources: Sierra Leone Port Authority
Sierra Leone Airways (unpublished data)

Sierra Leone Produce Marketing Board (u?bublished data)

1 in Table 10.2 reculd
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TABLE 10.7% FREIGHT MOVEMENT (B3.L.G.R.) 1960-1965 in Tons
Year Up Traffic Growth Index Down Traffic Growth Index
(Imports) (Exports)

1960 75,649 100.0 36,911 100.0
1961 79,313 104.8 32,046 86.8
1962 90,199 119.2 30,108 81.5
1963 69,147 91.4 32,541 ’ 88.8
1964 56,4973 7ha7 - 25,051 67.8
1965 42,821 56.6 21,097 57.1

Sources: Quaterly Statistical Bulletins,.

Annual Reports of Sierra Leone Government Railway.
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TABLE 10.4 AIR TRAFFIC 1960=1966

International Service Domestic Service
Year Freight (Tons) Passengers Freight (Tons) Passengers
1960 129 21,946 - -
1961 163 25,945 - -
1962 201 28,678 : L1.5 7,812
1963 285 27,224 79 8,152
1964 409 30,456 104 9,929
1965 L16 31,819 101 9,572

Source: Quaterly Statistical Bulletin 1966,
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TABLE 10,5 NUMBER CF PERSONS IN MOVIMENT OF FCODSTUNFS - 1966

Tr;z:zort 0~5 Miles 5-15 Miles 15-30 Miles Over 30 Miles

Heggrterage 17,800 43,200 11,100 8,300
Water Craft 400 %4300 3,700 1,500
Train 200 100 - -
Lorry 14,300 14,600 34900 2,800
Bicycle L5 300 - -

TOTAL 32,745 61,500 18,700 12,600

Source: Agricultural Statistical Survey of Sierra Leone 1965/66

.
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TABLE 10.6 EMPLOYMENT IN TRANSPORLD SERVICES 1963
Service No. of Workers Percentage
Road Transport 6657 Li.2
Rail Transport 3064 18.9
Ocean Transport 26473 16.3
Inland Water Transport 1796 11.2
Airways & Storage 1088 6.7
Communications 922 5.7
TOTAL 16,170 100,0

Source: 196% National Census Vol. I,
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comrerelal,  The stock of such vehicles for the neriod 1950-1984 is shomm

in Pable 11,1

o L

TABLE 11.1 ANNUAL NUMBER OF VEHICLES 1950 - 196L

Private Commercial Total
Year N6y % Increase No. % Increase No. % Increase
1950 936 - Lilyly - 1380 -
1951 104k 11.5 426 Lol 1470 6.5
1952 1258 20.5 960 125.3 2218 50.9
1953 1709 35.9 965 05 267k 20.6
1954 1928 12.8 1421 L7.2 3349 25,2
1955 2305 45.5 2126 49.6 4931 47.2
1956 2979 6.2 1835 13.7 4814 2ok
1957 3960 3249 2308 25.8 6268 3042
1958 5156 30,2 2L00 L0 7556 2045
1959 5338 3.5 Bllily 4365 8782 16,2
1960 5338 0.0 3664 6ok 9002 2.5
1961 6461 21.0 5077 3646 11538 28.1
1962 7909 224k 5098 Ok 13007 12.7
1963 8420 6.5 5280 3.5 13700 53

1964 9325 10.7 5425 2.7 14750 767

Sources: Davies, &. Roads and Road Tranmsportat’ in Sierra Leone,

Folice Licensing Office, Freetown.
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TABLE 11.2 PROJECTION OF 12% ANNUAL RATE OF INCREASE

Year No. of Private Vehicles

1966 10,440
1968 11,690
1970 13,090
1972 14,660
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3 VEHICLE OYWNERSHIP BY GROUPS - 1964

TABLE 11,
Private Commercial All Vehicles
Group No. % No. o9 " No, o
Kfricans 4196 k5 3255 60 7451 50
Asians 1865 20 542 10 2407 16
Companies” 839 9 1193 22 2032 14
Europeans3 1399 15 54 1 1453 10
Government * 653 7 381 7 103k 7
e T
Embassies 186 2 - - 186 1
1. "Asians" include Lebanese, Syrians, Arabs, Indians, Pakistanis.
2., "Companies'" include Lebanese limited companies.
3. MWBuropeans" includeNorth Americans.
Lk, M"Government" includes statutory corporations etc,
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TABLE 11.4 REGIONAL DISTRIBUTION OF MOTOR VEHICLES 1960-1964

Western Eastern Southern i~ -+ Northern

Area Province Province Province
Year

- No.

~O

A No. 94 No.

o
=R
&

No.
1960 4,473 5547 1,527 19,0 1,345 16.7 687 8.6
1961 6,459 62,73 1,803 18.5 1,416 11.9 730 7.3
1962 7,234 67.1 1,700 15.8 1,224 11.4 610 5.7
1963 7,389 59.3 2,466 19.8 1,663 13.3 941 7.6
1964 8,176  55.L 2,758 18.7 2,350 15.9 1,466 10.0

~2

Source: Police Licensing Office
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TABLE 11.5 VEHICLE IMPORTS BY COUNTRY OF ORIGIN
1947 1960
Private Commercial Private Commercial

United
Kingdom %26 265 342 642

Western
Germany - - 264 35

France 1 - 175 37
Italy - - 116 -
Others L 95 15 10

331 350 912 742

Sources: Annual Trade Reports
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TABLE 12.1

Western
Area

545 Vpd

Source:

of

Caee on

i

REGI.NAL TRAFFIC FLOW 1965 (Vehicles per 24-hour day)

Southern Bastern Northern National
Province Province Province Average
27k 206 168 250

Ministry of Works: Traffic Census 196k,
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TABLE 12.2

Road

Freetown -
Lumley

Freetown -
Regent Junction
Bo - Freetown
Kenema - Koidu

Makeni = Bo

Source: Ministry of Works, Traffic

lacrense Lo

L

LR

b
R

REGICNAL VARIATION IN TRAFFIC COMPOSITION

Cars

56.1

28.5

30.2

2643
22,5

Light Vans

2k.1

Bo

329
2563
20

15

Lorries

16.2

Division,

Lo

(%) 1965

Census
EH .

v Foint
e Mile L
6 Mile 10

- Mile 68
9.1 Mile 38
- Mile 37
Freetown.
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TABLE 12.73 AVERAGE VOLUME OF TRAFFIC

Southern Eastern Northern Western
Year . . . . .

Province - Province Province Area
1960 ‘ 120 . 113 140 150
1962 200 280 230 275
1965 280 370 250 460

Source: Ministry of VWorks.
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TABLE 13,1 EXAMPLE OF VEHICLZE COSTS - Morris Van (Jan = Dec. 1966)

1. Capital Costs ‘ ’ In Leones
Purchase of Vehicle-: 2200.00

2. Overhead Costs

Licence and Registration Fees 130,00
Comprehensive Insurance \ e 464,10
W'ages } ‘ 288 .OO

882,10

%, Running Costs

Petrol and Lubricants 1560.00
Tyres and Tubes 7%460
Subsistence Allowance 156,00
Major Repairs : 178,00
Minor Repairs 35470
Servicing 2750
Spare Parts 61.%0

2092,.,10
Total Annual costs (2 + 3) . 297420

be sufficient, ab
AL CLVL,

RN

iie, %o renlace it at the cvrreat nvice
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TABLE 13,

2

Freetown to

Bo

Blama
Kenema
Segbwema
Pendembu

Makeni

Freetown
Bo

Blama
Kenema
Segbwema
Pendembu
Makeni

Magburaka

Sour

to

ce?s

1951

45,00
50.00
50.00
60,00
70,00
30.00

INDER OF

1951
100.0
100.0
100.0
100.0
100.0
100.0
100,0

oo

CHANGE

J¢

1957
3k, 00
42,00
42,00
50,00
54,00
24,00

1957
80.0
84,0
36.0
83.0
77.0
73.0
73.0

COST OF HIRING A 5<TCN LORRY ( in Leohes)

1966

%0.00
45,00
50.00
55.00

© 55.00
30.00

1966

67.0
90.0
100.0
92.0
78.0
100.0
100.0

from transport operators and Messrs. U.4.C. Ltd,

PR, S SR
Loy oo rnre g

Data for 1951 and 1957 based on Dr. N.A. Cox=George,

1966 figures aré averages based on information collected
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TABLE 13.3 COST-DISTANCE RELATIONSHIP (in cents per Passzenger/Mile)
Distance in Miles Charge Rate of Charge
Decrease Incr&ase
0-25 2.87 cents
2.5‘-50 2,49 1 13.3%
50-100 1.53 ¢ 38 .46%
100-~150 1.48 n 34 3%
150-200 1.19 19, 6%
200-250 0.84 0 29, 5%
250~300 1.05 0 = = 254 9%
300~350 : 1.07 n = = 1.9%
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TABLE

1.
2o
B

[eAUARCR

13654 EXAMPLE OF VEHICLE INCOME AND

Revenue earned
Overhead costs
Running Costs

Potal Annual Costs (2 + 3)

Cross Annual Profit (1 - 4)

3

-

=&

-
4

EXPENDITURE

Le 4360,00
Le 882,10
Le 2092,10
Le 2974,20

Le 1385.80

(Jan=-Dec. 1966)
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Phase |ll — Feeder Roads Phase V—High Priority Trunk Lines

SMS/AJAE Modified from Taaffee et.al, 1963
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TABLE 1kh.1 PALM KERNEL MOVEMENT IN TONS - 1955-1965

Year Export Total Rail Road
1955 57 4640 12,206 45 Ll
1956 57,645 10,233 47,412
1957 52,967 8,867 Ly 100
1958/59 54,609 8,819 45,790
1959/60 574,530 6,533 50,997
1960/61 54,525 9,114 45,411
1961/62 57764 11,864 L5 ,900
1962/673 60,986 9,956 51,030
1963/64L 52,787 ‘ 743006 : 45,4831
1964/65 52,158 5,338 47,820

Source: Railway Annual Reports 1955-1965,

Amany [ A N Y PN
oA DO VLT TOe

tiro moces,

cLass Lores

r lowerne  On

a decreass of 25,87
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TABLE 14.2

Journey

Freetown to:

Magburaka
Bo -
Kenema
Pendembu

Yonibana

Sources:

but excludes oo

Sodl g oene’

RAIL AND ROAD FREIGHT RATES 1966/67 2

Mileage Rate in Leones
Road Rail Lorry Load Train Load
126 1%2 27 .50 30,00
160 136 30,00 38,00
230 182 45,00 48,00
277 228 52.50 58,00
71 ’ 101 25.00 29,00

S.A.Js Pratt in Development of Sierra Leone Railway 1966,
ITALCONSULT - UN Land Transportation Survey 1966

unpublished data.
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ABSTRACT

Transport in Relation to Social and fconomic
Development in Sierra Leone

Thesis submitted to the University of Durham for the
Degree of Doctor of Philosophy, 1967

by
Shekou M. Sesay, B.4.

In éierra Leone today, land, water and air transport are manifested
in the whole range of traditional and modern economic activities, Their
evolution and present distribution, especially roads, reflect not only
regional variations in development, but are also associated with other
geographical phenomena such as setflement, resource utilization and
employment.

The basic motive in developing the transport system, was to link
areas of potential agriculturel and mineral production to world markets.
The railwey (S.L.G.R.) accomplished the earlier phases of the linking
process, especially in the oil-palm region of the south and east. It
was thus the initial factor in the effective introduction of a cash
economy, development of towns, and the wider distribution of consumer
goods.

Roads and road transport were originally intended as feeders to
the railway, However, their flesibility and adaptability to changing
needs quickly made them formidable competitors of the narrbw—gauge
railway. Progressively, they have become the principal transport

arteries through which the bulk of internal trade goods is transmitted.



Their functions pervade the entire society and facilitate the greater
diffusion of modern innovations, as well as the creation of wider
economic, social and political horizons. Internal air transport, still
in the formative stage, is yet only of marginel significance due to
low effective demand and high costs.

Future transport policies should aim at a rational co~crdination
of fhe entire transport system, so as to meet the needs of
industrialization and modernization, The railway, which can no longer
contribute %o national development, should be phased-out, and its
load transferred to road tfansport. Co=ordination of road, water and
air transport, must ensure that each mode is geared to serve the
traffic for which it is best suited. This involves the careful
planning of transport development in relation to the economic, social

and political geography of each area.



