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PREFACE 

This thesis i s primarily intended as a geographic study of transport 

i n r e l a t i o n to s o c i a l and economic change i n a developing country. I t s 

purpose i s to point out, as f a r as possible, the inter-relationship between 

transport innovation and socio-economic development. Since the emphasis 

i s on the inter-relationships, the discussion does not therefore concentrate 

on expanding these subjects per se. Economists may find the thesis of some 

in t e r e s t , they should not however expect a great deal of economic 

sophistication i n the discussion* Economic concepts have been introduced 

mainly i n the bel i e f that, rudimentary though these may be, they w i l l surely 

influence geographers to ask more of the relevant economic questions i n 

evaluating the role of transport i n developing countries. 

I am deeply grateful f o r the f i n a n c i a l assistance received from the 

Sierra Leone Development Company Ltd. i n the form of a national scholarship 

for the f i r s t year of my research; to 3?ourah Bay College, (Universitjr of 

Sierra Leone) for providing me with funds to undertake various f i e l d work 

projects; and to the I n s t i t u t e of African Studies, 3?ourah Bay College, for 

considerable f i n a n c i a l assistance i n several aspects of my work. Appreciati 

credit goes to ITALCONSULT (Rome), a team of Transportation Consultants 

commissioned by the International Ba,nk for Reconstruction and Development 

to study the transport problems of S i e r r a Leone, who gave me the opportunity 

of working for s i x weeks with a wide range of s p e c i a l i s t s i n the various 

f i e l d s of transport, a g r i c u l t u r a l economics, s o i l science and s t a t i s t i c s . 

I would p a r t i c u l a r l y l i k e to express my sincere appreciation to two 



i i i 

people without whose constant help and advice i t would have been 

extremely d i f f i c u l t , i f not impossible, to complete this study. My 

thanks go to Dr. J . I . Clarke, formerly Professor of G-eography at Fourah 

Bay College, no?/ Reader i n G-eography, Durham University, for directing 

and stimulating my f i r s t uncertain steps i n research work and to 

J.C. Dewdney, Professor of G-eography at Fourah Bay College, who 

painstakingly read and commented on a l l the chapters. Further I would 

l i k e to thank Dr. P.K. Mitchell, formerly Senior Lecturer i n the 

Department of G-eography, Fourah Bay College, now at the Centre for 

West African Studies, Birmingham, for valuable assistance i n preparing 

the Road Map (Fig. 6.1) and for the use of h i s map on Early Trade Routes 

of S i e r r a Leone ( F i g . 3»2), to Dr. M.l. Harvey, Lecturer i n Geography 

at Fourah Bay College for valuable suggestions and objective c r i t i c i s m , 

Mr. G-.J. Williams, Lecturer i n G-eography at Fourah Bay College, for 

permission to use his .Amplitude of Re l i e f map i n the preparation of 

tfig* 7.3> to Michael Crowder, Director of the I n s t i t u t e of African 

Studies at Fourah Bay College, for his unfailing assistance i n v i r t u a l l y 

a l l aspects of my work, to John Nelson and A.J. Elba for t h e i r help i n 

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 i s , 

of course, e n t i r e l y mine. 

The a n a l y t i c a l work i s based largely on data collected from the 

various government minist< r i e s (now known as Departments under the 

m i l i t a r y government)0, some, however, would have been d i f f i c u l t to obtain 
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without the assistance of commercial firms l i k e U.A.G. Motors L t d 0 , 

Brewo Motors, B r i t i s h Petroleum Ltd. and public corporations l i k e the 

Port Authority, S i e r r a Leone Produce Marketing Board, Sierra Leone 

Railway and Road Transport Corporation, further, the help received 

from the Police i n giving me free access to the motor vehicle f i l e s 

and the informative discussions held with o f f i c i a l s of the Motor 

Drivers Union, are well appreciated. 

I n the t h e s i s , the leone (the present unit- of decimal 

currency) and the pound s t e r l i n g , have been used. The s t e r l i n g 

equivalent of one leone i s ten s h i l l i n g s . 
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CHAPTER 1 

INTRODUCTION 

Over the past decade, the subject of transport and communications 

as a f a c t o r i n the development of A f r i c a n t e r r i t o r i e s has been of 

v i t a l concern t o the former c o l o n i a l powers, t o the n a t i o n a l governments 

which have replaced them and t o the specialized agencies of the United 

Nations. The concern w i t h t r a n s p o r t goes back t o the e a r l y days of the 

c o l o n i a l period since, as Harrison Church has pointed out "the p r o v i s i o n • 

of t r a n s p o r t i s not only a basic f e a t u r e of c o l o n i z a t i o n but also one of 
1 

i t s most obvious expressions". 

Data on t r a n s p o r t , as i n the case w i t h so many t o p i c s of research 

i n developing countries, are by no means adequate and are generally 

r e s t r i c t e d t o such r e l a t i v e l y simple matters as route mileage, railway 

income and expenditure and port import and export tonnages 0 The paucity 

of data w i l l be emphasized again and again because i t i s such a pervasive 

phenomenon i n research work. This handicap, however, must not deter the 

p u r s u i t of research nor should i t pre.yeht the f o r m u l a t i o n of conclusions. 

The author of t h i s t h e s i s has f r e q u e n t l y u t i l i z e d the l i m i t e d data available 

t o present bold ideas, b e l i e v i n g t h a t what may be considered u n j u s t i f i e d 

a n t i c i p a t i o n and speculative conclusions, are i n e v i t a b l e research 

hazards i n the i n t e r p r e t a t i o n of i n t e r r e l a t i o n s h i p i n developing countries. 

I n the past, few t r a n s p o r t studies have attempted t o describe a' 

tr a n s p o r t system as an i n t e g r a l p a r t of an Af r i c a n t e r r i t o r y ? t h a t i s t o 

show the place of tr a n s p o r t w i t h i n the complex f a b r i c of economic and 

s o c i a l p a tterns w i t h i n a t e r r i t o r i a l u n i t . The present t h e s i s , t h e r e f o r e , 
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attempts t o study t r a n s p o r t as one element i n the process oof economic 

and s o c i a l development i n a s p e c i f i c t e r r i t o r i a l u n i t , S i e r r a Leone, 

which gains d i t s independence from B r i t a i n on A p r i l 27th, I96I. The 

whole range of i n t e r r e l a t i o n s h i p s i s viewed from the viewpoint of the 

economic geographer. 

The thasis discusses t r a n s p o r t i n Sierra Leone i n a number of ways. 

I t begins w i t h a cons i d e r a t i o n of the transport system as manifested i n 

i t s component p a r t s . These include the leas t specialized forms such as 

small boat and coastal water movement, the less specialized forms of 

road t r a n s p o r t i n c l u d i n g municipal and long distance passenger and 

f r e i g h t movement by p u b l i c and contract services and l a s t l y , the h i g h l y 

specialized forms such as mineral railways and a i r services. The several 

chapters f u r t h e r i d e n t i f y three major phases of transport development i n 

S i e r r a Leone? l ) the period from the e a r l y Portuguese contacts t o the 

beginning of the 20th Century when patterns which had persisted f o r 300 
years were f i n a l l y broken down; 2) the period 1900 - 1930, when the 

rai l w a y provided the f i r s t p e n e t r a t i o n of mechanized transport i n t o the 

i n t e r i o r and became dominant i n the movement of goods and passengers; 

and 3) the period from 1930 t o the present when road transport expanded 

enormously t o become the country's primary transport mode. 

I n the a n a l y s i s , chapters 1-2 t r e a t the broad, i m p l i c a t i o n s of 

the t o p i c w i t h ;• emphasis on t r a n s p o r t i n r e l a t i o n t o general development 

i n the West A f r i c a n region. The t h e s i s progresses from chapters 3 t o 9 

which give a d e t a i l e d study of the various transport modes i n S i e r r a 

Leone w i t h st3?ess on f u t u r e development trends. F i n a l l y chapters 10 t o 14 
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deal w i t h s o c i a l and economic development as a f a c t o r of transport 
i n terms of motor v e h i c l e s , t r a f f i c , costs, rates and charges. The 
conclusion, d e v i a t i n g from the common pr a c t i c e of summarizing what 
has already been said, breaks new ground and attempts at presenting 
an i d e a l i z e d model of t r a n s p o r t network ev o l u t i o n and discussing a 
few more relevant problems. 

Development of Transport 

i s stated e a r l i e r , the t r a n s p o r t system of S i e r r a Leone has 

evolved through several stages and the major m o t i v a t i n g f a c t o r i n the 

e n t i r e development process has been the economic need t o l i n k areas of 

p o t e n t i a l product icarlto world marie t s , and ihireverse, t o open up domestic 

markets t o the i n d u s t r i a l products of metropolitan powers. Here i s 

seen a c l a s s i c example of "Oilman's concept of "complementarity", which 

expresses the exchange of commodities between geographically d i s s i m i l a r 

regions as a f u n c t i o n both of n a t u r a l and c u l t u r a l d i f f e r e n t i a t i o n based 

on economies of scale?. I n the e a r l y days of European contact, head 

porterage and canoes were the p r i n c i p a l modes of t r a n s p o r t . This 

form of t r a n s p o r t was u t t e r l y inadequate t o meet the needs of large-scale, 

t r a n s f e r s , sire e the average load and day's l e n g t h of journey f o r each 

head p o r t e r were u s u a l l y i n the r e g i o n of s i x t y pounds and f i f t e e n 

miles r e s p e c t i v e l y . However, towards the close of the 19th Century 

the 1885 Treaty of B e r l i n confirmed several European nations i n t h e i r 

t i t l e s t o diverse A f r i c a n t e r r i t o r i e s , w i t h the s t i p u l a t i o n t h a t these 

t e r r i t o r i e s were t o shew e f f e c t i v e signs of c o l o n i a l occupancy. This 

p r o v i s i o n was a v i t a l f a c t o r i n the development of the rai l w a y network 
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of A f r i c a as a whole, which came t o consist of a series of disconnected 
•z. 

systems each confined t o a p a r t i c u l a r c o l o n i a l t e r r i t o r y - ' . 

The growth of bulk t r a n s p o r t i n S i e r r a Leone was s t a r t e d by the 

narrow-gauge government r a i l w a y (SLGR), o r i g i n a t i n g from the coast at 

Freetown and making i t s way slowly i n t o t i e i n t e r i o r t o terminate at 

Pendembu on the main l i n e and at Kamabai^ on the branch l i n e . The 

r a i l w a y thus accomplished much of the l i n k i n g process and brought about 

s u b s t a n t i a l growth i n e x t e r n a l and i n t e r n a l trade. During t h i s phase 

of r a i l w a y development, the r o l e of roads changed from t h a t of a 

primary t r a n s p o r t f a c i l i t y t o a r a i l w a y feeder. I n t h i s capacity roads 

expanded t o l i n k areas not accessible t o the railway and thus comple­

mented the railway's f u n c t i o n i n the development of trade. The mechanical 

r e v o l u t i o n of the i n t e r n a l combustion engine, which made the l o r r y a 

cheap and p r a c t i c a l t r a n s p o r t mode, marked a t u r n i n g p o i n t i n the 

f u n c t i o n a l r e l a t i o n s h i p between roads and the rai l w a y . The ra p i d growth 

of motor t r a n s p o r t q u i c k l y r a i s e d roads t o a competitive p o s i t i o n v i s - a - v i s 

the r a i l w a y as they reverted t o t h e i r former r o l e as a primary transport 

f a c i l i t y . 

Throughout these stages of tra n s p o r t development, several i n t e r r e l a t e d 

themes are woven. The growth and decline of population and trade centres 

as the s t r u c t u r e of the t r a n s p o r t system changed are processes t h a t can 

be followed throughout these periods. The decline of water transport 

and the r i s e of the r a i l w a y are reflected i n the decay of coastal t r a d i n g 



centres such as Magbile, Mono S a l i j a , Sulima and Bonthe and the rap i d 

growth of i n l a n d railheads sucli as Bo, Kenema and Segbwema. The e f f e c t 

of t r a n s p o r t r e o r i e n t a t i o n i s not simply l i m i t e d t o the physical means 

involved, but also f i n d s expression i n such socio-economic phenomena as 

the development ox urban and trade centres. Change i n population and 

settlement d i s t r i b u t i o n are other d i s c e r n i b l e trends because population 

near a motor road tended t o increase r a p i d l y , p a r t l y as a r e s u l t of the 

coming of the roads and p a r t l y because whole v i l l a g e s migrated from t h e i r 

old l o c a t i o n s t o s e t t l e a s t r i d e the new main roads. Further aspects of 

demographic and commercial r e d i s t r i b u t i o n are the r a p i d growth of new 

urban centres and the tendency, p a r t i c u l a r l y marked since 1950^for 

commercial houses, e s p e c i a l l y Lebanese, t o move f u r t h e r and f u r t h e r away 

from the railhead, as t h a t t r a n s p o r t mode declines and t o conglomerate i n 

the immediate neighbourhood of l o r r y parks, which have today become the 

f o c i f o r t r a n s p o r t i n each major town^. 

The tendency towards a r a p i d growth of urban centres i s p a r a l l e l e d 

by the trend towards p o r t concentration, as changing route patterns 

expand the h i n t e r l a n d s of c e r t a i n p o r t s at the expense of others. A f i n a l 

theme i s the continuous process of reducing economic distance by improve­

ment i n the t r a n s p o r t system and by t e c h n i c a l innovations. The r e a l 

problem of economic development i n S i e r r a Leone revolves around the 

c e n t r a l theme of e f f e c t i v e l y l i n k i n g producers and consumers by 

reducing t r a n s p o r t costs. Markets grow because of improvement i n 

t r a n s p o r t and communication. The market i s o r i g i n a l l y small and l o c a l i s e d . 



6 

Demand i s o f t e n r e s t r i c t e d by the -cost of obtaining goods from the 

point of production and supply i s l i m i t e d "by the cost of moving goods 

i n t o areas of consumption* The problem becomes most severe when ignorance 

p r e v a i l s among producers and consumers as t o market conditions. With 

improved t r a n s p o r t , however, markets grow and the expansion i s cumulative. 

Increased o u t l e t s f o r commodities produce an increase i n r e a l incomes 

which i n t u r n r a i s e s the demand f o r other products. The linkage of 

markets by, and improvement i n t r a n s p o r t , becomes p a r t of the develop­

ment process. This l i n k a g e , forged by the combined innovations of r a i l 

and road since 1900, have given S i e r r a Leone a f a i r l y w e l l developed 

t r a n s p o r t sector of the economy. 

Geographical Background 

Transport i s a v i t a l f a c t o r i n economic improvement, and t o 

understand i t s f u l l i m p l i c a t i o n s , one must not only take i n t o account 

the geographical r e a l i t i e s involved^but must also be able t o appraise 

the e n t i r e s i t u a t i o n i n terms of i t s geographical u n i t y . This section 

thus attempts t o f a m i l i a r i s e the reader w i t h the geography of the country, 

emphasizing mainly the more s a l i e n t physical and human features as they 

are r e l a t e d t o , and provide the s e t t i n g f o r , transport development. 

Sier3?a Leone has a t o t a l area, of 27,925 square miles (approximately 

t h a t of Scotland) and contains a population of 2,180,355 according t o 

the f i r s t n a t i o n a l census of 196*3• Three zones of h i g h population 

d e n s i t y c l e a r l y stand out: the Western Area whose high density r e s u l t s 

mainly from the presence of the Freetown area which provides the biggest 
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enplojmient centre In" the country and i s c o n t i n u a l l y a t t r a c t i n g In-adgrants 

from the provinces! a North-Wstern high, density zone l a r g e l y confined 

t o the Port Loko ai d Eambla D i s t r i c t s where a combination of Intensive 

r i c e farming, market gardening, f i s h i n g and mining nave produced the high. 

d e n s i t y p a t t e r n and l a s t l y , an eastern b e l t i n the Bo, Keneroa,- Kailahun 

and c e n t r a l Kono D i s t r i c t s wbere f a c t o r s such as extensive cash crop 

fanning, diamond mining and r a p i d urban growth, have contributed t o the 

high, population d e n s i t y pattern,, 0 A l l three zones have d e n s i t i e s ranging 

between 100 and 250 per square m i l e . Areas of sparse population are 

seen i n the north-east quadrant e s p e c i a l l y i n Koinadugu D i s t r i c t and i n 

the swamplands of Moyamba, Bonthe and Pujehun D i s t r i c t s i n the south. 

Population d e n s i t i e s i n tie se zones vary from less than 20 t o 50 persons 

per square male. This low d e n s i t y i s mainly the r e s u l t of an adverse 

geographic environment and outward migration. There i s a general 

p o s i t i v e c o r r e l a t i o n between population density and tie d i s t r i b u t i o n of 

tr a n s p o r t f a c i l i t i e s ; areas of high population density tend to have most 

t r a n s p o r t f a c i l i t i e s and the reverse i s generally t r u e 0 

About the beginning of t h i s century, the country mast have been more 

f o r e s t e d than the present -vegetation pattern suggests, i s stated by 

Harrison Church? 
" . . . t h e vegetation has been so aff e c t e d by farmers 

t h a t t h e once extensive areas of r a i n f o r e s t 
have now d i s a p p e a r e d and there remain only 
islands o f f o r e s t , t h e r e s t , owing t o t h e degradation 
of s h i f t i n g c u l t i v a t i o n , has degenerated i n t o areas 

7 
of high bush, low bush and orchard bush" 
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Pr imary f o r e s t was main ly r e s t r i c t e d t o the south wh i l e savanna woodland 

was found i n the n o r t h . Today, however, the country i s covered l a r g e l y 

by f a rm "bush and savanna woodland? a long the coast i s a narrow b e l t of 

mangrove swamps. B u i l d i n g r a i l and road f a c i l i t i e s i n the f o r e s t zone 

has always been more expensive than i n the open savanna • woodland area, of 

the n o r t h , but t h i s has not prevented the f o r e s t e d south f r o m having a 

g rea te r concen t r a t ion of t r a n s p o r t f a c i l i t i e s . The f o r e s t area, because 

of a g rea te r degree of commerc ia l i za t ion , as exempl i f i ed by cash crop 

p r o d u c t i o n , contains the bu lk of r a i l w a y mileage and the densest road 

p a t t e r n s . 

The eas tern scarp, a s t r i k i n g phys ica l f e a t u r e , runs i n a nor th -wes t / 

south-east d i r e c t i o n and separates the western p l a i n s ares, f r o m the 

eas te rn p l a t eau . The scarp exer ts a negative i n f l u e n c e on the develop­

ment of the t r a n s p o r t system as seen i n the p a u c i t y of through east-west 

r o u t e s . West of tire scarp there i s an extensive road network, but i t 

t e rminates a b r u p t l y at the western f a c e . The negat ive i n f l uence of 
8 

physiographic f a c t o r s i s i l l u s t r a t e d i n Fig .7*3 where adverse r e l i e f 

and swamp c o n d i t i o n stand out p rominent ly as major de te r ren ts t o the 

growth of the t r a n s p o r t network e s p e c i a l l y roads. 

A mean annual r a i n f a l l of at l ea s t 80 inches i s experienced over 

the whole country w i t h the except ion of the extreme n o r t h where less 

than 80 inches of r a i n f a l l are r e g i s t e r e d . R a i n f a l l v a r i a b i l i t y i s 

s m a l l , a 10 percent average v a r i a t i o n i s almost u n i v e r s a l . However, i t 



i s not the t o t a l annual r a i n f a l l t h a t i s important t o t ransport5 

the i n t e n s i t y and amount of r a i n f a l l i n g at any one t ime are most 

s i g n i f i c a n t . Heavy r a i n storms f a l l i n g at short d u r a t i o n can 

cause d i sas t rous washouts on the numerous l a t e r i t e roads. I n the 

peak of the r a i n y season i n J u l y and August, f l o o d i n g of roads i s 

common and t h i s tends t o d i s r u p t the smooth f l o w of t r a f f i c 

Economic f a c t o r s have played a much more important r o l e than 

have p h y s i c a l f e a t u r e s i n shaping the l i n e s of t r a n s p o r t . The 

s t r u c t u r e of the economy i s l a r g e l y a f u n c t i o n o f geographical 

f a c t o r s such as c l i m a t e , the d i s t r i b u t i o n of n a t u r a l resources and 

the impor tant f a c t t h a t S i e r r a Leone i s l a r g e l y a country of peasant 

producers . The l a s t f e a t u r e i s the r e s u l t of B r i t i s h c o l o n i a l p o l i c y 

which, i n a b i d t o make the t e r r i t o r y economically v i a b l e , encouraged 

the e a r l y i n t r o d u c t i o n of a cash economy based on peasant p roduc t ion . 

Cash crop p r o d u c t i o n mainly cons is t s o f palm produce, cocoa, c o f f e e , 

piassava and g inge r , 

A f r i c a n peasant a g r i c u l t u r e showed e a r l y signs of success and i n 

1928, n e a r l y 98$ of a t o t a l export income of Le,3.22 m i l l i o n (£1.61 

m i l l i o n ) came f r o m a g r i c u l t u r a l products* The o i l palm has always 

played the l e a d i n g r o l e and p roduc t ion i s widespread, though the most 

important areas are loca ted i n the Scareies r i v e r s , along the branch 

9 
r a i l w a y l i n e and i n the south-east where the palm groves are densest 
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I n the past both palm kerne l s and palm o i l were exported, but today the 

o i l i s used t o meet the demand of a growing domestic market whi le the 

ke rne l s are s t i l l l a r g e l y f o r expor t . Unl ike Indonesian p roduc t ion , the 

b u l k o f palm produce comes f r o m w i l d p l an t s not p l a n t a t i o n s | there are' 

however a few pioneer palm p l a n t a t i o n s at Masanki, Mange Bureh, Sahn 

and G-angah of which on ly the f i r s t mentioned i s at present i n f u l l 

p r o d u c t i o n . The f u t u r e t r e n d po in t s t o the grea ter encouragement of 

p l a n t a t i o n s and the s e t t i n g up of pioneer o i l m i l l s . 

Cocoa c u l t i v a t i o n was in t roduced i n 1925 and the cocoa growing reg ion 

l i e s i n the f o r e s t e d south-east w i t h areas of maximum produc t ion centred 

i n Kenema, Segbwema and Pendembu where the dess i ca t ing e f f e c t of the dry 

season i s less severe. P roduc t ion i s based on smal l peasant ho ld ings , 

h a r v e s t i n g and processing the cocoa seeds i s s t i l l done by slo?7 hand 

methods. Coffee i s a newcomer and produc t ion e f f e c t i v e l y dates f rom 1945* 

Like cocoa., i t s c u l t i v a t i o n i s l a r g e l y r e s t r i c t e d t o the south-east and 

the c o f f e e t rees are s i m i l a r l y p lan ted i n areas o f h i g h f o r e s t . I n the 

past bo th Robusta and Liber ies , c o f f e e were produced, but today the emphasis 

i s on Robust a which i s used i n the manufacture of i n s t a n t c o f f e e . 

Piassava i s a vegetable f i b r e obtained f rom the raph ia palm which 

grows in-•swamp areas. P roduc t ion i s concentrated i n the es tuar ine swamp­

lands of Pujehmi and Bonthe D i s t r i c t s ^ . I t has been exported f o r the past 

50 years and i s used i n the manufacture of brushes. Ginger which i s econ­

o m i c a l l y marg ina l , was f i r s t exported i n 1890 and p roduc t ion i s centred 

ma in ly i n the Moyamba D i s t r i c t , Demand i s unstable and produc t ion has 

consequently been q u i t e l i m i t e d . 



11 

The e a r l y development of the r a i l w a y and road network can e a s i l y be 

expla ined i n terms of p r o v i d i n g bu lk t r anspor t media f o r the e f f e c t i v e 

e x p l o i t a t i o n of the c o u n t r y ' s a g r i c u l t u r a l resources. Hence a major 

motive i n c o n s t r u c t i n g the government r a i l w a y , as o v e r t l y expressed by 

Governor Cardew, was t o re lease the great economic p o t e n t i a l of the 

eas tern palm-bearing coun t ry . The present r a i lway alignment i s a t rue 

r e f l e c t i o n of t h i s need, s ince i t e f f e c t i v e l y t raverses the major palm 

regions*, Roads developed t o r e i n f o r c e the r a i l w a y ' s f u n c t i o n and. played 

an important pa r t i n the development of cocoa and c o f f e e p roduc t i on . The 

s t rong p o s i t i v e c o r r e l a t i o n between main cash crop areas and the greater 

concen t ra t ion of t r a n s p o r t f a c i l i t i e s i s rooted i n the e a r l y i n t e r ­

r e l a t i o n s h i p between t r a n s p o r t a v a i l a b i l i t y and a g r i c u l t u r a l development. 

Another l i n e o f economic a c t i v i t y has been minera l p roduc t ion . This 

s t a r t e d i n the 1930s and new minerals are s t i l l being discovered and 

e x p l o i t e d i n the 1960s. An i n t e r e s t i n g f ea tu re here i s t ha t mining opera­

t i o n s have created ve ry l i t t l e t r a n s p o r t development5 a,- .s tr iking v a r i a t i o n 

f r o m the experience i n Ghana where the development of the r a i l w a y was 

l a r g e l y i n response t o the needs of the mining i n d u s t r y and i t has even 

been suggested t h a t the Tarkwa go ld mines were "the f a t h e r of the railway!'" 

I n S i e r r a Leone on ly the i r o n ore mines at Marampa created a minera l 

r a i l w a y which i s e x c l u s i v e l y geared t o meet the needs of the mines and 

does not a f f e c t the movement of l o c a l t r a f f i c i n the area. 

Diamonds are mined p r i n c i p a l l y i n the Kono D i s t r i c t , and on a r a t h e r 

smal le r scale i n the Kenerna and Bo D i s t r i c t s , l i n i n g i s a l l u v i a l and i s 
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c a r r i e d out by a p r i v a t e company, S i e r r a Leone Se lec t ion Trus t ( d L S T ) 

and by a l a r^e number o f smal l -scale A f r i c a n miners , The f i r s t record.ed 

export o f diamonds, i n 1931? brought an export income of Le 3,520, (£1,7^0)o 

A d i s t u r b i n g f ea tu r e i n the diamond i n d u s t r y i s ia rgs scale smuggling 

t ibich came to l i g h t i n 1952. The i l l e g a l f l o w of diamonds f i n d s a ready 

and l u c r a t i v e market i n the ne ighbour ing L i be r i an c a p i t a l of Monrovia f rom 

where the diamonds go t o Lebanon and a number of Bur ope an c o u n t r i e s . 

However, government measures t o stamp out the i l l e g a l t r a f f i c and create 

b e t t e r domestic buy ing agencies, have helped i n a r r e s t i n g the smuggling 

1 9 

t rade as seen i n Table 1.1. 

Haematite i r o n ore i s mined at Karampa i n the Port Loko D i s t r i c t by 

the S i e r r a Leone Development Company (lELCO) , a subs id ia ry of Wi l l i am 

B a i r d o f Glasgow, The f i r s t shipment of ore l o f t the mineral por t of 

Popel i n September 1933 -no was valued at Le 166,000 ( £ 8 3 ? 0 0 0 ) . l i n i n g -

i s e n t i r e l y open cast and h i g h l y mechani :zeaa The ore has an i r o n content 

o f 47$ which i s upgraded t o Grf^ i n concent ra t ing m i l l s t o meet the high, 

demands o f the wor ld market. Product ion per annum i s i n the reg ion o f 

2,000,000 t ons . The company at the moment faces severe compet i t ion f rom 

producers o f h ighe r grade ore , such as L i b e r i a and Maur i t an i a , and the 

problem o f r e t a i n i n g t h e i r l e g ; es tab l i shed markets i s becoming i n c r e a s i n g l y 

d i f f i c u l t . 
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TABLE 1.1 PRODUCTION AND EXPORT OF DIAMONDS 1955-1964 

Legal Pro duct i on. (barat s) Value o f Exports (Leones) 
Year S • L • S • T 0 Small-scale mining Total Legal Smuggled Total ir> 

1955 419,137 - 2,800,956 16,000,000 19,000,000 

1956 427,197 126,968 6,914,770 20,000,000 27,000,000 

1957 506,198 54-7,171 12,850,394 30,000,000 43,000,000 

1958 648,042 781,424 1^,367,574 30,000,000 44,000,000 

1959 660,404 651,418 13,617,136 30,000,000 44,000,000 

1960 693,569 1,215,617 32,946,546 very lov/ 33,000,000 

1961 888,977 1,406,302 31,958,560 2,000,000 34,000,000 

1962 603,439 1,033,963 14,217,724 8,000,000 22,000,000 

1963 748,818 639,487 32,327,342 8,000,000 40,000,000 

1964 825,000 779,808 38,000,000 2,000,000 40,000,000 

Source? P.K . M i t c h e l l and K. Swindell: 1965 

U n l i k e diamond min ing , which has created l i t t l e t r anspor t development 

depending main ly on the a l ready es taK .ishecl government rai l?/ay and short 

spurs of access i 'oacls t o l i n k producing areas w i t h the panning p lan t s 

and s epara tor houses, i r o n ore min ing has created 1 x 52-mile minera l 

r a i l w ay f r o m the por t of Pepel t o the mine at Marar lpa. Transport of ore 

and min ing equipment i s i t s sole f u n c t i o n and i t s 3 f t • 6 i n . gauge i s qu i t e 

adequateo Cons t ruc t ing the l i n e was f a r cheaper and eas ier than the 

S.L.G.R. and i t has r e c e n t l y been s u b s t a n t i a l l y improved t o cope w i t h 

i n c r e a s i n g p roduc t ion at the mine. The r a i lway now ca r r i e s an annual 

average o f over 2 m i l l i o n tons o f ore us ing t w i n d i e s e l engines and 

hopper wagons5 8 t r a i n s run per day. The l i n e i s c l o s e l y t i e d w i t h the 
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mines and i t s span of l i f e depends on the continued v i a b i l i t y of DELCO. 

Bauxi te and r u t i l e are recent add i t i ons t o the min ing i n d u s t r y . 

Produc t ion of bauxi te s t a r t e d i n 1963 by the S i e r r a Leone Ore and fetal 

Company (SIEROMO) at the MokanJL H i l l s mine i n the Moysmba D i s t r i c t . I n 

1965 the export tonnage stood at 173>000 compared w i t h 10,000 i n I9630 

The a7 e i s f i r s t sent t o I t a l y f o r r e d u c t i o n t o alumina and l a t e r t o 

Swi tze r l and f o r r e f i n i n g . The r u t i l e mine was opened i n 196*5 at Mo'bimbi 

i n the Banta chiefdom of Bonthe D i s t r i c t . Product ion s t a r t ed i n I967 by 

a p r i v a t e company, Sherbro Minera ls L t d . , a subs id ia ry of several Anglo-

American f i r m s w i t h considerable i n t e r e s t s i n t i t a n i u m . Both the bauxi te 

and r u t i l e mines depend on a short access road t o move the ores f rom the 

p o i n t o f p roduc t i on t o the export po r t of N i t i on the G-bangbaia creek. 

From here l i g h t e r s take the ore down the creek t o ships anchored i n the 

Sherbro r i v e r . 

I n summary, the export economy reveals two d i s t i n c t f ea tu res : an 

a g r i c u l t u r a l sec tor composed of smal l - sca le peasant farmers producing 

cash crops and a wide v a r i e t y o f subsistence foodcrops , and a min ing 

sector composed o f almost e n t i r e l y f o r e i g n concerns. A g r i c u l t u r a l 

p r o d u c t i o n has been on the dec l ine both i n volume and value as can be 

seen i n the decres.se o f the palm ke rne l tonnage f rom 71? 300 t o 49*274 o r 

i n the dec l ine of the r i c e tonnage f rom an estimated 650,000 t o about 

200,000 tons i n 1950 and 1965 r e s p e c t i v e l y . On the other hand, minera l 

p r o d u c t i o n has shown a phenomenal increase and t h i s t r end i s l i k e l y t o 

continue f o r severa l years t o come. The p a t t e r n i s best i l l u s t r a t e d i n 

Table 1.2 where the Annual Export Income i s broken down t o percentages by 

major c ommoditi e s 0 

http://decres.se
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TABLE 1.2 ANNUAL EXPORT INCOME - PERCENTAGE DISTRIBUTION BY MAJOR 
COMMODITIES 1950 - 1965 

Percentage by Commodities T o t a l Percentage 

Year To t a l 
i n Le.m. Di amonds I r o n Bauxite 

Ore 
Palm 
Kernels 

13 Others Mining A g r i c u l t t 

1950 13.32 23.36 19.16 34.19 23.29 42.52 57.48 

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 36.29 16.48 47.23 52.77 

1954 22.00 15.45 24.61 34.22 25.72 40.06 59.94 

1955 19.86 14.10 37.36 Sfj • 2^ 23.27 51.46 48.54 

1956 24.26 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 43.43 27.15 14.80 14.62 70.58 29.42 

1959 32.80 41.52 24.98 19.36 14.14 66.50 33.50 

1960 51.86 63.54 15.95 11.25 9.26 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 9.64 7.41 82.95 17.05 

1964 60.88 65.42 17.14 8.00 9.44- 82.56 17.44 

1965 57.54 64.23 18.93 1.00 9.87 5.07 84.16 15.84 

Sources: ( l ) Annual Trade Reports. 

(2) Quaterly S t a t i s t i c a l B u l l e t i n Vol. 6 June 1966. 
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S a l i e n t p o i n t s t o be no t i c ed are the general dominance of minerals i n 

the export economy, producing a t o t a l income of Le 48,434?000 (£24 ,217 ,000) 

i n 1965o Fu r the r the r e l a t i v e dec l ine o f i r o n ore export income compared 

w i t h diamonds i s s i g n i f i c a n t . I n the a g r i c u l t u r a l sec tor palm kernels 

have shown an absolute d e c l i n e , at one t ime they accounted f o r 90$ of the 

c o u n t r y ' s exports by value but i n 1965^only produced a meagre 9•$7$. 

I n the i n d u s t r i a l f i e l d , manufac tur ing and processing occupy a small 

but growing sec tor of the economy. Government i t s e l f i s a c t i v e i n the 

establ ishment and runn ing o f such i n d u s t r i e s as r i c e and palm o i l m i l l s , 

f u r n i t u r e m i l l s at Kenema, and i n a s soc ia t ion w i t h f o r e i g n c a p i t a l i s t s , 

has e s t ab l i shed cement works, f l o u r m i l l i n g and petroleum r e f i n i n g . The 

r o l e of government as i n other West i f r i c a n coun t r i e s , i s t o t r ansp lan t 

and d i f f u s e modern p roduc t i on techniques which are necessary f o r i n d u s t r i a l ­

i s a t i o n but which cannot be e a s i l y suppl ied by p r i v a t e c a p i t a l * The 

s i t u a t i o n i s q u i t e s i m i l a r t o Japan's t a k e - o f f pe r iod i n i n d u s t r i a l i z a t i o n . - L 4 

P r i v a t e c a p i t a l i s a lso independent ly p l a y i n g an ac t ive r o l e i n the 

i n d u s t r i a l sec to r , as seen i n the p roduc t ion of consumer goods such as 

c i g a r e t t e s , beer, p a i n t , soap, mine ra l waters and a v a r i e t y of food 

produc ts . The gross product o f manufactur i ng i n d u s t r i e s i n I964 was 

Le I 4 . I 4 m i l l i o n . 

S i e r r a Leone i s a. r e l a t i v e l y poor country and i t i s e s sen t i a l t o 

emphasize t h i s when d i scuss ing the p r o v i s i o n of expensive f a c i l i t i e s l i k e 

roads , r a i l w a y s and a i r s e rv i ces . The Nat iona l Income per head of 

p o p u l a t i o n averages about Le 90 (£45) a l though l i t t l e s i g n i f i c a n c e can be 

a t t r i b u t e d t o such an average f i g u r e i n a soc ie ty "where the subsistence 
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income i s so important and yet so d i f f i c u l t t o q u a n t i f y . Fur the r the 

count ry i s s u f f e r i n g f r o m a continuous adverse "balance of t r ade , though 

d e f i c i t v a r i e s s u b s t a n t i a l l y f rom year t o year as can be seen i n 'Table 

1.3. 

TABLE 1.3 EXTERNAL TRADE; 1956 - 1965 ( i n Thousand Leones) 

Year Imports Exports Balance 

1956 46,186 26,360 - 19,826 

1957 56,500 36,692 - 19,808 

1958 47,806 39,226 - 8,580 

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 - 3,054 

1965 76,875 63,224 - 13,651 

Source: J . I . Clarke et a l : 1966 

Quarterly S t a t i s t i c a l B u l l e t i n Volume 6, 1966 
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Such a bad v i s i b l e balance of t rade coupled w i t h a n a t i o n a l p u b l i c debt 

of Le 65 m i l l i o n i n 1967 as revealed by the Na t iona l Reformation Council 

(HUC) which took over the a f f a i r s o f government on March 23, 1967, 1 6 

ra i ses severe problems as t o the c o u n t r y ' s a b i l i t y t o f inance t ranspor t : 

p r o j e c t s or : raise f o r e i g n loans f o r such purposes. 

t r a n s p o r t and Development 

The f o r e g o i n g d i scuss ion po in t s t o the important f a c t t h a t the 

economic and s o c i a l pa t te rns of Sierra, Leone are l a r g e l y the c r e a t i o n 

of t r a n s p o r t f a c i l i t i e s which l i n k e d the country w i t h the outs ide 

w o r l d . Since t r a n s p o r t i s of such s t r a t e g i c importance t o development, 

i t i s e s s e n t i a l t o rev iew 8, few of the s i g n i f i c a n t themes. 

Usua l ly there are two dimensions t o t ransports geographic space 

and t i m e . B e t t e r t r anspo r t f a c i l i t a t e s the cheap movement of goods 

through geographic space f r o m p o i n t o f p roduc t ion t o po in t of consumption 

w i t h the dual e f f e c t of maximizing markets and the inherent p o s s i b i l i t i e s 

of economic growth . I n the t ime dimension, b e t t e r t r anspor t encourages 

economies of scale because of a, more r a p i d tu rn -over i n invested c a p i t a l . 

The i d e a l s i t u a t i o n r e s u l t s when reduct ions i n costs are achieved i n both 

dimensions simultaneously, . This i s best i l l u s t r a t e d i n r a i l t r anspor t 

which compromises e f f e c t i v e l y between slow but cheap water t r anspor t and 

f a s t but expensive a i r t r a n s p o r t . Roads may reap s i m i l a r b e n e f i t s but 

only by the use o f l a r g e r amounts of c a p i t a l equipment at comparat ively 

h igher cos t s . The sa.vi.ng of c a p i t a l achieved by t r anspor t improvement 

enables investment t o be c a r r i e d out i n other f i e l d s and. t h i s i s important 

i n developing coun t r i es where c a p i t a l i s u s u a l l y the scarcest f a c t o r i n 

http://sa.vi.ng
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development. ^/The saving i n c a p i t a l provides the major l i n k between 

economic development and t r a n s p o r t improvement. Economic growth s o l i d l y 

depends upon the growth o f c a p i t a l and t ranspor t improvement tends t o 

release working cap i t 8.1 which can then be made produc t ive as f i x e d 

c a p i t a l i n other sectors o f the economy. But before f i x e d c a p i t a l can be 

used i n other economic a c t i v i t i e s , the re must.be an adequate product ive 

o p p o r t u n i t y . Such o p p o r t u n i t i e s w i l l be r e l a t e d t o the wider marksts 

achieved by lower t r anspor t costs through savings i n the space dimension 

and the lower costs of car r iage , reduc ing the economic gap between 

producer and consumer. The overa . l l e f f e c t i s t o increase the market area 

by l o w e r i n g the s e l l i n g p r i c e of goods and consequently inc reas ing the 

number of consumers. Hence producers w i l l now be able t o s e l l over a 

wider geographical area and a l so s e l l more w i t h i n t h e i r o r i g i n a l markets 

producing extensive and i n t e n s i v e economies. 

I n conc lus ion , i t i s e s s e n t i a l t o c l a r i f y the r e l a t i o n s h i p between 

t r a n s p o r t and the process of development and growth. The mere p r o v i s i o n 

of t r a n s p o r t media, i s not o f i t s e l f s u f f i c i e n t t o generate development5 

i t i s the e f f i c i e n t combinat ion of t r anspor t and other f a c t o r s of 

p roduc t ion l i k e raw m a t e r i a l s , p o p u l a t i o n , energy resources, water supply 

e t c . t h a t w i l l create economic and s o c i a l development. With the a v a i l a b i l i t y 

of n a t u r a l resources i n economic q u a n t i t i e s , t r anspor t then becomes a key 

f a c t o r and. development may take p lace , i f na tu ra l resources are l a c k i n g , 

then i t i s almost c e r t a i n t h a t no u s e f u l development w i l l occur. The i d e a l 

s i t u a t i o n i n the i n t e r r e l a t i o n s h i p i s the supply of t r anspor t f a c i l i t i e s 

which are not w a s t e f u l of l i m i t e d c a p i t a l resources and at the same time 

adequate enough t o promote economic growth and s o c i a l development. 

http://must.be
http://overa.ll
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CHAPTER 2 

TRANSPORTATION IN RELATION TO ECONOMIC 
Ml) SOCIAL DEVELOPMENT IN 1EST AFRICA 

General Considerat i ons 

A geographical study o f t r a n s p o r t a t i o n i n r e l a t i o n t o the economy 

and s o c i e t y of a West A f r i c a n count ry , i n t h i s case S i e r r a Leone^must of 

necess i ty inc lude a general t reatment of West A f r i c a as a whole. Having 

reviewed the problem i n a broad West A f r i c a n context , a more d e t a i l e d 

s tudy of the t o p i c can. subsequently be undertaken w i t h regard t o S i e r r a 

Leone i t self<, Such an approach w i l l f a c i l i t a t e comparisons i n the var ious 

aspects of Transport Geography between S ie r r a Leone and other West A f r i c a n 

c o u n t r i e s . Some of the basic pa t t e rns of t r a n s p o r t a t i o n systems, the 

f a c t o r s i n f l u e n c i n g t h e i r development, and t h e i r e f f e c t on the economy 

and s o c i e t y of West A f r i c a , a lso ho ld t r u e f o r S i e r r a Leone, because the 

coun t r i e s f o r m i n g the West A f r i c a n r eg ion have many geographical s i m i l a r ­

i t i e s i n terms of r e l i e f , c l i m a t e , popu la t ion d i s t r i b u t i o n and economic 

a c t i v i t i e s . Fu r the r , because of the f a i r l y s i m i l a r c o l o n i a l p o l i c i e s 

t h a t operated i n the development of the i n d i v i d u a l s t a t e s , t r anspor t at i o n 

systems, e s p e c i a l l y the r a i l w a y s , f o l l o w the same broad p a t t e r n everywhere. 

• Improved means of t r a n s p o r t axe wi thout doubt a necessary 

p r e r e q u i s i t e t o a l l types of s o c i a l and economic development5 and t h e i r 

general inadequacy has been one of the main obstacles t o such development 

i n West A f r i c a . Since t h i s s e c t i o n emphasizes t r anspor t i n r e l a t i o n t o 

economic development, the s o c i o l o g i c a l , p o l i t i c a l and m i l i t a r y aspects 

2 



2 3 

w i l l not be g iven prominent t reatment here. However, the l a t t e r are of 
d e f i n i t e s i g n i f i c a n c e i n West .Af r ica where the e x i s t i n g t r anspor t systems 
o f t e n o r i g i n a t e d w i t h m i l i t a r y , p o l i t i c a l or a d m i n i s t r a t i v e r a t h e r than 
economic mot ives . Economic development i n t h i s s e c t i o n i s accorded a 
broader meaning5 i t i nvo lves not on ly i n d u s t r i a l i z a t i o n , but a lso includes 
the important r o l e of t r a n s p o r t i n developing i n t e r n a l markets. 

A general survey o f t r a n s p o r t i n West Af r i ca , w i l l revea l the f o l l o w i n g 

broad pa t t e rns s -

(1) Hard ly anywhere i n West A f r i c a i s there a f u l l y i n t eg ra t ed t ranspor t 

complex a l l o w i n g a r a t i o n a l choice of e i t h e r r a i l , road., water or a i r 

t r a n s p o r t as obtains i n developed regions l i k e Burope. This f a c t 

severely a f f e c t s the movement of goods i n the domestic markets, f o r i n 

developing the va r ious modes of t r a n s p o r t , the predominating need was t o 

ca te r f o r f o r e i g n t rade i n what was then a preponderantly mercant i le 

economy. Hence the movement of goods was mainly poss ib le between por ts 

and t h e i r economic h i n t e r l a n d . For areas outside these, movement of 

goods was severe ly r e s t r i c t e d u n t i l recent times when greater emphasis 

was d i r e c t e d toward road development. 

(2) No count ry i n West A f r i c a has adequate t r anspor t f a c i l i t i e s t o meet 

the e f f e c t i v e n a t i o n a l demand. The inadequacy var ies f rom country t o 

count ry1 the b e t t e r t r a n s p o r t f a c i l i t i e s of the I v o r y Coast f o r example, 

con t ras t markedly w i t h the l i m i t e d f a c i l i t i e s of Upper v o l t a . Also there 

i s a r e g i o n a l v a r i a t i o n w i t h i n the same s ta te $ the denser and more 

i n t e g r a t e d t r a n s p o r t network of. southern Ghana stands i n d i s t i n c t contras t 
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w i t h the less developed network of northern Ghana, 

(5) The s t r i k i n g s c a r c i t y of good i n t e r n a t i o n a l l i n k s between the 

various states coupled w i t h very devious routes are features t h a t 

reduce the e f f i c i e n c y of t r a n s p o r t i n West A f r i c a . 

(4) A study of t r a n s p o r t a t i o n i n most of West A f r i c a w i l l l a r g e l y 

i n v o l v e the problem of bottle-necks due t o the l a c k of s u f f i c i e n t 

goods and passenger services. This can be a t t r i b u t e d , e s p e c i a l l y i n 

the case of r a i l w a y s , t o de f e c t i v e i n f r a s t r u c t u r e s , shortage of su i t a b l e 

equipment, f a u l t y r o u t i n g s and other s i m i l a r f a c t o r s 0 Much e f f o r t i s 

being made t o a l l e v i a t e t h i s obstacle, but one wonders i f i t can be 

completely eradicated since one of i t s causes i s inherent i n such basic 

c o n s t r a i n t s on West A f r i c a n trade and production, as seasonal v a r i a t i o n 

i n f r e i g h t volume. To increase t r a n s p o r t capacity t o meet the peak 

period of demand i s t o create also a. corresponding excess and unpro­

ductive capacity i n the periods of low demand, 

(5) One of the p r i n c i p a l f a c t o r s a f f e c t i n g t r a n s p o r t , e s p e c i a l l y road 

t r a n s p o r t , i s the stat e of maintenance and r e p a i r services. The inadequat 

supply of s k i l l e d workmen, equipment and organisation not only raises 

the cost of t r a n s p o r t services t o the consumers, but also induces a 

high replacement r a t e f o r v e h i c l e s . So acute i s t h i s s i t u a t i o n i n the 

Republic of Guinea, t h a t v e h i c l e s , broken-down and abandoned, o f t e n 

present a p i c t u r e of s t a t i o n a r y r a t h e r than moving; t r a f f i c . 
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Certain geographical, p o l i t i c a l and s o c i a l f a c t o r s have played 

an important r o l e i n the e v o l u t i o n of the t r a n s p o r t a t i o n systems. The 

f o l l o w i n g s e c t i o n i s devoted t o a general appraisal of such f a c t o r s , 

and t h e i r e f f e c t on the t r a n s p o r t a t i o n networks i n r e l a t i o n t o 

economic and s o c i a l development i n West A f r i c a , 

Natural f a c t o r s i n the past imposed severe obstacles t o transport 

development but today, w i t h greater technological s k i l l , such f a c t o r s 

are surmountable wherever there i s a r e a l need f o r transport development„ 

The geographical f a c t t h a t West A f r i c a , l i k e the r e s t of the continent, 

i s a plateau region w i t h a narrow coastal p l a i n from which r i s e steep 

slopes, makes the c o n s t r u c t i o n of railways and roads d i f f i c u l t and 

expensive. Consequent t o t h i s topographical d i f f i c u l t y i s the f a c t t h a t 

many streams descend the plateau over rapids and f a l l s t o reach the 

ocean a This physical d i f f i c u l t y i s w e l l demonstrated i n the construction 

and alignment of railways i n S i e r r a Leone, par excellence, where the 

310-mile lo n g government r a i l w a y , w i t h i t s sharp curvature and steep 

gr a d i e n t s , was opened i n stages between 18.99 and 19-16. Added t o these 

problems i s the s c a r c i t y of s u f f i c i e n t b a l l a s t m a t e r i a l and, except i n 

N i g e r i a , the general absence of l o c a l f u e l . Some d i f f i c u l t i e s have now 

p a r t i a l l y been overcome by d i e s e l i z a t i o n which was f i r s t introduced 

i n the Dakar - Niger r a i l w a y . I n short, the topography of the West 

A f r i c a n r e g i o n i s i n i m i c a l t o easy transport development. 
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Climate and v e g e t a t i o n a l f a c t o r s a f f e c t the development of transport 

i n various ways. The problem-is f u r t h e r complicated by the f a c t t h a t since 
most ox the t r a n s p o r t routes have a north-south alignment, they traverse 

the e n t i r e range of climatic and vegetational zones, t o whose vagaries and 

stresses they are subjected. The t r o p i c a l f o r e s t zone, w i t h i t s high 

annual r a i n f a l l of over 150 inches, presents a, formidable obstacle to. 

overland communications. Hence i n p r e - c o l o n i a l days, there v/as l i t t l e 

s o c i a l and economic contact between the populations of the f o r e s t and 

those of the savanna zone. The r a i l w a y s , a f t e r colossal e f f o r t s and 

s a c r i f i c e both i n men and money, broke t h i s i s o l a t i o n , and imprinted an 

i n d e l i b l e mark i n the p o l i t i c a l , s o c i a l and economic landscape of West 

A f r i c a . I n the f o r e s t zone, too, maintenance of l a t e r i t e roads w i t h a 

heavy t r a f f i c volume i s d i f f i c u l t and expensive5 asphalting seems t o be 

the only r e l i a b l e s o l u t i o n * 

I n the savanna zone, the seasonality of the r a i n s also presents 

problems. I n the wet season, r a i n f a l l i s intense and t o r r e n t i a l , f l o o d i n g 

of roads i s a common f e a t u r e and. t h e i r subsequent i m p a s s a b i l i t y a problem 

t h a t a f f e c t s the f l o w of t r a f f i c . I n the dry season, l a t e r i t e roads 

loose t h e i r moisture content and. become dust bowls f i l l e d w i t h corrugations. 

These not only cause wear and t e a r t o vehicles but also create conditions 

i n which accidents are very l i k e l y . Both f a c t o r s cause a high vehicle 

replacement r a t e . 

River t r a f f i c , so dependent on the water l e v e l , i s even more hampered 

by r a i n f a l l regimes. The extreme f l u c t u a t i o n i n water l e v e l between the 

r a i n y and dry seasons makes most West i f r i c a n r i v e r s of l i t t l e importance 
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i n the r e g u l a r movement of passengers and f r e i g h t . T r a f f i c on r i v e r s 

f o l l o w s a rhythmic seasonal p a t t e r n t o avoid periods of low water l e v e l | 

hence r i v e r c r a f t are only e f f e c t i v e l y used f o r a l i m i t e d period i n the 

year. This i s a severe hindrance t o the economic development of areas 

mainly served "by r i v e r t r a n s p o r t 0 When attempts are made t o u t i l i z e the 

r i v e r s despite water l e v e l f l u c t u a t i o n s , several r i v e r c r a f t of varying 

d r a f t come i n t o operation which not only cause a frequent and wasteful 

break of bulk, but also involve severe damage and loss of property. 

This f a c t may e x p l a i n why the Niger has not developed as the main north-

south communication a r t e r y i n F i g e r i a j instead the Kano-Lagos ra i l w a y 

performs t h a t f u n c t i o n , 

A g r i c u l t u r a l and mineral production f o r export have t o an important 

degree influenced the development of communication patterns. This i s 

seen much more i n Ghana where the western railway from SeKon&i t o 

Kurnasi, b u i l t between 1901 and 1903? had i t s o r i g i n a l impetus from mining 

concerns l i k e the i s h a n t i G o l d f i e l d s Corporation. The eastern r a i l w a y 

from Accra., b u i l t i n stages from 1909 and completed t o Kumasi i n 1929? 

was. p r i m a r i l y intended f o r the t r a n s p o r t a t i o n of cocoa t o the ports of 

export. More r e c e n t l y , the need t o e x p l o i t the large deposits of high 

q u a l i t y i r o n ore at Mount Mimba i n L i b e r i a , p r e c i p i t a t e d the cons t r u c t i o n 

of the 200-mile remote c o n t r o l mineral railway from Buchanan on the coast 

t o Mount Himba 0 The F r i a mineral r a i l w a y i n Guinea i s another case i n 

p o i n t . 
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From the s o c i o l o g i c a l p o i n t of view, the demographic p a t t e r n of 
West A f r i c a i s a basic f a c t o r governing transport development. Areas 
of h i g h p o p u l a t i o n d e n s i t y u s u a l l y have a. high t r a n s p o r t network density, 
and t h i s c o r r e l a t i o n comes out c l e a r l y i n the densely populated coastal 
regions. There has also been a r e d i s t r i b u t i o n of population consequent 
on the development of t r a n s p o r t services. From low-income areas with, a 
h i g h population density, labour migrates f o r v a r y i n g periods t o higher-
income areas which are mainly i n the south 0 Such a labour f l u x obtains 
i n the main groundnut producing areas of the savanna where "navetanes" 
or casual labourers, migrate from the poorer areas of Mali and Guinea 
t o work as harvest labourers i n the groundnut farms of Senegal and the 
Gambia. About 350-400,000 migrants, mainly from the Mossi country of 
Upper V o l t a, are i n Ghana, working i n the mines and cocoa farms. 

Communications have been the greatest f a c t o r i n the e v o l u t i o n of 

towns i n the past and the present r a p i d urbanization of coastal regions. 

Many towns grew up on trade routes, Kano, f o r example, because of i t s dual 

r o l e as caravan h a l t and t r a n s f e r p o i n t where goods were transloaded from 

camels t o donkeys or human p o r t e r s , became a large commercial centre. 

I n recent times, the development of the import-export trade, f a c i l i t a t e d 

by railways and roads, has l e d t o great urban concentrations e s p e c i a l l y 

along the coast. 

Apart from a few exceptions l i k e the t r a d i t i o n a l caravan routes, the 

e v o l u t i o n of t r a n s p o r t routes l a r g e l y r e f l e c t s p o l i t i c a l d i v i s i o n s . A 

s a l i e n t p o i n t here i s t h a t n a t u r a l geographical f r o n t i e r s are not 
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coterminous w i t h p o l i t i c a l f r o n t i e r s , hence p o l i t i c a l u n i t s do not 

u s u a l l y coincide w i t h n a t u r a l or economic regions. A f t e r the B e r l i n 

Conference of 1885 established t h a t e f f e c t i v e occupation of a 

t e r r i t o r y was tantamount t o t h a t t e r r i t o r y being recognised as a colony 

of the occupying power, railways were b u i l t t o prove e f f e c t i v e occupation 

and the f a r t h e s t p o i n t reached by the r a i l w a y , o f t e n r e f l e cted the l i m i t 

of m i l i t a r y p e n e t r a t i o n and p o l i t i c a l c o n t r o l . Hence i n many cases, 

railways were established not t o meet a r e a l economic need as happened 

i n Europe, but t o s a t i s f y a p o l i t i c o - g e o g r a p h i c a l motive. Perhaps i n 

t h i s s i n g l e f a c t may be discerned one of the main reasons why most 

railways i n West A f r i c a today are uneconomic. The new p o l i t i c a l 

f r o n t i e r s paid h a r d l y any a t t e n t i o n t o the maintenance of ethnic u n i t s 

or n a t u r a l markets w i t h t h e i r t r a d i t i o n a l trade routes. This d i s r u p t i o n , 

apart from i t s s o c i a l e f f e c t s as exemplified, i n the d i v i s i o n of the 

coastal ICroo t r i b e between S i e r r a Leone and L i b e r i a , has led t o longer 

and more c i r c u i t o u s routes5 a consequence of attempts t o make transport 

networks f i t i n w i t h the new p o l i t i c a l f r o n t i e r s . 

The p o l i c y of r e s t r i c t i n g communications t o the n a t i o n a l t e r r i t o r y 

i n order t o create a n a t i o n a l instead of an i n t e r n a t i o n a l transport 

system, has l e d t o the development of transport routes w i t h i n s u f f i c i e n t 

economic j u s t i f i c a t i o n . Thus the lower "Niger, whose n a t u r a l economic 

h i n t e r l a n d includes the regi o n comprising Mali, Niger and North Cameroon, 

and which i s consequently the n a t u r a l o u t l e t f o r these t e r r i t o r i e s , was 



not used as such; instead, a l l t r a f f i c was directed t o d i s t a n t Dakar, 

Such a c i r c u i t o u s route raises the r e a l cost of t r a n s p o r t and . 

consequently a f f e c t s the r e t a i l p r i c e of imported goods. However, recent 

p o l i t i c a l developments s t r e s s i n g economic cooperation among the various 

s t a t e s , are l i k e l y t o change some of the conditions r e s u l t i n g from 

former p o l i t i c a l d i v i s i o n s . I n t e g r a t i o n of transport networks and c r e a t i o n 

of good i n t e r n a t i o n a l road l i n k s w i t h the i n f i l l i n g of gaps should be 

accorded high p r i o r i t y . I n s h o r t , the c r e a t i o n of a t r u l y i n t e r n a t i o n a l 

t r a n s p o r t system t o meet the immediate and f u t u r e economic and s o c i a l 

needs, i s imperative f o r socio-economic development beyond the narrow 

confines of n a t i o n a l f r o n t i e r s . 

Economic 'Factors 

Although the preceding s e c t i o n has stressed the point t h a t there i s 

hardly any c o r r e l a t i o n between p o l i t i c a l u n i t s and n a t u r a l economic regions, 

the various economic s t r u c t u r e s of West A f r i c a n countries e x h i b i t d e f i n i t e 

s i m i l a r i t y as regards productive a c t i v i t i e s . I n most cases the 

a g r i c u l t u r a l economy i s an unsophisticated type centred on the v i l l a g e , 

p roduction being geared, mainly t o meet the "basic needs of home consumption. 

Thus producing arid consuming areas are generally i n close j u x t a p o s i t i o n . 

Hence, despite the l a c k of s u f f i c i e n t s t a t i s t i c a l data t o support the 

statement, i t can be assumed t h a t the value of l o c a l l y produced and 

consumed f o o d s t u f f s f a r exceeds t h a t of export crops. 

Consequently, movement of goods i n West A f r i c a , except over'very 

short distances, mainly involves export commodities f o r which purpose the 
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communication network was p r i m a r i l y designed. The exchange of goods 

between production zones i s s t i l l i n i t s infancy, except perhaps f o r 

the t r a d i t i o n a l southward movement of c a t t l e and northward movement of 

k o l a nuts. Even here, mechanized transport i s s t i l l l i t t l e used, f o r 

c a t t l e f r e q u e n t l y move on the hoof. The demand of West A f r i c a n i n d u s t r i e s 

f o r t r a n s p o r t services i s s t i l l s l i g h t owing t o both the low l e v e l of 

i n d u s t r i a l i z a t i o n and the l o c a t i o n of i n d u s t r i e s . Most i n d u s t r i e s are 

s i t u a t e d e i t h e r i n p o r t s , palm o i l producing f a c t o r i e s being a case i n 

p o i n t as t h e i r products are mainly exported, or i n the p r i n c i p a l urban 

centres t h a t provide the l a r g e s t and best markets f o r l o c a l l y manufactured 

goods. Transport i s mainly characterized by the bulk haulage of heavy, 

low-grade commodities l i k e cocoa, groundnuts and mineral ores. The 

t r a n s p o r t modes best s u i t e d t o t h i s t r a f f i c are the railways and, 

wherever possible, i n l a n d water t r a n s p o r t . 

I n the post-war years there have occurred some very important 

changes, both q u a l i t a t i v e and q u a n t i t a t i v e , e s p e c i a l l y i n the ra p i d 

adaption of t r a n s p o r t t o the general needs of post-war economic 

development. Apart from the great increase of transport a c t i v i t i e s , 

particu.la.rly at p o r t s , and the systematic modernization of railways i n 

most, and tremendous expansion of road t r a f f i c , i n a l l countries, there 

has also been a r a d i c a l change i n the r e l a t i v e proportions of imports 

and exports. Imports have increased i n volume f a s t e r than exports5 the 

former are also becoming p r o g r e s s i v e l y more diverse than the l a t t e r . 
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The general tr e n d has been t o import more consumer goods of a 

heterogeneous nature, when h i t h e r t o , producer goods dominated. Also the 

i n c i p i e n t stages of t r a n s p o r t s p e c i a l i z a t i o n , p a r t i c u l a r l y i n the form of 

vehicles c a t e r i n g e x c l u s i v e l y f o r passengers or f o r goods, i s a welcome 

fe a t u r e of road services. The days of the pioneer "mammy wagon" w i t h i t s 

miscellaneous load of people, goods and sometimes goats, are d e f i n i t e l y 

y,y coming t o an end* A l l these changes conclusively point t o a progressive 

r i s e i n l i v i n g standards, and a growing d i v e r s i f i c a t i o n of the general 

economy, advancing from the t r a d i t i o n a l subsistence l e v e l t o the 

i n c i p i e n t stages of i n d u s t r i a l i z a t i o n . 

DejftandJ^^ 

Transport as a form of production has i t s p r i n c i p a l f u n c t i o n i n 

extending the market f o r the goods c a r r i e d . I n West A f r i c a , the demand 

f o r t r a n s p o r t services i s a. heterogeneous one, the product sought and 

supplied may be passenger/miles or ton/miles. The t r a d i t i o n a l d i s t i n c t i o n 

between passenger and f r e i g h t t r a n s p o r t i s not as d i s t i n c t i n West Africa, 

as i n most developed countries o Although modern forms of transport are 

f a i r l y common i n West A f r i c a , there s t i l l e x i s t s a c e r t a i n demand f o r the 

t r a d i t i o n a l , unsophisticated modes of t r a n s p o r t , which may be due not t o 

a simple, lack of more modern f a c i l i t i e s , but t o the f a c t t h a t under the 

present stage of economic development, the p r i m i t i v e mode of transport 

p r e f e r r e d , though t e c h n i c a l l y i n e f f i c i e n t , i s not economically so. 
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The railways were the f i r s t modern form of tr a n s p o r t developed and 

the main economic reason f o r t h e i r i n t r o d u c t i o n was t o serve the export 

not the import t r a d e . With primary export production the f r e i g h t offered 

i s .often of a homogeneous nature and rates charged are q u i t e competitive. 

But t r a n s p o r t s e r v i n g the domestic market i s mainly characterised by 

"mixed t r a f f i c " ; t h i s i s due t o the low l e v e l of c a p i t a l i z a t i o n i n i n t e r n a l 

commerce and the consequent r e s u l t of t r a d i n g i n ; s m a l l q u a n t i t i e s of goods. 

Hence the breaking of bulk assumes great importance, and any mode of 

tr a n s p o r t c a t e r i n g f o r t h i s market has t o cope w i t h a demand f o r the 

movement of heterogeneous f r e i g h t i n - s m a l l q u a n t i t i e s . I n short, there 

i s a r e a l demand f o r a combination of passenger/milesr and' f.on/irilles. »This.' 

i s even the case f o r r a i l w a y s , but i t i s much more so f o r roads and inland 

water t r a n s p o r t , where most vehicles c a r r y passengers and goods and only' 

a very small p r o p o r t i o n s p e c i a l i z e i n e i t h e r passenger or goods t r a f f i c . 

Such forms of tr a n s p o r t s t i l l e x i s t i n remote parts of West A f r i c a j 

human porterage w i t h a l l i t s uneconomical i m p l i c a t i o n s i n terms of very 

h i g h rates per u n i t of f r e i g h t , may s t i l l 'be the only form of transport 

a v a i l a b l e . Although human porterage may at times involve the movement of 

cash crops, i t s main use i s i n r e t a . i l trade where the t r a d e r himself does 

the c a r r y i n g of goods. The economic aspects involved i n such r e t a i l trade 

employing head porterage can be simply expressed i n the f o l l o w i n g terms. 
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I n West A f r i c a , there i s a p l e n t i f u l supply of labour, but c a p i t a l i s yery 

scarce. Marketing methods s,re bound t o d i f f e r from those of developed 

countries w i t h ah abundance of c a p i t a l 0 Hence abundant labour supply i s 

sometimes u t i l i s e d i n head porterage t o replace scarce c a p i t a l which 

would have been used t o meet f r e i g h t charges. This t r a n s p o r t mode i s 

thus j u s t i f i a b l e , but the movement of c a t t l e on the hoof, a p r a c t i c e so 

widespread i n West A f r i c a , i s r a t h e r d i f f i c u l t t o accept. Apart from the 

losses t h a t occur, the c a t t l e , worse s t i l l , lose;<asubstantial amount of 

weight and t h i s reduces the p r i c e of the animal when slaughtered. There 

i s a large and u n s a t i s f i e d demand f o r transport of c a t t l e both by r a i l 

and road, which cannot e a s i l y be met by f l y i n g frozen meat from the area 

of production t o t h a t of consumption as has been t r i e d i n countries l i k e 

Upper Y o l t a and I v o r y Coast. 

RaihiYav^ 

These were the f i r s t modern m65& of transport t o penetrate West 

A f r i c a , indeed the e f f e c t i v e a l t e r n a t i v e t o human porterage. Although 

the f i r s t r ailways were b u i l t f o r p o l i t i c a l r a t h e r than commercial reasons 

i n the context of the c o l o n i z a t i o n of A f r i c a , t h e i r i n t r o d u c t i o n , p r o v i d i n g 

a means of t r a n s p o r t i n g 'bulky commodities over long distance at a 

comparatively cheaper r a t e , stimulated cash crop production and mining 

a c t i v i t i e s , mainly f o r export purposes. Most products exported make 

t y p i c a l r a i l w a y f r e i g h t - bulky goods of low u n i t value l i k e palm kernels, 



i r o n ore, bauxite, groundnuts, cocoa and cotton. Thus more goods are 

moved by r a i l than by any other means. The preponderance of rai-lmys i s 

e s p e c i a l l y noticeable i n the export - import t r a f f i c . I n the recent past, 

about J of t h i s trade was c a r r i e d by railways i n former French 'West 

A f r i c a and i t i s f a i r l y common t o f i n d t h a t i n most of-West A f r i c a , f-

of r a i l t r a f f i c concerns f o r e i g n trade while only J; concerns domestic 

trad e . 

Railways i n West A f r i c a comprise abotit 5J500 miles of t r a c k , of 

which &t&fo i s i n former French West A f r i c a . The transport patterns of 

both former French and former B r i t i s h West Africa, show many common 

feat u r e s , f o r despite d i f f e r e n c e s i n population d e n s i t i e s and e x p l o i t a t i o n 

of mineral resources, the t e r r i t o r i e s g enerally export and import s i m i l a r 

commodities. These s i m i l a r i t i e s notwithstanding, the railways of 

former French West A f r i c a and those of former B r i t i s h t e r r i t o r i e s have 

developed i n r a t h e r d i f f e r e n t ways. The transport p a t t e r n on the whole 

displays a gre a t e r degree of coor d i n a t i o n i n former French than i n former 

B r i t i s h West Africa., because French possessions were f a r more of a 

continuous p o l i t i c a l u n i t than the B r i t i s h . The basic aim of the French 

a d m i n i s t r a t i o n was t o l i n k the navigable stretches of the Rivers ITiger and 

Senegal by r a i l w a y s , so as t o secure a through means of communication 

between the producing h i n t e r l a n d s and the exporting ports of the 

At 1 ant i c Co as t . 
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Because' the p o s s i b i l i t y of remunerative t r a f f i c was remote end. the 

need t o b u i l d r a p i d l y was dominant, the railways of French West A f r i c a 

consisted mainly of l i g h t t r a c k s f o l l o w i n g routes chosen f o r p o l i t i c o -

geographical, r a t h e r than topographical or economic reasons. The h u r r i e d 

r a i l w a y constructiomrthrough i n s u f f i c i e n t l y surveyed t e r r i t o r y , together 

w i t h the v i t a l need t o reduce costs, resulted i n steep gradients, acute 

curvature and c i r c u i t o u s t r a c k s . Thus, when the war brought a s u b s t a n t i a l 

increase i n t r a f f i c , the railways were in no p o s i t i o n t o cope w i t h the 

demand. The need f o r modernising the railways became very obvious, and 

the post-war e f f o r t i n r a i l w a y improvement was mainly centred on renewal 

of i n s t a l l a t i o n s and equipment, improvement of operations and extension 

of e x i s t i n g networks. The l a s t however, has been severely l i m i t e d by 

road t r a n s p o r t competition. I n the modernizing opera/tions, d i e s e l i z a t i o n 

has achieved great success, because d i e s e l t r a c t i o n i s more e f f i c i e n t , 

assures comparatively cheaper and more r e l i a b l e services. Returns have 

ha?ever been very modest, mainly because productive resources have not 

been developed simultaneously. 

Unlike former French West A f r i c a where railways o r i g i n a l l y developed 

as a supplement t o the Niger and Senega.! r i v e r networks, those i n the 

B r i t i s h t e r r i t o r i e s were planned separately f o r each colony, w i t h a 

g r e a t e r emphasis on e x p l o i t i n g the ffiaih:. a g r i c u l t u r a l ! and mining areas and 

channeling t h e i r products t o the p o r t s . Although the Nigerian r a i l w a y 

possesses the l a r g e s t t r a c k mileage in.. We s/t A f r i c a (about 1800 m i l e s ) , i t 

i s merely a skeleton system, f o r i t lacks any east-west l i n k i n the south 

of the country. This r a i l w a y , l i k e most ftt- West A f r i c a , was also b u i l t 
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ahead of demand. The western l i n e runs from Lagos through the cocoa 

growing region, toKaduna and on t o Kano, w i t h branch l i n e s t o Kaura ITamoda 

and Maiduguri. I t hastened the commercial production of groundnut and 

the growth of the cotton i n d u s t r i e s , by p r o v i d i n g a new o u t l e t t o the sea 

p o r t s of the south. The eastern r a i l w a y , running from Port Harcourt 

through Bnugu t o Jos, was intended t o f a c i l i t a t e the tapping of t i n 

resources i n the Jos plateau and coal deposits of the Enugu coal seams. 

Like the other r a i l w a y s , the N i g e r i a n r a i l w a y could not cope w i t h the 

increased t r a f f i c brought by the war? t h i s s i t u a t i o n d e t e r i o r a t e d 

p r o g r e s s i v e l y t o produce the o f t e n quoted groundnut bottle-neck at Kano, 

which was due mainly t o shortage of motive power, r o l l i n g stock and inade­

quate maintenance. However, since 1953? the s i t u a t i o n has been improved 

by the a c q u i s i t i o n of d i e s e l engines, the r e l a y i n g of a s u b s t a n t i a l 

mileage of t r a c k and the c t^-ns^orYwatioia of the r a i l w a y from a government 

department t o a p u b l i c c o r p o r a t i o n . 

The Ghana r a i l w a y , a compact, w e l l managed and prosperous system, i s 

the best example i n West A f r i c a of a r a i l m y b u i l t p u r e l y f o r economic 

reasons. This ^l-m±le r a i l my, consists of a western l i n e t h a t runs from 

Takoradi t o Kuraasi and u s u a l l y 'known as the "mineral l i n e " , since i t was 

b u i l t mainly through the i n i t i a t i v e of mining companies i n t e n t on 

e x p l o i t i n g the mineral resources of south-western Ghana. The eastern 

l i n e runs from Accra,, through the cocoa producing region t o Kumasi. On 

the whole, r a p i d economic progress coupled w i t h the development of heavy 

i n d u s t r i e s l i k e aluminium smelting using power from the Y o l t a r i v e r p r o j e c t , 
2 

epitomize the b r i g h t f u t u r e of Ghana's railway. 
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The. Sierra, Leone r a i l w a y i s r a t h e r unusual. Extending f o r only 

227-J- miles eastwards from Freetown t o Pendembu, w i t h an 83 mile branch 

l i n e from Bauya t o Makeni and having a narrow gauge of 2ft, 6 i n s . , i t 

i s not i n f a c t the p r i n c i p a l f r e i g h t c a r r i e r . Against i t s t o t a l of 

64,000 tons i n 1965? the p r i v a t e mineral r a i l w a y of DSLCO hauled about 

2,000,000 tons of i r o n ore. Except f o r 194I-42, when i t made Le 96,000 

p r o f i t , the Sierra. Leone r a i l w a y has always operated at a vexing loss 

from 1899 "to the present, and now i t i s the impotent v i c t i m of increasing 

road competition. I n Sierra, Leone, the usual defects of West A f r i c a n 

railways are seen i n t h e i r accentuated forms devious routes, steep 

gradients, low capacity unable t o meet increased t r a f f i c during the war, 

but above a l l , an ageing and unsuitable in f r a , and super-structure t o 

meet the demands of a developing n a t i o n . 

I n assessing the va.lue of railways as a medium of development, one 

has t o consider whether the supply of railways and a n c i l l a r y services 

i s s u f f i c i e n t t o meet both the actual and l a t e n t demand. I f railways 

ought t o increa.se t h e i r capacity, i t has t o be decided whether the 

increase should be i n extensions or merely i n improving equipment and 

operating methods. On the question of railway extension, there i s a 

school of thought whose contention i s t h a t the rail w a y age i s over and 

expansion must now be d i r e c t e d t o the roads. From the point of view of 

tra n s p o r t i n r e l a t i o n t o socio-economic development, the above contention 

does not seem t o be j u s t i f i e d . Most railways I n West A f r i c a now have 

enough capacity t o meet actual demand?, t h i s , however, d e f i n i t e l y excludes 

the S i e r r a Leone r a i l w a y where capacity i s snort of actual demand.J 
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However, there i s good reason t o believe that r a i l w a y expansion i n order 

t o s t i m u l a t e and hasten primary production and i n d u s t r i a l development, 

i s s t i l l an economic^necessity. This i s v/ell exemplified i n N i g e r i a 

where the recent extension of the r a i l w a y t o Maiduguri, f a c i l i t a t e d by a, 

£10 m i l l i o n loan from the I n t e r n a t i o n a l Bank, w i l l now provide f a c i l i t i e s 

f o r e x p l o i t i n g the a g r i c u l t u r a l resources of Bornu Province. Economic 

i n t e g r a t i o n amoung the various sovereign states must of necessity involve 

r a i l w a y extension i f , as the f o u r countries of the proposed "Free Trade 

Area" comprising Guinea,, S i e r r a Leone, L i b e r i a and I v o r y Coast, have i n 

mind, i n d u s t r i a l complexes are t o be created. 

One important post-war f e a t u r e i n West A f r i c a n t r a n s p o r t has been 

the r a p i d growth of motor t r a f f i c on the highways, a phenomenon refhcted 

i n increased road b u i l d i n g . Unlike the railways, where governments are 

mainly responsible f o r t h e i r operation, the road t r a n s p o r t i n d u s t r y 

l a r g e l y f a l l s i n the p r i v a t e sector of the economy. The haulage business 

i s conducted by small f i r m s and i n d i v i d u a l s , because the demand f o r 

road, services i s d i f f u s e d and there i s as yet very l i t t l e advantage t o 

be gained from large scale operations. I n former B r i t i s h West A f r i c a , 

where most of the owners are A f r i c a n s , the c a p i t a l required t o go i n t o 

business comes l a r g e l y from an unorganized and imperfect market f o r 

c a p i t a l represented by the extended f a m i l y and k i n s h i p group. Hence 

the ownership of commercial vehicles often tends t o be c o l l e c t i v e , 

r a t h e r than individual«^ 
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load, transport i s characterised by mobility, f l e x i b i l i t y , use of 

small transport u n i t s , adaptability to varying needs and frequency of 

services. These ad.vantages have not only given i t an immense competitive 

force, but have also ma.de i t a more effective medium i n creating economic 

integration and expanding the domestic market* A l l these factors have led 

to the rapid development of the motor transport industry. Because West 

Africa i s s t i l l r e l a t i v e l y under-developed, the motor transport industry 

has not yet evolved into specialised sections? most of the vehicles are 

engaged i n moving a wide variety of goods i n conjunction with passengers« 

A b r i e f h i s t o r i c a l .sketch of road development reveals that, i n the 

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

largely dry-weather tracks frequently obstructed by slow and often 

unreliable f e r r i e s . The earliest roads were designed to act as feeders 

to the railway systems and to provide direct l i n k s between important 

urban centres as was the case i n Nigeria, These e a r l i e r roads have today 

developed into the main trunic roads. Secondary and t e r t i a r y roads are 

l a t e r developments and mainly serve provincial and local needs, or, i n 

the case of t e r t i a r y roads, act as feeders to the main trunk road system. 

In the post-war period, most countries embarked on a consistent road 

development policy with greater emphasis l a i d on improving the existing 

road network, especially the construction of bridges to replace the slow 

f e r r i e s that once plied the r i v e r s . Mich more recently, road development 

policy has been geared to the establishment of new road links and putt rag 

a tarmac surface on the mag or highways. At the moment of writing, road 

construction is s t i l l i n the p r i o r i t y l i s t of economic and social development 
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i n most countries, with much attention given to f i r s t class roads that 

w i l l l i n k the various countries, and perhaps give an element of r e a l i t y 

to the much discussed p o l i t i c a l and economic cooperation i n West Africa. 

The motorization of road transport has l i k e Yds e proceeded rapidly 

but the increase has not led t o a substantial rise i n transport special­

iz a t i o n . Heavy trucks are s t i l l not common and, most long distance 

t r a f f i c i s carried i n trucks of no more than 5-ton capacity whereas 12-ton 

diesel trucks would obviously be more economical0 However, an encouraging 

trend i s the growing proportion of passenger vehicles and vans i n the 

t o t a l number of the vehicle population, pointing to the gradual displacement 

of "mixed transport". 

Road, transport has been one of the most s t r i k i n g features of post­

war economic development i n West Africa,, Despite t h i s impressive progress, 

i t cannot be pretended that any West .African country as yet possesses a 

viable highway system adequate to i t s needs. The short average l i f e of 

vehicles, i n particular commercial vehicles, i s an indication of defective 

and sub-standard highway systems. I n Nigeria, as i n most parts of 

West Africa, the entire vehicle stock i s replaced about every four years. 

The annual rate of increase of vehicles i n West Africa i s very highs 

12$ f o r Ghana and l i g e r i a , about 18$ f o r Sierra Leone. There i s an 

obvious need f o r a system of secondary roads to serve the domestic 

marl©ts, but these, l i k e trunk roads, must be constructed to higher 

standards so as to increase the l i f e span of vehicles using them. 
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Present trends seem to indicate that, as the roads improve, t r a f f i c 

density rises and heavier vehicles appear, making road improvement a 

necessarily continuous process• With the general rise i n road building 

costs resulting from greater mechanization and wage increases, however, 

li m i t e d finances may s t i l l lead to unsatisfactory road building standards, 

Conlinerc i al Air Trojisport 

Air transport i s , i n essence, a post-war development and being 

characterised by grea/b speed, should be of immense importance^ i n such 

a big region not only f o r maintaining links with the rest of the world, 

but also f o r serving the domestic transport needs. Furthermore, a i r 

services have the great technical advantage of not being seriously affected 

by changing weather conditions. Whereas road transport i n particular and 

railways to a. sl i g h t degree, are often interrupted by the rainy season, 

and r i v e r transport i s p a r t i a l l y immobilized i n the dry season, a i r 

transport can continue t o serve areas that would otherwise be cut off 

from the rest of the country. Thus a i r transport holds a great potential 

f o r West Africa but, at present, actual demand i s severely restricted 

by cost. I n i t i a l l y , a i r transport v/as developed i n the form of two 

big organizations with West African Airways serving the former B r i t i s h 

t e r r i t o r i e s , and Union Aeromaritime de Transport (lIAT), serving the 

"Francophone terr i t o r i e s , . But with the attainment of independence by the 

various countries, West African Airways disintegrated into small high 

cost micro-air lines^ whose establishment was based more on national 
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prestige than on economic reason. This splintering process also took 
place i n former French West Africa, resulting i n tie creation of small 
national a i r lines with Air Afrique being the only exception. I f air­
transport had been allowed to continue i n the former big units, large 
scale operations would have led to-real financial p r o f i t s end perhaps to 
much more e f f i c i e n t services, but the present p r o l i f e r a t i o n of national 
a i r lines leads t o an uneconomic duplication of services and surplus 
capacity, Air transport i s very necessary to West Africa, but i t is 

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

i 

; make i t self-supporting instead of depending, as the a i r lines do at 

present, on government subsidy. Here i s a unique situation where 

: economic reasons demand regional cooperation and the creation of one 

or two big a i r l i n e s , as i n the past, to serve the entire region of 

West Africa, 
i 
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IlTLMl) "imii TRANSPORT 

GeneJe al 0 on s i de r a t i ons 

Freetovsa, the capi ta l c i t y , possesses the best natural harbour along 

the coast of Y,est Africa* .Io other harbour has so lara.e s i area of safe 

anchorage or such ease of entrance f o r ships of any d r a f t . Sierra Leone? 

however, i s not eorrespondinly well endowed with inland waterways. There 

are no large and important r ivers comparable to the Kiiger3 Senegal, Volt a 

or the Gambia which could r i g h t l y be considored major transnort routes for 

the movement o£ goods or passengers i n larae quant i t ies . A l l the inland 

waterways are comparatively small5 nevertheless they carry an appreciable 

volume of t r a f f i c when hiah flows and t i d a l e f fec t s are sa t is fac tory to 

navigation. Data on inland and coastal waterways t r a f f i c are e i ther 

incomplete or non-existent. Even to arrive at re l iable estimates i s 

d i f f i c u l t since t r a f f i c i s moved by private ind iv idua l boat owners whose 

operations are neither scheduled nor recorded. 

The r ivers of Sierra Leone reneral ly f low from the north-east to 

south-west to empty i n to the At lant ic Ocean (? ig . J . l ) . Six out of the 

seven larger r ivers have t he i r watersheds outside Sierra Leone as can be 

seen i n Table y0l 

TABLE 3.1 MAJOR RIVERS AMD THEIR WATERSHED AREAS 

R i v e r Area of Watershed 
Great S c a r c i e s 900 sq. miles 
L i t t l e S c a r c i e s 4,970 » 

Rokel ' 4,100 i { 

T a i a or Jong 2,900 » 

Sewa 5,460 " 

*Moa 3,500 " 
Mano , olO " 

A f t e r T r a n s p o r t a t i o n C o n s u l t a n t s 1963 Washing/ton 
* Major r i v e r with e n t i r e catchement area w i t h i n S i e r r a Leone. 
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Inland and Coastal Waterways 
Documentary evidence..to show the volume of water'borne t r a f f i c and the 

extent of which use i s ma.de of the waterways? i s extremely scanty. 

Observation, however, leaves l i t t l e doubt as to the appreciable volume 

of sucky t r a f f i c and the potential f o r further development. Although 

there has been no accepted concensus of opinion as to the t o t a l mileage 

of waterways navigable by small boats - Cox-George estimates 680 miles 

while a team of Transportation consultants down-grades th i s to 400 miles" -

i t i s highly probable that the t o t a l length i s i n the region of 500 miles. 

Water transport has the a t t r a c t i o n of cheapness compared to other modes 

and must therefore be given high p r i o r i t y ^development plans^ especially 

i n areas l i k e Bonthe D i s t r i c t where government i s concentrating mechanized 

rice c u l t i v a t i o n . Further, many centres of population are nearer to one 

another by water than by road and t h i s geographical fact would be of 

great advantage i n the movement of freight and passengers i f water 

transport were modernised. 

An attempt w i l l now be made to treat individual waterways sta r t i n g 

from the north and moving progressively southward* 

The Scarcies System; 

This comprises two r i v e r s ; the Great Scarcies or Kolente which forms 

the north-west f r o n t i e r with Guinea and the L i t t l e Scarcies or Kabba 

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

River to the Scarcies estuary has navigational aids i n the form of four 

bouys. Because of the bar at the entrance to t h i s channel, navigation i s 

re s t r i c t e d only to periods of high t i d e . Beyond the bar, there i s 

http://ma.de


47 

s u f f i c i e n t water depth i n the Great Scarcies as far as the inland port 

of Kambia. Beyond KamMa, which i s the head of navigation, there are a 

series of rocks i n the r i v e r bed which impede movement further upstream... 

The distance from Freetown to Kambia by way of the Great Scarcies i s 

56 miles. .With the help of the proper ti d e , a l l year round navigation i s 

also possible on the L i t t l e .Scarcies as far as Mange, the head of 

navigation. The distance from Freetown to t h i s inland port i s a mere 

48 miles. 

The Sierra Leone River Systems 

The Sierra Leone r i v e r provides the excellent deep-water harbour at 

Freetown in t o which the Port Loko creek and Rokel r i v e r flow. Part of 

thi s channel i s frequently dredged by DELCO to enable t h e i r iron ore 

ships to s a i l as fa r as the mineral port of Pepelo Beyond th i s port, 

the channel i s not dredged, but navigation using the right t i d e , i s 

possible as f a r as Port Loko, a distance of 33 miles from Freetown on the 

Port Loko creek 0 On the Rokel, navigation i s possible up to Magbile, 

a very important trading port i n the 13th century. 

The Central Systems 

Moving down the coast from Freetown, there are no important water­

ways u n t i l the Sherbro r i v e r system i s reached. The rivers of the Central 

system consist of the E i b i , Bumpe and Kagboro. They are small rivers 

subject to marked seasonal variations inwater level which severely 

r e s t r i c t s t h e i r usefulness as regular communication arteries. Although 

a l l three rivers may be navigable i n t h e i r lower reaches, especially i n 

the rainy season, there i s , however, no evidence to suggest that any of 
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them carry a significant volume of waterborne t r a f f i c . 
The Sherbro River Bystems 

This provides the largest r i v e r system i n Sierra Leone and consists 

of the Sherbro i t s e l f , the Bagru, the Tejo creek, the Jong, the Sewa, the 

Waanje and other smaller channels. An interesting feature of these rivers 

i s that they are a l l linked up by intracoastal channels prominent among 

which i s the Kittam. Ultimately they a l l empty into the Sherbro r i v e r 

and hence have a direct l i n k with the port of Bonthe which i s located on 

Sherbro island. The Sherbro r i v e r i t s e l f , u n t i l recent years, provided 

a. deep channel t o the port of Bonthe. Due to s i l t deposition and shifting 

sand as well as the general increase i n the size of oceangoing vessels, 

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

9 miles downstream and depend on ligh t e r s for loading and unloading. 

Unlike the Scarcies or Sierra Leone r i v e r systems, the Sherbro and i t s 

associated channels, especially south of Bonthe island, have very few 

coastal ports. This may be due to the straight and sand reefed coast 

backed by d i f f i c u l t t i d a l lands. This coastal characteristic imposes a 

severe l i m i t a t i o n to the development of ports. Hence the great premium 

that was placed on the port of Bonthe i n the early development of trade5 

f o r i t served not only a wide hinterland but also an extensive coastal 

area where port development was then impossible. The t o t a l mileage of 

year-round navigable waterways i n the Sherbro system i s approximately 

140 mileso 



The Southern River Systems 

This system which comprises the Moa and Mano ri v e r s , i s not usually 

treated as a separate entity? i t i s normally integrated into the Sherbro 

r i v e r system. The reasons f o r doing t h i s seem dubious* I t i s highly 

probable that previous writers l i k e the .American Transportation 

Consultants, have found i t easier simply to merge the two systems into an 

a l l embracing Sherbro r i v e r system,^ Detailed study of the Moa and Mano 

riv e r s reveals that these two, because of the i r peculiar characteristics, 

constitute a different r i v e r system from that of the Sherbro. Primarily 

both rivers do not l i n k up with the port of Bonthe by intracoastal channels. 

They empty d i r e c t l y into the Atlantic Ocean and have coastal ports 

prominent among which i s Sulima, once a flourishing and important commercial 

centre. Merchandise coming from the hinterland of these rivers did not 

usually go to Bonthej instead i t moved down to Sulima. 

I t i s extremely doubtful whether, prior to European contact with 

coastal Sierra Leone, r i v e r transport was of any great significance to 

the indigenous people. Movement of small craft up and down the navigable 

stretches of waterways involved only a limited amount of t r a f f i c and short 

distances serving r e s t r i c t e d hinterlands. The technological backwardness 

of the society, with an economy fragmented into s e l f - s u f f i c i e n t units, 

was neither conducive to regional specialization i n production nor to the 

development of internal markets. Even though navigable rivers existed to 

handle large volumes of t r a f f i c , yet the lack of demand, due to the 

isolated nature of the economy, mi l i t a t e d against t h e i r functioning as a. 



bulk transport medium. Such was the position of water transport when 
European traders f i r s t made contact with coastal Sierra Leone i n the 

f i r s t decade of the 16th Century, Their presence opened new vistas of 

trade especially the exportation of slaves and local producef i t further 

exploited the African market f o r the sale of European manufactured goods, 

Tra.de at t h i s stage was simply i n the form of barter or i n "iron bars" 

which l a t e r became a conventional unit of currency. ̂  For the f i r s t time, 

r i v e r transport began to play a significant role i n the economy. 

•As i n Ghana and Migeria, water transport was now pioneering the 

opening up of trade and commercial enterprise. From th i s period right 

on to the railway era of the early 20th century, waterways provided the 

only medium f o r bulk transportation. The early pha.se was characterized by 

a p r o l i f e r a t i o n of small and scattered ports to which a l l the trade was 

channeled. These settlements, most of which existed or developed i n the 

19th century, were populated mainly by indigenous people around a 

European trading station or factory as they were commonly known. Many of 

the people served as middlemen i n the commercial structure. Penetra/bion 

li n e s , i n the form of regularly-used tracks to the i n t e r i o r , were poorly 

developed and sometimes dangerous due t o the a c t i v i t i e s of the "robber 

barons" of the i n t e r i o r . Because of the characteristics of the rivers, f a l l 

l i n e towns, 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 B r i t i s h penetration 

in t o the hinterland began. 

http://Tra.de
http://pha.se
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Despite the large iiumfoer ox ports, not a l l were significant nodal 

points for commerce. Among the coastal ports, Freetown, £ar_̂ xcelleiiĉ ^ 

held a dominant position, followed by Bonthe, Mano Sa l i j a and Sulimaj while 

with the r i v e r ports, Magbile and Port Loko were most important. The 

remaining ports were functionally subservient to those just mentioned. 

Port f a c i l i t i e s even i n Freetown and Bonthe were inadequate5 the crude 

wharves and j e t t i e s were i n s u f f i c i e n t to handle e f f e c t i v e l y the large 

volume of waterborne t r a f f i c and many boats had to load and unload from 

the r i v e r banks* This imposed a high rate of loss on freight and i t 

was not uncommon f o r a boat, caught i n a, low t i d e , to settle f i r m l y i n 

the mud. Trade was not organized and the colonial government showed 

l i t t l e interest i n the development of water transport, hence the 

i n e f f i c i e n t nature of the industry. 

Before dealing with the various trade commodities of t h i s early period 

i t i s necessary to investigate the structure of the trade routes as shown 

i n Fig. 3.2. There were two important highway types? the overland 

caravan route and the navigable waterway. Although the two should be 

regarded as a functionally integrated transport system, i t cannot 

however be described as a networks, fo r the trade routes hardly possessed 

any l a t e r a l connections. 

I n the 1890s, Governor Cardew, i n his e f f o r t to f i n d an economic 

r a i l route for Sierra Leone, delimited the following trade routes of the 

Protectorates 

1. "From Falaba by Bafodeya or Koindadugu through Kahrena or 
Bumban thence t o Port Lokkoh. 



2. From Matotoka, tapping the Kun i k i and Sanda Lokko c o u n t r i e s 
thence by road to Benkia on the Rokelle R i v e r where the 
produce i s loaded i n small canoes and transported to Magbile 
and thence transhipped i n l a r g e r ones to Freetown. 

3. From Mongeri through Senehun to Freetown. 
4. From the Upper Mendi D i s t r i c t s to Mafweh, Pujehun and 

Bandasuma r e s p e c t i v e l y , thence by waterways to Bonthe, 
Lavana Sulima and Mano S a l i j a . " 

The effect of these routes was t o divide the country Into geographically 

isolated regions with hardly any economic interrelationships. Each 

region's trade was usually r e s t r i c t e d to i t s particular trade route. Com­

mercial t r a f f i c showed l i t t l e diversity? trade goods consisted mainly of 

slaves, gold, ivory and a g r i c u l t u r a l produce on the down t r a f f i c while 

European manufactured goods dominated the reverse flow towards the 

i n t e r i o r . 

The primary impetus to the effective s e t t l i n g of the port areas and 

the increased u t i l i z a t i o n of water transport, was without doubt, the 

slave trade. The establishment of a European trading factory at any of 

the ports was usually tip- result of a b i l a t e r a l agreement between the 

local r u l e r and the European traders. Richard Smith, a certain English 

trader i n the Sherbro.area, stated i n one of his letters? 

"That a l l European traders had to pay specified dues to the 
r u l e r whose country they traded in!,,° 
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Such payment procured the r i g h t to trade and protection f o r the person 

and property of the trader. However, when the chieftaincy was vacant, 

the agreement was usually not honoured5 for the several contesting petty 

chieftains began demanding dues which.the traders were reluctant to pay* 

This led to looting of factories and the traders re t a l i a t e d by kidnapping 

some of the tribesmen and s e l l i n g them to slave ships as compensation f o r 

t h e i r loss. The general state of insecurity that usually accompanied such 

acts at the trading ports was only normalized when one of the disputants 

emerged as supreme r u l e r . 

The tra.de i n slaves had the economic advantage of dealing i n 

commodities that could transport themselves to the trading ports. This 

saving i n transport cost tended to extend the scope of the traxle far 

beyond the immediate hinterlands of navigable waterways5 and the 

p r o f i t a b i l i t y margin was hardly re s t r i c t e d by distance from ports. I t • 

showed no marked seasonal variation; the only noticeable fluctuation i n 

commodity flow was due to the vicissitudes of i n t e r t r i b a l warfare, the 

most important source of supply. Unlike the l a t e r traxle in ;.agricultural 

produce, the commercial structure of the slave trade had l i t t l e use f o r 

middlemen, for African slave dealers brought t h e i r war prisoners to the 

trading posts and transacted business d i r e c t l y with the European slavers. 

As demand, f o r cheap slave labour to work the plantations of the Few World 

and the West Indies increased, the trade i n Sierra, Leone expanded to 

meet the r i s i n g demand and to reap the maximum benefits. The intensive 

and extensive t r a f f i c i n human beings stimulated and sustained many social 

and economic patterns i n Sierra Leone; foremost was the general prosperity 

http://tra.de
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i t brought to slave dealers and the great influence i t exerted i n 

concentrating early urban development i n the coastal areas. 

Trade j^^J^8^Ll^^3£9, 

The cessation of slavery resulted in^, much more effective exploitation 

of primary produce. Because the new trade commodities were mainly low-value 

goods, resource exploitation inevitably showed a geographical concentration 

i n the immediate hinterlands of ports. (Fig. 3»3)« Hence the p r o f i t a b i l i t y 

of exploiting timber and palm kernels was severely limited by distance 

from navigable waterways. On the other hand, commodities l i k e gold, 

ivory, rubber and gum, with a high value/weight ratio,- could stand the 

heavy costs of head porterage and the areas of profitable exploitation 

extended f a r beyond the d i s t r i c t s with easy access to navigable waterways. 

The pattern of trade i n t h i s period was characterized by the caravan 

t r a d i t i o n . The producers usually organised themselves into caravans to 

transport t h e i r produce to the coastal trading factories. Most of the 

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

an extended family. A second channel was provided by itinerant traders 

who began each.trade season with a stock of barter merchandise brought 

from the coasto They traversed the producing areas exchanging t h e i r 

stock either f o r money or for local produce which they sent back to the 

coa.st. 

Although, tra.de was mainly i n the form of a simple exchange between 

local produce and European manufactured goods, some of which, as stated 

http://tra.de
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by D.P. Pereira,, the Portuguese captain, 

"consisted of brass b r a c e l e t s , basins, bloodstones, red c l o t h , 
l i n e n , c o t t o n c l o t h , g i n , s a l t and matchets'V ̂  

there was a c e r t a i n amount of more d i r e c t trade between the European 

merchants and the indigenous producers* Most of the t r a d i n g concerns, 

e s p e c i a l l y the S i e r r a Leone Company, created an e f f i c i e n t system of 

commercial middlemen through whose hands the bulk of the trade passedo 

Such a commercial s t r u c t u r e provided unique employment op p o r t u n i t i e s 

for the comparatively sophisticated Liberated Africans, who saw easy 

p r o f i t i n trade compared t o the laborious t o i l of a g r i c u l t u r e on an 

i n d i f f e r e n t s o i l , and t h i s quickly stimulated t h e i r propensity to commercial 

e n t e r p r i s e . With the establishment and consolidation of t h i s new commercial 

s t r u c t u r e , a, survey of the t r a f f i c revealed t h a t the range of goods ca r r i e d 

was q u i t e small, but when the i n d i v i d u a l commodities, involved are considered 

separately,.a d e f i n i t e p a t t e r n , which i s t o a large extent connected with 

the type of transport used i n each case, can be i d e n t i f i e d . With the 

rudimentary t r a n s p o r t system, the cost of c r e a t i n g place u t i l i t y for 

commodities was u s u a l l y high. These fa c t o r s had the e f f e c t of producing 

a s p a t i a l d i s t r i b u t i o n of t r a f f i c inwhich high value goods were dominant 

among the commodities c a r r i e d on the overland sections of trade routes, 

while the movement of low-value goods was largely r e s t r i c t e d to navigable 

waterways and t h e i r immediate h i n t e r l a n d s . I n short the p r o p o r t i o n of low 

value commodities i n the t o t a l t r a f f i c decreased w i t h distance from p o r t s , 

while that of high value goods tended to increase. As can be seen i n F i g . 3.3 
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a l l t r a f f i c on the overland trade routes g r a v i t a t e d t o the ports whore i t 

was c o l l e c t e d f o r transhipment„ From the northern ravers moot o f the t r a f f i c 
A 

rent t o too major p o r t of Freetown t o he f i l i a l l y exported to overseas 

markets. On the sen i l i s m trade router,, the por t o f Bonihe duplicated tiro 

export f u n c t i o n of Freetown 5 the ocean, ports o f La^ana, Suiima, end V,cno-

Sali;ja ? thoirph engaged i n d i r e c t import ond export commerce, aero 

f u n c t i o n a l l y " subservient t o bonthe. The amove i n t e g r a t i o n o f o v e r l a i d routes 

and abator ways to provide continuous trade channels= rade ports not simple 

t e r m i n a l points f o r water t r a n s p o r t , hut i n true perspective, import a i t 

a r t e r i a l nodes i n too e n t i r e t r a n s p o r t system.,, 

The s o c i a l end p o l i t i c a l consequences of trade at t h i s period, were 

immense; and on-;:-) outstanding; feature was the i n s t a b i l i t y i t i n e v i t a b l y 

imposed, upon the country,, The proving trade i n a y r i c u i t i i r a i pro'hice i n 

the f i r s t quarter of the l;)th. century , brought a i n dor area w i t h i n fho 

colony's e conomi o sphere ana even encouraged c h i e f s t o engage d i r e c t l y 

i n trade„ Chiefs vho c o n t r o l l e d heads of navigation where traders con--:reputed 

:prew r i c h from, rents and r a t i o s , The i n t e r i o r c h i e f s , 'because of t h e i r 

l o c a t i o n beyond heads of n a v i g a t i o n , could n e i t h e r crap-ay p r o f i t a b l y i n 

trade nor benefit from rents as did the coastal c h i e f s . Often the i n t e r i o r 

c h i e f s invaded the coastal areas t o gain c o n t r o l of the ports and hence ? tra.de, 

instead, of stopping weal are , oft e n provoked i t e Such wars h.ave often been 

describee, as i n t e r t r i b a l wars ? "but i n r e a l i t y , thop acre soma .ay- trade wars 

i n v o l v i n g i n d i v i d u a l c h i e f s and t h e i r peoples r a t h e r than t r i b e s . Their 

o b j e c t i v e s were p r i m a r i l y economic,, For e:aamole, the owner shin o f the wharf 
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at Mafwe, which s i x d i f f e r e n t c h i e f s had claimed, led t o a war that 

raged s p o r a d i c a l l y f o r ten years. Likewise the Sherbro, lende ? Teme end 

Gallinas wars of tbj.s period had a common source i n disputes ever the 

ownership of p o r t s , 

B r i t i s h p o l i c y , despite the obvious d i s r u p t i o n of trade oy these 

wars , was mediatory a i d ineffectual„ I t i s believed t h a t , had the 

c o l o n i a l a d m i n i s t r a t i o n despatched forces t o pr o t e c t the r i v e r ports as 

was o f t e n advocated by the t r a d e r s , the frequent d i s r u p t i o n of water 

transport end. the consequent cessation of trade would have 'been 

n&ninrised. However i t was a long time before the c o l o n i a l a u t h o r i t i e s 

r e a l i z e d t h a t , v- i f trade through, the r i v e r ports was to expand, m i l i t a r y 

p r o t e c t i o n was necessary. 

Water Transport Today 

Unlike the r a i l w a y and road tr a n s p o r t i n d u s t r i e s , water transport has 

never been a d i r e c t state concern5 hence i t has always lacked the necessary 

f i n a n c i a l investment t o improve, modernize and be competitive 8 I t has 

lapped behind the r a p i d economic and technological changes tha t are taking, 

place i n the e n t i r e t r a n s p o r t i n d u s t r y aid consequently, i s n e i t h e r 

c o n t r i b u t i n g s u b s t a n t i a l l y t o , nor b e n e f i t i n g from, the economic and s o c i a l 

progress of the country. The tr e n d of decline, p r e c i p i t a t e d by the 

coming of the state-owned r a i l w a y , i s general i n a l l the r i v e r s , aid I t 

i s only the Soercios, S i e r r a Leone and Sherbro r i v e r systems t h a t are 

today of any economic s i g n i f i c a n c e 0 I t must be stated that the decline 

i n water t r a n s p o r t i s not a p e c u l i a r i t y of S i e r r a Leone5 i t i s also 
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noticeable i n many west African c o u n t r i e s . The basic causes are s i m i l a r ; 

water t r a n s p o r t i s i n e f f i c i e n t and uncompetitive. Before the r a i l w a y 

era, the i n d u s t r y v i r t u a l l y monopolized the commercial movement of 

f r e i g h t and passengers, but the i n t r o d u c t i o n of the more e f f i c i e n t and 

economic r a i l t r a n s p o r t d i v e r t e d most of the bulky low-value f r e i g h t 

t r a f f i c t o the railway and l e f t water transport a depressed i n d u s t r y . 

I n Sierra- Leone, because the railway traversed t e r r i t o r y n o r t h of the 

heads of n a v i g a t i o n , water t r a n s p o r t s t i l l had s u b s t a n t i a l t r a f f i c i n 

c o a s t a l - o r i e n t e d regions5 however the immediate post-war development 

of road transport with i t s unique f l e x i b i l i t y , has introduced severe 

competition even i n these coastal areas and i s attracting away the bulk 

of the t r a f f i c from the comparatively cheaper water t r a n s p o r t . 

T r a f f i c Flow P a t t e r n ; 

Several f a c t o r s have interacted t o produce the present pattern of 

t r a f f i c movement, p r i m a r i l y the l o c a t i o n of some of the best a g r i c u l t u r a l 

lands i n the lower reaches of r i v e r s l e d t o the e a r l y u t i l i z a t i o n of 

water t r a n s p o r t i n the movement of a g r i c u l t u r a l produce. Intensive 

r i c e c u l t i v a t i o n , centred, on the seasonally flooded swamplands of the 

Lower Scarcies, have f o s t e r e d the growth of r i v e r ports l i k e Rokupr, 

Kychom, K a s i r i and Mambolo - a l l below the head of n a v i g a t i o n at Eambia -

i n t o centres of commercial exchange. From tie se r i v e r p o r t s , r i c e and 

other produce move down t o Freetown i n medium-sized launches which 

carry a r e t u r n - f r e i g h t of mainly imported goods, f o r d i s t r i b u t i o n i n 
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the densely populated Scareles region. I n the Upper Scareies, palm 
k e r n e l and palm-oil industries assume major significance, and the r i v e r 
ports of Kambia and Mange are the important co l l e c t i n g centres from 
where the commodities are exported t o Freetown. 

I n the S i e r r a Leone r i v e r and Port Loko creek, r i c e c u l t i v a t i o n i s 

on a small scale and l i m i t e d t o the adjacent lands of the lower r i v e r 

reaches, but the o i l palm i n d u s t r y i s more important and has a wider 

d i s t r i b u t i o n . Large consignments of palm kernels t r a v e l from here t o . 

Freetown i n launches and Bui lorn boats. The r e a l economic s i g n i f i c a n c e 

of the Bui lorn region l i e s i n the great v a r i e t y of f o o d s t u f f s t h a t i s 

produced and r e g u l a r l y shipped to the markets of Freetown, (Fig. 3.4)„ 

I n the movement of t h i s t r a f f i c , the p l a n k - b u i l t Bui lorn boat i s dominant« 

I n the mornings the boats use the 'down r i v e r ' breeze t o s a i l t o King 

Jimmy wharf i n Freetown and i n the afternoon between 3°30 pvm. and 4°15 p. 
take advantage of the "up r i v e r " breeze t o s a i l t o the Bullorn shore. 

This important trade i n perishable f o o d s t u f f s i s t i g h t l y geared t o the 

regular market days of Tuesday, Thursday, and Saturday and t h i s alternate 

rhythm regulates the f l o w of Builorn t r a f f i c . 

T r a f f i c I n the Sherbro r i v e r system i s focussed mainly on the 

i s l a n d p o r t of Bonthe, which i s the main re c e i v i n g p o r t f o r the Sherbro 

hinterland area. From the inland ports of Surabuya, Mattru, and Gbundapi, 

r i c e , palm kernels and piassava (also from the Pujehun District-! move on 

to Bonthe for transhipment to cargo boats (palm kernels and piassava) or 
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t o launches ( r i c e ) f o r export t o Europe and. Freetown r e s p e c t i v e l y . For 

r e t u r n load the launches and boats take back imported goods t o the r i v e r 

port towns f o r d i s t r i b u t i o n i n t h e i r respective hinterlands* 

Mineral Ore_ t r a f f i c s 

Water t r a n s p o r t i s today of v i t a l importance t o the exploitation 

of the bulky low-value minerals of iron, ore, bauxite and r u t i l e 0 For the 

export of these ores, two sp e c i a l i z e d p o r t s , Pepel and H i t i have been 

constructed on Pepel i s l a n d i n the S i e r r a Leone River and on DTiti 

I s l a n d i n the G-bangbaia creek., ( F i g . 3*5). 'She Port of Pepel, owned by 

DELCO, i s l i n k e d with the iron--ore mines at Marampa by a 52-mile, 3ft. 6ins. 
gauge mineral railways both port and railway were improved i n I964 t o 
cope w i t h increased production at the mines. From the M i l t o n Margai 

Pier at Pepel, ships are mechanically loaded at the r a t e of 2,750 tons 
per hour. From Pepel, the ore ships negotiate the S i e r r a Leone r i v e r 

channel, bypass the main p o r t of Freetown and move d i r e c t t o the great 

i r o n and s t e e l m i l l s of England (Middlesbrough, Glasgow, London), Netherlands 

and Western Germany, i t N i t i , the S i e r r a Leone Metal Company Limited, 

the bauxite concern at Mokanji H i l l s i n the Moyamba D i s t r i c t , and Sherbro 

Minerals L i m i t e d , the r u t i l e company i n the Imperi Chiefdom of Bonthe 

D i s t r i c t , have both constructed loading i n s t a l l a t i o n s w i t h a common 

tarma.c access road linking the two mines w i t h the p o r t 0 

The t transhipment problem according t o o f f i c i a l s of both companies 

i s l i k e l y t o create a bottle-neck -situation w i t h increasing production. 

I t present, t r a n s p o r t i n g the ores from the port t o the ships involves 
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two Jitramhipme nib's , one at a p o i n t 20 miles d own stream where barges 

discharge t h e i r cargo i n to the ships u n t i l a 24-foot d r a f t i s achieved, 

then both barges and ships, e s p e c i a l l y f o r bauxite, have t o move f u r t h e r 

out t o deeper water at Buoy A, f o r f i n a l "transhipment. The whole 

process-takes 24 hours, f o r apart from'time consumed i n unloading, the 

barges u s u a l l y take 5 hours ( w i t h the t i d e ) t o reach the ships and 7 hours 

(against the t i d e ) t o r e t u r n t o p o r t . Also w i t h increased production, 

the present l o r r y f l e e t each v e h i c l e of which, already makes 9 d a i l y t r i p s 

would be inadequate t o move the ore f a s t enough. Furthermore, any • 

s u b s t a n t i a l increase i n the t r u c k f l e e t would impose a serious s t r a i n 

on the already overtaxed road capacity. Thorough replanning of the 

t r a n s p o r t sector of these mining i n d u s t r i e s i s required? expansion of 

p o r t f a c i l i t i e s , barge and. t r u c k f l e e t s and most important of a l l , road 

capacity, are p r e r e q u i s i t e s f o r the m a t e r i a l i s a t i o n of the a n t i c i p a t e d 

y e a r l y production f i g u r e s of 200,000 tons (bauxite) and 100,000 tons 
( r u t i l e ) . I f the t r a n s p o r t problem i s given immediate a t t e n t i o n , then the 

b r i g h t f u t u r e of the i n d u s t r i e s w i l l be enhanced. The outlook f o r r u t i l e 

i s p a r t i c u l a r l y good i n t h a t demand from the space and a i r c r a f t i n d u s t r i e s 

i s c o n s t a n t l y increasing and the S i e r r a Leone source i s 

believed t o be one of the r i c h e s t in''the world 

Water Trai-isp.orti i n the Economy,. 

From the above s e c t i o n , i t can now be stated t h a t water tr a n s p o r t 

has a dual f u n c t i o n I n the n a t i o n a l economy. F i r s t l y i t serves the 

i n t e r n a l market p r i m a r i l y i n the d i s t r i b u t i o n of l o c a l l y produced 

f o o d s t u f f s . D e f i n i t e s t a t i s t i c a l data r e l a t i n g - t o the volume of such 

t r a f f i c i s non-existent, but observation suggests t h a t there i s an 
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appreciable volume e s p e c i a l l y i n the Scarcies and Builorn areas. On the 

Oriole i t i s estimated t h a t the share of waterborne t r a f f i c i n i n t e r n a l trade 

i s i n the region of 70-100,000 tons; of t h i s t o t a l , r i c e from the Scarcies, 

Port Loko and Bonthe areas accounts f o r a, meagre 7-8,000 tons while f i s h 

movements are l i k e l y t o make up 20,000 tons. The remainder consists of a 

wide v a r i e t y of a g r i c u l t u r a l produce and a s i g n i f i c a n t tonnage of imported 

goods. 

Secondly water t r a n s p o r t i s of v i t a l importance t o the export economy 

e s p e c i a l l y the trade i n minerals. For cash crops, i t s dominant r o l e has long 

since been l o s t t o r a i l and road competition and the movement of commodities 

l i k e cocoa arid coffee no longer involves water t r a n s p o r t 0 Only palm 

kernels from the Builorn, Scarcies and Bonthe h i n t e r l a n d s and piassava 

from Pujehun and Bonthe D i s t r i c t s , are s t i l l p r e c a r i o u s l y withstanding 

road competition and p r o v i d i n g a, f l u c t u a t i n g t r a f f i c . I n the f i e l d of 

mineral e x p l o i t a t i o n , t r a f f i c contrasts s t r i k i n g l y w i t h the moribund 

cash crop.f-imovement$ tonnages of i r o n ore, bauxite and very soon r u t i l e , 

handled by i n t e r n a l water t r a n s p o r t are s t e a d i l y increasing and there are 

h a r d l y any i n d i c a t i o n s suggesting a. cessation i n the present upward trend. 

I t must ho.7ever be stressed t h a t while bauxite, r u t i l e , palm kernels and 

piassava depend on l o c a l c r a f t and ttranshipments before f i n a l export; 

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

aegis of the port of Freetown, f o r i t i s here t h a t clearance i s e f f e c t e d , 

i r o n ore i s loaded d i r e c t i n t o ocean-going vessels and the journey 

involves no f u r t h e r •'-.transhipment. Hence Pepel t r a f f i c i s e s s e n t i a l l y 



67 

s i m i l a r t o t r a f f i c o r i g i n a t i n g from the port of Freetown* I t properly 

belongs t o e x t e r n a l water t r a f f i c . Nevertheless i t i s included i n 

i n t e r n a l water t r a f f i c because the loading of the ore and the f i r s t stage 

of i t s journey are accomplished i n the Si e r r a Leone estuary, which i s 

part of the i n t e r n a l waterways system. This i n c l u s i o n e f f e c t i v e l y demonstrate 

the t o t a l of doc urn ented export t r a f f i c handled by i n t e r n a l water transport 

as shown i n Table 3o2. 

TABLE 3-2 WATER-BORNE TRAFFIC - EXTERNAL TRADE ( i n tons) 

Year Bauxite Iron-Ore Palm Kernels P i a s s a v a T o t a l 

1960 1,540 ,000 10,919 4 , 8 0 4 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 , 1 8 2 , 7 6 1 

1965 173 ,000 2 , 2 6 5 , 0 0 0 9,329 4 ,198 2 ,451 ,527 

Sources: ( i ) Q u a r t e r l y S t a t i s t i c a l B u l l e t i n No. 4 . 
Dec. 1964 , p. 17• 

( i i ) S.L.P.M.B. unpublished data I96O - I 9 6 5 Freetown 
Mo/c/1 

( i i i ) A. Genet and Co.5 P.Z. Ltd.5 C.F.A.O. - Unpublished 
data 1964-1965 . 

( i v ) B nk of S i e r r a Leone - Unpublished data 1966. 



6 8 

Passenger T r a f f i c 

As i n the case of i n t e r n a l f r e i g h t t r a f f i c , s t a t i s t i c a l data on pas­

senger t r a f f i c i s hard t o come by. Thus, great r e l i a n c e has had t o be 

placed on the r e s u l t s of i n t e n s i v e and extensive sampling both i n the 

r i v e r p o r t s and Freetown. On the whole, passenger volume i s small, i n 

I965 i t was estimated at 400,000. Of this about 6O/0 was i n the Scarcie s 

and Bui lorn areas, 23$ i n Bonthe and i t s hinterland, lf/9 i n the 

remaining a r e a s T r a f f i c o r i g i n a t i n g from the northern r i v e r s 

i n v a r i a b l y has Freetown as d e s t i n a t i o n while the bulk of southern r i v e r 

t r a f f i c I s focussed on Bonthe. The Bonthe area averages about 8,000 

passengers per month| 4?800 t r a v e l on the Sewa r i v e r route linking 

Sumbuya on the mainland w i t h Bonthe, 1,800 on the Mattru-Bonthe route, 

400 on the Gbangbatoke-Bonthe route and the remainder i s accounted f o r 

by intracoastal channel and Freetown t r a f f i c . 

A recent and expanding sector i s the f e r r y service l i n k i n g 

Eissy J e t t y (Freetown) w i t h Tagrin Point,. ( F i g . 3.4)° I t i s the 

p r i n c i p a l t r a f f i c channel connecting the i n t e r n a t i o n a l a i r p o r t at Lungl 

and Freetown. There are at present three f e r r i e s operating a 40-minute 

schedule. .Although the f e r r y i s p r i m a r i l y intended t o replace the 

former a i r passenger launch service which was slow and uneconomical, 

i t has now become of major s i g n i f i c a n c e to the economy of north-west 

S i e r r a Leone. This i s indicated by the f a c t that over Q0fQ of f e r r y 

revenue (196*5) came from sources other than a i r p o r t t r a f f i c . The 

service has not only created i t s own t r a f f i c I n the form of vehicles 
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using the shorter f e r r y route across the S i e r r a Leone r i v e r t o Port 

Loko D i s t r i c t , but i s i n c r e a s i n g l y a t t r a c t i n g an appreciable volume 

of the t r a d i t i o n a l Builorn boat t r a f f i c . The preference f o r f e r r y 

service i s based on i t s r e g u l a r i t y , cheapness (20 cents (2/~) per t r i p 

per person) s a f e t y and above a l l , i t s greater speed when compared with, 

the hand-propelled, wind-assisted and t i d e - c o n t r o l l e d Builorn boats. 

This serv i c e , no doubt, has an immense s t r a t e g i c significance f o r i t 

l i n k s up w i t h the only modern i n t e r n a t i o n a l a i r p o r t and i t s growing 

diverse t r a f f i c as seen i n the operation of 2043 t r i p s valued at Le 15,516 
(£7?758)"^ i n 1966, i s i n d i c a t i v e of i t s v i t a l r o l e i n the nat i o n , 

Organizati-on of the Industry 

Although i t i s impossible t o ascertain the numbers and ownership 

of l i g h t c r a f t p l y i n g i n the inland waterways, there i s no doubt th a t 

there are a large number of boats, canoes and launches and many l i g h t e r s 

and bargeso According t o i n f o r m a t i o n culled from o f f i c i a l f i l e s i n 

the r i v e r d i s t r i c t s of Kambia, Port Loko and Bonthe, and data included 

i n the 19&3 Fishery census, the number of c r a f t may e a s i l y exceed 

3,000. Table 3°5 gives a rough analysis of c r a f t type and regi o n a l 

d i s t r i b u t i o n based on port of residence and/or r e g i s t r a t i o n . 



TABLE 3.3 REGIONAL DISTRIBUTION OF CRAFT 

C r a f t Type S c a r c i e s / 
Bullom 

Western 
Area Moyamba Sherbro . . „. , Pujehun I s l a n d 

Canoes 349 m 385 329 101 

Builorn Boats 329 186 124 24 -
Launches 46 13 - 31 -
Trav/lers - 17 - - -
out board 

Engines 2,6 24 48 6 10 

T o t a l 750 1,056 557 380 111 

Source: P a r t l y from Report on F i s h e r i e s D i v i s i o n (Freetown) 

Note: Regional D i v i s i o n i s not s t r i c t l y geographical| i t i s 
a d m i n i s t r a t i v e . 

Table 3»5 reveals a pattern i n which canoes c o n s t i t u t e over 7O70 

of a l l c r a f t 1 these boats are used mainly f o r coastal f i s h i n g and 

t r a n s p o r t i n g the catch t o the c o l l e c t i n g points where fishmongers e f f e c t 

wholesale purchases. Bi l l lorn boats are found almost everywhere but 

mainly i n the Scarcies, Bullom and Western areas. Launches and lighters 

i n the Western Area (Freetown) do not engage i n long-distance movement 

of commecial freight and passengers. They are largely owned by the Port 

A u t h o r i t y and perform a s h u t t l e service between small cargo ships and the 

lighterage wharves so as to minimize congestion i n the port and avoid 

the uneconomical time l a g i n w a i t i n g f o r a berth. Hence w i t h these 
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l i g h t e r a g e f a c i l i t i e s , the Port A u t h o r i t y can handle f i v e ships at a 

time instead of three which i s the port's present capacity. 

The great m a j o r i t y of the smaller c r a f t are owned and operated by 

Africans, thus p u t t i n g the A f r i c a n entrepreneur i n a p o t e n t i a l l y 

monopolistic p o s i t i o n i n the i n d u s t r y . I n the matter of organization, 

the s t r u c t u r e i s s i m i l a r t o road, t r a n s p o r t . I n the past, there were 

important European and Lebanese/Syrian launch owners who int e g r a t e d 

t r a d i n g w i t h t r a n s p o r t operation, but t h e i r importance has shown a marked 

decline i n the l a s t t e n years, a trend also found, i n road t r a n s p o r t . 

Chronic i n d i v i d u a l i s m and operation i n small u n i t s w i t h concomitant low 

p r o f i t margins, s t i l l hamper the progress of the i n d u s t r y . The commercial 

launches are u s u a l l y small, v a r y i n g between 7 and. 2A tons, the m a j o r i t y 

being of 10 t o 15 tons c a p a c i t y . F u n c t i o n a l l y they are unspecialized, 

c a t e r i n g f o r both passengers a i d freight„ For a remunerative and e f f i c i e n t 

e n t e r p r i s e , the need f o r bigger and b e t t e r vessels w i t h a higher standard 

of maintenance i s obvious 0 At present, the high cost of modern launches 

(Le 100,000-120,000) I s a severe p r o h i b i t i v e f a c t o r i n t h e i r general 

i n t r o d u c t i o n i n t o water t r a n s p o r t . Most, i f n-t a l l A f r i c a n entrepreneurs, 

cannot a f f o r d the p r i c e of a modern launch, hence they i n v a r i a b l y purchase 

l o c a l launches which are simply wooden frames f i t t e d w i t h motor engines. 

These crude boats, assembled and pieced together by l o c a l boat-builders, 

manage t o f u n c t i o n w e l l i n the f i r s t few months, but t h e r e a f t e r , they 

sp r i n g leaks and r o t and sometimes the engine leaves the h u l l and f a t a l 

accidents occur. The boats lack l i f e saving equipment, they are overloaded 
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and although there are laws which, i f enforced, would scrap these extremely 

sub-standard vessels, yet government leniency .in the case of t h i s depressed 

i n d u s t r y allows them t o continue operating. Each Builorn boat or launch i s 

u s u a l l y manned by a crew of 6-10 men, who are poorly equipped t o run the 

boats e f f i c i e n t l y . Hence apart from the economic d i f f i c u l t i e s plaguing the 

i n d u s t r y , i t s man power needs greater t e c h n i c a l t r a i n i n g . Water transport 

i n t h i s respect poses both immediate and long term problems. 

The present p a t t e r n of water tr a n s p o r t presents a complex p i c t u r e and 

g e n e r a l i z a t i o n s about the e n t i r e i n d u s t r y w i l l only tend t o mask the 

d i f f e r e n t growth patterns of the various sectors. The preceding sections 

have revealed f i r s t l y t h a t water t r a n s p o r t as a medium of i n t e r n a l 

commerce, i s i n decline and the only areas of comparatively g a i n f u l 

operation are l o c a l i t i e s not yet e a s i l y accessible t o read t r a n s p o r t . 

Road competition has been a primary f a c t o r i n t h i s d e c l i n e i i t has 

a t t r a c t e d both f r e i g h t and passenger t r a f f i c and the p r i c e incentive of 

water t r a n s p o r t ' s lower fares has not been strong enough t o check the loss 

of t r a f f i c . F u r ther, entrepreneurs i n t h i s i n d u s t r y have demonstrated a. 

consistent l a c k of competitive organisation t o ensure successful operation. 

Most boat owners are not aware of t h i s f a u l t . They a t t r i b u t e the decline 

of water t r a n s p o r t t o two i n t e r - r e l a t e d f a c t o r s , namely the m i g r a t i o n of 

European f i r m s from the r i v e r p o r t s t o the more prosperous i n t e r i o r 

centres. Such developments might, i t i s t r u e , be responsible f o r some 

red u c t i o n i n the volume of t r a f f i c a v a i l a b l e , but t h i s would only apply 
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t o t r a f f i c i n imported goods« The movement of produce f o r export has not 

been s u b s t a n t i a l l y a f f e c t e d by these changes, f o r the c o l l e c t i n g centres 

have shown no important s h i f t i n l o c a t i o n nor have there been major 

f l u c t u a t i o n s i n the volume of exports. T r a f f i c i n a g r i c u l t u r a l produce 

i s s t i l l a v a i l a b l e but as i n the case of other oBimodities, road transport 

has become the main c a r r i e r . Thus the decline i n i n l a n d water transport 

i s l a r g e l y the r e s u l t of competition from the roads r a t h e r than a r e s u l t 

of the recent s p a t i a l r e - d i s t r i b u t i o n of commercial enterprises inthe 

i n t e r n a l economy. 

I n the f i e l d of mineral e x p l o i t a t i o n , the i n d u s t r y i s showing ra p i d 

progresso The f a c t t h a t bulky low-value mineral ores are located near 

navigable waterways make water t r a n s p o r t the i d e a l mode. I r o n ore, 

bauxite and r u t i l e mining concerns have each constructed modern and 

• e f f i c i e n t l o a d i n g i n s t a l l a t i o n s at Pepel and N i . t i r e s p e c t i v e l y t o f a c i l i t a t e 

the export of t h e i r mineral ores, and t o take advantage of the comparative 

cheapness of water transport„ 

I n the case of passenger t r a f f i c there has been a marked decline i n 

the t r a d i t i o n a l routes which can be a t t r i b u t e d mainly t o road competition. 

However appreciable expansion has occurred i n the more r e c e n t l y established 

f e r r y service between Kissy J e t t y and Tagrin Point. Expansion i n t h i s 

sector i s due t o scheduled operations, speed and, most important of a l l 

the tremendous reduction i n the t r a v e l l i n g distance and time between 

Freetown and north-west S i e r r a Leone. 
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Despite the shortage of accurate data, the foregoing sections 

i n d i c a t e t h a t the p o t e n t i a l f o r water-borne t r a f f i c i s considerable 0 

Taking' i n t o account the various growth f a c t o r s i n the economy, i t can be 

assumed t h a t , w i t h adequate and systematic improvement, t r a f f i c i n 

a g r i c u l t u r a l produce, mineral ores, imported goods and even passengers, w i l l 

a t t a i n unprecedented l e v e l s . For the r e a l i z a t i o n of such growth, the 

improvements i n d i c a t e d below are considered e s s e n t i a l . 

F i r s t the waterways must be sy s t e m a t i c a l l y charted t o locate underwater 

obstacles and s h i f t i n g channels 0 I n l a n d wharves must be improved so as t o 

f a c i l i t a t e the loading and unloading of boats. Investment by entrepreneurs 

i n more r e l i a b l e c r a f t , and the l a r g e r vessels using the waterways should 

be adapted t o mechanical! prop u l s i o n . I n p a r t i c u l a r the "V-bottom Bui lorn 

boat w i t h i t s low c a r r y i n g capacity and high accident r a t e should be 

replaced w i t h a s h a l l o w - d r a f t , broad-beam st e e l h u l l boat t h a t w i l l scarry 

heavier loads more s a f e l y and operate i n shallower waterS o There i s an 

immediate need t o r a t i o n a l i z e water t r a n s p o r t . The uneconomic i n d i v i d u a l i s m 

of small-scale operators i s r e t a r d i n g expansion and modernization of the 

i n d u s t r y . The present u n s k i l l e d personnel operating the boats not only 

leads t o r a p i d d e p r e c i a t i o n of c a p i t a l equipment and low p r o f i t margins, 

but also t o high accident rates e s p e c i a l l y i n the f l o o d period of the r a i n y 

season. Hence i t i s considered a matter of p a r t i c u l a r urgency t h a t they 

be given s c i e n t i f i c and t e c h n i c a l t r a i n i n g i n a l l aspects of navigation. 

For t h i s , Fourah Bay College might consider the establishment of a school 

of Marine Engineering i n i t s Engineering Department where engineers, 

wainwrights and navigators w i l l receive adequate t r a i n i n g so t h a t water 
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t r a n s p o r t can have a r e l i a b l e source of q u a l i f i e d personnel t o man the 

indu s t r y * 

The improvements o u t l i n e d above need not a l l be undertaken 

concurrently nor completed w i t h i n a short period* At present, observation 

shows t h a t the busiest waterway i s northwards along the coast from Freetown 

as f a r as the Scarcies estuary. This area of appreciable t r a f f i c should 

be given top p r i o r i t y i n any improvement scheme e s p e c i a l l y i n the 

p r o v i s i o n of n a v i g a t i o n a l ai&s 0 Later, the i n l a n d p o r t s of Rokupr, 

Kychom and Mambolo i n the r i c e growing area could be s y s t e m a t i c a l l y 

developed ( F i g . 3 .6). The next region would be the waterways of the Sherbro 

r i v e r system5 dredging i n the G-bangbaia creek, though expensive, should be 

c a r r i e d out so as t o f a c i l i t a t e easy access by large ore vessels t o the 

spe c i a l i z e d mineral p o r t of Fiti„ Further, the economic p o t e n t i a l of the 

lowlands and t i d a l lands of Bonthe D i s t r i c t i s promising from, the stand 

p o i n t of f i s h i n g and a g r i c u l t u r e 5 here the development of new co l feting 

centres f o r produce i s l i k e l y t o take place. With expansion i n the 

f i s h i n g i n d u s t r y , one can envisage the prompt d e l i v e r y of frozen f i s h from 

Bonthe by boat t o r i v e r p o r t s and d i s t r i b u t i o n up-country i n r e f r i g e r a t e d 

t r u c k s . The r o i l i n g swamplands adjacent t o the r i v e r ports are excellent 

f o r r i c e c u l t i v a t i o n (a staple s t i l l imported i n t o S i e r r a Leone), and 

places l i k e Gbundapi, w i l l , w i t h successful cooperative r i c e farming, 

emerge as important ports of exchange. 
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CHAPTER 4 

THE ERA OF THE! RAILWAY 

Although, the f i r s t recorded proposals t o construct a r a i l w a y i n 

S i e r r a Leone were made as e a r l y as 1872, at a time when railways were 

having t h e i r ' f u l l impact on mining development i n areas l i k e the Hand, i t 

was not u n t i l 1892 t h a t the government, with u n r e m i t t i n g pressure from 

the L i v e r p o o l Chamber of Commerce, gave serious consideration t o the 

proposals. The S i e r r a Leone Government Railway (SLGR), came ahead of demand 

since i t was conceived and b u i l t t o serve no p a r t i c u l a r commercial venture 

which was then i n existence. Such vague terms as "t o open up the country" 

f o r commercial p u r s u i t s as advocated by men l i k e Lardner and Lamberg,^" 

could scarcely a t t r a c t enough a t t e n t i o n whereas i n Ghana, the concrete 

demand of the European gold companies made ra i l w a y c o n s t r u c t i o n an economic 

p r o p o s i t i o n * Although the Live r p o o l Chamber of Commerce was the p r i n c i p a l 

f o r c e behind the r a i l w a y , government soon r e a l i z e d , through the economic 

f o r e s i g h t of administrators l i k e Governor Cardew, t h a t the a v a i l a b i l i t y of 

bulk t r a n s p o r t was a p r e r e q u i s i t e t o the country's s o c i a l and economic 

advancement 0 

Survey and c o n s t r u c t i o n 

The f i r s t two surveys were made from Freetown, t o Bumban and from 

Mina t o Gorahun between 1893 and 1894. The f i r s t r oute, Freetown - Bumban, 

was o r i g i n a l l y intended t o go as f a r as Falaba, 80 miles f u r t h e r n o r t h , 

but at the time of surveying, Falaba had passed out of B r i t i s h j u r i s d i c t i o n . 



79 

The submission of the f i n a l survey reports d i d not immediately lead t o 

the s t a r t of r a i l w a y c o n s t r u c t i o n , f o r Governor Cardew, a f t e r an extensive 
t o u r of the country concluded t h a t he was more than convinced of the 

d e s i r a b i l i t y of p r o j e c t i n g the r a i l w a y through Mende country rati© r than 
p 

towards Bumban0 He suggested a route leading from Freetown through 

Songo t o Mono, Bo, Segbwema and u l t i m a t e l y to the Guinea frontier. Comparison 

with the present route s t r u c t u r e i n F i g . 4°1 shows t h a t the Mina - Gorahun 

survey never reached the c o n s t r u c t i o n stage and the r a i l w a y never got t o 

Bumban. From t h i s p e r i o d r a i l w a y c o n s t r u c t i o n emphasis s h i f t e d from the 

n o r t h and a t t e n t i o n was concentrated i n the south and east. ( 

Several geographical and economic d i f f i c u l t i e s faced the construction 

of the l i n e and the se led t o the adoption of a 2 f t . 6ins. gauge l i n e with 

the i n s u f f i c i e n t l y compensated r u l i n g grade of lg 50 and a curvature of 5 

chainso The railway, coming at a time when the prospect f o r s u b s t a n t i a l 

t r a f f i c was v i r t u a l l y non-existent, forced the planners t o embark on a 

l i n e t h a t was as C!B ap as possible so as t o cut down losses before they 

a c t u a l l y occurredo Further, the t e r r a i n w i t h i t s deep ravines, mangrove 

swamps and h i l l s j militated against a straight r a i l route and produced a 

tortuous l i n e where a t r a i n has t o "negotiate 27,000 degrees of curvature, 

and go up and down a t o t a l of 3,000 f e e t before reaching Bo, 136 miles from 

Freetown and only 243ft« above sea l e v e l " . Under the p r e v a i l i n g conditions 

of l i m i t e d finance and what were then 5jnsi.irmounta.ble geographical b a r r i e r s , 

i t must be conceded t h a t the planners had a f a i r amount of success i n t h e i r 

task. However they f a i l e d t o give adequate consideration t o f u t u r e expansion 

so t h a t when t r a f f i c volume increased the railway's inadequacy was q u i c k l y 

exposed. 

http://5jnsi.irmounta.ble


v> 

3 0 < / > 

m «*7 2 O 

100 'cov OB 
/ 5 m m 

/ 9 

V 2 CD 
CO I CD 

^ 4 
00 / 

CO co 
/ 

00 00 N <- 8s m I 

m 

2 I 
r co i I 

z 
j - i 

n 

n 
PI 

m 
N 



TRANSPORT SYSTEM 1905 

o 
/ 

Bafodeo 

O V . . 
Faloba \ 

/ 4OKambia 

rKarene 

MangeO 

Port L o k o p 

.^OKoinadugu 

Freetown^*** * 
Lumlcyi 

Regent 
Hasting! 

• Magbile^Masimera 

• / • • • • ' ' " R o k e l 
" R o b e k i q V 

I / / / 
^pBunbfln 

• Q K a m a b o i 

' 1 
C^Makeni 

x 
X 
£>Magburako 

Rowala 

KanrelahunQ 

aiima 

Yonibono 

Rotifun 
Mandu Boojibu 

Scgbwema 
Hongha :-Blama~ 

Kcncma 

? Sumbuya 

onthc 

OBandasumo^ Pujehun( 

! . •*. • 

Lavana 

Sulima 
Mono S a l i j o 

Railway [fH-H-| 

Tramline 

Projected Railway I - 1" 1" 1 -! 
Fir»t O a s t Road [' | 

Third C l a s s Road 

Fifth C l a s s -Road 

Traditional Trade Route - ) *—- | 

River Route 1*****1 

Railhead [ Q | 

Other Town 1 O [ 

SMS 
F i g . 4.2. 

S c a l e of Miles 
O K> 20 30 

• 1 

C O M P I L E D FROM C O L O N I A L R E P O R T S I 9 O 0 - I 9 O 5 



82 

The route suggested by Governor Cardew, w i t h i t s great attraction of 

tapping the wealth of a r e a l l y rich, palm b e l t i n the Eastern Province, now 

became the accepted r a . i l route and construction s t a r t e d i n 1895* 3y 1897 

the l i n e reached Wellington (7 miles) and on March 29 of the same year, 

Governor Cardew and a select party made the f i r s t h i s t o r i c long t r i a l run 

t o Wellington, thus making S i e r r a Leone the f a r s t country t o possess a 

railway i n B r i t i s h West Africa. Later, i n 1898, the l i n e proceeded as 

f a r as Songo but was t e m p o r a r i l y h a l t e d during the Hut Tax War, and the 

the r a i l w a y was c a l l e d upon t o pl a y i t s f i r s t m i l i t a r y r o l e i n conveying 

troops t o avert a threatened invasion of the Colony peninsula by Bai Bureh, 

the Temne w a r r i o r . "Normal working resumed l a t e r and the l i n e got t o Bo i n 

1903, a. distance of 1% miles. I n 1905 the l i n e was constructed t o Baiima 

(220j- miles) and by 1908, had reached Pendembu (227 m i l e s ) , i t s present 

terminus. 

Branch Lines 

The f i r s t branch l i n e was the Mountain Railway which was opened I n 

1903 and had the d i s t i n c t i o n of being the steepest adhesive ra i l w a y i n 

existence, i t s maximum gradient being I s 2 4 . Unlike the main l i n e w i t h 

emphasis .on e x p l o i t i n g a g r i c u l t u r a l resources, the Mountain Railway was 

s o l e l y intended to convey European o f f i c i a l s from t h e i r o f f i c e s i n Freetown 

t o H i l l S t a t i o n , an i d e a l r e s i d e n t i a l area f o r Europeans. However, i t also 

provided cheap access t o Freetown f o r produce from the mountain v i l l a g e s . 

The l i n e was the f i r s t v i c t i m of road competition as the I n t r o d u c t i o n and 

a v a i l a b i l i t y of cars t o European o f f i c i a l s made i t redundant and was closed 

as e a r l y as 1929. 

http://ra.il
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The present branch l i n e , Bauya - Makeni (82 miles) was f i r s t preceded 

by tramlines (1907) whose purpose was t o serve as feeders t o the main l i n e . 

This was a d i r e c t response t o increasing production and the need t o provide 

a more economical transport mode t o move produce to-the r a i l h e a d s , a f u n c t i o n 

then being performed by head porterage. So successful were the tramlines 

t h a t i t was decided t o convert them t o r a i l w a y l i n e s w i t h f i x e d schedules» 

Hence the l i n e was pushed r i g h t on t o Makeni i n I9I5 and f u r t h e r on to 

Kamabai i n I9I6 w i t h plans f o r extension 1D Falaba near the Guinea f r o n t i e r . 

But the l i n e beyond Makeni proved a disastrous f i n a n c i a l l i a b i l i t y and was 

closed i n J u l y , 1930. 

On the whole, the i n i t i a l cost of constructing the r a i l w a y when 

compared w i t h Ghana and Higeria, was low. In Ghana average costs of £10,314 

and i n Nigeria £7>O64 per mile had to be met while S i e r r a Leone had the low 

f i g u r e of £4?316 per mile,4 The low construction costs can be explained by 

such f a c t o r s as the narrow gauge of the l i n e , low wages (lOd. per day) 

and the easy a c c e s s i b i l i t y of l o c a l ballast material.5 However these 

i n i t i a l low costs d i d not f u l l y compensate f o r the economic problems that 

were t o face the l i n e as can be seen from the f i n a n c i a l r e s u l t s of working 

f o r the f i r s t f o u r y e a r s , i n Table 4»1» 

gae jbnj>act, ofjfc he_ Railway 

The immediate impact on the economy and society of Si e r r a Leone was 

enormous and f a r reaching. I t provided, f o r the f i r s t time i n the h i s t o r y 

of the country, a form of mechanical transport capable of handling large 

quantities of' freight at very low r a t e s , 0 Lugard's estimate t h a t one t r a i n 
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of average capacity was equal to 14-000 head ca r r i e r s at one-twentieth the 

c o s t ? epitomizes the tremendous s i g n i f i c a n c e of r a i l transport,^ Once even 

the intermediate stages were open to t r a f f i c , the wealth which Cardew had 

r i g h t l y forseen began to pour i n from the Protectorate hinterland. Palm 

kernel production reached unprecedented l e v e l s . By 1909 i t s production was 

double and by 1912 more than t r e b l e t h a t of 1897? w i t h exports worth over 

£1-J- m i l l i o n p r o v i d i n g customs revenue of £301 ,140 f o r the government« 

The bulk of t r a f f i c i n t h i s e a r l y period consisted of palm kernels, 

palm o i l and k o l a nuts which provided approximately 80$ of t o t a l "down t r a f f i c " , 

"Up t r a f f i c " y consisted p r i m a r i l y of imported goods l i k e s p i r i t s , tobacco, 

s a l t and c o t t o n piece goods» A noticeable feature was the almost complete 

absence of i n t e r n a l t r a f f i c except f o r a small tonnage of r i c e . This 

t r a f f i c pattern of export crops i n one d i r e c t i o n and imported goods i n the 

other, was t o be expected i n a country where s o c i a l and economic development 

had j u s t beguno The coming of the r a i l w a y effected locational change i n 

commercial centres % trading emphasis shifted, from the t r a d i t i o n a l f a c t o r i e s 

on r i v e r banks to the new r a i l heads. European firms, Creole and Syrian 

traders migrated to r a i l head towns l i k e Mano, Moyamba and. B 0 5 commerce 

developed rapidly and the merchant community, apart from r e t a i l i n g imported 

goods, n a t u r a l l y acted as agents f o r the buying and c o l l e c t i o n of export 

produce. The commercial boom g r e a t l y a ffected the s o c i a l and economic 

prosperity of the indigenous population, f o r the money acquired from the sale 

of produce was used t o r a i s e t h e i r standard of l i v i n g . This period can also 

r i g h t l y be called the beginning of t r i b a l disintegration,, 
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The t r a i n s provided f o r the f i r s t time the means whereby people, who 

had known only the world of t h e i r t r i b a l conmiunity, could move i n t o other 

t r i b a l areas and s e t t l e i n the expending ra i l h e a d towns* Perhaps more 

important was the a d m i n i s t r a t i v e r o l e of the railway which e f f e c t e d t o a 

great extent, the welding of the several t r i b e s i n t o a single c e n t r a l i s e d 

p o l i t i c a l u n i t , A f e a t u r e o f t e n neglected i n r a i l w a y studies i s the large 

volume of short-distance t r a f f i c on the railway l i n e . I n an underdeveloped 

country where head porterage i s a s i g n i f i c a n t method of moving goods, a 

r a i l track provides an e x c e l l e n t footpath f o r many v i l l a g e r s who cannot 

patronize the t r a i n s f o r t h e i r short journeys. Even today, w i t h the rapid 

development of road t r a n s p o r t meeting the needs of short-distance hauls, 

head l o a d i n g along the r a i l track i s s t i l l evident. 

Railway Operation 

The r a i l w a y s t a r t e d f u l l operation i n 1899 and, as can be seen from 

Table 4.1, the f i r s t s i x years, 1899-1904? a l l showed deficitso This may 

be due t o expenditure on c a p i t a l works s t i l l i n progress, but the main 

reason lies- i n the fact t h a t the railway was s t i l l limited to the less 

productive country between Freetown and Bo. By 1905 when the l i n e reached 

Baiima, the railway entered i t s "promised land" of palm kernels and palm 

o i l and from then to 1913? i t was not only able to cover i t s working expenses, 

but produced a surplus every year, the best record being a p r o f i t of £39,538 

i n 1912* The only exception t o t h i s prosperity was 1908 when there was a 

f a l l i n gross revenue of over £3,000 due to the general stagnation of trade 

and a loss of £1,879 i n operating the Mountain Railway. ̂  
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TABLE 4.1 FINANCIAL REPORT OB" RAILWAY OPERATION 1899-1913 i n £s 

Year Gross Expenditure Gross Revenue D e f i c i t Surplus 

1899 4 ,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 57,789 5,158 

1906 55,769 62,158 6,389 

1907 67 ,882 74 ,515 6,633 

1908 81,695 71,499 10,196 

1909 81,086 84 ,229 3,143 
1910 79,846 101,610 21,764 

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 r a i l * ray 8,1 one would not have been able t o achieve t ais pros 

i n a ~b 3? ax f i e 1 larket h e a v i l y dependent on small-scale peasaj.it produce 

without t he h j l p of a connecting feeder system. This was re f l u t e d 

ear"l" " r e l uct a) ice of t r a d e r s t o s e t t l e i n railhead towns tha t lacked 

connect!* .g l i : iks w i t h the producing areas, einph as1zing the p 0J.-J.1L-

t own? ; we i e c 01 iimercially i s o l a t e d . A programme of feeder con s t r u c t i o 

http://peasaj.it
http://0j.-J.1l-


t h e r e f o r e begun$ the system had a nor th - sou th alignment p r o v i d i n g a r a t i o n a l 

i n t e g r a t e d rou te system capable of s e r v i n g almost the e n t i r e palm b e l t . 

Prominent i n the feeder system was the 7 mi le Baiima - Pendembu t ram l i n e 

and the Bauya ~ Makump t r a m l i n e , t app ing the palm b e l t o f the Toni country.. 

( F i g . 4«2> J o The t ram l i n e s ran t o no s p e c i f i c schedule, they ran when 

requ i red and would stop t o load produce at any place en route where i t was 

o f f e r e d . The feeder roads, used by both b a r r e l r o l l e r s - casks^ w i t h 

at tached handles drawn along by hand i n r o l l e r f a s h i o n , and h i r e d out t o 

the p u b l i c at 4 / - and 2/6 f o r 700 l b and 200 l b r o l l e r s r e s p e c t i v e l y , per 

t r i p - and 1B ad p o r t e r s , g e n e r a l l y r ad i a t ed from ra i lheads t o the surrounding 

coun t ry . Some o f the more important feeder roads as seen i n F i g . 4 .3 , were 

the Bo - Mandu, Blama - B o a j i b u , Pendembu - Kanre Lahun and Moyamba - Sembehun 

roads. So success fu l were the feeder roads that the l o c a l people, apprec ia t ing 

the advantages t o be gained, began t o b u i l d t h e i r own roads. By 1908, 

150 mi les o f l o c a l roads had been cons t ruc ted . As a f u r t h e r means of 

p r o v i d i n g easy access t o the r a i l w a y . Government approved the use of the 

r a i l w a y t r a c k as a thoroughfare and sanctioned the expenditure of £1 ,388 f o r 

c o n s t r u c t i n g f o o t bridges oh the r a i l w a y at Mano, Blama, Daru and. a f u r t h e r 

£25 was voted f o r a temporary footway over the Sewa b r i d g e . 

The r a i l w a y continued t o progress s a t i s f a c t o r i l y and the general increase 

i n the c o l o n y ' s revenue (1909-13) was largely due t o the r a i l w a y . -With the 

succession of p r o f i t a b l e years and the accumulation of s u b s t a n t i a l surplus 

funds , f u r t h e r r a i l w a y expansion made considerable headway. A d d i t i o n a l 

r o l l i n g s tock was put i n t o opera t ion t o cope w i t h inc reas ing t r a f f i c which 
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had mani fes ted i t s e l f i n t r a f f i c congest ion e s p e c i a l l y i n the eastern 

d i s t r i c t s * ) By 1913? the branch l i n e was extended t o Makump (now Magburaka) 

and e f f e c t i v e l y provided a means o f t app ing t ie pa lm-be l t i n Temne country . 

The g i r s t_ World War 

The war had an immediate impact on the ex te rna l commerce of the country5 

t o t a l t r ade dec l ined throughout the war per iod and never recovered i t s prewar 

l e v e l u n t i l a f t e r i t s conclusion*, Exports decl ined 28$ i n value and despite 

strenuous attempts t o remedy the s i t u a t i o n a f t e r the p e r i o d of accentuated 

submarine war f a r e , i t s h ighes t l e v e l i n the war pe r iod was s t i l l nea r ly 10$ 

below the 19-13 va lue . The loss of con t i nen t a l markets f o r export produce 

and the general dec l ine i n export p r i c e s , as evidenced by the drop i n the 

value of palm ke rne l s , then the major i t em of expor t , f rom £22 (1913) t o £16 

(1915) per t o n , created a d i s i n c e n t i v e t o greater p r o d u c t i o n . - ^ More 

d i sas t rous i s the t rade i n k o l a nuts which had p r a c t i c a l l y ceased by 1916© 

The acce lera ted r e d i r e c t i o n o f y o u t h f u l labour away f r o m the farms i n t o the 

s e r v i c e s c o u p l e d w i t h a succession of c l i m a t i c t r o u b l e s , not only reduced 

the e f f e c t i v e labour f o r c e i n c o l l e c t i n g and p repar ing produce, but a lso , 

d i v e r t e d t h e a t t e n t i o n of farmers t o grea te r food p roduc t ion i n a n t i c i p a t i o n 

of a se r i e s o f hungry seasons. Ar)ro£os the e f f e c t these war years had on 

the r a i l w a y , the tonnage of goods r a i l e d t o Freetown f rom the Pro tec to ra te 

and the f i n a n c i a l p o s i t i o n of the r a i l w a y (Table 4 . 2 ) , are ind ices t ha t 

r e f l e c t the then p r e v a i l i n g . s o c i a l a n d economic s i t u a t i o n of the count ry . 

On the whole, there was a general setback i n revenue despi te the s t r i n g e n t 

measures t o minimise expenditure <> Demands by the m i l i t a r y fo rces had the 

general e f f e c t of r a i s i n g r a i l w a y revenue, but t h i s was i n s u f f i c i e n t t o 
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TABLE 4 .2 RAILWAY OPERATION 1913-1919 

Tonnage r a i l e d F i n a n c i a l Returns 
Year from 

P r o t e c t o r a t e D e f i c i t Surplus 

£21 ,935 

£47 ,004 

£ 8,049 

£20,837 

£ 6,124 

£29 ,850 

Annual Administrative Reports 1913-14 

compensate f o r the dec l ine i n the h i g h l y ra ted import goods arid the drop 

i n palm ke rne l p r o d u c t i o n - the backbone of the r a i l w a y . Despite the 

increase i n tonnage r a i l e d t o Freetown, the i n f l a t i o n a r y condi t ions then 

i n ex i s tence , merely produced increases i n low r a t ed f r e i g h t l i k e l o c a l 

f o o d commodities. Hence the b u l k of goods r a i l e d i s not necessar i ly 

r e f l e c t i v e of t r u e va lue . 

The experience o f the war o v e r t l y demonstrated the dependence of the 

r a i l w a y on palm k e r n e l s . I n a mercan t i l e economy, the volume and value of 

pr imary products tend t o d i c t a t e the p r o s p e r i t y of the country , f o r they not 

o n l y provide f o r e i g n exchange t o pay f o r imported goods, but a lso a f f e c t 

the purchasing power of the people, f i e n a count ry depends on one basic 

export crop as was the case w i t h perm kernels i n S i e r r a Leone, the -whole 

1913 36,466 

1914 29,561 

1915 32,804 

1916 39,656 

1917 41,115 

1918 34,877 

1919 35,433 

Source: Railway Department 



economy tends t o f l u c t u a t e w i t h the r i s e and f a l l i n p r i ce s of palm kerne l s 0 

For the r a i l w a y , the depression created by the war i n the palm kerne l 

market was c h a o t i c . T o t a l r e c e i p t s f r o m p u b l i c f r e i g h t showed a 

ca tas t roph ic drop, f o r h i g h l y ra ted goods l i k e palm ke rne l s , k o l a nuts and 

imported merchandise dec l ined a b s o l u t e l y . Passenger t r a f f i c was immobil ized 

not only because the war t ime depression created a s c a r c i t y of money, but 

also because m i l i t a r y needs took up much of the ava i l ab l e capac i ty . The 

dominance o f palm kerne ls i n r a i l w a y f r e i g h t has continued t o be the c r u c i a l 

f a c t o r i n de te rmin ing the p r o f i t a b i l i t y of the l i n e , i n a d d i t i o n a l problem 

was the r i s i n g cost o f c o a l . By 1917. cheap South .Afr ican coal was subs t i t u t ed 

i n place of the more expensive Welsh c o a l , but the former was found t o be 

s w i f t - b u r n i n g and u n s u i t a b l e . A r e t u r n was t h e r e f o r e made t o Welsh coal 

at £o 6s. per t o n and consumption was kept down by mix ing i t w i t h l o c a l 

mangrove wood? l o c a l charcoal was sometimes used i n place of coal i n 

gas-engineso Al though s u b s t a n t i a l savings were made, the d e t e r i o r a t i o n of 

the r o l l i n g s tock was acce le ra ted . 

On the whole the war d i d l i t t l e good t o the r a i l w a y . There was seme 

expansion i n the branch l i n e i n t h a t by 1915 the l i n e had reached Makeni 

and i n the f o l l o w i n g year, was extended t o Kamabai. But against t h i s 

achievement must be set the I 9 I 8 gross revenue of £148 ,962 and working 

expenses of £ 1 4 2 , 2 0 1 , g i v i n g the a larming s i t u a t i o n i n which 95.45$ of 

revenue was spent i n working the r a i l w a y . However the end of war brought 

t o a close the f i r s t phase of r a i l w a y development i n S i e r r a Leone. 
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T h i s b r o a d p e r i o d i s i m p o r t a n t i n t h a t i t compr i ses two boom p e r i o d s 

and two slump cyc l e s , , The immed ia t e pos twa r e r a was n o t marked b y immediate 

economic ir;p>roveinent«. The depres sed c o n d i t i o n s o f t r a d e i n t h e war 

c o n t i n u e d t o be f e l t and t h e e x p o r t marke t was s t i l l s t n i g g l i n g t o r e h a b i l i t a t e 

i t s e l f o 132Q~1923 saw a g e n e r a l d e c l i n e i n the e x p o r t s e c t o r o f the economy 

and the r a i l w a y l a c k e d s u f f i c i e n t e n g i n e power and r o l l i n g s t o c k 'bo cope 

w i t h a v a i l a b l e t r a f f i c Hence t h e r e p o r t o f C o l o n e l Hammond (±922) 

c o n c l u s i v e l y p o i n t s t o the f a c t that a l though , t h e r e were d e f i n i t e s i g n s o f 

t r a d e i m p r o v e m e n t , y e t t i e r a i l w a y was i n no way capable o f m e e t i n g the 

needs o f t h e c o u n t r y 0 Ha advoca t ed a d r a s t i c r e o r g a n i s a t i o n i n f r e i g h t 

r a t e s t u r c t u r e , r e d u c t i o n i n c a p i t a l e x p e n d i t u r e and t h e immedia te improvement 

and f r o m 1923-1926, t he r a i l w a y showed a c o n t i n u o u s s u r p l u s <> The tonnaae 

o f p a l m k e r n e l s r a i l e d t o F r e e t o w n increased , e n o r m o u s l y , i m p o r t s t o o k an 

upwsrd. t r e n d and the r a i l w a y was now i n \a p o s i t i o n t o b e n e f i t f r o m the t r a d e 

boom.o I n t h i s e x p a n d i n g economy, the prokhieers o f cash c rops e x p e r i e n c e d 

a r e a l i n c r e a s e i n t h e i r p u r c h a s i n g power ano^chis i s w e l l i l l u s t r a t e d , by 

the f o l l o w i n g remark i n t h e 1925 C o l o n i a l r e p o r t s 

"The w e a l t h i e r n a t i v e s now demand someth ing b e t t e r t h a n the 

o r d i n a r y t r a d e c l o t h and. are f u l l y pro-pared t o nay f o r t ' P. " 0 

However t hese boom c o n d i t i o n s showed s i g n s o f a, r e c e s s i o n by 1027 vHan 

t r a d e was s o l d t o have 3' l a i n t a i nod. a 1x2 as on a b l y h igh , l e v e l . 132S and 1929 

were d e f i n i t e l y l o a n y e a r s avid gave i n d i c a t i o n s o f t h e c a t a s t r o p h i c slump 

t h a t was soon t o o v e r t a k e t h e economy. 

12 
i n i b e r a i l w a y ' s m o t i v e c a p a c i t y . H i s recommendations were implemented. 



Jhe Great Depression 

The Depression found the r a i l w a y w i t h s u f f i c i e n t r o l l i n g s tock and 

motive power, but f r e i g h t and passengers were y*i>t not a v a i l a b l e . Again 

the c h a r a c t e r i s t i c behaviour of a preponderant ly export economy had i t s 

f u l l e f f e c t . The t rade depression and consequent low p r i ces f o r export 

crops d i s t r a c t e d farmers f r o m cash crop produc t ion , arid t h e i r low spending 

power made them r e l u c t a n t t o use the t r a i n s . Unl ike the I914-I8 war 

depression i n export crops, t h i s one had the added disadvantage of being 

f aced w i t h i n t ens ive road and water compet i t ion i n the r e a l l y product ive par t 

of the r a i l w a y areas. Compet i t ion was much more severe i n the Mortis r n 

Province along the Makeni - Por t Loko road , d i v e r t i n g t r a f f i c f rom the 

branch l i n e t o Por t Loko? whence water t r anspor t was used t o move the 

va luab le export t o Freetown, On the back hau l , these predatory t ranspor t 

modes, as t hey were described, by the r a i l w a y a u t h o r i t y , ^ c a r r i e d h igh - ra t ed 

impor t goodso I n the Southern and Eastern Provinces, w i t h palm b e l t 

l oca t ed away f r o m the navigable water reaches, t r a f f i c p i r a t i n g was not 

i n t e n s eo But as w i l l be seen l a t e r , t h i s s i t u a t i o n was t o d e t e r i o r a t e , 

f o r the development of the road feeder system n e a t l y created an e f f e c t i v e 

rou te l i nkage between the most p roduc t ive ra i lheads and the r i v e r i n e ports^ 

p r o v i d i n g a l t e r n a t i v e highways t o the r a i lway f o r import and export t r a f f i c » 

The r a i l w a y reacted t o the slump and road compet i t ion by reducing 

f a r e s and r a t e s , and s u c c e s s f u l l y u r g i n g the government t o impose road 

t o l l s so as t o curb the u n f a i r and predatory compe t i t ion by road t r a n s p o r t . 

Hence a se r i e s of road t o l l s were imposed f i r s t on the Port Loko - Makeni 

road (1934) and M a t i k i - Pamelap s e c t i o n of the same road (1937) ? p r o h i b i t i n g 



the t r anspo r t by road ofs 

(a) goods not manufactured i n S i e r r a Leone 'between M a t i k i and 

Pamelap ( i n the d i r e c t i o n of Makai i ) , 

(b) Palm kerne l s f r o m Pamelap t o M a . t i k i 0 ^ 

Secondly, the same p r o h i b i t i o n was app l i ed t o the Mano - Bumpe road i n 

1938. F u r t h e r , t o recapture palm ke rne l t r a f f i c i n p a r t i c u l a r , government 

pa id a subsidy of £ 2 0 , 0 0 0 t o the r a i l w a y which was l a t e r changed t o 15/-

per t o n of palm kerne ls conveyed t o compensate f o r the b i g drop i n palm 

k e r n e l r a t e s© This subsidy was j u s t i f i e d on the grounds tha t customs 

revenue would ga in by the increased t r a f f i c thus encouraged. The e f f e c t s of 

these measures were r e f l e c t e d i n an o v e r a l l increase of r a i l f re igh t< , Road 

and water compe t i t i on were checked, though, the depressed t r a d i n g condi t ions 

c o n t r i b u t e d apprec iab ly t o a r e d u c t i o n i n road compe t i t i on . Passenger 

t r a f f i c was slow t o recover ; f o r despi te the 50$ decrease i n 3rd class f a r e s , 

t r ade cond i t ions were such as t o l i m i t severely the spending po??er of the 

people . However by 1936, the slump had shown signs of waning and the p r i ce 

of palm kerne ls was £ 2 . 1 . 4 per t o n h ighe r than the 1935 l e v e l . 1936 i n 

f a c t proved t o be the most success fu l year of opera t ion since 1927? 

p u b l i c f r e i g h t reached a record l e v e l of 75?437 tons5 Jrd. class passengers 

increased by 137$ over the 1930 l e v e l , and the r a i l w a y a c t u a l l y had a 

surp lus of £ 1 2 , 6 3 8 . Table 4«3 gives a f a i r appra isa l of t h i s p e r i o d , 

s e l e c t i n g represen ta t ive years , and important commodities both i n the import 

and export sectors so as t o present an a n a l y t i c a l table where t rade 

v i c i s s i t u d e s are m i r r o r e d . 
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TABLE 4.3 RAILWAY OPERATION 1924-1936 i n Tons 

L o c a l Produce 

Year Palm K e r n e l s Food S t u f f s 

Imported Goods 
B u i l d i n g 
M a t e r i a l s S a l t Cotton 

Goods 

Source: Annual Railway Reports. 1924-1936 

T o t a l 

F r e i g h t 

1924 34,935 2,235 1,021 3,852 601 68,4-93 

1925 35,424 1,678 3,524 733 72,298 

1930 27,649 2,101 I98 2,712 521 53,553 

1931 32,964 2,731 117 1 ,995 367 56,551 

1932 41,945 2,895 201 2,480 807 65,115 

1933 33,268 2,521 140 2,258 402 53,926 

1934 33,926 3i935 327 2,174 420 58,811 

1935 43,104 3,086 249 2,415 . 863 70,294 

1936 44,413 3,670 4-37 3,161 1,108 75,4-37 

This p e r i o d a l so co inc ided w i t h the e a r l y e x p l o i t a t i o n of the minera l 

resources of the coun t ry . I n cont ras t t o Ghana, where the mineral companies 

provided f r e i g h t f o r the r a i l w a y , i n S i e r r a Leone, the i n d u s t r y was such tha t 

the r a i l w a y d i d no t b e n e f i t i n any great measure. Gold mining i n the Northern 

Province produced only a low bu lk h i g h value product whose t r a n s p o r t a t i o n 

d i d not a f f e c t r a i l w a y f r e i g h t 0 The same i s t r u e of diamond mining i n the 

Kono D i s t r i c t . Even b u i l d i n g m a t e r i a l and machinery connected w i t h the 

min ing i n d u s t r i e s d i d not apprec iab ly c o n t r i b u t e t o r a i l w a y f r e i g h t . However 

the success fu l e x p l o i t a t i o n of the Hangha chrome deposi ts w i t h i t s low-value 

bu lky p roduc t , gave the r a i l w a y i t s f i r s t r egu la r minera l f r e i g h t . But the 
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ra tes charged had t o be low, l j pence per t on /mi l e - a t r anspor t subsidy 

t h a t was e s s e n t i a l i n making chrome ore compet i t ive i n t i e wor ld market* 

1937 saw a f u r t h e r improvement i n the count ry ' s economic s i t u a t i o n and. 

the r a i l w a y had a surplus o f £ 8 , 4 3 2 . By 1938 another bleak economic per iod 

had begun and the p r i c e of palm kerne ls f e l l f r o m £ 8 . 1 2 . 6 a t o n (1937) t o 

£ 5 . 1 . 0 w i t h a consequent r a i l w a y d e f i c i t of £ 3 0 , 8 1 8 . Both exports and 

imports f e l l and. on t h i s sad no te , the Second World War began. The war 

years are inc luded i n the s tudy since they provide a unique oppor tun i ty t o 

examine r a i l t r a n s p o r t a t i o n pa t t e rns w i t h an over-supply of f r e i g h t , 

e l i m i n a t i o n of road compe t i t ion and. the extreme d i f f i c u l t y of ob t a in ing 

coal and replacements. The pe r iod i t s e l f i s not i d e a l f o r comparative 

purposes, because the war produced d i s t o r t i o n s , but i t gives some idea of 

the economic and s o c i a l consequences t h a t r e s u l t when a coun t ry ' s main 

t r a n s p o r t mode i s subject t o wax c o n d i t i o n s . 

On the outbreak of war, the General Manager of the r a i l m y assumed the 

o f f i c e of D i r e c t o r of T r a n s p o r t a t i o n responsible f o r a l l forms of i n t e r n a l 

t r a n s p o r t a t i o n i n c l u d i n g the d i s t r i b u t i o n of v e h i c l e s , spares and petroleum 

produc t s . Road, t r anspo r t was main ly concerned, w i t h s e rv ing m i l i t a r y needs 

whi le the r a i l w a y was charged w i t h the movement of a l l import and export 

goods, and at the same t ime was ob l iged t o make a v a i l a b l e a la rge p r o p o r t i o n 

of i t s c apac i ty f o r the war e f f o r t . T h e r a i lway was unable t o cope w i t h 

a l l the t r a f f i c e s p e c i a l l y w i t h t h a t r e s u l t i n g f rom the increased p roduc t ion 



of chrome ore 0 T r a f f i c problem became so ;acute p a r t i c u l a r l y i n the 

Freetown area where the war had concentrated a l a rge labour f o r c e , tha t 

3rd c lass passenger f a r e s were r a i s ed by 50$ t o r e s t r i c t t r a v e l l i n g . By 

1942, war demands '. on the r a i l w a y had exceeded a l l expectat ions and w i t h 

l i m i t e d and d e t e r i o r a t i n g locomotives and r o l l i n g s tock , the r a i l w a y 

s a c r i f i c e d the t r a n s p o r t a t i o n s o f palm kernels t h a t were p i l i n g up w i t h 

buy ing agents i n the P r o t e c t o r a t e . The tonnage of r i c e and number of 

c a t t l e r a i l e d showed an unprecedented increase. P r i o r t o the war, the 

r a i l w a y only c a r r i e d 30-40 c a t t l e per month whereas by 1943 i t was ca r ry ing 

1,100. The f r e i g h t | a t t e r n by 1942 was c l e a r l y a predominance of food 

products i n the down t r a f f i c and. war mater ia l s i n the up t r a f f i c 5 both 

export and import goods were on the d e c l i n e . Despite these abnormal condi t ions 

the r a i l w a y showed a p r o f i t f o r I 9 4 I and 1942 w i t h a b i g increase i n the t o t a l 

tonnage of f r e i g h t handled. T r a f f i c p a t t e r n however changed by 1943 

when the French West A f r i c a n dependencies j o ined f o r c e s w i t h the A l l i e s . 

Demand on the r a i l w a y was eased and grea te r a t t e n t i o n g iven t o the t r a n s p o r t ­

a t i o n of export produce* With the c l o s i n g of se rv ice camps, t o t a l r a i l w a y 

tonnage dec l ined (Table 4*4) £nd the - r a i l w a y rever ted t o i t s usual d e f i c i t s , , 

TABLE 4.4 RAILWAY OPERATION 1939-1945 i n £s 
Year F r e i g h t Tonnage Expenditure Revenue D e f i c i t Surplus 

1939 79,658 207,094 193,647 13,44-7 -
1940 82,676 200,24-3 189,207 11,036 -
1941 101,757 231,897 249,839 - 17,942 

1942 112,869 276,548 302,936 - 26,388 

1943 114,852 357,861 311,517 46,344 -
1944 102,858 411,787 363,181 48,606 

194-5 96,516 558,195 359,139 199,056 -



Pas son • e r T r a i ' f i o 

A compar i son o f passenger and f r e i g h t t r e n d s o v e r the p e r i o d 1Q20-1946 

shows t h a t pas senge r t r a f f i c i s more s e n s i t i v e t o v a r i a t i o n s r e s u l t i n g f r o m 

economic changes and r o a d c o m p e t i t i o n . F i g . 4-4 showing t r e n d s i n passenger 

t r a f f i c i n a number o f s e l e c t e d s t a t i o n s f o r the y e a r s 1025? 1930? -1-937 and 

1945 i s on a t t e m p t t o p o r b r a y passenger f l u c t u a t i o n s as a response t o 

s p e c i f i c s o c i o - e c o i i o m i c c h a n t s . The 1930 slump i n f l i c t e d a severe o v e r a l l 

decl5.ne i n . passenger t r a f f i c , e s p e c i a l l y i n t he e n t r e p o r t c i t y o f Freetown? 

and the l o s s a g r i c u l t u r a l l y p r o d u c t i v e n o r t h e r n s t a t i o n s where an average 

decrease o f 28 .9$ o c c u r r e d . Leas t a f f e c t e d were the main pa lm k e r n e l 

s t a t i o n s o f t he . s o u t h - e a s t w i t h an average 15.6$ dec rease . At the peak' o f 

the t r a d e boom i n 1937? a l l s t a t i o n s r e g i s t e r e d i m p r e s s i v e i n c r e a s e s , t he 

o n l y p e c u l i a r i t y being; Makeni w i t h the srnal l i n c r e a s e o f 13.6$ 0 T h i s was 

due m a i n l y t o i n t e n s i v e r o a d c o m p e t i t i o n d i v e r t i n g passenger t r a f f i c f r o m 

t h e r a i l w a y . By 1945 passenger t r a f f i c showed an o v e r a l l d e c l i n e compared 

t o 1937- F r e e t o w n end Songo, because o f the v ;a r - t ime n e c e s s i t y f o r the 

c o n c e n t r a t i o n o f a l a r g e and m o b i l e l a b o u r f o r c e i n t h e C o l o n y , r e g i s t e r e d 

s u b s t a n t i a l i n c r e a s e s . F o r p r o v i n c i a l s t a t i o n s , a, decrease was t o be 

e x p e c t e d , s i n c e t r a i n s e r v i c e s i n the a r e a had. been s e v e r e l y c u r t a i l e d t o 

meet t h e needs o f t h e Armed Fo rces i n t h e Free town a r e a . Such, f l u c t u a t i o n s 

are b e t t e r a p p r e c i a t e d , when compared t o f r e i g h t t r e n d s . By 1942, passenger 

t r a f f i c had i n c r e a s e d by 192.6$ o v e r t he 1937 l e v e l , bu t i n 1945 had f a l l e n 

t o 50.9$ o f t he I942 l e v e l . F r e i g h t tonnage i n c r e a s e d i n IQAg by 39.4$ 

o v e r 1Q37 and by 1945 had d e c l i n e d t o o n l y 80$ o f the 1943 l e v e l . C l e a r l y 

passenger t r a f f i c i s much more s e n s i t i v e - t o soc io - economic changes . 
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The l a s t two years o f the war saw a gradual dec l i ne i n both passenger 

and f r e i g h t t r a f f i c , a dec l ine t h a t was t o continue i n the post-war years. 

The cessa t ion of h o s t i l i t i e s M t the r a i l w a y i n a most depressing s t a t e . 

Track cond i t i ons were v e r y u n s a t i s f a c t c ry ; locomotives and r o l l i n g stock 

were i n s u f f i c i e n t and. i n e f f i c i e n t . The f u t u r e presented great doubts as 

t o the r a i l w a y ' s a b i l i t y t o serve the needs of an expanding economy. By 1946 > 

a f t e r almost 50 years of c o n t r i b u t i n g e f f e c t i v e l y t o the economic and s o c i a l 

development of S i e r r a Leone, the r a i l w a y was reduced, f r o m a p o s i t i o n of 

pre-eminence i n the t r a n s p o r t a t i o n f i e l d t o one of two forms competing 

s t r o n g l y f o r the haulage of the coun t ry ' s i n t e r n a l and ex te rna l t r ade . I n 

s h o r t , the r a i l w a y entered the post-war era u n f i t t o p l a y a dominant r o l e i n 

the unprecedented economic expansion t h a t was t o f o l l o w , , 

The Rai lway JT oglay 

The post-war pe r iod brought many changes w i t h f a r reaching e f f e c t s on 

the s o c i a l and economic development of S i e r r a Leone, P r i o r t o t h i s pe r iod , 

economic a c t i v i t i e s and marke t ing processes showed broad geographical 

c o n c e n t r a t i o n . Such concen t r a t i on , e s p e c i a l l y the d i s t r i b u t i o n and marketing 

of expor t crops, was t o a l a rge degree, a f a c t o r of ra i lway , development. The 

r a i l w a y , through the ins i s t ence of Governor Gardew, was pushed on t o the South 

and Eas tern Provinces t o tap the weal th of the r i c h palm b e l t . Consequently, 

the l a t t e r i n t r o d u c t i o n of o ther cash crops l i k e cocoa and. co f f ee i n the same 

area was j u s t i f i e d on the economic grounds of u t i l i z i n g the a l ready es tabl i shed 

t r a n s p o r t mode t o optimum capac i ty . Urban centres t h a t grew i n the ra i lheads 

.became important commercial areas and t ranspor t f o c i s e rv ing a wide but 
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p o o r l y accessible h i n t e r l a n d . At t h i s pe r iod , demand f o r t r anspor t services 

was l i m i t e d and the r a i l w a y gene ra l l y f u l f i l l e d the needs of the socio­

economic complex which was n i c e l y concentrated i n i t s immediate h i n t e r l a n d . 

The post-war era , e s p e c i a l l y the 1950's, in t roduced new geographical 

pa t t e rns whose u l t i m a t e r e s u l t was a d e f i n i t e d i s p e r s a l of economic a c t i v i t i e s 

and the emergence o f now demographic and urban concent ra t ions . Such 

d i s p e r s a l had l i t t l e impact on the t r a d i t i o n a l cash crop areas, as seen by 

the commercial p r o s p e r i t y and phys i ca l expansion of the towns i n the area c 

I n o ther areas, the impact was tremendous. By the e a r l y 1950 : s, the 

indigenous p o p u l a t i o n p a r t i c i p a t e d f o r the f i s t t ime i n the diamond mining 

i n d u s t r y , and the r e s u l t a n t t rade boom p r e c i p i t a t e d a popu la t ion m i g r a t i o n 

t o Kono which helped t o e s t a b l i s h and consol idate new geographical pa t t e rn s . 

Derived weal th f r o m min ing provided a basis f o r the growth of prosperous 

commercial centres and the increased purchasing power, coupled w i t h a ve ry 

r a p i d t u r n - o v e r i n commerce, lad t o the u l t i m a t e displacement of the r a i l w a y 

as the main t r a n s p o r t mode. Road t r anspor t i s more su i t ed t o s a t i s f y the 

needs of dispersed economic a c t i v i t i e s w i t h a n a t i o n a l market ready t o 

a v a i l themselves o f the "good th ings of l i f e " , and a popu la t i on r e luc t an t 

t o p a r t i c i p a t e i n what i s now considered the "unrewarding t o i l of f a r m i n g " , 

i n c o n t r a d i s t i n c t i o n t o the "Eldorado of diamond m i n i n g " 0 With, inc reas ing 

gross n a t i o n a l p r o d u c t i v i t y , the demand f o r t r anspor t services rose, but 

the r a i l w a y could not b e n e f i t f r o m t h i s boom since i t had f a i l e d t o reorganize 

and ca ter f o r a n a t i o n a l f r e i g h t market o r i en ted t o d i s t r i b u t i n g a wide 

v a r i e t y of goods t o a sca t t e red market, ins tead of the t r a d i t i o n a l p a t t e r n 

geared t o the bu lk movement of low value export commodities. 
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P a t t e r n o f Rai lway F re igh t 1950-64 

Based on the c l a s s i f i c a t i o n of commodity shipment f r o m each s t a t i o n , 

ve ry c l e a r l y two commodities, palm kerne ls and other merchandise (mainly 

imported goods) dominate i n the t o t a l f r e i g h t p a t t e r n . Local f o o d s t u f f 

comprise the grea tes t p r o p o r t i o n i n on ly 11 s t a t i o n s , 9 of which l i e i n 

the western h a l f o f the l i n e and are p r i n c i p a l l y geared t o supply ing the 

urban complex of Freetown. The other two, Levuma and Tabe are p rope r ly 

w i t h i n the h i n t e r l a n d o f Bo. Minera l ores , t imber and c a t t l e are dominant 

on ly at one s t a t i o n each, whi le l o c a l r i c e i s dominant i n 3 s t a t i o n s . 

Clearer s t i l l i s the inc reas ing imbalance between the branch and main lines.,, 

a f a c t o r rooted i n geographical r e a l i t i e s l i k e cash crop p roduc t ion and greate 

p o p u l a t i o n d e n s i t i e s i n the h i n t e r l a n d of the main l i n e . The branch l i n e 

i s today w i t h e r i n g f u r t h e r because of in tens ive post-war road compet i t ion . 

Regional d i f f e r e n c e s i n the degree of economic a c t i v i t y are emphasized 

by the gross p a t t e r n of commodity f l o w shown i n F i g . 4.5 f o r the pe r iod 

1961/62. The map has been compiled f r o m a, s t a t i o n t o s t a t i o n o r i g i n -

d e s t i n a t i o n m a t r i x (1961/62). Because of the very great tonnage v a r i a t i o n , 

a scale i nc r ea s ing i n a geometric progress ion had t o be employed t o accommodat 

the great d i f f e r e n c e i n volume of f l o w over d i f f e r e n t sect ions of the l i n e . 

F r e i g h t t r a f f i c has been d i v i d e d i n t o an "up t r a f f i c " s ec t i on , and a "down 

t r a f f i c " s e c t i o n . As can be seen, the Freetown area and eastern s t a t i o n s 

have the heaviest import and export t r a f f i c f l o w r e s p e c t i v e l y . On the down 

t r a f f i c , Pendembu (expor t crops) and Hangha (mainly chrome ore) dominate the 

f l o w pat tern? w h i l e 3o, Blama and. Kenema, t r a d i t i o n a l c o l l e c t i n g centres 
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f o r export produce, are s i g n i f i c a n t c o n t r i b u t o r s . S i m i l a r l y , w i t h the 

exception of Free town 5 "Bo, Blama, Kenema and Segbwema absorb v i r t u a l l y a l l 

the up t r a f f i c f l o w (import goods) on the main l i n e , s t r e s s i n g the strong 

demand exerted by these i n l a n d urban centres and the way they f u n c t i o n 

as d i s t r i b u t i o n centres f o r large and r e l a t i v e l y r i c h h interlands t o the 

south, n o r t h and north-east, and these hinterlands o f t e n extend w e l l 

beyond, the p o l i t i c a l f r o n t i e r i n t o north west L i b e r i a and south-east 

Guinea. Segbwema and Kenema are i n t e r e s t i n g i n t h a t t h e i r p r o s p e r i t y i s 

c l o s e l y t i e d w i t h t h a t of the diamond mining i n d u s t r y whose needs they 

e x i s t t o serve. On the branch l i n e running through the less prosperous 

Northern Province, commodity f l o w i n both d i r e c t i o n s i s but a f r a c t i o n of 

t h a t i n the-rmain l i n e . I n t e n s i v e road competition i n the n o r t h , f a c i l i t a t e d 

by the shorter and more d i r e c t road l i n k w i t h Free t o r n , i s a f a c t o r that 

s t r a n g l e d r a i l demand and produced the absurd s i t u a t i o n where Makeni, the 

p r o v i n c i a l c a p i t a l and most important commercial centre, has a gross t o t a l 

of only 234 tons of f r e i g h t (1961/62), Perhaps the p e c u l i a r weakness of 

the branch l i n e i s t o a large extent a f a c t o r of road competition. 

A s i g n i f i c a n t trend noticeable on the railway i n the post-war period 

i s the change i n f r e i g h t p a t t e r n . Since the r a i l w a y was b u i l t p r i m a r i l y 

t o e x p l o i t export crops, i t was not s u r p r i s i n g t h a t , i n the e a r l y years, the 

bulk of f r e i g h t was composed of such produce, w i t h palm kernels accounting 

f o r over 30$ of the t o t a l . But today i t s f r e i g h t p a t t e r n i s dominated by 

import goods. Figo 4»5 i l l u s t r a t e s the changing f r e i g h t trend emphasizing 

the f a c t t h a t from 1954? import goods have increased t h e i r share of t o t a l 

f r e i g h t at the expense of export produce. I t Lust be mentioned th a t the 
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diagram i s not a t r u e r e p r e s e n t a t i o n of import and export freight,, Up 

t r a f f i c and down t r a f f i c have been equated with import and export f r e i g h t 

r e s p e c t i v e l y , leading t o the i n e v i t a b l e neglect of l o c a l f r e i g h t t r a f f i c . 

However, t h i s i s not very s i g n i f i c a n t since l o c a l t r a f f i c i s small, most 

being c a r r i e d by road and water t r a n s p o r t . . ^ d e t a i l e d breakdown of the 

1961/62 f r e i g h t confirms t h i s observation since 70*4$ of t o t a l tonnage 

represents imports5 18.6$ exports and 11$ represents l o c a l t r a f f i c . The 

s i t u a t i o n of the r a i l w a y i s made worse by severe inter-modal competition, 

i n the form of read t r a n s p o r t not only i n the t r a d i t i o n a l r a i l w a y monopoly 

of export produce, but much more so i n the high rated import goods. What 

i s left f o r the r a i l w a y i s low value bulky f r e i g h t , w i t h a preponderance of 

imports l e a d i n g t o the uneconomic s i t u a t i o n where the railway i s faced w i t h 

ever-increasing empty running on the down t r a f f i c . fA glaj.ee at the rather 

incomplete f i g u r e s f o r I963 and I964 emphasizes the f r e i g h t imbalance (Table 4.5) 

TABLE 4.5 RAILWAY FREIGHT TYPE 1963-64 

1963 1964 

Commodity 

B u i l d i n g M a t e r i a l s 
Kerosene 
Motor S p i r i t 
Cement 
Kola Nuts 
Palm K e r n e l s 
Cocoa Beans 
Gas O i l 
Coffee 
R i c e 

T o t a l 

Export 
Tonnage 

558 
52,787 
3,252 

3,895 

60,492 

Import 
Tonnage 

18,203 
12,905 
21,680 
3,363 

131,787 

20,817 
208,755 

Export 
Tonnage 

96 
7,306 
3,250 

4,513 

15,165 

Import 
Tonnage 

10,481 
1,803 
1,562 

2,502 

12,878 
12,878 

5,407 
34,633 

Source: P r o j e c t f o r Improvement of S i e r r a Leone Railway p. 27• 1964. 

http://glaj.ee
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.As seen i n Pig, 4«6 nowhere i s the decrease i n 'import f r e i g h t more prominent 

than i n the Freetown' area, a f a c t o r a t t r i b u t a b l e t o road competition. 

Areas subject t o severe road competition and a heavy r e l i a n c e on a g r i c u l t u r a l 

production, e x h i b i t greater p r o p o r t i o n of f r e i g h t d e c l i n e . This i s well 

i l l u s t r a t e d i n the three northern s t a t i o n s of Mekeni, Magburaka and 

Yonibana, where b e t t e r road, a c c e s s i b i l i t y t o Freetown has d i v e r t e d a 

s u b s t a n t i a l p r o p o r t i o n of r a i l w a y f r e i g h t • I n c o n t r a s t , s t a t i o n s ?/est of 

Bo as f a r as Bauya, despite the general decline i n export crops, p a r t i c u l a r l y 

palm ke r n e l s , have shown a smaller p r o p o r t i o n of t o t a l f r e i g h t decrease 

mainly clue t o the less severe road, competition i n the area. 

The eastern s t a t i o n s can be conveniently categorized i n t o two groups. 

The group of l e a s t decrease comprises Kenema and Pendembu, areas of intense 

economic a c t i v i t y . Though. Kenema has witnessed a progressive decline i n 

export f r e i g h t e s p e c i a l l y palm kernels, the great demand f o r imported goods 

generated by diamond mining, has increased the up t r a f f i c tonnage t o such 

a l e v e l t h a t decrease i n t o t a l f r e i g h t tonnage, despite intense road 

competition, i s i n s i g n i f i c a n t . Pendembu's small decrease i s due p r i m a r i l y 

t o the f a c t t h a t being the focus of cash crop' production, i t s t i l l has a 

h i g h tonnage of palm kernels on the down t r a f f i c , On the other hand, 

Segbwema and Hangha provide instances of great f r e i g h t decrease. The 

Hangha s i t u a t i o n i s simply a f a c t o r of cessation'in chrome ore production, 

while Segbwema, once an important entreport f o r the Kono diamond area, 

has today l o s t t o road t r a n s p o r t and has not seen a p r o f i t a b l e increase 

i n import f r e i g h t t o o f f s e t the decline i n .palm kernel tonnage, L a s t l y y 

Bo provides a p e c u l i a r i t y i n f r e i g h t trends i n t h a t i t i s the only s t a t i o n 



t o show a net increase over the period 3-950-62, Again the p a t t e r n of 

Kenema i s i n t e n s i f i e d here - a great decline i n palm kernel tonnage out 

a more than p r o p o r t i o n a l increase i n import f r e i g h t tonnage. 

The above observations from the o r i g i n - d e s t i n a t i o n matrix provide 

some basis f o r meaningful g e n e r a l i z a t i o n s i n r e l a t i o n t o rally/ay f r e i g h t . 

A l l s t a t i o n s except Pendembu have r e g i s t e r e d s u b s t a n t i a l decreases i n the 

tonnage of palm kernels hauled? such decreases gene r a l l y vary d i r e c t l y 

w i t h the degree of read a c c e s s i b i l i t y i n any one area 0 Changes i n the 

shipment of l o c a l f o o d s t u f f have also shown a decline, mainly a t t r i b u t a b l e 

t o road t r a n s p o r t ; but the present p a t t e r n e x h i b i t s a marked departure 

from the pre-war p o l a r i z a t i o n towards Freetown; now i t i s mainly l o c a l i z e d 

short hauls s e r v i n g the immediate urban centreSo The increase i n b u i l d i n g 

materials and c o t t o n piece goods i s t o an extent, a r e f l e c t i o n of the 

country 1s commercial s t r u c t u r e . The former i s mainly a monopoly of the 

few b i g commercial f i r m s r e l y i n g p r i m a r i l y on the r a i l w a y f o r the haulage 

of such bulky f r e i g h t . These firms have not j o i n e d the popular trend i n 

d i v e r t i n g t h i s f r e i g h t t o road t r a n s p o r t and, on a simple cost basis, 

r a i l w a y haulage i s s t i l l cheaper» On the other hand, the d i s t r i b u t i o n of 

cot t o n piece goods i s i n the hands of a m u l t i p l i c i t y of small traders who 

have p r o g r e s s i v e l y changed over t o road t r a n s p o r t . Because of i t s high 

u n i t value, i t can withstand higher road transport charges. Furthermore, 

most of these r e t a i l e r s own l o r r i e s and since they r e l y mainly on small 

f r e i g h t shipments w i t h a r a p i d business turn-over, l o r r y transport i s the 

i d e a l mode* One can reasonably extend these conclusions f o r cotton piece 

goods t o cover the vast m a j o r i t y of imported commodities. This leads t o 
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the f u r t h e r conclusion t h a t w i t h the increasing withdrawal of European 

commercial f i r m s from the province S j l e a d i n g to the increased spread of 

small-scale r e t a i l t r a d e r s , even the present increase i n up t r a f f i c i s 

l i k e l y t o he depressed? f o r the magnitude of the dominant business i s not 

conducive t o r a i l t r a n s p o r t a t i o n . 

Passenger T r a f f i c 

I n the post-war p e r i o d , passenger t r a f f i c has generally shown an upward 

tren d and some sections of the l i n e have a c t u a l l y experienced b i g increases* 

i l t h o u g h passenger t r a f f i c has, l i k e goods t r a f f i c , suffered from road 

competition, t h i s has not prevented some small growth. Perhaps the demand 

f o r passenger service i s so hi g h t h a t the railway, w i t h i t s lower r a t e s , 

can s t i l l a t t r a c t a s u b s t a n t i a l number of passengers.• A count of passengers 

in d i c a t e s t h a t the greatest concentration of passenger t r a f f i c i s i n the 

commuter area Freetown - Songo and i n the area Bo - Segbwema. The former 

provides a market both f o r the l a t t e r ' s surplus labour and a g r i c u l t u r a l 

produce. The Bo - Segbwema concentration i s p a r t l y a product of poor road 

a c c e s s i b i l i t y , and p a r t l y a r e s u l t of Segbwema being a transhipment point 

f o r r a i l w a y passengers c o n t i n u i n g t h e i r journey t o Kono by road. 

Despite the general upward t r e n d , increases have occurred only w i t h 3rd 

class passengers who also provide over 95$ of t o t a l passenger t r a f f i c . 

The high, r a t e d 1st and 2nd class passenger t r a f f i c has v i r t u a l l y disappeared 

p a r t l y due t o commercial road t r a n s p o r t competition, and p a r t l y t o the 

recent; t r e a d i n p r i v a t e car ownership. This leads t o the f a c t t h a t passenger 

revenue c o l l e c t e d i s not p r o p o r t i o n a l t o the volume of passenger t r a f f i c * 



110 

To c o r r e c t t h i s imbalance, i t is s t r o n g l y suggested t h a t the rates be 

revised t o a l l o w the incr e a s i n g passenger t r a f f i c t o carry i t s share of 

expenses* The f u t u r e of passenger t r a f f i c i s r a t h e r hard t o p r e d i c t , but 

one estimates t h a t by 1980? when most of the proposed roads are completed 

and bus services introduced everywhere, the need f o r a r a i l passenger 

service w i l l no longer be necessary. On the other hand, should the road, 

programme f a l l s h o r t , and the present government a t t i t u d e towards the 

r a i l w a y a c t u a l l y lead t o i t s modernization, then passenger t r a f f i c , based 

on the present t r e n d , w i l l jump the 3?000,000 mark by 1980. This seems 

rat h e r u n l i k e l y f o r reasons t o be advanced i n l a t e r sections of the t h e s i s . 
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CHAPTER 5 

ETOLOPMENI OF TEE ROAD wmwCEK 1895-1960 

Despite a long t r a d i t i o n of t r a d i n g a c t i v i t y i n S i e r r a Leone between 

European powers and 'West A f r i c a n peoples, l i t t l e or nor attempt was made 

t o construct and maintain trade roads. I n N i g e r i a and Ghana, the s i t u a t i o n 

was the same* This could best be explained by the f a c t t h a t t r a d i n g 

a c t i v i t i e s were f o r a long time concentrated upon coastal fcr t s and r i v e r 

" f a c t o r i e s " . To l i n k these w i t h the h i n t e r l a n d , well-worn tracks evolved 

and the most important ones, f o r example the Falaba t o Port Loko road,-*-

might be cleared occasionally, but even t h i s crude form of maintenance 

was haphazard and l i a b l e t o stop when communal labour along the routes 

became l a x or disorganized, as a r e s u l t of the frequent t r i b a l wars. The 

year 1787 the r e f o r e marked an important phase i n the development of Sierra 

Leone's e a r l y t r a n s p o r t network, f o r at that time a narrow s t r i p of land 

about twenty miles square was bought from the Temne c h i e f , laimhana, and 

formed the nucleus of the colony of S i e r r a Leone.^ I t was i n t h i s year 

t h a t r e a l c o l o n i z a t i o n , by fr e e d slaves, started,, For the f i r s t time, 

systematic development under a c e n t r a l a u t h o r i t y , was experienced i n 

t h i s coastal area, which i n e v i t a b l y became the nucleus of the country's 

t r a n s p o r t a t i o n complex. 

Hp ad Development i n th£ Cc^jarr^ 

The need f o r e f f e c t i v e c o l o n i z a t i o n made i t q u i c k l y apparent t o the 

e a r l y s e t t l e r s t h a t b e t t e r communications were needed, not only t o f a c i l i t a t e 

trade but also t o ensure p o l i t i c a l c o n t r o l . As a r e s u l t there was an e a r l y 
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premium put on the development of roads i n the colony. Since at t h i s 

period the colony had few resources of i t s own and r e l i e d almost e n t i r e l y 

on Parliamentary g r a n t s - i n - a i d which were scarcely s u f f i c i e n t t o meet 

the colony's s o c i a l and economic needs, a road tax was i n s t i t u t e d and the 

Governor and Council ordered on October 10, 1795 that? 

" A l l male s e t t l e r s w i t h i n the s a i d T e r r i t o r y of S i e r r a Leone, 
from the age of sixteen s h a l l be l i a b l e to be c a l l e d upon 
fo r s i x days of work i n the course of a year f o r the c l e a r i n g 
and keeping i n order the s t r e e t s and roads w i t h i n the s a i d 
t e r r i t o r y ; and i n case any person so l i a b l e to be c a l l e d 
upon, s h a l l n e g l e c t or r e f u s e to obey summons of the 
Overseers of Roads ( t o be h e r e a f t e r appointed) every person 
so offending s h a l l be f i n e d i n the sum of one D o l l a r : and 
a l l female S e t t l e r s being i n possession of a To\m or Farm l o t s h a l l be 
l i a b l e to be c a l l e d upon to send a man to work s i x days i n 
the course of a year and s h a l l be l i a b l e to the same f i n e of 
one D o l l a r i n case of n e g l e c t i n g or r e f u s i n g to obey the 

3 
summons of the o v e r s e e r s as before mentioned". 

Roads w i t h i n the colony settlement were developed mainly i n t h i s fashion 

u n t i l 1872 when the Road Tax was abolished by Governor Pope Hermessy. 

The t a x i t s e l f was modified several times to make i t more e f f e c t i v e 5 f o r 

example, the Highways Act of I856 prescribed a road tax of one s h i l l i n g 

and s i x pence per annum per head f o r a l l inhabitants between the ages of 

s i x t e e n and s i x t y , w i t h the a l t e r n a t i v e of working on road maintenance f o r 



114 

s i x days per annum. According t o the reports of the Surveyor of Roads, 

i t seemed t h a t the road t a x was s u f f i c i e n t t o b u i l d and maintain roads, 

but was inadequate t o meet the r e p a i r of bridges. Hence not i n f r e q u e n t l y , 

the Governor and Council were found v o t i n g s p e c i f i c large grants f o r the 

c o n s t r u c t i o n and r e p a i r s of bridges. 

The road tax: ceased t o be of any importance i n 18725 but i n 

es t i m a t i n g the f a c t o r s i n the general development of the colony, there i s 

no doubt t h a t i t made a fundamental c o n t r i b u t i o n . P r i m a r i l y , i t was a. 

u s e f u l f i s c a l device f o r , w i t h the growth of population, the tax returns 

were bound t o show a proportionate increase. I n r e l a t i o n t o the t o t a l 

revenue, the c o n t r i b u t i o n of the road tax was indeed smallj but i t held the 

promise of growth and from Table 5«1> i t can be seen t h a t i t d i d grow 

from 1856 t o the time of i t s a b o l i t i o n i n 18720 
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TABLE 5.1 ROAD TAX RETURNS: I856-I87O (Colony of S i e r r a Leone) 
IN £s 

Year Road Tax T o t a l Revenue Road Tax as % age 
of T o t a l Revenue 

1856 126. 0.6 29,225.15. 7 0.43 
1857 38.19.0 33,067.17. ik 0.11 
1858 191.16.6 30,681. 5. 4i 0.62 
1859 125.11.0 31,432.11.11 0.40 
1860 150. 1.6 33,734. 9. 8 0.44 
1861 166.19.0 36,461. 4. 2f 0.45 
1862 466. 8.6 37,355. 9. 9 1.25 
1863 715. 3.0 47,335.11.11 1.51 
1864 639.10.0 49,113.10. 1 1.30 
1865 455. 5.0 46,405. 2.10 0.98 
1866 443. 8.0 58,889. 5. oi 0.75 
1867 431. 9.6 55,808.15. 4 0.77 
1868 357.19.6 56,907. 5. 9 O.63 
1869 360. 4.6 69,004.10. 1 O.52 
1870 484.14.6 67,135.12. 1 O.72 

Source: Blue Books: C O . 272/52-56. 

I n the absence of such a road t a x , i t would have "been impossible f o r the 

s e t t l e r s t o develop such an e a r l y network of s t r e e t s and all-weather 

roads• Hence one would question the economic r a t i o n a l e behind Governor 

Hennessey's a b o l i t i o n of the Road Tax i n 1872; f o r even i f there were 

av a i l a b l e f r e s h sources f o r making good the f i n a n c i a l loss t o the revenue, 

road maintenance was bound t o prove more expensive and the new-found 

revenue would only employ a smaller labour force on the roadsf f o r the 

f i n e of l / 6 which d e f a u l t e r s had t o pay represented only two days work 
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at the current o f f i c i a l d a i l y wage of 9&. and was thus u n j u s t . Pope 

Hennessey's a b o l i t i o n thus deprived the colony of i t s more economical 

s i x days labour on the roads which i n f i n a n c i a l terms represented only 

l/6, and s u b s t i t u t e d a more expensive system where s i x days labour now 

represented 9/-» I t was t h i s r e a l i s a t i o n which was the main motive i n 

re imposing the road tax as was c l e a r l y stated by Governor Howes " i t was 

not the money t h a t was wanted but the labour on the roads ".^ 

At t h i s p eriod, c o l o n i a l p o l i c y aimed mainly at containing the 

settlement w i t h i n the confines of the colony area which, meant tha t no 

roads were constructed t o l i n k up w i t h the h i n t e r l a n d . I n i t s p o l i t i c a l 

context, t h i s meant t h a t the colony arid the t r i b a l h i n t e r l a n d areas ( l a t e r 

t o become the Protectorate, of S i e r r a Leone), were considered two separate 

p o l i t i c a l e n t i t i e s . This separation, i n the form of a purposive p o l i t i c a l 

f r o n t i e r , would have been an e f f e c t i v e b a r r i e r t o the s o c i a l and economic 

i n t e r a c t i o n of the two peoples" - I n t e r i o r t r i b e s and colony s e t t l e r s - i f 

the Colony I t s e l f were a v i a b l e p o l i t i c a l e n t i t y . This was sur e l y not the 

case c Contact was e f f e c t e d i n the form of l i m i t e d trade i n gold, i v o r y 

and hides $ and gradual but p e r s i s t e n t B r i t i s h attempts t o e s t a b l i s h the 

Pax Britfcnnica over the t r i b a l h i n t e r l a n d by means of peace t r e a t i e s . 

But the most dramatic s o c i a l contacts were manifested by a series of wars 

waged by the t r i b e s immediately bordering the colony against the s e t t l e r s . 

Prominent among these were the Temne and Loko of Koya who waged two 

important wars against the s e t t l e r s . Their defeat i n b a t t l e d i d not 

provide s u f f i c i e n t guarantee f o r the colony's f u t u r e s a f e t y and I n 1878, 
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at the conclusion of the Second Songo War, a s t r a t e g i c road was cut from 

the colony t o Ma bang, t o f a c i l i t a t e the movement of troops i n the attempt 

t o p a c i f y the r e s t i v e Temne of Koya. This road., constructed out of pure 

m i l i t a r y necessity, was the f i r s t major road l i n k between the colony and 

the h i n t e r l a n d . 

P r o t e c t o r a t e Roads 

The year 1896 marked an important stage i n the development of S i e r r a 

Leone's e a r l y t r a n s p o r t system, f o r at t h a t time, a B r i t i s h Protectorate 

was established over the whole of the t r i b a l hinterland,° which now 

experienced the e f f e c t of a centra,! a u t h o r i t y , and a d m i n i s t r a t i v e d i s t r i c t s 

were set up under B r i t i s h D i s t r i c t Commissioners, Aa the B r i t i s h established 

p o l i t i c a l c o n t r o l over t h e i r new t e r r i t o r y , i t became apparent th a t a 

b e t t e r t r a n s p o r t network was needed. I n the f i r s t place, chiefs were 

encouraged t o maintain the trade routes r e g u l a r l y so as t o f a c i l i t a t e 

the f l o w of t r a d e , and secondly, an ad m i n i s t r a t i v e network of hammock 

trac k s was cleared t o enable D i s t r i c t o f f i c e r s t o be transported from 

v i l l a g e t o v i l l a g e slung i n a hammock between two bearers. I t f u r t h e r 

allowed the F r o n t i e r P o l i c e t o c a r r y out speedily t h e i r duty of maintaining 

law and order. The r e s u l t was t h a t between 1890 and 1906, the old north­

east south-west trade route alignment had been strengthened by a few w e l l 

maintained t r a c k s , while a s u b s i d i a r y network of t r a i l s had been cleared 

between a d m i n i s t r a t i v e centres and the more important settlements. I t i s 

not c l e a r whether the two types of route represented a d e f i n i t e t r u n k and 

feeder p a t t e r n , though the hammock t r a i l s did help t o feed the main trade 
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routes, 'but the c l e a r i n g and maintenance operations t h a t sustained such/ a 

system,I represent a marked improvement over the former i n d i f f e r e n t 

attempts. 

Before considering the tremendous impact of the r a i l w a y on road 

b u i l d i n g , a look at the road network and patterns of commodity f l o w would 

seem u s e f u l , as they c o n s t i t u t e a l a s t look at the o l d days of t r a d i n g . 

With the beginning of the 20th century, S i e r r a Leone entered a phase of 

economic growth t h a t r e v o l u t i o n i z e d the old t r a n s p o r t network, A s t r i k i n g 

f e a t u r e of the roads constructed by the c o l o n i a l administrat i o n i n the 

pre~ r a i l w a y era was t h a t they p r i m a r i l y had administ r a t ive or m i l i t a r y 

f u n c t i o n s . Hone were constructed as media of economic development. The 

a d m i n i s t r a t i o n r e l i e d mainly on v o l u n t a r y l o c a l labour f o r the construction 

end maintenance of these roads* Trade patterns consequently showed no 

a l t e r a t i o n from the pre-Protectorate days? the old commodity f l o w p a t t e r n 

was s t i l l s t r o n g l y i n evidence, and the l i m i t a t i o n s imposed by an over-

dependence on water t r a n s p o r t continued t o influence the range of trade 

goods and the p r o f i t a b l e margin of e x p l o i t a t i o n , f o r each commodity. Goods 

w i t h a low value/weight r a t i o , l i k e timber and palm kernels were severely 

r e s t r i c t e d t o the immediate h i n t e r l a n d s of navigable waterways, and t h e i r 

movement on the roads involved only short distances. On the other hand, 

commodities w i t h a high value/weight r a t i o , l i k e gold, i v o r y and:,hides, 

because they could withstand the high costs of ' .headporterage, had a 

p r o f i t a b l e margin of e x p l o i t a t i o n t h a t extended f a r i n t o the i n t e r i o r . 
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There was at t h i s period a very high premium put on the space dimension i n 

the p a t t e r n of commodity f l o w - i n d i c a t i n g not only an undeveloped economy 

'but also a very rudimentary t r a n s p o r t system, unsuitable f o r the extensive 

e x p l o i t a t i o n of bulk commodities. 

Fej=£Ler ..,Hoads 

The coming of the r a i l w a y emphasized the need for a f l e x i b l e feeder 

system t h a t would channel t r a f f i c t o the various railheads and thus, create 

a r e g u l a r and r e l i a b l e supply channel f o r the economic running of the new 

rai l w a y . This need was met by roads. So important had bee arte the need 

t o b u i l d feeder roads t h a t the c e n t r a l government a c t u a l l y spent £832 i n 

1904 on road c o n s t r u c t i o n . Two main bodies were responsible f o r the 

c o n s t r u c t i o n of these feeder roads. The more important was the Railway 

Department i t s e l f , a c t i n g as an agent of the c e n t r a l government, which. 

constructed a l l the 1st class roads while the c h i e f s , under the supervision 

of D i s t r i c t commissioners, constructed the 3^d class roads, and on t h e i r 

own, made a l l the 5th class roads. The d i s t i n c t i o n among the three 

classes of roads l a y i n t h e i r respective q u a l i t y . By I906 there were 59 

miles of 1st class roads constructed at a cost £20,650; 50 miles of 3rd 
class roads constructed at a cost of £5,750, and 71 miles of 5th class 

9 
roads b u i l t at the small cost of £1,775» 

i n important f e a t u r e of almost a l l these roads e s p e c i a l l y the 1st 

class roads, I s t h a t they g e n e r a l l y run due n o r t h at r i g h t angles t o the 

r a i l w a y as shown on the 1910 Road Map (iPig. 5.1). There were h a r d l y any 

roads running south since i n the Southern Provinces, roads were considered 

i n e s s e n t i a l because the navigable waterways were s u f f i c i e n t t o handle 
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the available t r a f f i c * There was no immediate need, to divert such t r a f f i c 

•to the railway. The alignment of the roads was dictated by the economic 

necessity to pass through the r i c h palm belt5 hence purely physical 

factors of t e r r a i n aid drainage were made subservient to the a l l important 

economic factor i n the location of roads* The roads had to run through 

d i f f i c u l t and broken country necessitating the construction of huge 

embankments, aid cuttings with numerous bridges averaging one .bridge 

fo r every l j miles of road."^ 

The geographical d i s t r i b u t i o n of roads i n t h i s period showed the 

early dominance of the eastern palm belt region. The road lap of 1910 

c l e a r l y indicates the concentration of a l l 1st class roads. i n the area 

running from Bo eastwards to Segbwema. I n the north, there were no 1st 

class roads and i n the extreme south, where water transport was s t i l l 

of major significance, such roads were also lacking. Of the 60 miles of 

1st class roads, 19 linked the Hangha railhead with Largo, and 11 ran from 

Segbwema due north towards Bunumbu. There were 14 miles of good 3rd 

class roads l i n k i n g Penedembu with Kanrelahim on the Guinean f r o n t i e r , -

an important route f o r trade with the Kiss is of what i s today the Republic 

of Guinea. I n the north, there were 46 miles of 3rd class roads radiating 

mainly from the railhead at Yonibana. Of the 200 miles of 5th class roads • 

the majority were i n the eastern palm be l t . 

Despite the penetration of the railway into the palm belt and the 

rapid spread of a feeder road system, i t was realized that the system of 

head porterage was not only i n e f f i c i e n t as a means of moving low value 
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"bulk cQiimiocl.it ies, but employed a substantial labour force -which would, 

otherwise have been used i n increasing production. Several attempts were 

thus made to release t h i s labour force and substitute i t by other transport 

means. Animal transport was t r i e d using donkeys imported from the Gambia 

and bullock wagons, but both f a i l e d . Barrel r o l l e r s especially i n the 

eastern palm belt were extensively used? th e i r success as a substitute f o r 

human carriers was rather marginal, since i t took about the same number 

of men to r o l l a barrel of palm kernels as i t took to head load i t . 

Tramlines provided a more useful answer to the problem, and so successful 

were t h e i r operation t h a t some of the earlier feeder roads, l i k e the 

Hangha-Largo road, were converted i n t o tramlines. However, head, loading 

continued to dominate the flow of produce to the railheads u n t i l the year 

1910, when the Public Works Deportment (PWD), now Ministry of Works, took 

over the running of the 1st class roads from the Railway Department, and 

the f i r s t motorized transport, i n the form of a l o r r y , was introduced on 

t he P rot e ct or at e roads • ̂  ̂ 

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

accelerated and the roads which had been converted to tramlines by the 

Railway Department were taken over, and reconverted into 1st class roads 

capable of handling motor t r a f f i c o By 1913? the need to pursue a more 

vigorous road policy i n the Protectorate led to the formation of a 

Protectorate Road Department, charged with upgrading 3rd class roads into 

1st class ores, and extending the road network as rapidly as funds became 

available. This new department hardly had time t o organise a comprehensive 

road policy when h o s t i l i t i e s broke out i n 191A« 

http://cQiimiocl.it
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Growfch of Roadss 1914-1939 
The war had an immediate impact on the national economy. Total 

trade declined throughout the war period, and exports declined some 2'7y» 

i n value| despite great e f f o r t s to revive i t after the disastrous 

submarine warfare, the highest level of trade during the war period was 

s t i l l lOfo lower than the I9I3 peak, as can be seen i n Table 5.2. 

TABLE 5.2 VALUE OF EXTERNAL TRADE IN £'000 

Year Imports Exports T o t a l 

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 3,113 
1918 1,064 1,517 2,581 
1919 2,123 2,102 4,225 

Source: Trade Report 1914 p. 2. 

Despite these adverse economic conditions, development did take place i n 

the sphere of transportation. By I914, there were 1,36*1 miles of road i n 

the Protectorate, Of these 68 were 1st class roads, 81 2nd class roads 

and 1212 3rd class roads. Owing to the retrenchment policy and government 

economy measures to keep down expenditure, work on the roads was largely 

r e s t r i c t e d to maintenance. From 1916 maintenance work on 2nd cla.ss roads 
was suspended, and new construction was limited to those roads for which 
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materials previously ordered, were becoming available. The maintenance 
of 3rd class roads was done by chiefs and t h e i r people f o r which government 
paid them an average of 15/- per mile. By 1918, the length of 1st class 
roads had increased to I46 miles, the policy of the government being to 
upgrade existing roads i f new construction was not feasible. I n the 
Colony 15 miles were so improved, both i n the Colony and Protectorate 
several roads were made f i t f o r motor transport. A comparison between 
the Road Map of 1910 and that of 1920 (Fig. 5.2) clearly shows that there 
was substantial progress i n road development. 

The execution of the F i r s t World War saw the beginning of a second 

transport revolution i n Sierra Leone. .Although the l o r r y was introduced 

i n I9IO and provided the f i n a l answer to tho problem of transporting 

produce to the railheads and the d i s t r i b u t i o n of imported goods, i t s spread 

was very slow. By 1920 however, several army vehicles had been put into 

c i v i l i a n use and many ex-servicesmen who had acquired technical t r a i n i n g 

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

the l o r r i e s . - Most of the vehicles were ox U.S. o r i g i n and i t is therefore 

not surprising that the Ford truck led the way. With i t s high clearance, 

l i g h t weight- body and standard parts, the Ford could travel over poor 

qual i t y roads, and was easily repaired by the driver i f i t broke down fa r 

from the main urban centres 0 The impact of the l o r r y upon the movement 

of export produce was pronounced. The increasing importance of the l o r r y 

led to a boom i n road construction. The chiefs and t h e i r people, as 

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

sent a flood of petitions to D i s t r i c t commissioners asking the government 
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to b u i l d bridges on t h e i r roads, or to force reluctant chiefs to build 

t h e i r own sections of a rcad 0 They appreciated the fact that a road l i n k 

and a l o r r y , spelt prosperity f o r the land by bringing them i n t o closer 

contact with a wider world. 

The Public Works Department spared no pains i n making many roads 

motorable. By 1926, when the general railway st r i k e brought an overall 

c r i p p l i n g of industry, the government started to recognise roads as an 

' independent instrument of development. This early recognition was further 

strengthened by the fact that the mountainous topography of the Colony 

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

distance inland* Hence with a view to develop an alternative means of 

transport within the country independent of the railways, government 

appointed a Roads Board t o consider and recommend a programme for the 

development of a road network. This Board met and approved i n 1928 a 

Roads Programme for 150 miles of new road to be constructed by central 

government, and another 150 miles by local authorities. The plan aimed 

at rapid economic growth by building better feeder and access roads 

l i n k i n g producing areas to either ports of navigable rivers as did the 

Kamakwie - Kambia road, or to the established railheads, 'further, i t 

envisaged the construction of l a t e r a l road links to spread motor transport, 

Although the plan was never executed to i t s f u l l mainly due to the 

vicissitudes of the 1930 depression, nevertheless, the structure of the 

road network was substantially altered. For the f i r s t time there was a 

road l i n k ' between the Southern and f o r t hern Provinces, st a r t i n g from the 



t i d a l port of Sulima i n the extreme south, through. 3o and Makeni, 

to the northern town of Kabala (Fig. 5 .3). By the time the depression had 

actually gripped the country and paralysed i t s economy, mot or cable roads 

had increased from 160 i n 1920, to 704 i n 1930 - over a four-fold increase 

i n the decade. 

Despite the general economic depression, road transport showed real 

progress. This progress can be attributed to two main factors? the road 

building programme started by the 1926 Surplus Balances Development 

programme and communal road building, especially i n the Protectorate, The 

programme aimed at increasing the motorable roads from 400 miles i n I926 

to about 850 miles i n 1931 • Greater emphasis was to be l a i d on Protectorate 

road development? f o r t h i s vast area had only 260 miles of 1st class roads 

by I926. The programme, despite the fury of the depression, continued 

road construction and by 1934* when government economy measurers forced 

construction to stop, 8I4 miles of 1st class roads had. been b u i l t i n the 

Protectorate alone. From then on to 1935? very l i t t l e was added to the 

t o t a l mileage which remained at 845° 1^ this period, communal labour 

was extensively used i n the Protect orate 5 which contributed i n no small 

measure to the scaling clown of construction costs calculated at between 

£250 and £400 per mile. 1^ 

The sphere of mining showed appreciable growth i n the depression years, 

but t h i s growth was not associated, with the development of mineral roads. 

The gold "rush" was tmorganizod and involved largely small-scale prospectors 

migrating from one stream t o another, and depending on bush tracks and 
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head.. loading t o convey a l l t h e i r needs0 The mineral i t s e l f has an 

extremely high value/weight r a t i o and as such i t s successful exploitation 

is not always dependent on the a v a i l a b i l i t y of either raJ.lv/ays or motor 

reads* Hence the gold mining industry l e f t no permanent traces i n the 

f i e l d of transport development. Diamonds, l i k e gold, have a high value/ 

weight r a t i o and t h e i r exploitation i s not usually dependent on the 

a v a i l a b i l i t y of an e f f i c i e n t transport system. Diamond mining i n the 

Kono D i s t r i c t depended solely on the already existing railway and Segbwema -

Sefadu road l i n k . Within Kono D i s t r i c t i t s e l f , the early period of mining 

saw very l i t t l e road development. As f o r Iron-ore mining, i t depended on 

i t s own mineral railway running from the mine at Marampa to the shipment 

port of Pepel, a distance of about 52 miles. The presence of the mine at 

Marampa cannot be easily associated with any direct road building programme. 

I t can therefore be concluded that progress i n road building was e n t i r e l y 

due to the combined e f f o r t s of the central government and local authorities. 

Mineral exploitation, despite i t s great'-economic importance i n t h i s period, 

cannot be associated d i r e c t l y with any major road construction. 

Because of increasing ag r i c u l t u r a l production to stablize t o t a l incomes 

and opening up of the mineral industry, there was thought to be enough' 

fre i g h t available for a l l the three transport modes. In the sphere of 

moving mining equipment to the. diamond mines of Kono, the railway had an 

absolute monopoly up to the railhead of Segbwema, from which point, 

road transport took over and continued r i g h t on to the mines. I n the f i e l d 

of a g r i c u l t u r a l production, the railway experienced intermodal competition 

from the combined a c t i v i t i e s of road and water transport. I n the export 

http://raJ.lv/ays
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sector, the predominance of bulk goods of extremely low unit value, would, 

a p r i o r i , make cheap water transport the user's preferred .mode. The 

railway was economically i n e f f i c i e n t i n the sense that i t was more costly 

than water transport, and i n the depression years of declining prices, 

the extra income earned by the producer of water-borne export crops, 

especially palm kernels, where an extra one s h i l l i n g per bushel was gained, 

was a s u f f i c i e n t price incentive to divert t r a f f i c from the railway to 

water transport. But the increasing u t i l i s a t i o n of water transport, 

presupposes a greater dependence on road transport t o haul freight to and 

from the riverine ports. At t h i s period the Protectorate roads had 

developed s u f f i c i e n t l i nks not only to f a c i l i t a t e the coastwise and 

riverwise conveyance of export produce, but also to render such movement 

competitive vis a vis the railway. 

The preference f o r road and water transport would have been greater 

than otherwise suggested, had i t not been f o r the government's protectionist 

attitude i n favour of the railway, i s early as 1932, government protection 
] ̂1 

of the railway had become evident because the policy of creating road 

gaps was found to be i n s u f f i c i e n t i n the face of growing competition. 

Road and water competition was most severe -in the Northern Province, where 

the road system had e f f e c t i v e l y created a route linkage between the most 

productive areas and the r i v e r port of Port Loko, providing an alternative 

highway to the railway. The railway's reaction to the slump and growing 

inter-modal competition, was to reduce fares and. rates, arid, to urge 

government to impose road t o l l s so as .to curb the unfair and predatory 

competition, especially by road transport. Hence a series of road t o i l s 
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were imposed f i r s t on the Port Lo'Ko-Iakeni road i n the Matiki^Pame 1 ap 

section i n 1 9 3 4 . 1 5 This embargo had the temporary effect of redirecting 

northern t r a f f i c to the railhead of Makenio 

The roads were usually i n a good condition, f o r maintenance was now 

by voluntary paid labour. Government was finding i t extremely d i f f i c u l t 

to run and maintain the f e r r i e s whose costs had soared from £351 per fe r r y 

per annum i n 1928 to £1,638 i n 1931 The f e r r i e s were therefore 

transferred to the United African Company Ltd. (U. A.C.), and t h i s commercial 

body imposed heavy t o l l s on t h e i r use. By 1933 the government was much 

alarmed by the rapid commercial exploitation of the f e r r i e s which were 

conceived primarily as a social service, and accordingly, took over the 
1 o 

f e r r i e s from IT, A. C. Ltd. i n January 1 , 1935. ° I t i s extremely unlikely 

that the economic conditions then prevailing led to any substantial increase 

i n the l o r r y f l e e t as shown i n the receipts from Motor Licences i n the 

Protectorate which increased from £1,480 i n 1931 to £1,870 i n 1936. 

1935-39 marked the beginning of the mining industry's contribution 

to road, development. Such contribution operated largely through the 

Protectorate Mining Benefits Trust fund and under t h i s programme, three 

major roads were completed at a t o t a l cost of £10 ,657° Under the same 

programme the important Waterloo-Port Loko road., aimed at closing the 

road gap which had separated the Colony from the Protectorate f o r so long, 

was started, I n the Colony, 27 miles of the Peninsula road were completed 

at a cost of £45?000 . Table 5° 3 gives an exact position of road development 

i n the boom period p r i o r t o the outbreak of World War I I . 
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TABLE 5.3 ROAD DEVELOPMENT BETWEEN 1935-1938 

Road Mileage Cost i n £s Completed 

Mabonto-Bunbuna 15J 3,371 1936 
Port Loko-Lunsar 22 4,6l8 1937 
Mano-Bumpe 21 2,668 1938 
P e n i n s u l a 27 45,000 1938 

Source: P u b l i c Works Dept. Annual Reports. 

Road transport reacted to t h i s economic prosperity by again posing severe 

problems of competition against the railway. Competition was now ef f e c t i v e l y 

manifested i n the Southern Province especially i n the movement of palm 

kernelso To recapture t h i s f r e i g h t , government paid a £20,000 subsidy to 

the railway to enable i t to lower palm kernel f r e i g l i t rates by 15/V per ton. 

This price incentive was however found to be ineffective and resorting 

to the protectionist policy of the slump period, stringent prohibition 

was reapplied on the Kakeni-Bort Loko road i n 1937? and was extended to 
1° 

the Mano-Bumpe road i n 1938. J These r e s t r i c t i o n s , i n a. rapidly 

deteriorating economic atmosphere, not only halted the expansion of roads 

but also f i n a l l y k i l l e d water transport as a major mode. 
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Road Development in^Seoond iforld War 

The Second World War came with a sudden impact and depressed the 

economy just as the F i r s t World War did. Exports f e l l both i n value and 

volume while imports showed an absolute increase. The effects of the war 

¥;ere f e l t i n a l l sectors of the economy3 but the s t r a i n was most severe on 

the transport sect or 0 Road construction v i r t u a l l y came to a s t a n d s t i l l . 

Road transport was e n t i r e l y given over to meet m i l i t a r y needs while the 

railway was 'burdened with the movement of a l l imports and exports and 

at the same time making available a large proportion of i t s capacity 

to the war e f f o r t . The railway was unable to cope with the t r a f f i c and 

road transport could not be used to ease the bottle-neck. 

Road transport was mainly concerned with the movement of food crops 

to the Freetown area where a large number of servicemen was concentrated,, 

Long delays and bottle-necks developed at the f e r r y points and f o r the 

f i r s t time, i t became clear that the road network was inadequate to meet 

the needs of the country. The army, i n a desperate need to foster a 

direct road l i n k with the provinces so as to accelerate the delivery of 

food supplies, and also to move men and war ecjupment to the Protectorate, 

pushed through the f i r s t road l i n k between the Colony and Protectorate.. 

(Fig. 5.4). The road was linked to the Port Loko road at mile 47, l a t e r on 

i n 1941? the army again constructed the Mile 47 - Kumrabai axis, thus-, 

creating a second, road l i n k with the provinces. .Although the quality of 

these roads was i n d i f f e r e n t , largely because of speedy construction i n war 

time, they however closed the most huportant road gaps i n the country and 
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provided a solid basis f o r future successful road competition. One othe r 

sphere of road construction by the m i l i t a r y was i n the r i c h rice growing 

area of Kimike| here a poor qu a l i t y road was constructed from Matotoka, to 

Makali to make available large quantities of upland r i c e . 

Post-War Verlpd 

By the end of the war, the roads had deteriorated greatly and the 

railway was i n an exhausted condition owing to lack of replacements. The 

roads, heavily used by m i l i t a r y t r a f f i c , emerged from the war sorely i n 

need of repairs* Road transport, because of the scarcity of spare parts 

and r e s t r i c t i o n s on pe t r o l ; was slow to recover i t s pre-war levels hence 

the railway alone was l e f t to meet the transport needs of a rap.-dly 

changing economy. However as increased supplies of spare parts, p e t r o l , 

o i l and tyres became available, road, transport recovered to assume an even 

more dominant position than before the war. Demobilization of a large 

number of servicemen released many well-trained drivers ana mechanics, 

who quickly provided the required, labour force f o r the industry. A booming 

export trade and a related prosperity i n the internal economy, helped 

heavy local capital investment i n motor transport, 

These favourable economic conditions resulted i n a rate of t r a f f i c 

growth f a r i n excess of that previously prevailing,, Many roads were 

constructed i n the immediate post-war period to stimulate increased product­

i v i t y so as to recoup the losses of an unprofitable war. i l l these were 

embodied i n the 194*5 Ten Year Development Plan, which envisaged improvement 

of the road system as the most essential of the key schemes, and therefore 
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gave i t t o p p r i o r i t y f o r commencement. However , o n l y £380,000 were 

a l l o c a t e d t o r o a d c o n s t r u c t i o n and improvement out o f a t o t a l Ten Year 

Development P l a n o f £5-25 m i l l i o n . ^ 0 QV.oh an a l l o c a t i o n d i d no t p o r t r a y 

t h e p l a n ' s r e p e a t e d emphasis on r o a d development f o r t h e g e n e r a l success 

o f t h e programme. About 300 m i l e s o f r o a d i/ere c o n s t r u c t e d under t h i s 

scheme. Of t he se r o a d s , t h e Magburaka - Kumrabai r o a d was o f g r e a t 

s i g n i f i c a n c e s i n c e i t p r o v i d e d a s h o r t e r r o u t e be tween Magburaka and 

F r e e t o w n by 19 m i l e s , and by-passes t w o f e r r i e s . On t h e w h o l e , t h e 194-6 

p l a n i s bes t remembered f o r t h e roads i t s t a r t e d and n o t f o r t hose completed? 

f o r example i t s t a r t e d t h e G iema-Z i in i r o a d and comple t ed a t h o r o u g h s u r v e y 

o f t h e Kenema.-Zimi r o a d , b o t h l e a d i n g t o r i c h cocoa and palm k e r n e l are as 0 

I n t h e N o r t h e r n P r o v i n c e , t h e F a l a b a - K u r u b o n l a r o a d was s t a r t e d bu t more 

i m p o r t a n t , work was be .gain on t h e L imbaya-Gber i a Fotombu r o a d l i n k w i t h t h e 

R e p u b l i c o f Gu inea . 

I n I949 t h e C h i l d s R e p o r t was p u b l i s h e d and i n many r e s p e c t s , i t 

c o n s o l i d a t e d and expanded t h e theme o f t h e 194-6 Ten Year Development P l a n . 

T h i s t i m e , r o a d deve lopment was t r e a t e d more t h o r o u g h l y , and t h e r e p o r t 

exp res sed t h e need f o r two c l a s s e s o f roads? 

"those which forming part of the main s t r u c t u r e of 
the communications system should on account of t h e i r 
s c a l e of importance be the d i r e c t r e s p o n s i b i l i t y of 
the C e n t r a l Government; and those which being s u b s i d i a r y 
to the main s t r u c t u r e and p r i m a r i l y of l o c a l importance; 
should be decided upon, planned and c a r r i e d out by the 

21 
p r o v i n c i a l and d i s t r i c t a u t h o r i t i e s " 
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I t r e con tended a f i v e - - y e a r programme o f ma in r o a d c o n s t r u c t i o n by c e n t r a l 

government t o t a l l i n g 57J m i l e s a t an e s t i m a t e d c o s t o f £ 8 0 , 0 0 0 , p l u s a 

m a j o r programme f o r r e p l a c i n g t e n f e r r i e s w i t h b r i d g e s a t an e s t i m a t e d 

cos t o f £150,000. 

Road c o n s t r u c t i o n i n t h e immedia te p o s t - w a r p e r i o d t h u s d i f f e r e d b o t h 

i n q u a n t i t y and c h a r a c t e r f r o m t h e p r e - w a r e r a ; on t h e one hand t h e 

r a i s o n r e s h i f t e d f r o m p o l i t i c a l and m i l i t a r y t o m a i n l y economic 

c o n s i d e r a t i o n s . I n c r e a s e d t r a d e a c t i v i t y caused b y t h e diamond boom o f t h e 

1950s i n v o l v e d t h e i n c r e a s i n g use o f f a s t e r and h e a v i e r l o r r i e s , w h i c h 

i n e v i t a b l y p r o d u c e d a r a p i d d e t e r i o r a t i o n o f t h e l a t e r i t e roads*, Time l o s t 

i n c r o s s i n g t h e s l o w - m o v i n g f e r r i e s ( F i g . 5*5) and t h e r e s u l t a n t t r a f f i c 

b o t t l e - n e c k s n e c e s s i t a t e d t h e b r i d g i n g o f such f e r r y p o i n t s . L o c a l 

government f u l l y p a r t i c i p a t e d i n r o a d c o n s t r u c t i o n and by 1950 t h e r e were 

about I414 m i l e s o f r o a d m a i n t a i n e d by t h e P u b l i c Works Depa r tmen t , 91 o f 

w h i c h had a b i t u m e n s u r f a c e , and 66J m i l e s o f l o c a l government and p r i v a t e 

r o a d s . 

Road deve lopment e x p e r i e n c e d an i n c r e a s e d i n f u s i o n o f c a p i t a l , bu t 

t h e amount a l l o c a t e d was by no means adequate t o cope w i t h t h e b a s i c r o a d 

needs . Hot o n l y had l a r g e a r r e a r s i n war t i m e main tenance t o be made good , 

b u t b e t t e r q u a l i t y roads had t o be b u i l t t o w i t h s t a n d t r a f f i c t h a t was 

d o u b l i n g e v e r y f i v e y e a r s on most o f t h e m a j o r r o a d s , and t r i p l i n g on t h e 

r oads o f t h e d iamond m i n i n g a r e a s . O u t s t a n d i n g ach ievements i n r o a d 

deve lopment was t h e r e p l a c e m e n t o f about t e n f e r r i e s by modern s t e e l g i r d e r 

b r i d g e s , t h e b u l k o f t h e work b e i n g done by c o n t r a c t awarded t o P a u l i n g and 

Company L t d . These b r i d g e s , t h e most s p e c t a c u l a r o f w h i c h i s t h e Sewa B r i d g e 
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•which, i s 700 f e e t l o n g , b e i n g a c o m b i n a t i o n o f s e v e r a l s h o r t s t e e l g i r d e r 

spans and s t e e l t r u s s m a i n span , have s u b s t a n t i a l l y eased t h e f e r r y b o t t l e ­

n e c k s . S t i l l about a dozen f e r r i e s r e m a i n t o be b r i d g e d and. t h e most 

i m p o r t a n t i n c l u d e t h e Mange and Kambia f e r r i e s , t h e Moa and Kumrabai 

m i l c h s t i l l c o n t i n u e t o c r e a t e t r a f f i c h o l d - u p s on i m p o r t a n t m a j o r r o a d s . 

By 1960 t h e t o t a l r o a d m i l e a g e o f S i e r r a Leone compr i s ed some 4?000 

m i l e s o f w h i c h 1,700 t o 1,800 were a d m i n i s t e r e d by t h e c e n t r a l government 

t h r o u g h t h e M i n i s t r y o f Works , and about 1,800 m i l e s by l o c a l government 

and p r i v a t e a g e n c i e s . C o n s t r u c t i o n i n t h i s p e r i o d was v e r y s l o w e s p e c i a l l y 

f r o m 1953-19589 a v e r a g i n g 31 m i l e s p e r annum w i t h t h e e x c e p t i o n o f 1952 and 

1959/60 w h i c h averaged 95 m i l e s and 91 m i l e s r e s p e c t i v e l y . Thus r e a d 

b u i l d i n g be tween 1950-1950, was p r o c e e d i n g a t t h e r a t e o f 470 m i l e s p e r decade. 

T h i s s l o w p r o g r e s s , i f c o n t i n u e d , w o u l d t ake t h e c o u n t r y t o have a r o a d 

f a c t o r o f 1 m i l e o f r o a d p e r square m i l e o f t e r r i t o r y , 51 • 7 decades . The 

I 9 6 I r o a d f a c t o r was o n e - e i g h t h o f a m i l e o f r o a d p e r square m i l e o f 

t e r r i t o r y . T h i s l o w r a t e i s o b v i o u s l y i n c o m p a t i b l e w i t h r a p i d economic 

d e v e l o p m e n t , and i f t h e 1959-60 average o f 91 m i l e s p e r annum were made 

t h e minimum r a t e , t h i s s h o u l d r e s u l t i n t h e c o n s t r u c t i o n o f a t l e a s t 900 

m i l e s by 1971/72 - a modest t a r g e t f o r t h e government• I f l o c a l a u t h o r i t i e s 

added a n o t h e r 20 m i l e s p e r annum, t h i s s h o u l d g i v e about 1,100 m i l e s by t h e 

end o f 1971. 

Most new c o n s t r u c t i o n c o n s i s t e d o f l a t e r i t e r o a d s , b u t t h e s t r i k i n g 

f e a t u r e was t h e i n c r e a s i n g c o s t o f c o n s t r u c t i o n . The c o s t i n 1960 'was 

abou t d o u b l e t h a t o f 1952 and t r i p l e t h a t o f 1;950. Main tenance c o s t s a l s o 
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showed a g r e a t i n c r e a s e even t h o u g h t h e s t a n d a r d was be low t h a t r e q u i r e d e 

T h i s s i t u a t i o n was most ; a c u t e i n p r o v i n c i a l r oads where t h e r e were i n 

I96I , l,A66 m i l e s made up o f 1,440 m i l e s o f l a t e r i t e , and 26 m i l e s of 

b i t u m i n o u s , r o a d s . These were e s t i m a t e d t o r e q u i r e £366,000 f o r adequate 

main tenance whereas t h e v o t e p r o v i d e d was o n l y £241,000, a s h o r t f a l l o f 

£125,000, 

TABLE 5.4 --ROAD EttMTmmCti COST 

Year Road Type Mileage Expenditure Cost Per Mile 
£s £s 

1952 L a t e r i t e 1326 120,727 91 

1960 " 1578 232,250 141 

1952 Tarmac 103 33,286 321 

1960 " 196 90,200 460 

Source: Annual P.W.D, Reports 

D e s p i t e t h e l o w r a t e o f new r o a d c o n s t r u c t i o n and deve lopmen t , 

r o a d use i n t h e decade 1950-1960 was t r u l y phenomenal . T h i s t r e n d i s 

c l e a r l y shown by t h e i n c r e a s i n g number o f v e h i c l e s l i c e n s e d and t h e 

i n c r e a s e d use o f f u e l „ '.: -. "'.'•> * The t r e n d i n f u e l consumpt ion 

can o n l y g i v e a n o t i o n a l i d e a o f i n c r e a s e d r o a d u se , s i n c e a s u b s t a n t i a l 

tonnage o f f u e l i s r e - e x p o r t e d as s h i p s 1 s u p p l i e s i n t h e p o r t o f 

F r e e t o w n , and a l a r g e amount o f d i e s e l f u e l i s used i n s t a t i o n a r y m a c h i n e r y 

i n i n d u s t r y and i n t h e g e n e r a t i o n o f t h e r m a l e l e c t r i c i t y * But t h e two 

u n d o u b t e d l y p r o v i d e c o n c r e t e e v i d e n c e o f i n c r e a s i n g road u t i l i z a t i o n i n 

t h e c o u n t r y . 
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C one l u s i oris t 

T h i s c h a p t e r spans a 16*0-year p e r i o d o f r o a d development and th rows 

i n t e r e s t i n g l i g h t i n t h e h i s t o r i c a l geography o f t r a n s p o r t development i n 

S i e r r a Leone . I t i s i n t e r e s t i n g t o n o t e t h a t i n t h e Colony and P r o t e c t o r a t e , 

e a r l y r o a d c o n s t r u c t i o n was done on a v o l u n t a r y basis*; i n t h e C o l o n y as a 

f o r m o f r o a d t a x and i n t h e P r o t e c t o r a t e b y c h i e f dom l a b o u r . The need 

t o l i n k r i c h a g r i c u l t u r a l a reas t o e x t e r n a l m a r ke t s p r e c i p i t a t e d t h e 

c o n s t r u c t i o n o f t h e r a i l w a y i n t h e e a r l y 2 0 t h C e n t u r y t o t h e e a s t e r n pa lm 

b e l t and r o a d s , d e v e l o p e d as f e e d e r systems l i n k i n g p r e v i o u s l y i n a c c e s s i b l e 

a reas t o t h e r a i l w a y . As t h e r o a d n e t w o r k expanded hand i n hand w i t h pa lm 

and f o o d p r o d u c t i o n , l o r r y t r a n s p o r t was i n t r o d u c e d . O r i g i n a l l y motor 

t r a n s p o r t was encouraged by t h e r a i l w a y as a complementa ry , y e t s u b s i d i a r y , 

f o r m o f t r a n s p o r t5 b u t t h e impac t o f l o r r i e s r e v o l u t i o n i s e d , t h i s r e l a t i o n ­

s h i p , and r o a d s q u i c k l y r o s e t o a p r o m i n e n t p o s i t i o n . I f t h e roads c o u l d 

f e e d t h e r a i l w a y , t h e y c o u l d a l s o f e e d t h e p o r t s and r a i l towns d i r e c t l y , 

and u n t i l t h e b e g i n n i n g o f t h e Second W o r l d War, r o a d and r a i l t r a n s p o r t 

were c o m p e t i n g s t r e n u o u s l y f o r t h e c a r r i a g e o f t h e c o u n t r y ' s t r a d e goods. 

I n f a c t b y t h i s p e r i o d t h e r e l a t i v e i n e f f i c i e n c y o f t h e r a i l w a y had s t a r t e d 

t o show up b y t h e u s e r s 1 p r e f e r e n c e f o r r o a d and w a t e r t r a n s p o r t , and t h e 

g o v e r n m e n t ' s a t t e m p t t o p r o t e c t t h e r a i l w a y by i m p o s i n g r o a d t o l l s © 

Commercia l road, t r a n s p o r t , because o f t h e - ex igenc i e s o f t h e Second Wor ld 

War, was v i r t u a l l y w i p e d o u t ; b u t i t g r a d u a l l y r e g a i n e d i t s c o m p e t i t i v e 

p o s i t i o n i n t h e e a r l y p o s t - w a r y e a r s . I n the p o s t - w a r e r a ? g r o a t emphasis 

had been l a i d on r o a d deve lopment and s e v e r a l p l a n s have been f o r m u l a t e d , 



t h o u g h f i n a n c i a l d i f f i c u l t i e s have l i m i t e d t h e i r f u l l i m p l e m e n t a t i o n . 

However, t h e r e i s no doubt t h a t by t h e 1960s, r o a d s , d e s p i t e t h e i r s l o w 

r a t e o f i n c r e a s e , had become t h e dominan t c a r r i e r s o f t h e i m p o r t and 

e x p o r t t r a d e o f t h e c o u n t r y , r e l e g a t i n g t h e r a i l w a y t o a p o o r second 

p o s i t i o n . 
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CHAPTER 6 
THE PRESENT PATTERN' OF ROADS . 

I p t r o d u c t i on 

.An o u t s t a n d i n g f e a t u r e o f t r a n s p o r t i n p o s t - w a r West - A f r i c a has been 

t h e t remendous g r o w t h o f m o t o r t r a f f i c w h i c h i s r e f l e c t e d i n r o a d b u i l d i n g 

and improvement w o r k s . Such, deve lopment s i n c l u d e b o t h t h e u p g r a d i n g o f 

e x i s t i n g l a t e r i t e roads t o b i t u m e n - s u r f a c e h i g h w a y s , and the c o n s t r u c t i o n 

o f r oads o f a l l c l a s s e s 0 T h i s work has been c a r r i e d out by n a t i o n a l 

g o v e r n m e n t s , l o c a l a u t h o r i t i e s and commerc ia l c o n c e r n s , n o t a b l y m i n i n g 

companies . However , a l t h o u g h r o a d b u i l d i n g and t h e m o t o r i z a t i o n o f road 

t r a n s p o r t have been t w o o f t h e most i m p o r t a n t f a c t o r s i n economic and 

s o c i a l d e v e l o p m e n t , a c c u r a t e q u a n t i t a t i v e d a t a r e l a t i n g t o them i s h a r d 

t o o b t a i n . I n f a c t , i n S i e r r a Leone as i n o t h e r l e s t A f r i c a n c o u n t r i e s , 

t h e p a u c i t y o f i n f o r m a t i o n on r o a d m i l e a g e , t r a f f i c volume and v e h i c l e 

p a r k , i s a common c h a r a c t e r i s t i c . Even t h e d i r e c t b e n e f i t on t r a d e and 

p r o d u c t i o n a t t e n d a n t on i m p r o v e d r o a d t r a n s p o r t a re a m a t t e r o f c o n j e c t u r e p 

bu t t h e r e i s no doubt t h a t i n c r e a s e d u r b a n i z a t i o n and domes t i c m i g r a t i o n 

owe much t o i m p r o v e d r o a d s e r v i c e s . The g r o w t h o f r o a d t r a n s p o r t has 

i n e v i t a b l y p roduced i n t e r - m o d a l c o m p e t i t i o n w i t h t h e o l d e r e s t a b l i s h e d 

r a i l w a y and waterways? such c o m p e t i t i o n sometimes i n v o l v e s an a c t u a l 

d i v e r s i o n o f t r a f f i c t o t h e new mode, bu t i n s e v e r a l i n s t a n c e s , i t has 

s i m p l y e x p l o i t e d a l a t e n t demand w h i c h was h i t h e r t o u n s a t i s f i e d , o w i n g t o 

t h e s c a r c i t y o f t r a n s p o r t f a c i l i t i e s , , Roads have become, i n S i e r r a Leone 

a t l e a s t , t h e m a j o r t r a n s p o r t a r t e r i a l s f o r economic and s o c i a l deve lopmen t 0 



The e x a c t l e n g t h o f t h e n a t i o n a l r o a d n e t w o r k i s unknown. However 

i t was e s t i m a t e d i n 1 9 6 6 t o be i n t h e r e g i o n o f 5 , 0 0 0 m i l e s? o f t h e s e , 

about 2 ,000 m i l e s a re m a i n t a i n e d b y t h e c e n t r a l government and t h e r e m a i n i n g 

3 , 0 0 0 m i l e s f o r m t h e d i s t r i c t c o u n c i l and c h i e f d o m roads* There i s a s m a l l 

m i l e a g e o f p r i v a t e roads b e l o n g i n g m a i n l y t o m i n i n g c o n c e r n s 0 T h i s 1 9 6 6 

r o a d m i l e a g e e s t i m a t e g i v e s 2 . 3 m i l e s p e r thousand o f p o p u l a t i o n o r 0 , 1 2 

m i l e s p e r square m i l e o f t e r r i t o r y , f i g u r e s w h i c h compare f a v o u r a b l y w i t h 

o t h e r West A f r i c a n c o u n t r i e s , , b u t a re r i d i c u l o u s l y s m a l l i n r e l a t i o n t o a 

d e v e l o p e d c o u n t r y l i k e t h e U n i t e d S t a t e s o f Amer i ca w i t h 1 9 . 7 5 m i l e s P e r 

t h o u s a n d o f p o p u l a t i o n and 1 . 1 6 m i l e s p e r square m i l e o f t e r r i t o r y i n 

1 9 5 9 . 1 

Types o f Road 

At p r e s e n t , t h e h ighways have no number ing sys tem as i s - t h e common 

p r a c t i c e I n d e v e l o p e d c o u n t r i e s . The o f f i c i a l c l a s s i f i c a t i o n o f roads I s 

based e n t i r e l y on t h e v a r i o u s agenc ies under whose . j u r i s d i c t i o n t h e y happen 

t o f a l l . Such a method i s supposed a l s o t o i n d i c a t e r o a d q u a l i t y and 

t r a f f i c d e n s i t y . However , o b s e r v a t i o n i n t h e f i e l d r e v e a l s t h a t M i n i s t r y 

o f Works (MOW) r o a d s , w h i c h c o n s t i t u t e t h e t o p c a t e g o r y , do no t a lways meet 

w i t h t h e r e q u i r e d c r i t e r i a . F o r example t h e Kor ibundu-Kenema M.O.W. r o a d 

i s o f t e n impassab l e i n t h e r a i n y season , and when c o n s i d e r e d s t r i c t l y on 

t e c h n i c a l c r i t e r i a , s h o u l d p r o p e r l y be r anked l o w e r . On t h e o t h e r hand 

c e r t a i n d i s t r i c t c o u n c i l r oads u s u a l l y c o n s i d e r e d i n t h e l o w e r c a t e g o r i e s , 

p r o p e r l y b e l o n g t o t h e t o p c l a s s c F o r example t h e Koidu-Yengema r e a d i s 

a f i r s t c l a s s h i g h w a y w h i c h e a s i l y c a r r i e s a t r a f f i c d e n s i t y o f over 5 0 0 
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v e h i c l e s p e r d a y . T r a n s p o r t a t i o n C o n s u l t a n t s I n c . o f Wash ing ton i n t h e i r 

T r a n s p o r t S u r v e y o f S i e r r a Leone , recommended t h e use o f t h r e e r o a d c l a s s e s : 

P r i m a r y , Seconda ry and T e r t i a r y . 2 S. Dav ies i n h i s i m p r e s s i v e "Roads and 

Road T r a n s p o r t i n S i e r r a Leone" , sugges ted s i x r o a d c l a s s e s based m a i n l y 

on e s t a b l i s h e d i n t e r n a t i o n a l mode l s .* B o t h t hese s u g g e s t i o n s and the 

p r e s e n t o f f i c i a l sys tem a re n o t comprehens ive , and do n o t p o r t r a y a 

c l a s s i f i c a t i o n t h a t r e v e a l s t h e r e a l i t i e s o f r o a d c o n d i t i o n s i n S i e r r a Leone . 

I t i s t h e r e f o r e i n t e n d e d t o sugges t ano the r c l a s s i f i c a t i o n whose 

a p p l i c a b i l i t y , t h o u g h l i m i t e d t o S i e r r a Leone, w i l l however p r o v i d e a sys tem 

t h a t r e f l e c t s t h e t r u e c o n d i t i o n s o f t h e n a t i o n ' s r o a d n e t w o r k . To ach i eve 

t h i s , t h e f o l l o w i n g c r i t e r i a have been chosen: 

( a ) m o t o r a b i l i t y t h r o u g h o u t t h e y e a r 

( b ) t r a f f i c d e n s i t y 

( c ) s i z e and. p o p u l a t i o n o f a r e a se rved 

( d ) s i g n i f i c a n c e w i t h i n t h e t o t a l road n e t w o r k 

( e ) e s t i m a t e s o f a c t u a l and. p o t e n t i a l c o n t r i b u t i o n t o n a t i o n a l 

d e v e l opment. 

U s i n g t h e above c r i t e r i a , t h r e e c l a s s e s o f road are s u g g e s t e d . 

( 1 ) L a i n Roads 
f a ) S u r f a c e d 
( b ) I l n su r f aced . 

(2) Secondary Roads 

( 3 ) . M i n o r Roads. 

Ma in , roads- f a l l i n t o t w o c a t e g o r i e s as seen above . They f o r m t h e 

p r i n c i p a l i n t e r - u r b a n l i n k s i n t h e c o u n t r y and c a r r y t h e denses t t r a f f i c 

f l o w s . Most o f t h e s e roads c o i n c i d e w i t h t h e M.O.W. t o p c a t e g o r y , and 



hence c o n s t i t u t e t h e "best h i g h w a y s . About 300 m i l e s o f ma in road have a 

b i t u m e n s u r f a c e and c o n s t r u c t i o n c o s t s a re i n t h e o r d e r o f Le 30 ,000 -

Le 4 0 , 0 0 0 p e r m i l e . They g e n e r a l l y have a 20 f o o t c a r r i a g e w a y w i t h two 

t r a f f i c l a n e s and p r o p e r l y c o n s t r u c t e d v e r g e s , d r a i n s , c u t t i n g s and embank­

men t s . However , t h e m a j o r i t y o f ma in roads have no b i t u m e n s u r f a c e . They 

a re i m p r o v e d g r a v e l s u r f a c e roads w i t h a l o n g i t u d i n a l l a y o u t des igned f o r 

speeds be tween 20 and 45 m . p . h . and t h e c a r r i a g e w a y i s g e n e r a l l y sea led 

w i t h l a t e r i t e or c l a y e y g r a v e l , o b t a i n e d f r o m near t h e l i n e o f t h e r o a d . 

As on t h e b i t u m e n - s u r f a c e road.s , a lmos t a l l m a j o r r i v e r c r o s s i n g s have 

been p r o v i d e d w i t h permanent b r i d g e s , a f e a t u r e t h a t has g r e a t l y speeded up 

t h e f l o w o f t h r o u g h t r a f f i c and e l i m i n a t e d the f o r m e r l e n g t h y d e l a y s a t 

f e r r y c r o s s i n g s , These r o a d s , g i v e n good s u r f a c i n g m a t e r i a l s l i k e t h e 

n a t u r a l l a t e r i t i c g r a v e l s , can e a s i l y become a l l wea the r r o a d s • 

Many roads i n t h i s c a t e g o r y have e v o l v e d by a p roces s o f g r a d u a l 

i m p r o v e m e n t . O r i g i n a l l y t h e i r l a y o u t was ca sua l and t h e c r o s s - s e c t i o n was 

o n l y r u d i m e n t a r y . The i n t r o d u c t i o n o f mechan ica l equipment i n main tenance 

work u s u a l l y l e a d s t o some improvemen t , b u t t h i s may h e l p t o p e r p e t u a t e a 

road, on an a l i g n m e n t w h i c h i s f u n c t i o n a l l y u n s u i t a b l e . I t i s u s u a l l y a t 

t h i s s t age o f development t h a t d e c i s i o n s have t o be made whe the r t o improve 

on e x i s t i n g a l i g n m e n t s , o r t o b u i l d an e n t i r e l y new r o a d . I n g e n t l y 

u n d u l a t i n g l a n d , t h e b u i l d i n g o f a l a t e r i t e g r a v e l r o a d t o m a i n r o a d 

s t a n d a r d s i n v o l v e s l i t t l e more e a r t h w o r k t h a n i s r e q u i r e d t o b u i l d up t h e 

road, f o r m a t i o n w i t h s o i l e x c a v a t e d f r o m t h e s i d e d r a i n s . Cut and f i l l 

n e c e s s a r y t o p r o v i d e adequate s i g h t l i n e s and approaches t o r i v e r c r o s s i n g s , 



t e n d t o i n c r e a s e t h e volume o f e a r t h t o 'be moved and t h e o v e r a l l c o n s t r u c t i o n 

c o s t p e r m i l e ranges f r o m Le 10,000-18,OOOo I n d i f f i c u l t c o u n t r y such as 

swamp areas and h e a v i l y d i s s e c t e d h i l l c o u n t r y , c o n s t r u c t i o n c o s t s are 

h i g h e r and a re o f t h e o r d e r o f Le I n , 0 0 0 - 2 2 , 0 0 0 p e r m i l e , e s p e c i a l l y i n 

swamp l a n d s where a g r e a t e r t h i c k n e s s o f g r a v e l may he r e q u i r e d , and 

s u i t a b l e s u r f a c i n g m a t e r i a l s a r e u s u a l l y r a r e and more c o s t l y t o h a u l i n . 

Secondary roads c o n s t i t u t e t h e m i d d l e c a t e g o r y and g e n e r a l l y have 

an u n i m p r o v e d g r a v e l c a r r i a g e w a y s u i t a b l e f o r s i n g l e l a n e t r a f f i c . T h e i r 

c o n s t r u c t i o n i s v e r y s i m i l a r t o t h e e a r l y s tages o f c o n s t r u c t i n g main 

1 a t o r i t e r eads i n t o w h i c h t h e y n o r m a l l y deve lop when i m p r o v e d . F u n c t i o n a l l y 

t h e y a c t as f e e d e r s t o t h e m a i n roads and are u s u a l l y a d m i n i s t e r e d by-

l o c a l a u t h o r i t i e s o T h e i r permanence i s sometimes seasona l due t o e i t h e r 

f l o o d i n g or l a c k o f m a i n t e n a n c e . T r a f f i c d e n s i t i e s on such roads are n o r m a l l y 

l o w excep t i n t h e diamond m i n i n g a r e a s . 

M i n o r r oads f o r m t h e humble s t c a t e g o r y and. o n l y t h e most rugged 

v e h i c l e s can use them t h r o u g h o u t t h e y e a r 0 They a re s i m p l y c l e a r e d t r a c k s 

w i t h rvwilnf:; s u r f a c e s m a i n l y o r e n t i r e l y o f t h e n a t u r a l s o i l j o f t e n such, 

roads are f o r m e d by v e h i c l e s t hemse lve s b e a t i n g out a t r a c k , w i t h , as t i m e 

passes , s m a l l improvements i n d r a i n a g e and s u r f a c i n g ab p a r t i c u l a r l y 

d i f f i c u l t p l a c e s . Streams a re c r o s s e d by f o r d s or by b u s h - p o l e b r i d g e s whose 

c rude c o n s t r u c t i o n i n v o l v e s t h e s p a n n i n g o f the s t r e a m 'by a f e w l o g s i n t e r ­

laced, w i t h s m a l l e r s t i c k s , and. g i v e n a t o p cover o f s o i l . I n S i e r r a Leone, 

w i t h a marked c r y and wet season, t h e r e are u s u a l l y two r o a d s ; a wet season 

r e a d f o l l o w i n g t h e wa t e r shed and a d r y season road, r u n n i n g l o w e r i n t h e v a l l e y s 0 
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S ince c o n s t r u c t i o n o f such reads i s g e n e r a l l y n o t d e s i g n e d , t y p i c a l cos t s 

cannot 'be g i v e n . 

D e s p i t e t h e i r p o o r q u a l i t y , t he se roads are s i g n i f i c a n t i n t l a t t h e y 

r e p r e s e n t a g r e a t p r o p o r t i o n o f t h e t o t a l road m i l e a g e , and f u r t h e r r e f l e c t 

what a communi ty , d e s i r o u s o f improvemen t , can a c h i e v e on i t s own i n i t i a t i v e . 

The roads a r e i n v a r i a b l y f e e d e r or p i o n e e r roads l i n k i n g a v i l l a g e t o t h e 

n e a r e s t m a r k e t 0 The l e n g t h and even t h e l o c a t i o n o f t h i s c a t e g o r y o f roads 

i s v e r y d i f f i c u l t t o d e t e r m i n e , s i n c e r s w ones a re c o n s t a n t l y b e i n g 

i c o n s t r u c t e d a n d . o l d ones sometimes abandoned. F i e l d v e r i f i c a t i o n o f t he 
j 
| p o s i t i o n and. l e n g t h o f t h e s e r o a d s , amount ing t o s e v e r a l hundred m i l e s , 

j 

•I i s i m p r a c t i c a b l e , i n f o r m a n t s ' r e c o l l e c t i o n s a r e o f t e n vague and a d m i n i s t r a t i v e 

r e s p o n s i b i l i t y i s d i f f u s e d . However t h e o m i s s i o n w i l l n o t s e r i o u s l y a f f e c t 

t h e d i s c u s s i o n o f t h e b a s i c p a t t e r n o f t h e n a t i o n a l r o a d n e t w o r k , s i n c e 

j most a re s h o r t spu r s l i n k i n g a s i n g l e s e t t l e m e n t t o an e s t a b l i s h e d h i g h w a y . 

T h i s c l a s s i f i c a t i o n , I t i s hoped , w i l l have p r o v i d e d a comprehensive 

sys t em t h a t i s r e f l e c t i v e o f t h e t r u e s t a t e o f t h e n a t i o n s r o a d n e t w o r k . 

Emphasis has been l a i d on q u a l i t y and f u n c t i o n - t h e two c r i t e r i a most 

s i g n i f i c a n t i n any c o n s i d e r a t i o n o f r o a d s . The -prominence o f t e n a t t a c h e d 

t o t h e v a r i o u s b o d i e s i n charge o f reads has been i g n o r e d s i n c e t h i s does 

n o t p r o v i d e a c o n s t a n t b a s i s as t o r e a d q u a l i t y and f u n c t i o n . 

Road P a t t e r n 

The p r e s e n t - d a y a l i g n m e n t o f roads as seen i n F i g . , 6 . 1 , i s o f t e n • 

e x t r e m e l y t o r t u o u s . E a r l y road, b u i l d e r s , i n o r d e r t o reduce c o n s t r u c t i o n 

c o s t s , a v o i d e d m a j o r r i v e r c r o s s i n g s -where p o s s i b l e , t h i s i s one r e a s o n f o r 

t h e s i g - s a g n a t u r e o f many roads f o l l o w i n g wa te r sheds . A n o t h e r r e a s o n i s 
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. t o be f o u n d i n t h e h e t e r o g e n e i t y o f r o a d b u i l d i n g agenc ie s and t h e i r v a r i e d 

a i m s . C e n t r a l government c o n s t r u c t e d roads t o f a c i l i t a t e a d m i n i s t r a t i o n , 

government d e p a r t m e n t s l i k e F o r e s t r y and A g r i c u l t u r e , n o t f o r g e t t i n g p r i v a t e 

companies , a l l . c o n s t r u c t e d r eads f o r t h e economic e x p l o i t a t i o n o f t he 

c o u n t r y ' s r e s o u r c e s , and more r e c e n t l y , p o l i t i c i a n s and l o c a l communi t ies . 

p a r t i c i p a t e d an lae t ive r o a d c o n s t r u c t i o n to g a i n v o t e s and reduce i s o l a t i o n 

r e s p e c t i v e l y . Thus t h e r e was no c o h e r e n t a t t emp t a t a. p l a n f o r a n a t i o n a l 

r o a d n e t w o r k . At t h e same t i m e t h e d e s i r e t o p r e s e r v e t h e monopoly o f 

t h e r a i l w a y r e s u l t e d i n an absence o f roads w h i c h m i g h t compete w i t h i t . 

As t h e n a t i o n ' s demand f o r t r a n s p o r t s e r v i c e s grew, t h i s p o s i t i o n became 

I n c r e a s i n g l y u n s a t i s f a c t o r y and m a j o r h ighways were c r e a t e d b y l i n k i n g 

p o r t i o n s o f e x i s t i n g r o a d s o T h i s l i n k i n g process was w e l l deve loped i n 

t h e s o u t h and eas t where r o a d s , b u i l t t o act as f e e d e r s t o t h e r a i l w a y , 

were numerous and t h e c i r c u i t o u s h i g h w a y f r o m F r e e t o w n v i a Taiama, Bo, 

K o r i b u n d u , Kenema and Pendembu t o K a i l a h u n , now S i e r r a Leone ' s m a j o r 

a r t e r i a l r o u t e , i s a r e s u l t of t h i s p r o c e s s . 

I n a g e n e r a l sense t h e b a s i c p a t t e r n o f r o u t e s i s r a d i a l , c e n t r e d on 

F r e e t o w n w i t h m a i n r o u t e s r a d i a t i n g t o secondary u r b a n c e n t r e s such as 

Kambia , ICabala, and K a i l a h u n . T h i s s i m p l e r a d i a l p a t t e r n i s however 

d i s l o c a t e d by t h e c a p i t a l ' s c o a s t a l s i t u a t i o n , w h i c h means t h a t t h e f i £ \ s t 

m a j o r j u n c t i o n i s l o c a t e d 4 7 m i l e s t o t h e east o f F r e e t o w n . Then t he re is th 

absence o f any s i g n i f i c a n t red. n e t w o r k i n a l l t h e c o a s t a l a r e a s . The f e w 

roads i n t h i s a r e a a re g e n e r a l l y l i n k e d eas twards t o an i n c o m p l e t e a x i s 

e x t e n d i n g f r o m Eambia i n t h e n o r t h - w e s t v i a hoyamba, M a t t r u and p u j e h u n t o 



Zimi i n the south-east. Las t ly a d i s t i n c t transverse axis runs from 

Kamakwie to. Koribundu, cu t t ing across major routes rad ia t ing from Free ton, 

This north-south axis runs almost pa r a l l e l to the eastern escarpment which 

i t avoids almost completely. 

The ent i re national road network contains only three major ar ter ia ls t 

one l i nks Freetown with the Northern Province? another wi th the South and 

Eastern Provinces, and the t h i r d l inks the north wi th the south. On these 

major a r t e r i a l s are hinged the rest of the country's roads. From Freetown 

a bitumen surface road runs p a r a l l e l to the axis of the peninsula as f a r 

as Waterloo, then continues north-eastwards to the important junction of 

Mile post 47« Here the Y?;©:O:H bifurcates and one ar tery runs due north to 

Gbere junct ion at mile 665 a major branch continues as a l a t e r i t e road 

through Port Loko on to Kambia, crossing the two Scarciss r ivers by 

motorized f e r r i e s , s t r ikes tire Guinean f r o n t i e r and u l t imate ly l inks up 

with Conakry. The main northern a r t e r i a l continues due east to the mining 

town of Lunsar where the bitumen-surface terminatess then a gravel surface 

road continues north to Foredugu, veers north-east and, s k i r t i n g the Wosuro 

H i l l s i n i t s last 5 miles, enters the northern regional capi ta l of Makeni 

from the west. From Makeni, which provides a foca l point f o r transport, 

several roads radiate to other northern urban centres, such as Eabala, 

whose circui tous road with h a i r - p i n bends actually cuts across the d i f f i c u l t 

escarpment to enter the town from the south. From kabala a secondary road 

l i nks Sinlamia and Falaba with a branch, going to the G-uihean f r o n t i e r and 

u l t ima te ly reaching Faranah i n Guinea, The read continues i n the Sierra 

Leone sector due south as a minor road, through Seria on to Kuruboula, 

and i t i s expected to l i n k up with Kayirna in the Kono D i s t r i c t , thus 
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provl'dirig not only d i rec t access between the two contiguous d i s t r i c t s of 

koinadugu and Kono, but tb.e means of developing the plateau, reap..on of the 

north-east. 

The southern a r t e r i a l , vMch i s today the country's main thoroughfare ? 

continues due east i r o n telle Post 47 to Mile Post hkl ? where a late r i t e 

road branch.es o f f to Manburaka.*, Prom th i s road there i s a l i n k a.cross 
A 

the P amp ana r i v e r to Yele vfaero i t joins the north-south ar ter ia l« , At Pile 

91, the southern a r t e r i a l turns sharply southwards" to Taiama where the 

bituinen surface terminates. From T s i an-a i t continues as a late r i t e road 

through. Pa.io to Bunpe 7 and eastwards as a bitumen--surface road, to Bo7 T-Mch 

i s the largest p rov inc ia l town? has an important railhead and forms another 

major foca l point f o r t ransport . The southern a r t e r i a l continues on to 

Koriburidu across the Sewa bridge and. turns sharply east to Blama, KSsnona 

a;id Bunumbu where i t b i fu rca tes ? o:ae branch, running due north to Poidu/Ssfadu 

i n Konoj and the other continuing generally eastwards through, pendembu to 

K a i l alum, thence to Buedu where i t f u r t h e r sp l i t s up and continues a.s 

secondary roads to reach both the G-uLnean and Li be r i an front iers , , uroviding 

the only road access to Monrovia,, ' .'. 

The t h i r d a r t e r i a l runs i n a general north-south d i rec t ion from 

ICamakwie to Pujehua. I t i s e n t i r e l y a late.•rite surface road, and provides 

the major l i n k between north and south. Post of the roads hinged on i t are 

to the west, i n the i n t e r i o r p l a in region; road l inks due east are few and 

http://branch.es
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very recent, a feature easi ly explained by the i n h i b i t i n g fac tor of the 

eastern escarpment. T r a f f i c densities on th i s a r t e r i a l are generally 

low despite the f ac t that i t l inks major urban centres such as Makeni and 

Bo0 Movement involves mainly passeagersj f r e igh t t r a f f i c is poorly developed. 

This is not surpr is ing since i t was intended mainly to f a c i l i t a t e p o l i t i c a l 

administrat ion 0 

On the whole the main roads exhibi t a remarkable west-east alignment, 

emphasizing the f ac t that " a l l roads lead to Freetown". This pattern of 

alignment i s most developed i n the western hal f of the country, 

coinciding with the i n t e r i o r p l a i n region. The north-eastern quadrant i s 

remarkable by i t s lack of roads and here one f inds a classic example of a 

transport gap. The south-eastern quadrant however, though part of the 

eastern plateau, i s d i s t i n c t i v e by i t s many roads - a feature mainly 

a t t r ibu tab le to a high, l eve l of economic a c t i v i t y , ref lec ted i n cash crop 

production and diamond mining. Further, i t s dense population, i n contrast 

to the north-east plabeau area, has i n no small measure fostered the 

development of roads. 

The present r ad ia l pattern of roads, with a tendency to west-east 

alignment, represents a marked change from the or ig ina l north-south 

feeder road system geared to serving the railway. This is to be expected 

f o r the roads have ceased to he func t iona l ly t r i b u t a r y to the railway 5and 

today provide the main a r t e r i a l s f o r social and economic development. 

Hence the i r alignment is inev i tab ly west-oast, a pattern set by the railway 

and nav being copied by the road, system, which has v i r t u a l l y taken over 
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the ra i lway 's func t ion of ehanelling produce to Freetown and d i s t r ibu t ing ' 

imp orted goods to the rest of the country. 

R oad. 0 oris t rue t ion 

The construction;, design and locat ion of reads i s as varied a c the 

several bodies that undertake to construct and ma.lntain them. Il9n.ce a 

main road mag have a two lane carriageway with a two coat bitumen--surf ace, 

properly designed wi th cut t ings , embankments and grass verges* The 

carriageway may be as wide as 24 f ee t 0 Again a main road can simply be 

a 15-foot l a t e r i t e surface carriageway, with poor drainage and ^aliarp bends • 

Such tremendous variat ions i n the qua l i ty of roads f a l l i n g wi th in a single 

class i s most uhsatisfaetory, and i f roads and road transport are to play 

t h e i r maximum role i n the development process, a change i n procedures and 

po l i cy are sorely needed. Experience gained by past direct government 

construction and that of fo re ign contractors l i k e Yian in i Brothers of 

Home3 coupled with any useful outside advice, should be collated and 

s t r i c t read bu i ld ing standards formulated and maintained 0 I t i s realised 

that the cost of road construction i s high, f o r apart from abundant 

cheap labour and some road, bui ld ing materials and aggregates, the country 

produces at high, cost, only a l imi t ed quantity of cement and does not 

ma.nufacture asphalt. However, cost ly imported materials l i k e cement, 

a,sphalt and. s tee l , which feature prominently i n modern road construction, 

should not deter e f f i c i e n t road construction, Wherever a highway i s 

constructed or improved, no e f f o r t should be spared to make i t a t r u l y 

f i r s t class road. This w i l l en t a i l comprehensive planning to secure the 

best roads from a l imi t ed supply of cost ly imported materials, and there 

http://Il9n.ce
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should 'be an established scheme of p r i o r i t i e s i n road bui ld ing so that 

each modern road w i l l not simply r e f l e c t local needs, but w i l l be conceived 

i n the context of the national road network. 

There i s s t i l l a persistent lack of any comprehensive road plan. 

Several attempts have been made at planning; early contributors include 

the Roads .Advisory Board;, the Development; Council and Sir H 0 Childs i n 

h is plan of Economic Vevelomx^^ . Despite the 

good in ten t ion of such ear ly planners, the i r p r i o r i t i e s were arrived at 

on mainly notional concepts0 The demand for road transport was growing 

fas te r than the rate of road construction, and th i s had the dual e f fec t of 

i n h i b i t i n g economic growth and. overloading the ex is t ing roads and bridges 

so that they were d i f f i c u l t t o keep i n a serviceable state. I n any overall 

planning,, i t i s desirable f i r st to determine the importance of the road 

system i n the t o t a l economic context, and. to decide on a reasonable 

a l loca t ion of funds to such a programme. Secondly, i t i s necessary to 

assign p r i o r i t i e s to ths d i f f e r e n t read projects called f o r i n the plan. 

This has not been the practice i n Sierra Leone. 

I t i s by now axiomatic that the basis of real economic development 

must be l a i d r igh t on the ground, i n the vi l lages and among the people. 

This necessitates the l i n k i n g up of each hamlet, each urban centre and each 

ind iv idua l w i th the main stream of the nation's economic a c t i v i t y . Increased 

production i n the p r inc ipa l sectors of the economy rests largely on improved 

in t e rna l -communioations• There i s the urgent need to exploit new resources 

of production, but such can only be achieved by a formulated road programme 
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whose execution and cont inui ty i s not subject to easy disrupt ion. Ad hoc 

decisions as to which road should be b u i l t , improved or repaired, f a i r l y 

common at present, only tend to d i f fu se the l imi ted resources of the 

country i n a manner that is detrimental and i n e f f i c i e n t « Furthermore, 

decisions concerning roads are of ten taken with hardly any regard f o r 

in tegra t ion with other forms of development. 

F i n a l l y ? there is no doubt that tremendous e f f o r t has been put into 

the construction and improvement of roads i n the last twenty years, "but 

such e f f o r t , because i t i s d i f fused , has had a l l the i l l e f fec ts of 

unplanned road development. The time has surely come f o r a re~evaluation 

of road po l ic ies and the formulat ion of a master road plan, based on 

present aridnfuture needs, to evolve a road network that has s u f f i c i e n t 

capacity to cope wi th increasing demand, and a qua l i ty that w i l l not only 

hasten the f l o w of t r a f f i c , but minimise accidents and reduce the wear and 

tear on vehicles. 

Road MgJintenancei 

Maintenance i s labour intensive, mechanical equipment i s rare and 

highly d i f f u s e d . On l a t e r i t e roads, small groups of 6-8 men supervised by 

a Road Overseer who regulates and co-ordinates the work of six such groups, 

are responsible f o r the maintenance of 20-30 miles of road. Maintenance 

work tends to vary wi th the seasons! i n the dry season, emphasis is l a i d 

on brooming the road to reduce the in tens i ty of corrugations^ i n the rainy 

season, e f f o r t i s directed mainly to clearing of drains, patching potholes, 

clearing heavy growth on the grass verges and f i l l i n g swampy roads with 

rocks and stones» I n the early dry season, the annual ballast of 3-6 inches 
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of selected f i l l i s applied. Special compaction by r o l l e r s i s not 

common, wheel t r a f f i c being depended upon to do t h i s . 

The prose;it pol icy i s to d i s t r ibu te the labour force mainly on a 

mileage basis which varies from 1.2-2.1 men per mile of maintenance 

f o r k . Observations i n the f i e l d c lea r ly indicate that the basis f o r 

a l loca t ing labour should ac tual ly be t r a f f i c density, not only because 

roads wi th heavy t r a f f i c flows tend t o show the severest deter iorat ion, but 

also because produc t iv i ty per man/hour i n the the normal working day 

decreases proportionately with increasing t r a f f i c density. 

I n an attempt to observe in"de t a i l the e f fec t of t r a f f i c volume on 

manual maintenance operation, a check point was established on the henema-

Eoidu road, precisely one mile south of the Pendembu road junct ion, .At the 

peak t r a f f i c season, th i s road averages 400 vehicles per day of which 80i' 

or 320 vehicles are concentrated i n the period 7 a.m. - 7 p.m. f th is gives 

a,n average of 26.6 vehicles per hour or 1 vehicle every 2.25 minutes. 

Most of the vehicles averaged 40 ro.p.h. The labourers tended to stop 

work when the vehicle was 250 feet away, and resumed work immediately 

a f t e r the dust clcud generated, by the passing of the vehicle has settled 

down. Thus each labourer had a t o t a l waiting time of 30 seconds i n 2.25 

mins. (4 secso f o r the vehicle to pass and 26 sees, f o r the dust, to se t t le 

down.) Total wait ing time' i n an 8 hour working day amounted, to 1 hour 

47 minutes. I n addit ion to t h i s , norma,! productive time lost In t r a v e l l i n g 

by foot to the more distant portions of the 5 mile sub-section may amount , 

under d i f f i c u l t weather conditions, to as much as .40 minutes. Hence the 



normal working day i n e f f ec t produced only a maximum of 5 hours 33 minutes 

of productive time. On the other hand, a check on the Kabala-Makeni road 

at mile 40 i n the Kaoala d i r ec t i on , a road with a maximum t r a f f i c density 

of 100 vehicles per dayj over pOf? of which are concentrated i n the period 

7 a.m. - 7 p.m. showed a. time loss of only 30 minutes, through interactions 

by vehicular t r a f f i c . Sometimes ca t t l e moving on the hoof can cause a 

d i s rup t ion of maintenance work l a s t i ng f o r as long as 15 minutes. The 

greater the number of c a t t l e , the longer the period of work disrupt ion. 

On the whole t o t a l time los t was only one hour i n the normal 8 hour working 

day^ leaving 7 hours of productive t ime. 

These two examples point to two important conclusions? pr imar i ly 

that under the present system, • roads with a high t r a f f i c density have 

fewer man hours devoted to maintenance while roads with less t r a f f i c , 

paradoxically,ghave more$ secondly, that manual maintenance methods are 

unsuitable f o r roads with a t r a f f i c f l ow that exceeds 100 vehicles per 

day, but may be f a i r l y adequate f o r those that f a i l he low th i s c r i t i c a l 

density f i g u r e . 

The obvious solut ion to the problem of road maintenance especially 

f o r main roads, i s the adoption of mechanical methods. However, despite 

govermaent1s acquis i t ion of 16 graders and the i r continued use, they have 

only been minor pa l l i a t i ve s i n the road maintenance problem. The reasons 

are many, but the more s ign i f i can t include the smallness of the grader 

f l e e t and i t s i n a b i l i t y to meet the actual demand f o r maintenance0 

Financial l imi t a t ions make i t p r a c t i c a l l y impossible to increase the f l e e t . 
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The design and construction of roads now subject to grading are unsuitable; 

the extreme dryness of the material cut and the lack of suitable compaction 

reduces the benef ic ia l e f fec t s of graders to a mere 5 days. The potential 

benefi t cannot be denied, but immediate research in to s o i l characteristics 

and extensive road reconstruction, are p r i o r i t i e s not be be neglected i f 

mechanical maintenance i s to replace the present slow and inef fec t ive 

manual methods on main roads. 

Maintenance costs on bitumen.-surface roads are not usually expected 

to increase i n d i rec t proport ion with t r a f f i c density, provided the road 

structure i s adequate i n strength and thickness f o r the t r a f f i c . Resurfacing 

may not be required f o r 5-10 years. I n Sierra Leone, the pol icy has been 

to seek funds f o r applying a bitumenous surface on roads whose average 

t r a f f i c count r ises over 100 vehicles per day. Usually a two coat surface 

dressing i s applied and rescaled every 4-5 years. Bituminous premix 

carpets are not usually considered f o r , as explained by o f f i c i a l s of the 

Min is t ry of Works, i t Is at present impossible to maintain control i n the 

select ion and placing of the base on most roads, hence i t i s undesirable 

to undergo great expense i n pu t t ing down a bituminous carpet on a base with 

uncertain qua l i t i e s 0 Failures In such, cases are costly to repair , 

whereas a two coat surface can be dealt with comparatively easily and 

cheaply.^" Maintenance here Involves only two major problems, the provision 

of an adequate supply of suitable aggregate wi th in economical haulage 

distance and the i.eehaa.ization of the process of laying the carpet. 



The in t ens i t y of the problems varies Y / i th the type of road. I t i s 

severest on the important Freetown-Wa;ter 1 oo road whose hasty construction 

i n the Second World War period makes i t a classic example of a bad surfaced 

road ? and i t i s here that maintenance work i s frequent ana most expensive, 

On the other bitumen roads, maintenance costs are usually lower, f o r these 

comparatively recent roads were constructed using modern techniques, and 

t h e i r qua l i ty does not necessitate frequent resealing. Provision of 

aggregates was previously centralized on a single quarry, bat the haulage 

distance tended t o increase the cost of aggregates to levels considered 

uneconomic. Hence a new pol icy of decentralization was adopted5 small 

mobile uni ts capable of generating s u f f i c i e n t aggregates to meet one 

season's operations were dispersed a l l along the surfaced roads. Although 

c l imat ic conditions of high humidity impose a serious setback on the 

e f f i c i e n c y of mechanized laying of the reseal carpet, yet the process has 

cer ta in ly proved benef ic ia l to the speedy maintenance of the surfaced 

roads. Further the country is well endowed with granites and syenites 

which, are f i r s t class road aggregates. The only problem is the absence 

of a suitable loca l substi tute f o r bitumen which has to be imported at 

great cost. 

Road maintenance i s a real problem and i f the present trend of road, 

transport continues, the point w i l l soon be reached whs re p rac t i ca l ly 

a l l in te rna l movements of goods aad. passengers become a funct ion of highway 

transporto I t therefore becomes imperative that the greatest emphasis be 

placed on adequate maintenance of roads so that commercial and other 
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vehicles can be operated on a l l weather roads at reasonable costs, and 
that the economic l i f e of the vehicles may be extended and the present 
high cost of road transport thus reduced. Economic progress cannot a f ford 
t o stand s t i l l and wait out the time necessary fo r new construction or 
reconstruction of the present road system; major improvements i n the 
system can be attained by a c a r e f u l l y designed programme of road maintenance0 

At the same time i t should be realized that the l a s t ing remedy to the 

defects of the read system l i e s i n the speedy surfacing of the major 

a r t e r i a l s so that the recurrent problems of scour, corrugations, and pot 

holes, noticeable even with mechanical maintenance methods, can be 

eliminated f o r good* 

"i^S^J^-Ji^P^S^^. PJL Revenue 

Up to the present time, fun i s f o r road, construction and maintenance 

have come la rge ly from allocations i n the ordinary budget and i n the 

development budget. Maintenance and administration are usually carried 

i n the ordinary budget while major road construction are included i n the 

development budget. Revenues f o r the ordinary budget originate from the 

usual sources of taxes, custom duties e tc . , while revenue for the development 

budget i s derived i n varying amounts from several of the fo l lowing sources? 

(a) t ransfers from the ordinary budpet 

(b) United Kingdom free grants 

(c) Commonwealth assistance loans 

(d) (more recently) in te rna l loans. 
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Most external loans are negotiated f o r general development purposes 

including road construct I on „ I t i s not usual f o r spec i f ic loans to be 

designated to road development, the only known exception being the present 

4 m i l l i o n leone road project l i n k i n g Masingbe with Jaiama Sewafe i n the 

Kono D i s t r i c t . Part of t h i s , (2 m i l l i o n leories) i s a loan from tfest 

Germany s p e c i f i c a l l y intended f o r t h i s road project , and i n fac t the 

road builders are a German f i r m 0 On the whole there has been appreciable 

f l u c t u a t i o n i n the funds available annually f o r road work^and a chronic 

| i n s u f f i c i e n t advance knowledge to allow f o r systematic planning of road 

j development. From the available records, development funds allocated f o r 

j highway construction have ranged from a low of about Le 400,000 i n 1952 to 

a high of Le 2 m i l l i o n i n I964, wi th an annual average of about Le 8 0 0 , 0 0 0 

i n the period 1952-1966, 

1 Past and present accounting procedures i n the Minis t ry of Works are 

not designed to maintain separate records 01 expenditures f o r individual 

items i n the general funct ions . Hence figures r e l a t i ng to individu.al 

items are mere estimates. The only exception Is to be found i n allocations 

from the development budget, since those are very close to actual expenditures 

on new road, construction, although a small percentage is inevi tably 

expended on administration. On t h i s basis, the current annual expenditure 

on new road construction Is estimated at Le 750,000. A fu r the r breakdown 

reveals that annua,! iriaintenanee costs average about Le 1,250,000 including 

administrat ion. On. the whole, exhaustive checks on records and ^ o f f i c i a l 

opinion indicate that central government spends about Le 2 m i l l i o n per 
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annum on road, construction, maintenance and administration. This f igure 

includes the annual cont r ibut ion of Le 90,000-150,000 to d i s t r i c t council 

roads and sometimes to chiefdom roads, i n the provision of bridges over 

major streams,. 

The current highway expenditure represents about 5.6h' of t o t a l central 

government ordinary and. development expenditures. As noted above, the 

uncertainties involved i n the determination of budget al locations, 

especial ly i n the face of other crying needs, makes planning and scheduling 

of an orderly and continuous road programme impract ical . Though t h i s 

def ic iency i s appreciated by planners, they have not been able to convince 

central government of the need to revise i t s po l icy on f inancing road 

projec ts . Both, Dr. Carney i n his comprehensive Ten Tear Plan^ and professor 

D.T. Jack i n his Economic Survey of Sierra Leone, 0 have categorically 

pointed out the need f o r a change i n road finance pol icy and have even 

gone to the extent of sup" ost ing the creation of a EUghway Authority^ - a 

theme rei terated i n T .C . I ' s Transport at ion Survey of Sierra Leone. 3 

The Highway Authori ty, i f created, would be on a se l f - f inanc ing basis f o r 

the construction, maintenance and operation of the national road network. 

Hence a l l revenue-earning a c t i v i t i e s connected with road transport would 

be geared to f inancing the Highway Authori ty. Some major revenue sources 

would include import:-duties on -vehicles and motor fuels? and also revenue 

from licences, perhaps a novel source of revenue would be the imposition 

of road t o l l s on selected highways. This would no doubt meet with i n i t i a l 

d i f f i c u l t i e s i n a community too accustomed to the idea of " f r ee n roads$ but 



i f the road system should improve, then the road users ought to carry 

t h e i r f a i r share of the huge costs involved,, This theme w i l l be given 

elaborate treatment i n another section. F ina l l y the TkLghway Authority whe n 

created on the suggested se l f - f inanc ing and self-accounting basis, should 

eliminate the problems and f rus t r a t ions of the annual budgetary period which 

have become a perennial feature under the present system. I t must however 

be pointed out that f o r any intensive and comprehensive road, programme, 

the Highway Authori ty w i l l have only a l imi ted capacity to generate revenue 

in t e rna l l y ; hence i t must be given s u f f i c i e n t government backing to raise 

fo re ign loans to meet the heavy i n i t i a l costs of the programme. 
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CHAPTER 7 

FACTORS mnxmcrm ROAD MUSTST 

I n Sierra Leone, as i n most developing counties, the present stage 

i n the expansion of the transport system involves a steai^growth i n the 

number of motor vehicles and a eoncomitant .increa.se of road, mileage, 

producing greater access ib i l i ty among the various .nodal points such as 

•urban centre^,, Tnis phase i s also characterized by the dominance of road 

over r a i l t ransport . Thus a common theme in the evolution of the transport 

system i n Sierra Leone, as i n other "host African countries, has been the 

phenomenal r i se i n the importance of road t r a f f i c which f i r s t complements, 

the rai lway, then competes with i t and f i n a l l y overwhelms i t D Today 

the trend i s In t ens i f i ed by the f ac t that a great number of road penetration 

l ines are now being b u i l t i n areas which world have required r a i l penetration 

l ines i n the past. Thus one notices a new transport philosophy with emphasis 

s h i f t i n g from the railway, which was once considered an indispensable 

transport medium i n the mere ant l i e -orient ed--economy, to roads and road 

transport , r e f l e c t i n g the urgent need to d i v e r s i f y and enhance the internal 

exchange economy. 

The present spat ia l d i f f u s i o n of thehroael system i s the cumulative 

product of several in te r -ac t ing- fac tors . To isolate a specif ic fac tor i n 

the general road development theme as;. a t o t a l causal explanation, w i l l 

produce conclusions whose general a p p l i c a b i l i t y is l i m i t e d . nevertheless, 

i t i s essential to select a dominant fac tor and treat i t i n relat ionship 

to other factors i n road development. Having c r i t i c a l l y examined a l l the 

possible fac tors and. having subjected each, to mathematical analysis, i t was 

http://eoncomitant
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found that the population f ac to r accounted f o r a greater part of the 

v a r i a t i o n . Accordingly, the f ac to r has been considered the dominant one. 

Other major phenomena such as urban e f f e c t , physical environment, economic 

a c t i v i t y or degree of commercial!sat ion and inter-modal competition, are 

then treated as factors e i ther d i r e c t l y inf luencing the road density 

pat tern or modifying the road-population da '.sit;' re la t ionship . Hence i n 

t h i s study, the demographic theme i s given extra emphasis £ but as already 

stated, not to ' the exclusion of other factors whose role not only modifies 

the population e f f e c t , but son©times goes fur ther towards explaining the 

road density f o r par t i cu la r areas. 

Road Dens i t y 

I n a r r i v i n g at the road density as shown i n F ig . "J,1 the fo l lowing 

approach was employed. The whole national t e r r i t o r y of Sierra Leone was 

divided in to a series of g r i d ce l l s of about 700 square miles i n area. The 

t o t a l road mileage f o r each c e l l was then calculated and entered on the 

appropriate ce l l* Cells with, s imi la r values were grouped together. 

With these as report ing un i t s , 8 road density categories ranging from less 

than 21 miles to over 141 miles per g r i d c e l l were mapped out as shown i n 

F i g . 7.1<> The mean road density was then calculated at %0 miles per g r id 

c e l l and variat ions from t h i s observed mean were entered ei ther as posit ive 

or negative values. This method not only gives the absolute road density 

but also the much more s ign i f i can t deviations from the national average. 

The observations, apart from the low national road mileage of 0.12 miles 

per square mile of t e r r i t o r y , f u r t h e r h igh- l ight the need f o r greater 
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r o a d c o n s t r u c t i o n s i n c e 60 • 4 $ o f t h e a r e a l u n i t s o r 75?;' o f t h e n a t i o n a l 

t e r r i t o r y , have r o a d m i l e a g e s below t h e ave rage . The r o a d d e n s i t y map, 

( F i g . 7.1) on c a r e f u l e x a m i n a t i o n , g i v e s the v i s u a l i m p r e s s i o n o f d e f i n i t e 

r o a d d e n s i t y zones - a z o n a l p a t t e r n tha t ; i s p o r t r a y e d i n F i g . 7.2. 

Zone I > T h i s r e p r e s e n t s an a r e a o f h igh , road d e n s i t y c e n t r e d i n t h e s o u t h 

and s o u t h - e a s t o f t h e c o u n t r y . I t ex t ends f r o m M a t t r u i n t he w e s t , 

t h r o u g h B o , Segbwema, K a i l a h u n t o Buedu near t h e e a s t e r n f r o n t i e r . ; t h e n 

s t r e t c h e s i n a s o u t h - e a s t e r l y d i r e c t i o n f r o m M a t t r u and a s o u t h - w e s t e r l y 

d i r e c t i o n f r o m buedu, t e r i m i n a t i n g u l t i m a t e l y a t t h e Ma.no r i v e r i n t h e 

s o u t i i - w e s t f r o n t i e r 0 W i t h i n i t s c o n f i n e s , t he zone i n c l u d e s many l a r g e * 

u r b a n c e n t r e s such as Kenema, B lama , Pendembu and. P u j e h u n . The a r ea 

e x h i b i t s a h i g h degree o f c o m m e r c i a l i z a t i o n f o r i t f o r m s n o t o n l y t h e 

f o c a l zone f o r ca sh c r o p p r o d u c t i o n , b u t i s a l s o a c t i v e i nd i amond m i n i n g 0 

The co re a r e a o f t h e zone has the g r e a t e s t c o n c e n t r a t i o n o f economic 

a c t i v i t i e s , w h i l e t h e p e r i p h e r a l a reas are o n l y m a r g i n a l ; t h i s i n r e f l e c t e d 

i n t h e r o a d d e n s i t y p a t t e r n w h i c h averages 0.17 m i l e pe r square m i l e o f 

t e r r i t o r y i n t h e Buedu and Z i m i a reas nea r the L i b e r i a n f r o n t i e r . F u r t h e r 

t h e co re a r e a i s a zone o f h i g h p o s i t i v e d e v i a t i o n w h i l e t he p e r i p h e r a l 

a r e a i s one o f l o w n e g a t i v e d e v i a t i o n . 

Zone ._^I . T h i s zone o f h igh , r o a d m i l e a g e i s c e n t r e d l a r g e l y i n t h e s o u t h - w e s t 

q u a d r a n t o f t h e n o r t h e r n h a l f o f t h e c o u n t r y . I t i s bes t s u b d i v i d e d i n t o 

two areass 

( a ) The f i r s t a r e a c o n s t i t u t e s t h e west e r a p e n i n s u l a I n w h i c h i s 

s i t u a t e d t h e c a p i t a l c i t y o f F ree town* The a rea i s c h a r a c t e r i z e d by r a p i d 
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r a t e o f u r b a n i z a t i o n , p o p u l a t i o n g r o w t h due m a i n l y t o i m m i g r a t i o n , 

i n d u s t r i a l i z a t i o n and p r o v i d e s a m a j o r f o c a l p o i n t f o r employment . The 

r o a d d e n s i t y averages 0.14 m i l e p e r square m i l e o f t e r r i t o r y w i t h a popu­

l a t i o n d e n s i t y o f 200 p e r s o n s p e r square m i l e . 

( b ) The second a r e a p r o p e r l y b e l o n g s t o t h e p r o v i n c e s . I t s s o u t h e r n 

l o o p f o r m s t h e bounda ry w i t h t h e p e n i n s u l a zone e i compass lng v i r t u a l l y 

t h e whole o f P o r t Loko D i s t r i c t , t h e s o u t h e r n - p o r t i o n o f Kambia D i s t r i c t 

and t h e immedia te p e r i p h e r a l a reas o f Maker ! and Magburaka . E c o n o m i c a l l y , 

t h e zone i s i m p o r t a n t i n swamp r i c e c u l t i v a t i o n m a i n l y i n t h e S c a r c i e s 

r e g i o n ark!, i r o n - ore m i n i n g i n t h e Marampa a rea , u n l i k e Zone I I ( a ) j i t 

has a . l o w degree o f c o m m e r c i a l i s a t i o n which. I s r e f l e c t e d i n a h i g h d e n s i t y 

o f r u r a l p o p u l a t i o n . Average r o a d d e n s i t y i s 0*11 m i l e p e r square m i l e 

o f t e r r i t o r y w h i c h g i v e s i t , w i t h , t h e e x c e p t i o n o f t h e u r b a n areas o f 

Kambia , P o r t L o k o , L u n s a r and Mag bur ska , a g e n e r a l n e g a t i v e d e v i a t i o n f r o m 

t h e n a t i o n a l r o a d a v e r a g e . 

I t i s i n t e r e s t i n g t o compare t h i s n o r t h e r n zone w i t h Zone I i n t he 

s o u t h . B o t h have t h e same p o p u l a t i o n d e n s i t y o f loO pe r so . m i l e bu t 

t h e i r r e s p e c t i v e r o a d m i l e a g e s show a remarkab le d i f f e r e n . c e . Zone I I (b) 

w i t h 0 . U m i l e p e r square m i l e o f t e r r i t o r y compares n u t a v o u r a b l y w i t h the 

0.17 o f Zone I . t h i s f e a t u r e i n t r o d u c e s t h e f a c t o r o r . e c o n o m i c development 

f o r Zone I , w i t h I t s h i g h degree o f c o m m e r c i a l i s a t i o n , l o g i c a l l y possesses 

a d e n s e r r o a d n e t w o r k t h a n Zone I I ( b ) where economic development i s a t a 

l o w l e v e l . 
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£2iH.JbLI. 0 ^ h ± s c o n s t i t u t e s t h r e e s m a l l areas o f c o m p a r a t i v e l y h i g h 

r a i d mileageSo 

( a ) C e n t r a l Eono D i s t r i c t c e n t r e d i n t h e r a p i d l y e x p a n d i n g diamond 

m i n i n g towns of K o i d u - S e f a d u and Yengema. The a r e a was f o r l o n g a zone o f 

r e a d d e f i c i t ? f o r o r g a n i z e d diamond m i n i n g as p r a c t i s e d by t h e S i e r r a 

Leone S e l e c t i o n T r u s t L t d . ( S . L . S . T . ) was not dependent on an e l a b o r a t e 

and e f f i c i e n t r o a d n e t w o r k ; s h o r t spurs o f crude access roads were 

adequate t o l i n k t h e p r o d u c i n g a reas w i t h the company*s p l a n t s w h i c h 

were c o n v e n i e n t l y l o c a t e d n e a r t h e m a i n Koidu-Yengema r o a d . However 

A f r i c a i p a r t i c i p a t i o n i n diamond d i g g i n g p r e c i p i t a t e d a phenomenal ye t 

u n o r g a n i z e d r o a d b u i l d i n g e f f o r t t o l i n k up m i n i n g v i l l a g e s w i t h e i t h e r 

e s t a b l i s h e d r o a d a r t e r i a l s o r u r b a n c e n t r e s , so as t o f a c i l i t a t e t h e movement 

o f m i n i n g equ ipment and f o o d t o t h e d i g g i n g s i t e s . S ince t h e p a t t e r n o f 

A f r i c a n m i n i n g i s i n t h e f o r m o f a "diamond r u s h " , roads t e n d t o appear 

and d i s a p p e a r w i t h t h e r i s e and f a l l o f m i n i n g a r e a s . Thus t f e r e a l r o a d 

d e n s i t y o f t h e a r e a i s n o t p r e c i s e l y known? b u t i s e s t i m a t e d t o be about 

0.11 m i l e p e r square m i l e o f t e r r i t o r y . 

( b ) A n o r t h e r n zone c e n t r e d on t i e town o f E a b a l a and l i m i t e d t o t he 

t o w n ' s immedia te p e r i p h e r a l a r e a . The c o m p a r a t i v e l y h i g h r o a d m i l e a g e i s 

a r e f l e c t i o n o f t h e r e c e n t need f o r i n c r e a s e d a c c e s s i b i l i t y between the 

r u r a l a reas and t h e marke t t o w n o f K a b a l a . The p r e s e n t h i g h degree o f r o a d 

i n t e r c o n n e c t i o n has been a c h i e v e d m a i n l y by l o c a l a u t h o r i t i e s among w h i c h 

c h i e f d o m c o u n c i l s f e a t u r e p r o m i n e n t l y * 

( c ) A n o r t h - w e s t e r n zone c e n t r e d on Kamakwie, an a r ea t h a t i s 

i n c r e a s i n g l y becoming i m p o r t a n t for- c a t t l e r e a r i n g . I t i s a l s o an a r ea o f 



a p p r e c i a b l e m i g r a t i o n o f b o t h p o p u l a t i o n and c a t t l e f r o m t h e n e i g h b o u r i n g 

l e p u b l i c o f G u i n e a , p r o d u c i n g an i n t e n s i f i e d economic a c t i v i t y based on 

r i c e c u l t i v a t i o n , pa lm k e r n e l p r o d u c t i o n and c a t t l e r e a r i n g . Hence the 

need t o c r e a t e a n - e f x i c i e n t r o a d i n t e r c o n n e c t i o n between t h e r u r a l 

p r o d u c i n g a reas and t h e t o w n o f Kamakwie, 

2 one I T . T h i s e x t e n d s f r o m t h e n o r t h - w e s t , rtuLs p a r a l l e l t o t h e n o r t h e r n 

f r o n t i e r and v e e r s due s o u t h t o embrace v i r t u a l l y t h e whole o f Koinadugu 

and t h e n o r t h e r n h a l f o f Kono D i s t r i c t . I t i s g e n e r a l l y c o t e r m i n o u s w i t h 

t h e n o r t h e r n h a l f o f t h e p l a t e a u and h i l l r e g i o n . The a r e a i s t o a l a r g e 

e x t e n t e c o n o m i c a l l y n e g a t i v e e s p e c i a l l y i n the n o r t h e r n B o m b a l i and 

K o i n a d u g u D i s t r i c t s e c t o r s , w h i c h a re a s s o c i a t e d w i t h a predominance o f 

s u b s i s t e n c e a g r i c u l t u r e , and c a t t l e r e a r i n g . The Kono D i s t r i c t s e c t o r i s 

e c o n o m i c a l l y more bouyau t because o f l a r g e - s c a l e diamond m i n i n g . The aone 

i s c h a r a c t e r i s e d by a -poo r savanna v o g e t u i .on, i n f e r t i l e s o i l s and a mean 

annua l r a i n f a l l o f about 90 i n c h e s w h i c h i s concent r a t e d i n t h e s h o r t p e r i o d 

Juno t o .August, Hence t h e h i l l y t e r r a i n , coup led w i t h adverse c l i m a t i c and 

s o i l c o n d i t i o n s , have t o g e t h e r p roduced an e c o l o g i c a l e n v i r o n m e n t w h i c h 

i s n e i t h e r c o n d u c i v e t o t h e c o n g r e g a t i o n o f dense p o p u l a r i o n s 9 n o r t o d e v e l o p ­

ment o f cash c r o p a g r i c u l t u r e , f u r t h e r i t has i n t r o d u c e d an e lament o f 

demographic i n s t a b i l i t y s i n c e t h e a rea i s one o f t h e m a j o r source r e g i o n s 

o f p o p u l a t i o n e m i g r a t i o n . The i n t e r a c t i o n of t b o above f a c t o r s has 

p roduced a zone o f l o w r o a d m i l e a g e s whose average i s 0.046 m i l e p e r souare 

m i l e o f t e r r i t o r y , t h u s r e g i s t e r i n g a n e g a t i v e d e v i a t i o n o f 69.5 f r o m t h e 

n a t i o n a l mean 0 



_Zjotjb iJJ 0 A s o u t h - w e s t e r n zone w i t h a p e r i p h e r a l l o c a t i o n e m b r a c i n g the 

c o a s t a l p o r t i o n s o f Moyamba, Bonthe and Pu j ehun D i s t r i c t s i n c l u d i n g 

S h e r b r o I s l a n d . - P h y s i c a l e n v i r o n m e n t i n t he f o r m o f a l l c a t e g o r i e s o f 

swamp, i s t h e m a j o r f a c t o r i n d e t e r m i n i n g t h e observed u r e a l d i f f u s i o n 

o f t h e r o a d ne twork* The a r e a i s c h a r a c t e r i s e d by a g e n e r a l l o w d e n s i t y 

o f p o p u l a t i o n and a l o w l e v e l o f c o m m e r c i a l i z a t i o n . I t has , a r o a d d e n s i t y 

o f 0.04^ m i l e pe r square m i l e o f t e r r i t o r y w h i c h g i v e s I t a n e g a t i v e 

d e v i a t i o n o f 69.5 f r o m t h e n a t i o n a l average . 

Ji9i2£..Jrk° h m i n o r s o u t h - e a s t zone i n t h e G-ola H i l l s r e g i o n t h a t i s h e a v i l y 

f o r e s t e d and d i f f i c u l t o f acces s . Roads p e n e t r a t i n g t h i s t r o p i c a l f o r e s t 

zone a re l a r g e l y t h e c r e a t i o n o f t h e F o r e s t r y Depar tment t o f a c i l i t a t e t h e 

e x p l o i t a t i o n o f t i m b e r . I t has a r o a d d e n s i t y f a r below O.O46 m i l e p e r 

square m i l e o f t e r r i t o r y . 

2 o n e _ Y I I . On t h e n o r t h - w e s t c o a s t are two zones w i t h l o w r o a d m i l e a g e s and 

dense p o p u l a t i o n p a t t e r n s • 

( a ) The n o r t h e r n zone l i e s m a i n l y i n t h e n o r t h - w e s t e r n f r o n t i e r 

a r ea w i t h t h e t own o f Eye horn a t t h e mouth o f the Great S c a r c i e s s,s i t s 

c e n t r e . I t i s an a r e a o f i •.lease seamp r i c e c u l t i v a t i o n and a dense 

r u r a l p o p u l a t i o n o f t e n as h i g h as 150 p e r square m i l e , b u t w i t h a r o a d 

d e n s i t y o f o n l y 0.04& m i l e p e r square m i l e o f t e r r i t o r y . 

( b ) The s o u t h e r n zone i s p e r i p h e r a l t o the p e n i n s u l a a r e a bu t 

r e s t r i c t e d l a r g e l y t o t h e r i v e r i n e a reas o f t h e S i e r r a Leone e s t u a r y . 

The a r e a has a v e r y dense p o p u l a t i o n p a t t e r n - e v e r 200 p e r square m i l e — 

e s p e c i a l l y i n t h e b e H o r n r e g i o n where i n t e n s i v e a g r i c u l t u r e , based m a i n l y 



on m a r k e t g a r d e n i n g , i s p r a c t i s e d . The a r e a ' s p roduce i s marke ted i n 

F r e e t o w n and t h e p i c t u r e s q u e B u i l o r n boa t s are i m p o r t a n t i n t h e c a r r y i n g 

ox t h i s t r a d e . I t has a r o a d d e n s i t y o f 0.046" m i l e p e r square m i l e o f 

t e r r i t o r y w h i c h i s f a r b e l o w t h e n a t i o n a l average . 

Zone Y I I I o The zone i s l o c a t e d i n t h e m i d d l e o f t h e c o u n t r y ? e x t e n d i n g 

f r o m t h e w e s t e r n coas t a t Shenge r i g h t on t o t h e e a s t e r n f r o n t i e r i n 

Kono D i s t r i c t o I t i s b r o a d e r i n t h e w e s t e r n h a l f - i n t he Moyamba D i s t r i c t 

a r e a - and g r a d u a l l y t a p e r s e a s t w a r d s . C o m m e r c i a l i s a t i o n i s n o t w e l l deve loped 

and t h e p r o d u c t i o n o f g i n g e r i n t h e Moyamba a r e a and f i s h i n g a t Shenge are 

t h e m a j o r economic a c t i v i t i e s . H i s t o r i c a l l y t h e zone i s i m p o r t a n t , f o r i t 

c o i n c i d e s w i t h t h e s o u t h e r n l i m i t o f Temne p e n e t r a t i o n and t h e n o r t h e r n 

l i m i t - o f Mende e x p a n s i o n ; hence i t was i n the p a s t an a r ea o f i n s t a b i l i t y 

and t r i b a l w a r f a r e . Today t h i s h i s t o r i c a l e x p e r i e n c e i s r e f l e c t e d by t h e 

t r i b a l a d m i x t u r e o f Moyamba ? R o t i f u n k and Mano where ifendes and. Temnes 

c o e x i s t . The a r e a averages 0.057 m i l e p e r square m i l e o f t e r r i t o r y - a 

f i g u r e w h i c h i s about h a l f t h e n a t i o n a l average , 

Zkjgjgg IDC. T h i s i s m a i n l y savanna t e r r i t o r y wi th , f a i r l y i n f e r t i l e s o i l s . 

An i n t e r e s t i n g f e a t u r e o f t h e a r e a a re t h e B o l i l a n d s - i n l a n d , swamp 

g r a s s l a n d s w h i c h become f l o o d e d i n t h e r a i n y season.-*- These seasona l 

swairps have a g r e a t a g r i c u l t u r a l p o t e n t i a l e s p e c i a l l y f o r r i c e c u l t i v a t i o n 

b u t t h e i r b a s i c p r o b l e m a t t h e moment i s t h e l a c k o f i r r i g a t i o n , when t h i s 

w a t e r p r o b l e m i s s o l v e d , t h e a r e a ' s l o w road d e n s i t y may be r a d i c a l l y 

changed w i t h t h e development o f i n t e n s i v e r i c e c u l t i v a t i o n . 
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T h i s d i s c u s s i o n o n t h e z o n a l p a t t e r n o f r o a d d e n s i t i e s i s based 

l a r g e l y on t h e o b s e r v e d v a l u e s o f t h e v a r i o u s g r i d c e l l s . There has been 

n o s e r i o u s a t t e m p t t o g i v e a f u n c t i o n a l e x p l a n a t i o n o f the z o n a l p a t t e r n ? 

v a r i o u s i m p o r t a n t f a c t o r s have been touched upon , bu t none discus sed i n 

any d e t a i l , i s such t h e f o l l o w i n g s e c t i o n w i l l a t t e m p t t o i s o l a t e c e r t a i n 

s p e c i f i c f a c t o r s and r e l a t e them i n d i v i d u a l l y t o t h e p rocess o f road 

d e v e l o p m e n t . However i t must be emphasized t h a t a l t hough.- e ach f a c t o r 

w i l l be t r e a t e d s e p a r a t e l y , t h e o v e r a l l p a t t e r n i s e s s e n t i a l l y t h e p r o d u c t 

o f s e v e r a l f a c t o r s ; t h e i s o l a t i o n o f any one f a c t o r i s s i m p l y t o demons t ra te 

i t s dominance i n any p a r t i c u l a r i n s t a n c e . 

TQsrban j ^ f f e c ^ t . 

W i t h o u t e x c e p t i o n , a reas I m m e d i a t e l y s u r r o u n d i n g m a j o r u r b a n c e n t r e s 

t e n d t o have h i g h r o a d d e n s i t i e s , t h e r eason b e i n g t h a t t h e r e i s a g3?eater 

need f o r a c c e s s i b i l i t y be tween t he se areas and t h e i r u r b a n c e n t r e s . 

Hence o f t h e 14 such areas enumera ted i n the r o a d d e n s i t y mar), 11 show 

p o s i t i v e r o a d d e n s i t y d e v i a t i o n s and o n l y 3 have n e g a t i v e d e v i a t i o n . T h i s 

i s t o be e x p e c t e d s i n c e u r b a n c e n t r e s p r o v i d e d t h e e a r l i e s t t r a n s p o r t nodes 

f r o m w h i c h has d e v e l o p e d , o v e r t i m e , an i n t e n s e r o a d i n t e r - c o n n e c t i o n 

l i n k i n g p r o d u c i n g areas w i t h t h e u r b a n market c e n t r e s . T h i s i s m a i n l y a 

f u n c t i o n a l r e l a t i o n s h i p and one can even g a n e r a l i z e t h a t t he g r e a t e r t he 

f u n c t i o n a l I m p o r t a n c e o f t h e u r b a n c e n t r e , t h e more t h e t endency f o r i t s 

immedia te s u r r o u n d i n g a r e a t o show a h igh , r ead n e t w o r k d e n s i t y . Hence i n 

t h e S i e r r a Leone c o n t e x t , u r b a n c e n t r e s t h a t se rve e x p o r t a g r i c u l t u r a l areas 

where t h e need f o r an e f f i c i e n t r o a d n e t w o r k i s o f paramount s i g n i f i c a e i c e , 



1!?7 

have an e x t r e m e l y h i g h r o a d d e n s i t y as i s e x e m p l i f i e d i n t i e case o f 

a r e a l u n i t numbers 25g51? 32, and 34, whose u r b a n c e n t r e s are Segbwema, 

Kenema and Blama, B o , and P u j e h u n r e s p e c t i v e l y . These 4 a reas have road 

d e n s i t i e s r a n g i n g f r o m 0,1; t o ove r 0.20 m i l e pe r square m i l e o f t e r r i t o r y , 

g i v i n g an a b s o l u t e p o s i t i v e d e v i a t i o n o f over 50.5 above t h e n a t i o n a l 

ave rage . I n a reas where cash c r o p p r o d u c t i o n i s n o t a dominant economic 

a c t i v i t y , t h e t r e n d t o w a r d s h i g h r o a d d e n s i t y i s m i n i m i z e d and t h i s i s 

t y p i f i e d i n a r e a l u n i t s 12 and 14, w i t h Koidu-Yangema and Magburaka b e i n g 

t h e u r b a n c e n t r e s * The f o r m e r r e p r e s e n t s a m i n i n g a r e a and t h e l a t t e r sub­

s i s t e n c e a g r i c u l t u r e . B o t h have road, d e n s i t i e s o f 0.13 m i l e p e r square 

m i l e o f t e r r i t o r y , b u t t h i s g i v e s a s m a l l p o s i t i v e d e v i a t i o n o f o n l y 10.5 

above t h e n a t i o n a l a v e r a g e . A r e a l u n i t 20, w i t h t h e c a p i t a l c i t y o f 

F r e e t o w n as u r b a n c e n t r e , i s i n t e r e s t i n g i n t h a t one w o u l d have e x p e c t e d 

i t t o posess t h e h i g h e s t r o a d m i l e a g e d e n s i t y 'because o f t h e i n t e n s e u r b a n ­

i z a t i o n i n t h e F r e e t o w n a re a. 5 bu t t h i s i s n o t t he case . A c o m b i n a t i o n o f 

f a c t o r s , p r o m i n e n t arneng which, are t h e absence o f e x p o r t a g r i c u l t u r e and 

d i f f i c u l t e n v i r o n m e n t , have p r o d u c e d t h e c o m p a r a t i v e l y l o w road mi l eage 

d e n s i t y o f 0 .15 m i l e p e r sonare m i l e o f t e r r i t o r y g i v i n g a p o s i t i v e 

d e v i a t i o n o f o n l y 30.5* D e s p i t e t h i s apparen t a b n o r m a l i t y , the g e n e r a l i s a t i o n 

t h a t a reas i m m e d i a t e l y s u r r o u n d i n g u r b a n c e n t r e s t e n d t o show h i g h r o a d 

mi l eage d e n s i t i e s , has u n i v e r s a l a p p l i c a t i o n i n t h e S i e r r a Leone c o n t e x t . 

P h y s i c a l E n v i r o n m e n t 

The p h y s i c a l e n v i r o n m e n t i s c o n s i d e r e d h.ere' m a i n l y i n t e rms o f b e i n g 

" h o s t i l e " t o r o a d d e v e l o p m e n t . T h i s n e g a t i v e aspec t o f t h e e n v i r o n m e n t 

i s s i g n i f l e a r n t i n i s o l a t i n g a reas o f r a i d , d e f i c i t and road gaps . .At t h e 
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s c a l e o f a o l y s i s , t w o e m r i r o n m e n t a l c o n d i t i o n s seem t o p roduce t h e 

t e n d e n c y f o r l o w r a i d m i l e ape s i n c e r t a i n a rea . These are -very s teep and 

c o n s i s t e n t s l o p e s such as t h e e a s t e r n escarpment ares. ( F i g . 7»3) ? the 

t r e n d o f w h i c h i s . g e n e r a l l y a t r i g h t a n g l e s t o the c o u n t r y ' s a l i g n m e n t o f 

m a j o r t r a f f i c f l o w 5 and s e c o n d l y , e x t r e m e l y swampy l a n d or sandy c o a s t a l 

a r e a s . I n S i e r r a Leone , l o w r o a d d e n s i t y i s observed i n t h e c o a s t a l 

swamp a reas o f P o r t Loko and K a n b i a D i s t r i c t s i n Zone f i l l * and o f Moyamba, 

Bonthe and P u j e h u n D i s t r i c t s i n Zone ? . I t i s i n t e r e s t i n g t o compare t h e 

n o r t h e r n swamp a r e a w i t h t h a t o f t h e souths f o r t h i s p r o v i d e s , c l a s s i c 
/ \ 

example o f t h e d e t e r r e n t e f f e c t o f " h o s t i l e t e r r a i n " i n r o a d deve lopmen t . 

B o t h a reas a re swampy and a l s o e x p e r i e n c e m a r g i n a l w a t e r t r a n s p o r t c o m p e t i t i o n 

e s p e c i a l l y i n t h e movement o f f r e i g h t . On the o t h e r hand , t h e n o r t h e r n sone 

e x h i b i t s g r e a t e r economic a c t i v i t y based on m e c h a n i c a l swamp r i c e c u l t i v a t i o n 

w h i c h was s t a r t e d i n 1927« t h i s has p r o b a b l y l e d t o t h e c o n g r e g a t i o n o f an 

e x t r e m e l y dense p o p u l a t i o n i n t h e a r e a a v e r a g i n g about 200 p e r square m i l e . 

The s o u t h e r n swamp zone, i n c o n t r a s t . , has a l o w l e v e l o f economic development 

and a p o p u l a t i o n d e n s i t y o f o n l y 50 p e r square m i l e . One wou ld have 

e x p e c t e d t h e d i f f e r e n c e i n degree o f c o m m e r c i a l i z a t i o n t o be r e f l e c t e d i n 

t h e r o a d d e n s i t y p a t t e r n , bu t t h i s i s n o t t h e case5 f o r b o t h areas have a 

v e r y s i m i l a r r o a d d e n s i t y p a t t e r n . Hence the f a c t o r s o f economic a o t i v i t y 

ancl p o p u l a t i o n d e n s i t y have been made s u b s e r v i e n t t o t he dominant e n v i r o n ­

m e n t a l c o n t r o l o f a h o s t i l e swamp t e r r a i n t h a t e f f e c t i v e l y impedes t h e 

deve lopment o f r o a d s . 
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The n o r t h - e a s t q u a d r a n t o f t h e c o u n t r y e x h i b i t s s t r o n g ev idence o f 

t h e d e t e r r e n t e f f e c t o f a b r o k e n and mounta inous t e r r a i n i n t h e e v o l u t i o n 

o f a road n e t w o r k 0 The a r e a i s t y p i f i e d by t h e d i f f i c u l t e a s t e r n escarpment 

and t h e i n t e r i o r p l a t e a u d i s s e c t e d by deep and s t eep s i d e d r i v e r v a l l e y s 

end p r o m i n e n t m o u n t a i n masses, such as t h e Loma i n t h e c e n t r e and the 

T i n g i - h ' i g e r i n t h e ex t reme e a s t . A g a i n a compar i son o f t h e n o r t h e r n 

end s o u t h e r n p o r t i o n s o f t h i s i n t e r i o r p l a t e a u and h i l l r e g i o n r e v e a l s an 

I n t e r e s t i n g v a r i a t i o n i n t h e r e l a t i o n s h i p 'between " h o s t i l e " env i ronmen t 

and r o a d d e n s i t y . The obse rved m o d i f i c a t i o n i s m a i n l y a f a c t o r o f economic 

d e v e l o p m e n t . The n o r t h e r n p o r t i o n , c e n t r e d l a r g e l y i n Koinadugu d i s t r i c t , 

i s c h a r a c t e r i z e d by a sparse p o p u l a t i o n p a t t e r n arid an e x t r e m e l y l o w l e v e l 

o f deve lopment c o n s i s t i n g o f s h i f t i n g upland, r i c e f a r m i n g and c a t t l e 

r e a r i n g . I n the s o u t h e r n p o r t i o n i s ev idenced a h i g h l e v e l o f economic 

d e v e l o p m e n t , as seen i n diamond mining , : , cash, c r o p p r o d u c t i o n and a g e n e r a l 

dense p o p u l a t i o n p a t t e r n , , T h i s d i f f e r e n c e i n l e v e l o f economic development 

has produced a l o r r o a d n e t w o r k d e n s i t y i n the n o r t h e r n p o r t i o n ae.d a 

c o m p a r a t i v e l y h i g h one i n t h e s o u t h e r n p o r t i o n . , e m p h a s i z i n g the dominant 

c o n t r o l o f t h e p h y s i c a l e n v i r o n m e n t I n t h e n o r t h and i t s m i n i m a l e f f e c t 

i n t h e south. , whore economic a c t i v i t y i s a more s i g n i f i c a n t f a c t o r i n 

r o a d deve lopmento ' T h i s l a s t o b s e r v a t i o n i n t r o d u c e s t h e f a c t t h a t t he 

e f f e c t o f aho 's i i lhe e n v i r o n m e n t i s l a r g e l y t e m p o r a l 5 i f t he need f o r roads 

cna be e c o n o m i c a l l y and s o c i a l l y j u s t i f i e d , adequate f i n a n c e s and modern 

t e c h n o l o g y can push, t h r o u g h r o a d p e n e t r a t i o n l i n e s i n a l m o s t any a r ea o f 
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S i e r r a Leone . - T h i s i n t e r e s t i n g f e a t u r e whereby the economic and demographic 

p a t t e r n s n u l l i f y t h e d i s a d v a n t a g e s o f a h o s t i l e e n v i r o n m e n t , must l o g i c a l l y 

l e a d t o a d i s c u s s i o n o f t h e economic f a c t o r I n t h e e v o l u t i o n o f t h e road 

s y s t e m . 

Economic F a c t o r 

I t can he assumed t h a t p r o d u c t i v e areas t e n d t o have a c o m p a r a t i v e l y 

h i g h income and c o n s e q u e n t l y a h i g h r o a d m i l e a g e . A l s o areas geared t o 

cash c r o p p r o d u c t i o n t e n d t o have a h i g h e r r o a d n e t w o r k d e n s i t y t h a n those 

f o c u s s e d on m i n e r a l e x p l o i t a t i o n . The r o a d d e n s i t y map g i v e s a v i s u a l 

i m p r e s s i o n o f t h i s p a t t e r n ; f o r e x a m p l e 3 t h e h i g h r o a d mi leage o f Zone I 

a v e r a g i n g 0*1? m i l e p e r square m i l e o f t e r r i t o r y , i s d e f i n i t e l y a s s o c i a t e d 

w i t h an e x p o r t a g r i c u l t u r e based on cocoa , c o f f e e , p a l m k e r n e l s and n i a s s a v a . 

The c o m m e r c i a l i z a t i o n o f t hese p r o d u c t s r e q u i r e s an e f f i c i e n t r o a d system -

a f e a t u r e l o n g r e c o g n i s e d and d e v e l o p e d b o t h by t h e r a i l w a y management 

i n t h e e a r l y c r e a t i o n o f f e e d e r r o a d s , and by t h e c e n t r a l government i n 

i m p r o v i n g t h e r o a d sys t em o f t h e a r e a . Hence t h e sp read o f cash c rop 

p r o d u c t i o n has been f o l l o w e d by t h e development o f dense r o a d n e t w o r k 

p a t t e r n s t o i f a c i l i t a t e t h e e v a c u a t i o n o f t he c rops f rom, the f a r m s t o the 

b u y i n g c e n t r e s o 

On t h e o t h e r h a n d , m i n i n g a r e a s , d e s p i t e t h e i r h i g h l e v e l o f p r o d u c t i o n 

and income , t e n d t o have a c o m p a r a t i v e l y l o w e r r o a d mi l eage d e n s i t y . I n 

t h e K 0 n o D i s t r i c t , where diamond m i n i n g i s t h e dominant economic a c t i v i t y , 

r o a d d e n s i t y v a l u e s i n d i c a t e a t r end , t owards n e g a t i v e d e v i a t i o n s f r o m the 

n a t i o n a l a v e r a g e , The m i n i n g o f diamonds does n o t genera te a need f o r 
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t h e c o n s t r u c t i o n o f many r o a d s . Even t h e r e c e n t i n f l u x o f A f r i c a n 

m i n i n g conce rns has n o t r e a l l y g e n e r a t e d any s u b s t a n t i a l development o f 

permanent r o a d s ; crude access a i d p i o n e e r r a i d s do appear v e r y f r e q u e n t l y 

on t h e l a n d s c a p e , bu t t h e y a l s o t e n d t o d i s a p p e a r t o o q u i c k l y . Thus t h e 

d i s t r i c t , d e s p i t e i t s h i g h l e v e l o f commerci8,1 i z a t i o n , has a g e n e r a l l o w 

r o a d n e t w o r k d e n s i t y . 

I n t h e Marampa a r e a , a s i m i l a r p a t t e r n i s v i s i b l e i n t h e I r o n - o r e m i n i n g 

d i s t r i c t where b u l k t r a n s p o r t o f t h e m i n e r a l o r e , i s a f u n c t i o n o f the 

p r i v a t e m i n e r a l r a i l w a y e x t e n d i n g f r o m the mine s i t e a t Marampa t o the 

e x p o r t i n g p o r t o f ^ e p e l . I t I s p o s s i b l e t o e x p l a i n t h e l o w r o a d d e n s i t y 

i n t h i s a r e a i n t e rms o f r a i l w a y c o m p e t i t i o n , b u t a l o o k a t t h e s i t u a t i o n 

i n t h e M o k a a j i and Kohlrabi m i n i n g a r e a s , w i l l c o n f i r m the o r i g i n a l 

o b s e r v a t i o n o f t h e t e n d e n c y f o r m i n i n g areas t o be a s s o c i a t e d w i t h a l o w 

road d e n s i t y . At M o k a n j i , t he S i e r r a Leone ore and M e t a l Company L t d . 

(SESROMCO) , e x p l o i t s r i c h , b a u x i t e d e p o s i t s o f u2;' a l u m i n a content 1 ^ and. 

f u r t h e r s o u t h a t M o b i m b i , S h e r b r o M i n e r a l s L t d . , e x p l o i t s r i c h r u t i l e 

d e p o s i t s o f about 4% m i n e r a l c o n t e n t . ' ' ' B o t h m i n i n g concerns depend on 

r o a d t r a n s p o r t f o r the b u l k hau l age o f t he m i n e r a l o res t o t he e x p o r t i n g 

p o r t o f h i t i o The presence o f these l a r g e - s c a l e m i n i n g concerns has nob 

a p p r e c i a b l y a f f e c t e d t h e r o a d d e n s i t y s i t u a t i o n ; and t h e p a t t e r n remains 

loW«. a, L t i a t i s d i r e c t l y a t t r i b u t a b l e t o the m i n i n g concerns I s a 

m a j o r r o a d improvement which, has g i v e n a b i t u r a e n - s u r f a c e t o t h e access 

r o a d f r o m M o k a n j i t o M i t i « . • and t r ie c o n s t r u c t i o n o f a f e w s h o r t spu r s o f 

r o a d t o t h e m i n i n g s i t e s . I t i s n o t l i k e l y t h a t the mines w i l l gene ra t e 
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any s u b s t a n t i a l road, c o n s t r u c t i o n t o change a p p r e c i a b l y the d e n s i t y 

p a t t e r n , s i n c e f e e d e r roads and i n t e r c o n n e c t i o n s bear l i t t l e d i r e c t 

economic r e l e v a n c e t o t h e immed ia t e I n t e r e s t s o f t h e m i n i n g concerns, , 

Hence m i n i n g a r e a s , , as a l r e a d y o b s e r v e d , w i l l f o r a l o n g t i m e c o n t i n u e 

t o show l o w r o a d n e t w o r k d e n s i t i e s d e s p i t e t h e i r h i g h l e v e l o f economic 

p r o d u c t i o n . 

I n t e r - m o d a l Compet i t i on 

I n t e r - m o d a l c o m p e t i t i o n c o u l d o p e r a t e on two f r o n t s s i t c o u l d be 

n e g a t i v e b y r e d u c i n g t h e need f o r r oads and p r o v i d i n g a l t e r n a t i v e t r a n s p o r t 

f a c i l i t i e s ? i t c o u l d 'be p o s i t i v e by e n c o u r a g i n g the deve lopment o f roads -

e s p e c i a l l y f e e d e r roads* Water t r a n s p o r t t e n i s t o produce t h e f o r m e r 

s i t u a t i o n w h i l e r a i l w a y c o m p e t i t i o n seems t o o p e r a t e more on t h e s i d e o f 

t h e p o s i t i v e e f f e c t , t h o u g h t h e r e i s ev idence f o r t h e v a l i d i t y o f b o t h 

s i t u a t i o n s . Hence areas o f c o a s t a l l o c a t i o n w i t h e s t a b l i s h e d w a t e r t r a n s p o r t 

f a c i l i t i e s , as seen i n t h e case o f t h e S c a r c i e s r e g i o n , have l o w r o a d 

m i l e a g e d e n s i t i e s s i n c e t h e b u l k movement of produce i s l a r g e l y a f u n c t i o n 

o f w a t e r c a r r i e r s . A s i m i l a r s i t u a t i o n o b t a i n s i n t h e She rb ro r e g i o n 

( a r e a l u n i t 38) where l a n d t r a n s p o r t i s i m p o r t a n t as f a r as M a t t r u and 

P u j e h u n i b u t i n t h e complex t i d a l c r e e k areas where mangrove swamps, 

l a g o o n s and beach r i d g e s domina te , , w a t e r t r a n s p o r t p r o v i d e s t h e only-

e f f e c t i v e means o f c o m m u n i c a t i o n . I t i s t h e r e f o r e n o t s u r p r i s i n g t h a t 

S h e r b r o I s l a n d , an e a r l y c o n t a c t p o i n t w i t h 'European t r a d e , s t i l l has no 

o v e r l a n d v e h i c u l a r t r a n s p o r t , and perhaps the u r g e n t need t o c r e a t e 

e f f i c i e n t e x t e r n a l l i n k s i n t h e a r e a may e x p l a i n the r e c e n t c o n t r o v e r s i a l 
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l o c a t i o n o f two a i r f i e l d s - one a t Gbangbatoke c l o s e t o t h e b a u x i t e and 

r u t i l c mines ? and t h e o t h e r a t Bonthe , once an i m p o r t a n t p o r t , b u t t o d a y 

mor ibund ' 1 , a.-id. s i l t i n g u p . 

As s t a t e d e a r l i e r , e v i d e n c e p o i n t s t o the f a c t t h a t r a i l w a y s t ended 

t o g e n e r a t e t h e p r o l i f e r a t i o n o f f e e d e r roads f r o m nodes on r a i l p e n e t r a t i o n 

l i n e s . These roads were f i r s t c o n c e i v e d o f as complementa ry t r a n s p o r t 

med ia s u b s e r v i e n t t o t h e r a i l m y . W i t h t ime the c u m u l a t i v e p rocess i n 

t r a n s p o r t development has augmented the g r o w t h and improvement o f these 

e a r l y f e e d e r roads so t h a t t o d a y , r a i l w a y - s e r v i c e d areas t e n d t o have 

h i g h r o a d m i l e a g e d e n s i t i e s . T h i s i s much more so i n t h e s o u t h and. e a s t , 

a l o n g t h e r a i l t r a c k r u n n i n g f r o m 3o t h r o u g h Kenema t o t h e r a i l t e r m i n u s 

o f Pendembu, where t h e a s s o c i a t i o n o f t h e r a i l w a y w i t h a h i g h road n e t w o r k 

d e n s i t y i s a c o n c r e t e t r a n s p o r t m a n i f e s t a t i o n o f a h i g h l e v e l o f income, 

u r b a n i s a t i o n and c o m m e r c i a l i s a t i o n . There are o f course mino r i n s t a n c e s 

where t h e r a i l w a y i s a s s o c i a t e d w i t h a p o o r development o f r o a d s , b u t 

t h i s seems t o be where a d e l i b e r a t e government p o l i c y o f p r o t e c t i n g the 

r a i l w a y has been p u r s u e d . T h i s may be t h e case i n t h e Moyamba a rea where 

t h e l a c k o f e a r l y f e e d e r roads and the consequent p o o r road n e t w o r k , are 

&• r e f l e c t i o n o f l o w economic p o t e n t i a l and the d e s i r e t o secure a r a i l w a y 

monopo ly on t h e l i m i t e d a v a i l a b l e t r a f f i c 0 Apar t f r o m t h i s m a r g i n a l 

c a s e j t h e presence o f t h e r a i l w a y , u n l i k e wa te r t r a n s p o r t , has had t h e 

o v e r a l l . p o s i t i v e e f f e c t o f e n c o u r a g i n g road deve lopment , 

R e i ^ i o ^ ^ J l between Road and P o p u l a t i o n D e n s i t y 

A v i s u a l compar i son o f t h e r o a d and p o p u l a t i o n d e n s i t y mans ( F i g s . 7.1 

and 7»4) w o u l d seem t o i n d i c a t e a h i g h degree o f c o r r e l a t i o n between t h e 
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t w o . B r o a d l y s p e a k i n g , b o t h have dense areas i n a broad b o l t w i t h a 

s o u t h - w e s t / n o r t h - e a s t a l i g n m e n t e x t e n d i n g f r o m P u j e h u n i n t h e s o u t h 

t h r o u g h Bo , B lama , Keriema, pendeinbu t o K a i l a h u n i n t h e e a s t 5 i n c e n t r a l 

Koxio D i s t r i c t 5 r e s t r i c t e d t o t h e areas i m m e d l a t e l y s u r i ' o u n d i n g the u rban 

c e n t r e s o f Yengeme and K o i d u j i n t h e 'Western Area, where t h e c a p i t a l c i t y 

o f F r e e t o w n i s l o c a t e d , and l a s t l y a round the areas s u r r o u n d i n g u rban 

c e n t r e s such, as Kambia , P o r t L o k o , L u n s a r , Meleeni and Magburaka 0 . Low 

d e n s i t i e s are a s s o c i a t e d w i t h / t h e n o r t h - e a s t and s o u t h - w e s t r e g i o n s 5 

t h e Gola F o r e s t r e g i o n i n t h e s o u t h - e a s t and i n t h e b road m i d d l e b e l t 

w h i c h bears t h e a r e a l u n i t number o f 19° 

To compare t h e t w o d i s t r i b u t i o n s more a c c u r a t e l y and t o measure 

t h e degree o f r e l a t i o n s h i p more p r e c i s e l y , Spearman's Rank C o r r e l a t i o n 

C o e f f i c i e n t method was u s e d . ^ I n t h e c a l c u l a t i o n s , p o p u l a t i o n d a t a i n 

t h e I963 census c o u l d n o t be a s s i g n e d t o each o f t h e g r i d c e l l s used i n 

w o r k i n g ou t t h e r o a d d e n s i t y v a l u e s ; i n s t e a d t h e i r r e g u l a r and u n s a t i s f a c t o r y 

c h i e f d o m u n i t s were u s e d , t h u s g i v i n g what i s e s s e n t i a l l y an e s t i m a t e . 

B o t h t h e r o a d and p o p u l a t i o n d e n s i t y f i g u r e s were e l e v a t e d towards the 

h i g h e r v a l u e s s i n c e i t i s g e n e r a l l y accepted, t h a t t he enumerated p o p u l a t i o n 

i s most l i k e l y t o be l o w e r t h a n t h e t r u e p o p u l a t i o n f i g u r e , and t h e r o a d 

mi l eage mapped u n a v o i d a b l y o m i t s some m i n o r r o a d s „ The r e s u l t o b t a i n e d 

f r o m t h e c a l c u l a t i o n gave a c o e f f i c i e n t o f c o r r e l a t i o n , r :: ,+ 0<,55« 

T h i s c o e f f i c i e n t o f c o r r e l a t i o n i s n o t as h i g h as one would have l i k e d i t 

t o be , however i t s l o w v a l u e i s e a s i l y e x p l a i n e d by t h e m o d i f y i n g 

i n f l u e n c e s o f t h e e a r l i e r f a c t o r s a l r e a d y e x p l a i n e d . I T e v e r t h e l e s s t he 
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p o p u l a t i o n f a c t o r s t i l l g i v e s t h e p ro ate s t e ru>la : i a t Ion f o r t h e observed 
road v a r i a t i o n p a t t e r n . I t i s c o n s i d e r e d t h a t a l t h o u g h the c o r r e c t i o n 
c o e f f i c i e n t g i v e s a p o s i t i v e v a l u e , i t i s n o t h i g h enough t o w a r r a n t the 
use o f r e g r e s s i o n l i n e a n a l y s i s i n p o i n t i n g ou t d e v i a t i o n s f r o m the 
e x p e c t e d r o a d - p o p u l a t i o n d e n s i t y e c u a i i o r m Such f u r t h e r n a r k u l . l l o n l y t end 
t o p roduce r e s u l t s r h i e h are 'very i n c o n c l u s i v e , 'because the r o a d - p o p u l a t i o n 
eoua . t i n i s h e a v i l y i n f l u e n c e d b y o t h e r f a c t o r s such as l e v e l o f economic 
d e v e l o p m e n t « 

A c l o s e r compar i son o f t i e road, and. p o p u l a t i o n d e n s i t y maps w i l l g i v e 

the i n t e r e s t i n g f e a t u r e o f a g r e a t e r c o r r e l a t i o n i n t h e s o u t h t h a n i n the 

n o r t h . G e n e r a l l y areas o f a p o s i t i v e r o a d d e v i a t i o n t e n d t o c o i n c i d e 

w i t b a reas o f a p o s i t i v e p o p u l a t i o n d e v i a t i o n - t h i s i s t r u e f o r t he Western 

.Area, as i t i s f o r t h e southy bu t i n t h e n o r ' h y a d i f f e r e n t y i c t u r e emerges 

alia re p o s i t i v e roar, d e v i a t i o n s m a i n l y c o i n c i d e w i t h the areas o f p o s i t i v e 

p o p u l a t i o n d e v i a t i o n c e n t r e d a round u r b a n a reas . The b u l k oh the . r u r a l 

areas where p o s i t i v e u o a u l a t i o n d e v i a t i o n s a.re obse rved , aspec t al l y i n the 

r i c e p r o d u c i n g Searches r e g l o r i ? have a road, d e n s i t y that ; i s i n v a r i a b l y 

n e g a t i v e i n d e v i a t i o n , s ayees t i ng ; t h a t these r e p r e s e n t r o a d d e f i c i t 

a reas w e r e t h e r e i s l e s s road nolle a/a; t h a n one would eaar..ci f o r t h e i r popu­

l a t i o n d e n s i t y . I n n o r t h e r n he ro D i s t r i c t t h e r e i s the case o f a. dense 

D i n i n g a i d a g r i c u l t u r a l p o p u l a t i o n , e s y o s i w p y i n panda c h i e f d o m , h a v i n g 

the ve r : y s m a l l road, m i l eage d e n s i t y o f l e s s t han Gog--' a l i o p e r s r u a r e 

m i l e o f t e r r i t o r y . . eegb.n: i n t h e s o u t h , t he r e i s t he o b s e r v a t i o n t h a t 

c e r t a i n a r e a s , f o r example are h i u n i t ben d e s p i t e t h e i r l o w P o p u l a t i o n 

d e n s i t y ? t e n d t o larva ca r r ee r a l i v e l y h igh . road- d e n s i t i e s t a rn . 

http://ul.ll
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one w o u l d e x p e c t f o r t h a t p o p u l a t i o n l e v e l . 

There i s g e n e r a l l y , a rema.rka.ble c o r r e l a t i o n between areas o f sparse 

p o p u l a t i o n and areas o f l o w r o a d m i l e a g e d e n s i t y . Such areas are e p i t o m i z e 

i n t h e no r tb . - ea . s t , m a i n l y i n K o i n a d u g u D i s t r i c t where r o a d d e n s i t i e s 

a v e r a g i n g 0,046 m i l e p a r square m i l e ox t e r r i t o r y may l i k e l y i n d i c a t e a 

f u n c t i o n a l r e l a t i o n s h i p w i t h t h e p o p u l a t i o n d e n s i t y o f about 30 p e r square 

m i l e . A s i m i l a r s i t u a t i o n o b t a i n s i n t h e sou th -wes t c o a s t a l areas5 i n the 

n o r t h - w e s t p l a t e a u r e g i o n ? i n t h e s o u t h - e a s t Go la F o r e s t r e g i o n and a l o n g 

t h e edge o f t h e e a s t e r n e s c a r p m e n t . F i n a l l y , a l t h o u g h the i m p r e s s i o n 

o b t a i n e d b y c o m p a r i n g t h e r o a d - p o p u l a t i o n d e n s i t y maps and the c o r r e l a t i o n ' 

c o e f f i c i e n t o f +• 0.55? sugges t s a p o s i t i v e c o r r e l a t i o n between roads 

and p o p u l a t i o n d e n s i t y , t h e r e l a t i o n s h i p i s n e i t h e r c o m p l e t e l y l i n e a r n o r 

w h o l l y f u n c t i o n a l . What i n f a c t may be t h e f i n a l g e n e r a l i s a t i o n i s the 

i d e a t h a t road, b u i l d i n g has 'been g u i d e d by the needs o f a g r i c u l t u r a l 

p r o d u c t i o n f o r e x p o r t , r a t h e r t h a n the l o c a l p o p u l a t i o n ' s need f o r 

a c c e s s i b i l i t y . I n a sense , t he p r e s e n t road n e t w o r k d e n s i t y i s a r e f l e c t i o , 

o f t h e g r e a t e r emphasis on e x p o r t a g r i c u l t u r a l p r o d u c t i o n eve r t he needs 

o f t h e l i t e r i a l exchange economy,, 

The A n a l y s i s i n P e r s p e c t i v e 

The f o l l o w i n g summary can now p o i n t out c e r t a i n d e f i n i t e p a t t e r n s i n 

t h e r o a d d e n s i t y ne tworks P r i m a r i l y , the c o u n t r y as a whole has a l o w 

r o a d d e n s i t y p a t t e r n w i t h s i g n i f l e a n t r e g i o n a l v a r i a t i o n s . The n o r t h e r n 

P r o v i n c e i s r emarkab le f o r i t s c o n s i s t e n t l o w r o a d d e n s i t y , w h i c h i s 

r e f l e c t e d by t h e dominance o f n e g a t i v e d e v i a t i o n s f r o m the n a t i o n a l mean. 

http://rema.rka.ble
http://nortb.-ea.st
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The r e a s o n f o r t h i s b e i n g t h e combined f a c t o r s o f p o p u l a t i o n , h o s t i l e 

t e r r a i n and l o w l e v e l o f economic deve lopmen t . The cash c rop areas o f 

t h e S o u t h e r n P r o v i n c e w h i c h a l s o c o i n c i d e w i t h a reas o f dense p o p u l a t i o n 

p a t t e r n s , have i n g e n e r a l , a h i g h e r r o a d mi leage d e n s i t y t h a n t h e n a t i o n a l 

a v e r a g e . The p e r i p h e r a l a r e a s , p a r t i c u l a r l y i n t h e swampy sou th -wes t 

c o a s t , a re c h a r a c t e r i z e d by b o t h l o w r o a d and p o p u l a t i o n d e n s i t y . 

The E a s t e r n P r o v i n c e e x h i b i t s a h i g h l e v e l o f r o a d mi l eage d e n s i t y w h i c h 

aga in - i s t h e combined p r o d u c t o f cash crop a g r i c u l t u r e and p o p u l a t i o n 

f a c t o r s . The Kono D i s t r i c t a r e a i s un ique i n t h a t d e s p i t e a h igh , income 

l e v e l , road, d e n s i t i e s are l o w m a i n l y because the p r i n c i p a l economic 

a c t i v i t y - d iamond m i n i n g , i s n o t u s u a l l y a g e n e r a t o r o f a dense road 

n e t w o r k p a t t e r n . The s t e r n .Area, as i s t o be e x p e c t e d , has b o t h high­

r o a d and p o p u l a t i o n d e n s i t y , bu t one would, guess t h a t f o r i t s l e v e l o f 

economic deve lopmen t , t h e r o a d n e t w o r k shou ld have been denser bu t f o r 

t h e n e g a t i v e f a c t o r o f a h o s t i l e m o u n t a i n e n v i r o n m e n t „ 

1. C l a r k e , J . I . e t a l . S i e r r a ]^S^„,lR,MB}s, ( L o n d o n j U n i v e r s i t y o f 
London P r e s s , 1966), p . 26« 

2 . M i t c h e l l , P . K . & S w i n d e l l , Kb "Recent changes i n S i e r r a L e o n e ' s 
M i n e r a l I n d u s t r y " , The^ B u l l e t i n . i The J o u r n a l o f t he 
S^r^J^eoue ^ o j ^ a ^ h ^ a l ^ l s s o c t g _ I X "fliay*T9^y7*p7^19. 

3. I b i d , p . 19. 

4. G r e g o r y , S. , S t a t i s t i c a l Methods and t h e t Geographer, (London? 

Longmans, Green & Go. L t d . I963) , ppT 181-183. 
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Even a c a s u a l a p p r a i s a l o f t h e n a t i o n a l t r a n s p o r t sys tem w i l l n o t 

f a i l t o r e v e a l t h e f a c t t h a t t h e c o u n t r y , as a w h o l e , i s p o o r l y se rved by 

a l l t h e v a r i o u s t r a n s p o r t modes. There i s s t i l l t h e need f o r a l l c a t e g o r i e s 

o f r o a d t o p e r f o r m t h e p i o n e e r i n g f u n c t i o n o f l i n k i n g remote a reas t o t h e 

n a t i o n a l economy, f a c i l i t a t i n g i n c r e a s e d p r o d u c t i o n , p e r m i t t i n g g r e a t e r 

human m o b i l i t y and p r o v i d i n g a more e f f i c i e n t means o f d i s t r i b u t i n g goods. 

Thus i n any r o a d development p l a n , s t r e s s must n o t o n l y be on i m p r o v i n g 

t h e e x i s t i n g n e t w o r k - w h i c h no doub t i s s o r e l y i n need o f improvement - b u t 

due c o n s i d e r a t i o n s h o u l d a l s o be g i v e n t o the c o n s t r u c t i o n o f c o m p l e t e l y 

new roads i n a reas t h a t a r e , a t t h e p r e s e n t , l a c k i n g i n a l l t he modern means 

o f t r a n s p o r t . The s i t u a t i o n i n t h e n o r t h - e a s t and s o u t h - w e s t p o r t i o n s o f 

t h e c o u n t r y i s a case i n p o i n t . Development p l a n n i n g , b o t h i n S i e r r a Leone 

end i n o t h e r d e v e l o p i n g c o u n t r i e s , has f o r l o n g r e c o g n i z e d t h e f a c t t h a t 

an i n a d e q u a t e t r a n s p o r t sys tem i s o,_ s e r i o u s d e t e r r e n t t o i n c r e a s e d s o c i a l 

and economic d e v e l o p m e n t . T h i s f a c t assumes g r e a t e r s i g n i f i c a n c e when 

v i ewed i n r e l a t i o n t o t he n a t i o n s d e c l a r e d s o c i a l and economic g o a l s as 

e x p r e s s e d i n t h e • T e n Year Development p l a n . " 

P l a n n i n g t h e t r a n s p o r t sys tem must o f n e c e s s i t y r e f l e c t t h o r o u g h 

knowledge o f t h e n a t i o n 1 s economic p o t e n t i a l end t h e d i r e c t i o n o f f u t u r e 

economic g r o w t h » Hence p l a n n i n g s h o u l d be developed, as an i n t e g r a t e d 

p r o c e s s t a l c i n g a l l f a c t o r s o f p r o d u c t i o n i n t o due c o n s i d e r a t i o n . The emphasis 



s h o u l d he on a t r a n s p o r t sys t em t h a t w i l l f a c i l i t a t e t h e e x p l o i t a t i o n o f 

n a t u r a l r e s o u r c e s , t h e e f f i c i e n t l i n k i n g o f u r b a n c e n t r e s , and t h e c r e a t i o n 

o f i n t e r - t e r r i t o r i a l t r u n k l i n e s t h a t w i l l l i n k t he n a t i o n ' s economy w i t h 

t h a t o f h e r n e i g h b o u r s , and make f o r g r e a t e r i n t r a - r e g i o n a l t r a d e . 

S ince I94S, s e v e r a l recommendat ions have been p u t f o r w a r d t o government 

c o n c e r n i n g t h e h i g h w a y sys tem5 a l l e n v i s a g e s u b s t a n t i a l road improvement 

and new r o a d c o n s t r u c t i o n . D e s p i t e t n a genera,! agreement on r o a d improvement 

and new r o a d c o n s t r u c t i o n , t h e v a r i o u s p l a n s , i n d e t a i l , show a p p r e c i a b l e 

v a r i a t i o n as t o t h e s o c i a l and economic bas i s f o r each recommended h ighway 

sy s t em . F o r example t be 1949 C h i l e p l a n e n v i s a g e d a road sys tem t h a t 

was p r i m a r i l y i n t e n d e d t o meet t h e needs o f a p l a n n e d i n c r e a s e i n t h e 

e x p o r t o f a g r i c u l t u r a l p r o d u c t s . On t h e o t h e r hand „ D r . C a r n e y ' s Ten Tear 

P l a n o f Economic and S o c i a l Development f o r S i e r r a Leone (1962/63 - 1971/72), 

aimed a t a r o a d sys tem s u f f i c i e n t l y adequate t o serve an economy t h a t i s 

g r a d u a l l y b e i n g t r a n s f o r m e d f r o m t o t a l dependence on p r i m a r y e x p o r t s t o 

one t h a t i s more d i v e r s i f i e d . ^ L a s t l y t he r e cen t r e p o r t by T r a n s p o r t a t i o n 

C o n s u l t a n t s I n c o r p o r a t e d ( T C l ) recommended a 15-Year M a s t e r Lhghiway P l a n 

based on t h e one e s s e n t i a l theme o f p h a s i n g out t he government r a i l w a , y and 

D e s p i t e t h e v a r i e d aims o f these p l a n s , a c o n s t a n t l y r e c u r r i n g 

p r o b l e m i s t h a t o f t h e f u t u r e o f t h e r a i l w a y . There i s no doubt t h a t t h e 

government r a i l w a y i s an economic l i a b i l i t y : I t has v i r t u a l l y been o p e r a t e d 

on a s t a t e s u b s i d y w h i c h r eached the a l l t i m e h i g h o f Le I . 24 m i l l i o n i n 19660 

I a r m i n g a r o a d sys tem 

t r a n s f e r r i n g i t s f u n c t i o n s t o r o a d t r a n s p o r t 0 
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Since t h e r a i l w a y has c o n s i s t e n t l y p r o v e d i t s i n a b i l i t y t o ope ra t e on a 

p r o f i t a b l e b a s i s , t h e l o g i c a l c o n c l u s i o n i s f o r t h e r a i l w a y t o be d i s m a n t l e d 

T h i s same c o n c l u s i o n has been sugges t ed i n s e v e r a l r e p o r t s , p r o m i n e n t 

among w h i c h i s t h e T C I r e p o r t w h i c h c a t e g o r i c a l l y dec la red? 

" D u e t o t h e i n a b i l i t y o f t h e S . L . G . R . t o e a r n i t s w a y a n d 

d u e t o h i g h w a y c o m p e t i t i o n w h i c h i s e v e r i n c r e a s i n g , t h e 

i n e v i t a b l e c o n c l u s i o n i s t o d i s m a n t l e t h e S . L . G . R . © n d 

4 
a l l o w i t t o p a s s i n t o h i s t o r y " . 

T h i s r econ imenda t ion , t h o u g h 'based on sound economic r e a s o n i n g , has n o t met 

w i t h government a p p r o v a l . F o r s e v e r a l r easons , some p o l i t i c a l , o t h e r s 

p u r e l y s e n t i m e n t a l , government i s o f t h e o p i n i o n t h a t the r a i l w a y n e t w o r k 

c o u l d s t i l l se rve a u s e f u l pu rpose i n t h e economic development o f t h e 

c o u n t r y . I t has t h e r e f o r e d e c l a r e d t h a t i t has no i n t e n t i o n o f p h a s i n g - o u t 

t h e r a i l w a y , and has f u r t h e r o u t l i n e d a scheme f o r improvement w h i c h 

e n v i s a g e s t h e comple te r e a l i g n m e n t o f t h e t r a c k ; s t a n d a r d i s a t i o n o f the 

gauge f r o m 2 f t . 6 i n s . t o 3 f t . d i n s . , complete d i e s e l i z a t i o n a i d p e r s o n n e l 

r e c r u i t m e n t . The above deve lopment depends on t h e a v a i l a b i l i t y o f f o r e i g n 

c a p i t a l 5 f o r t h e magni tude o f t h e scheme surpasses t h e c o u n t r y ' s c a p a c i t y 

t o r a i s e t h e money i n t e r n a l l y . There i s no immedia te l i k e l i h o o d t h a t such 

f o r e i g n l o a n s w i l l be f o r t h c o m i n g and t h e f u t u r e o f t h e r a i l w a y remains as 

u n c e r t a i n as i t i s complex . 

S ince u n c e r t a i n t y and government r e l u c t a n c e seem t o s u r r o u n d the f a t e 

o f t h e r a i l w a y , t h e d i s c u s s i o n o f f u t u r e road development must be r e s t r i c t e d 

p r i m a r i l y t o t hose r o a d p r o j e c t s whose e x e c u t i o n , i s n o t dependent on 
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w h e t h e r t h e r a i l w a y i s phased -ou t o r i m p r o v e d . L a s t l y a g e n e r a l road 

deve lopment scheme c o u l d be sugges ted based on t h e r ea sonab le assumpt ion 

t h a t i n t h e f u t u r e , a l l t h e f o r c e s o f economic r a t i o n a l e , f i n a n c i a l 

s t r i n g e n c y end o v e r w h e l m i n g r o a d c o m p e t i t i o n , wou ld p o i n t t o t he one 

i n e v i t a b l e c o n c l u s i o n - t he p h a s i n g - o u t o f the government r a i l w a y . 

]LhnJ3§L^ 

At p r e s e n t , i t i s d i f f i c u l t t o o b t a i n s u f f i c i e n t f a c t u a l i n f o r m a t i o n 

on w h i c h t o base d e c i s i o n s as t o w h i c h roads s h o u l d be improved acid, what 

new r o a d c o n s t r u c t i o n i s n e c e s s a r y . Much r e l i a n c e i s p l a c e d on e s t i m a t e s 

o f a c t u a l and p o t e n t i a l t r a f f i c volume and the t y p e s o f t r a f f i c l i k e l y t o 

be c a r r i e d , b e a r i n g i n mind such t h i n g s as e x i s t i n g and p o t e n t i a l l a n d 

u s e , and t h e d i s t r i b u t i o n and g r o w t h o f p o p u l a t i o n i n the a rea t o be s e r v e d . 

Two d i s t i n c t k i n d s o f r o a d deve lopment schemes may be r ecogn i zed* 

improvements t o e x i s t i n g roads and c o n s t r u c t i o n o f c o m p l e t e l y new r o a d s . 

I n t h e case o f improvements t o e x i s t i n g r o a d s , the main m o t i v e i s t o 

p r o v i d e a t r a c k w h i c h i s adequa te , b o t h f o r t h e e x i s t i n g t r a f f i c and i t s 

a n t i c i p a t e d growth . , o v e r a p e r i o d o f say t e n . .ears . W i t h c o m p l e t e l y new 

r o a d s , t he m o t i v e s may be e n t i r e l y economic , as w i t h a road t o open up a 

p r o d u c t i v e a r e a : t h e y may be a m i x t u r e o f s o c i a l , economic , a d m i n i s t r a t i v e 

and s t r a t e g i c e l e m e n t s p a r t i c u l a r l y i n t he case o f new main roads and 

i n t e r - t e r r i t o r i a l t r u c k l i n e s . W i t h a l l new roads i t i s e s s e n t i a l 

t o p r e d i c t t h e l i k e l y t r a f f i c and i t s r a t e o f g r o w t h , so t h a t t h e r o a d 

m.ay be d e s i g n e d t o s u i t a b l e s tandards? f u r t h e r m o r e , an i n d i c a t i o n o f t he 

new r o a d s ' s v a l u e w i l l g e n e r a l l y be r e q u i r e d so t h a t t he v i a b i l i t y o f t h e 

scheme may be t e s t e d . 
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D e c i s i o n s must f r e q u e n t l y be ma.de between i m p r o v i n g roads on an 

e x i s t i n g a l i g n m e n t a t a c o s t o f about Le 20,000 (£10,000) p e r m i l e and 

comple te r e c o n s t r u c t i o n a t about Le 40,000 (£20 ?000) p e r m i l e . Where f u n d s 

are l i m i t e d , a s i t u a t i o n common t o most d e v e l o p i n g c o u n t r i e s , t he n a t u r a l 

t e n d e n c y i s f o r t h e cheaper f o r m o f improvement , s i n c e , f o r t h e same 

amount o f money, more m i l e s o f r o a d can be improved and. t h e ' b e n e f i t s 

sp r ead o v e r a w i d e r a r e a , a f f e c t i n g t h e l i v e s o f many p e o p l e . T h i s i s a 

•very s t r o n g a rgumen t . Jbgainst i t s t ands the f a c t t h a t on a r o a d 

p e r p e t u a t e d on a p o o r a l i g n m e n t , t r a n s p o r t c o s t s are h i g h e r t h a n t h e y 

need have been, an economic waste w h i c h m u l t i p l i e s w i t h / t i m e and i n c r e a s i n g 

t r a f f i c d e n s i t i e s . R e c o n s t r u c t i o n on a new a l i g n m e n t g e n e r a l l y reduces 

r o u t e m i l e a g e - such r e d u c t i o n may be as h i g h as 10% o f t h e o r i g i n a l 

m i l e a g e . The r e d u c e d j o u r n e y t i m e consequent on s h o r t e r d i s t a n c e s and 

h i g h e r speeds , me an t h a t b o t h passengers and. v e h i c l e s have more t i m e 

a v a i l a b l e f o r o t h e r u se s . T h i s s a v i n g i s l i k e l y t o have a s i g n i f i c a n t 

e f f e c t on p r i c e s when a s u b s t a n t i a l mi leage i s done on improved r o a d s . 

E v i d e n c e b o t h i n S i e r r a Leone and i n o t h e r 'west A f r i c a n c o u n t r i e s 

sugges t s t h a t t h e e f f e c t i v e change f r o m a subs i s t ence t o a cash, economy i s 

i n v a r i a b l y a s s o c i a t e d w i t h modern t r a n s p o r t deve lopmen t . I n S i e r r a Leone 

a new r o a d u s u a l l y l e a d s t o an i n t e n s i v e use o f t h e s u r r o u n d i n g l a n d , t he 

g r o w t h o f s e t t l en ien t s and g e n e r a l p o p u l a t i o n m i g r a t i o n f r o m the i n a c c e s s i b l e 

a reas t o land, n e a r t h e m o t o r r o a d . The p r o l i f e r a t i o n o f l i n e a r towns r i g h t 

t h r o u g h t h e l andscape i s a p a r t i c u l a r m a n i i ' e s t a t i o n o f t he d i r e c t c o n n e c t i o n 

be tween new roads and s e t t l e m e n t s . Al though, i t i s e x t r e m e l y d i f f i c u l t t o 

q u a n t i f y a new r o a d ' s s o c i a l , a d m i n i s t r a t i v e and economic advan tages , t he 
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cg.se f o r i t may w e l l be made i n more g e n e r a l t e r m s , i n d i c a t i n g t h e s i z e and 

d i s t r i b u t i o n ox p o p u l a t i o n t o be s e r v e d , t he a r e a ' s a c t u a l economic s i t u a t i o n 

and t h e d i r e c t i o n o f f u t u r e deve lopment g i v e n t h e f a c i l i t i e s o f modern 

t r a n s p o r t . 

Road. Improveiaent 

Pour m a j o r r o a d improvement p r o j e c t s are c o n s i d e r e d t o be o f immediate 

u r g e n c y s i n c e t h e y c o n s t i t u t e i m p o r t a n t economic and p o l i t i c a l l i n k s i n 

t h e c o u n t r y . Some o f these roads a l r e a d y show s i g n s o f c o n g e s t i o n , are 

s e r i o u s l y i n need o f r e p a i r s and a t t h e peak o f t he t r a f f i c season, 

c o n s t i t u t e m a j o r t r a f f i c b o t t l e - n e c k s . Unless some m a j o r improvement 

w o r k i s c a r r i e d o u t on t he se r o a d s , i n t e r n a l - economic p r o g r e s s w i l l be 

s e r i o u s l y h i n d e r e d and t h e h o p e d - f o r e x p a n s i o n o f i n t e r - t e r r i t o r i a l t r a d e 

t i e s I s u n l i k e l y t o m a t e r i a l i s e . The s e l e c t i o n o f these f o u r roads i s 

based l a r g e l y on t h e i r f u t u r e r o l e i n t h e e x p a n s i o n o f p r o d u c t i o n and t r a d e 

b o t h i n t e r n a l l y and e x t e r n a l l y . 

.£^hhk9Iih. n . . .^a^lhk ( hr ?goagj T h i s i s t h e most i m p o r t a n t s i n g l e s t r e t c h o f road 

i n t h e whole c o u n t r y , f o r i t i s t h e o n l y road, p r o v i d i n g d i r e c t access 

be tween t h e p o r t and c i t y o f F r e e t o w n and the r e s t o f t h e p r o v i n c i a l 

a r e a s , i l l i m p o r t e d goods and e x p o r t p r o d u c t s m o v i n g b y r o a d have t o use 

t h i s 22 m i l e s t r e t c h f o r d i s t r i b u t i o n end e x p o r t a t i o n r e s p e c t i v e l y . 

U n f o r t u n a t e l y t h e q u a l i t y o f t h e r o a d does no t measure u p t o i t s i m p o r t a n c e o 

I t I s l o c a t e d i n t h e n o r t h - w e s t t r e n d i n g p e n i n s u l a moun ta in s w h i c h r i s e 

s t e e p l y f r o m the coas t t o r e a c h h e i g h t s o f over 2,900 f e e t . The e n t i r e 

a r e a , as seen i n F i g . 8 .1-A, I s h e a v i l y d i s s e c t e d by deep s t e e p - s i d e d 

v a l l e y s i n w h i c h f l o w numerous m o u n t a i n t o r r e n t s . At t h e l o w e s t l e v e l s are 
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t o be f o u n d t h e i n h e r i t a b l e 1 mangrove swamps. These g e o g r a p h i c a l f a c t o r s 

have s e v e r e l y r e s t r i c t e d t h e r o a d t o an a l i g n m e n t wedged between the 

300 and 50 f o o t c o n t o u r l i n e s , t h u s a v o i d i n g the s t eep s l o p e s and the 

mangrove swamps r e s p e c t i v e l y , i s a r e s u l t , t h e r o a d i s c h a r a c t e r i z e d by 

numerous bends , n a r r o w b r i d g e s and s t e e p g r a d i e n t s , f e a t u r e s a l s o seen 

i n t h e r a i l t r a c k c l o s e b y . The r o a d i s c o m p l e t e l y b i t u m e n i s e d , but-

even t h i s has n o t i m p r o v e d i t s q u a d . i t y s ince the b i t u m e n s u r f a c e was 

h a s t i l y l a i d b y m i l i t a r y p e r s o n n e l i n t h e l a s t war . Hence t h e d e v i o u s 

n a t u r e o f t h e r o a d , i t s med iocre q u a l i t y and i t s i n a b i l i t y , t o hand le 

e f f i c i e n t l y a l a r g e volume o f m o t o r i z e d t r a f f i c . 

The u r g e n t need f o r i m p r o v i n g t h i s road i s the f a c t t h a t i t hand les 

t h e g r e a t e s t volume o f h i g h w a y t r a f f i c , over 1,500 v e h i c l e s p e r 24-hour 

day , i n c r e a s i n g a t t h e r a t e o f 25% p e r annum. The v e h i c l e c o m p o s i t i o n i s 

made up o f 60$ c a r s and l i g h t ven.3} and 40g l o r r i e s and. e x t r a heavy v e h i c l e s $ 

t h e m a j o r i t y o f t h e f o r m e r r e p r e s e n t l o c a l t r a f f i c p l y i n g between F ree town 

and i k i t e r l o o , w h i l e t he m a j o r i t y o f t he l a t t e r r e p r e s e n t t h r o u g l i t r a f f i c . 

Tha t t h e r o a d i s p r e s e n t l y b e i n g t a x e d above i t s p l a n n e d c a p a c i t y i s 

r e f l e c t e d i n t h e p r o g r e s s i v e d e t e r i o r a t i o n o f t h e t r a c k and the e v e r 

p r e s e n t main tenance gangs . F u r t h e r i t i s not uncommon f o r t h e old. 

d i l a p i d a t e d b r i d g e s t o g i v e way under t h e c o n t i n u o u s s t r a i n o f i n c r e a s i n g 

t r a f f i c and h e a v i e r ' v e h i c l e s . The t i m e has s u r e l y come t o improve t h i s 

i m p o r t a n t s t r e t c h o f r o a d s i n c e i t s g r o w i n g economic s i g n i f i c a n c e d i c t a t e s 

t h e comple te r e j e c t i o n o f t e m p o r a r y p a l l i a t i v e s such as i n c r e a s e d maintenance 

w o r k . 
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The improvement e n v i s a g e d i n v o l v e s the t o t a l realignment o f t he 

r o a d f r o m F r e e t o w n t o W a t e r l o o . T h i s w i l l v i r t u a l l y ream c o n s t r u c t i n g a 

new r o a d w i t h t h r e e t r a f f i c l a n e s , and b r i d g e s made o? y>re-cast and 

r > r e - s t r e s s e d c o n c r e t e s t r u c t u r e s capab le o f accommodat ing a t l e a s t two 

c a r r i a g e w a y s . The p r o b l e m o f b r i d g e s i s o f g r e a t i m p o r t a n c e i n the t o t a l 

c o s t s s i n c e t h e r o a d w i l l have t o span a.t l e a s t 20 s t r e a m s , g i v i n g an 

ewe rape o f about one b r i d g e p e r m i l e o f r o a d . The c o s t o f t he whole 

p r o j e c t wa.s e s t i m a t e d i n 1963 t o be i n t h e r e g i o n o f Le 2 ? 1 2 0 , 0 0 0 , but 

t a k i n g i n t o c o n s i d e r a t i o n t h e g e n e r a l r i s e I n l a b o u r c o s t s and m a t e r i a l s , 

t h i s same p r o j e c t wou ld now c o s t about Le 2 , 5 0 0 , 0 0 0 . 

The h e n e f i t s consequent on Imp rove went are t r emendous . On the l o c a l 

l e v e l , t h e r e w i l l be an e f f i c i e n t r o a d c o n n e c t i n g t h e r a p i d l y d e v e l o p i n g 

i n d u s t r i a l e s t a t e a t W e l l i n g t o n w i t h t he g r o w i n g u r b a n marke t o f F ree town . 

T h i s w i l l make b o t h f o r speedy d i s t r i b u t i o n o f p r o d u c t s and t h e t r a n s p o r t a t i 

o f r a w m a t e r i a l s t o t h e i n d u s t r i a l sV .̂V The o v e r a l l e f f e c t i s a r e d u c t i o n 

i n t r a n s p o r t c o s t s , w h i c h m i g h t be r e f l e c t e d i n a s i m i l a r r e d u c t i o n i n the 

c o s t o f t h e m a n u f a c t u r e d goods . On t h e n a t i o n a l l e v e l , t h r o u g h t r a f f i c 

w i l l be speeded u p , road c o n g e s t i o n a v o i d e d , a c c i d e n t s r educed and t h e wear 

and t e a r on v e h i c l e s m i n i m i s e d . F u t u r e Improved f l o w o f t r a f f i c w i l l reduce 

t h e c o s t o f t r a n s p o r t b o t h t o t h e p r o d u c e r s and consumers o f t h e s e r v i c e . 

T,I^?^Z^r^:^!'% Road: The r o a d c o n s t i t u t e s the m a j o r s e c t i o n o f main r o a d 

c o n n e c t i n g F r e e t o w n w i t h t h e S o u t h e r n and E a s t e r n P r o v i n c e s . I t f o r m s t h e 

l i f e b l o o d o f t he n a t i o n ' s economy s i n c e i t a i r e s d i r e c t access t o t h e most 



199 

p r o d u c t i v e areas i n t h e c o u n t r y . I t s e rves t h e i m p o r t a n t cash c rop area 

o f t h e s o u t h and e a s t and t h e diamond m i n i n g i n d u s t r y o f Xo'no. Since t h e 

f i r s t s e c t i o n o f t he r e a d has "been r e a l i g n e d and ' b i t u m e n - s u r f a c e d up t o 

T a l m a , i t i s c o n s i d e r e d e s s e n t i a l t h a t s i m i l a r improvement work be c a r r i e d 

o u t on t h e Ta,ia.ma-3o~Kenema s e c t i o n . 

T r a f f i c d e n s i t y on t h e r o a d averages about 500 v e h i c l e s p e r 24-hour 

d a y , t h e m a j o r i t y o f t h e v e h i c l e s b e i n g heavy t r u c k s engaged i n t h r o u g h 

t r a f f i c i s y e t t h e r e i s no s e r i o u s c o n g e s t i o n , b u t t h e c a p a c i t y o f t h i s 

l a t e r i t e r o a d has l o n g s i n c e been exceeded as e v i d e n c e d by the r a p i d d e t e r i o r ­

a t i o n o f s e c t i o n s l i k e t h e K o r i b u n d u - B l a m a s t r e t c h . I t shows a t endency t o 

become o n l y a d r y wea the r r o a d and t h i s has i n c r e a s e d w i t h t h e r a p i d r i s e o f 

t r a f f i c . I n t h e r a i n y seasons o f I964 and 1966, the K o r i b u n d u - B l a m a s t r e t c h 

was c l o s e d t o t r a f f i c f o r a p e r i o d o f o v e r 16 days.-* 

I t i s t h e r e f o r e p r o p o s e d t h a t government g i v e immedia te c o n s i d e r a t i o n 

t o t h e improvement and r e a l i g n m e n t o f t h e r o a d . P r i m a r i l y t he e n t i r e s t r e t c h 

f r o m Taiama t o Kenema s h o u l d be b l i u m e n i z e d and r e a l i g n e d t o s h o r t e n the 

d i s t a n c e , and bypass t h e Mano-Bumpe-Tikonko a rea w h i c h i s l i a b l e t o severe 

f l o o d i n g , s i n c e I t l i e s i n -the f l o o d p l a i n areas o f t h e Tabe and. Sewa r i v e r s * 

T h i s bypass w i l l i n v o l v e t h e c o n s t r u c t i o n o f a s i x t e e n m i l e road s t r e t c h i n g 

f r o m Taiama due e a s t t o Senehmi, t h e n v e e r i n g s o u t h t o e n t e r Bo f r o m the 

n o r t h . From Bo t h e r o a d i s t o f o l l o w the p r e s e n t a l i g n m e n t as f a r as the 

Sewa b r i d g e , f r o m where a new a l i g n m e n t w i l l go th rough . T e l u t o j o i n u l t i m a t e l y 

t h e Blama-Senema r o a d a t Bangs me. ( F i g . 8.2). 



Such proposals e n t a i l tremendous f inanc ia l , social and p o l i t i c a l 

implications , 'but the benefi ts to be derived yd 11 compensate f o r the 

disadvanta£ps• On the socialjaiid. economic l eve l , the proposed 3enehua-Bo. 

bypass w i l l surely create t rading d i f f i c u l t i e s f o r Mario, Bumoe and. Tikonko. 

The TCI report agreed that the bypass from Se<ya bridge through Telu to 

Bangema on the Bloma-Eenerna highway, would a f fec t a saving of approximately 

10 miles bet-we en Sewa bridge and XCenema? but cautioned that the project be 

held i n abeyance since tb.e anticipated volume of t r a f f i c on the road would-

be r e l a t i v e l y minor. This i s surpris ing i n view of the fac t that the bulk 

of the t r a f f i c using the Koribunau-Bo rood i s eastern t r a f f i c , and would 

l o g i c a l l y p re fe r the shorter Bangema-Sewa r iver bypass to Bo. There i s no 

reason why such t r a f f i c , given the f a c i l i t y of a shorter route, would s t i l l 

choose to go through Koribnaduu TCl's argument ? i t i s supposed, i s the 

resul t of hasty conclusion' based on l imi ted f i e l d work and a rather 

incomplete appraisal of the o r i g i n and destination trend i n 'vehicle movement« 

The cost of the ent i re project i s estimated by o f f i c i a l s of the 

Minis t ry of Vforks to 'be i n the region of Le 6,000,000 (£3,000,000.) 5 th i s 

includes the cost of bridging the Tabe r ive r on the proposed. Senehun bypass. 

The now route w i l l shorten the distance from Eenema to Freetown by about 

20 miles, create an all-weather road and f a c i l i t a t e the speedy d i s t r i bu t i on 

of trade goods, the evacuation of agr icu l tura l products and. greater human 

mob i l i t y . Transport cod: w i l l be reduced since a good. and. shorter route makes 

f o r red-iced, operational cares ̂  which w i l l be ref lec ted i n the cost struct tire 

of the industry. 
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Lunsar-hlakeni Roads This read forms the second stage In a read improvement 

project y£iich was rs come Med 'by' Rondel, Palmer and T r i t t o n . The f i r s t 

sta^ie involved the reeligaiiient and Improvement of t ie 22 mile stretch, from 

k i l e Post 47 to the important iron--ore mining torn of Limsar; th i s was startec 

i n labe iplb? and completed i n ear ly 1964 by Yio i i in i Brothers of Rome. The 

so cord stage was scheduled f o r commencement i n the years 19o] a.k 19o3, hut 

has been postponed f o r various reasons? the most important being; f inancia l* 

I t i s proposed here that the project he re-evaluated and giver p r i o r i t y i n 

the road development processo 

The lAinsar--Halveni road i s a 4-2 mile stretch forming part of the main 

road linking Freetown and the major towns of the northern Province„ I t has 

a 20 foot carriageway ? properly aligned and not hindenrreet by curves and steep 

gradients. The volume of t r a f f i c ranges from 200 to 250 vehicles per 24-hour 

day eaggiged mainly i n the movement of passengers, a few products l ike palm 

kernels ? and the bulk of the imported goods that are destined f o r the north. 

The road, at present does not experience any t r a f f i c congest ion ? though i t 

i s usual ly corrugated i n the dry season and has many net holes and extensive 

mud stretches i n the rainy sea.sorio Improvement work w i l l mainly be res t r ic ted 

to bitumen!sing the entire A2 mile s t re tch, modernising the few bridges 

and r a i s ing the road bed above the f lood level i n the holi lai id area, 

'Very l i t t l e realignment i s necessary except f o r the last 5 miles to Makeni 

where rock outcrops make i t p a r t i c u l a r l y roigrku The cost i s estimated at 

Le 2,000,000, 
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Pj^rt .^JSPrJ lS i ik l%rZ§E®3°£$- j TJOIB i s a 47 mile s tretch of r<wid giving 

access to the Guineen capi ta l oh Conakry through. Foreca.riah. I n the s t r i c t 

domestic context> the road does not r e a l l y roerit immediate improvement; 

but on the i n t e r - t e r r i t o r i a l plane, i t i s of s ign i f i can t strategic and 

economic importance. The present trend i n p o l i t i c s ! th inking stresses 

the need f o r mutual cooperation i n the f i e l d o ' trade and cu l tu ra l exchange 

'bet?yeen Sierra Leone and the Republic of Guinea, To e f f e c t t h i s ? an 

e f f i c i e n t transportation l i n k i s a v i t a l necessity, Neither the Faranah-habal 

route i n the north^nor the Koiiidu route i n the oast, are suitable, since 

these serve peripheral areas and are removed from the real focus of indus­

t r i a l production. Only the Kaihoia route l inks the two capitals and t he i r 

respective i ndus t r i a l regions? hence th i s road should "be developed to f a c i l i t y 

the anticipated increase i n trade and cu l tura l contact. 

I t i s proposed that the road be biturns-;.-surfaced and provision fo r a 

two lane carriageway 'be made. Standards of construction should be very 

s imi la r to the Conakry-lame lap road which is now almost complete „ A major 

problem I n the abore project Is the presence of two r ive r s , the L i t t l e and 

Great Scercios which are at present crossed by mechanically propelled 

f e r r i e s located at the Mange and hambia crossings., 'Bridging the two r ivers 

i s a l o g i c a l solution., but the f i n a n c i a l costs and the lack of re l iab le 

t3?affic d.atdL e i ther real or po t en t i a l ? makes f o r caution i n any such, decision 

Having evaluated the present economic s i tuat ion of north-west Sierra Leone 

and the potent ia l future t r a f f i c from Guinea, i t i s the author's opinion 

that immediate br idging of the r ivers w i l l neither l>e j u s t i f i e d by the 

demands of local t r a f f i c , nor even by t r a f f i c to and from Guinea. The road. 
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should bo improved and oitnmeniaed, but the hnktging ox the r ivers should be 

put i n abeyance u n t i l such time as actual t r a r f i c increases from the present 

100 -vehicles per 2/Uhour dap" to something i n the region of 300-400 

c h i c l e So The f e r r p service i s considered adequate to meet the needs of 

the available t r a f f i c , and the occasional bot t lenecks notieeeable in 

the mange f e r r y must not be interpreted as usual 0 The ferpp service 

could be improved by extending operations to cover an IS hour period (7 a.m. 

1 a.m.) instead of the present practice of a 12 hour nor king period (7 a.m. 

7 p.m.) , 

The benefits to be derived from such inpirovements are great, especially 

i f a better road could generate trade witb ghinea0 however, the scale 

of benefits i s not the same as that f o r the IPaima-ICeaema road u:r eve:i f o r 

the Luusar-heinuii roads benefits from the bambia road are less. The area, 

which i s the main region f o r rice- production, i s comparatively well 

served by water transport - a mode economically ideal f o r the 'bulk movement 

of such, a comparatively low value commodity, hence f o r the internal 

economy? expenditure on improving the road can hardly bo . ju s t i f i ed , the 

main j u s t i f i c a t i o n of the Le 3,500,000 estimated cost, l i e s i n the 

combination of p o l i t i c a l and socialjconsiderations as often expressed by 

both, governments of Guinea and Sierra he one 0 

Hew Road. Construction 

The completion of the mile Post 47 - hunsar road early i n 1964 

marked the las t phase of major road construction i n the country. host road 

projects have since been geared mainly to improvement works, the reason 

being f i n a n c i a l and. not a lack of demand for such roads0 In 1966? 



government, a f t e r negotiat ing a substantia], loan from the Best German 

government, again embarked on. a programme of new road construction/ ' ' 

P r i o r i t i e s and cost estimates have s t i l l not been finalised, and. transport 

re-ports and. f e a s i b i l i t y surreys are s t i l l i n progress to establish these . 

Tonkolili-Kono Road Project? Tiiis impressive project i s commonly called 

"Joint venture", since i t i s financed both by the West Gorman and Sierra 

Leone governments. I t i s a 4 m i l l i o n leone, 2-phase project involving 

the construction of 20 miles of new road including the new Le 15,000 

Palima Bridge ever the River Sewa, and the improve meat of 63 miles of 

ex i s t ing road. Phase I involves mainly the construction of a new road 

and bridge l i n k i n g Masingbe with. Taiama Sewafe and secondly, the improvement 

of the Masiagbe-kakali road to class I standard. Phase •£!:> en ta i l s the 

improvement of the Makali-Matotoka road and the J aima--3evefe~Koidu road, 

a t o t a l of 48 miles (p ig . 3.1-B). 

The importance and benefi ts to be gained from th i s road, project are 

tremendous, i t present there i s no direct east road, l i n k between the 

Northern and Eastern Provinces? hasinabe and Jaiama Sewafe being the 

respective road t e rmin i . Prom Magburaka, which i s a foca l road -point i n 

the nor th , there i s d i rect connection to Freetown v ia Yonibana; but to the 

east, t iere Is only the c i rcui tous road which leads f i r s t to Bo i n a 

southerly d i r ec t i on , then turns east to Koribimdu through Keneraa, to l i n k 

up I n a nor ther ly d i rec t ion witn ICoidu i n K 0uo. The present route aiianment 

i s devious and. makes road access to the important mining area of Kono 

very d i f f i c u l t and long. Trie new Tonkolili-Zono road, w i l l not only 



provide a di rect east route l i n k i n g the north and east, but w i l l also 

give a shorter route between the diamond uMaiag; area aid Freetown, The 

new route w i l l be only 218 miles to Freetown, a substantial reduction 

of 90 miles compared to the present road. Further the road, w i l l be 

bitumen! zed and w i l l make f o r better east-west eomniunic a t ion . I t w i l l 

encourage increased tra.d.e between the north and the east and w i l l help 

i n the economic development of eastern Tonko l i l i D i s t r i c t , western bono 

and northern Kenema D i s t r i c t s . Last ly i t w. 11 help diver t ICono t r a f f i c 

from the present congested Kenema-Bo roa.d and make f o r a smoother f low 

of vehicleso 

The cost of the project i s estimated to be higher then usual, mainly 

because of the d i f f i c u l t t e r r a i n through which the road has to pass. 

From Matotoka to Masingbe the topography i s not d i f f i c u l t since most of 

the t e r r a i n s t i l l l i e s i n the i n t e r i o r plains region which i s f l a t and 

ideal f o r road construction. East of jfasingbe the t e r r a in becomes 

progressively d i f f i c u l t towards the Sewa r ive r . The country i s h i l l y 

and there are several rock outcrops and swamps l i ab le to severe f looding 

i n the ra iny season. On the plateau area, the ground i s broken by ridges 

and traversed by several streams. The r a i n f a l l i s heavy, about 120 inches 

per annum, 55b" of which i s concentrated i n the period July-September. 

Hence cauteful at tent ion i s required i n dealing with the drainage problem^ 

cement s t a b i l i z a t i o n Is recommended especially on approaches to a l l 

bridges and on carriageways passing through swamp areas l i ab le to f lood ing .1 
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§S&P)2®.EL]tejz& .;tp Monrovia 

For the past 10 years, active consideration has been given to the 

development of a good road, l i n k m t h the hiberian capi ta l of Monrovia. 

I t present the read l i n k with Monrovia i s too long and extremely poor i n 

quali ty^ f i t has to traverse the ent i re breadth of Sierra Leone to bifurcate 

at Bu.edu i n the east, where the more important branch continues east to 

Foya Kama i n Liber ia and the other runs due north to Koindu, then east 

to Kon.jij and both f i n a l l y continue due south to Monrovia. The present 

road l i n k has very l i t t l e economic significance except for the past 

lucra t ive diamond smuggling in to Liber ia , and an i n s ign i f i can t movement 

of passengers. 

Interes t inrregional cooperation i n the f i e l d of.economic and trade 

development, as manifested I n the Free:Trade Area concept, has resuscitated 

the need f o r a direct and good road l i n k with Monrovia s imilar to the 
Q 

l i n k with Conakry In the n o r t h . u The f i r s t route suggested was to go 

through Eenema and. Joru, then Cage Mount and f i n a l l y to Monrovia. This 

road has several disadvantages; p r imar i ly i t s alignment i s circuitous and 

w i l l not create any s ign i f i can t In ternal development since i t passes 

through an area comparatively well served by roads. The author belie was 

that a road f u r t h e r to the south - s t a r t ing from Mile Most 47, through. 

Ro t i funk j Moyamba, pujehun across the border a l i t t l e north of Malema and 

then to Monrovia, i s a better proposi t ion. The advantages of th i s road 
l i e i n the important f ac t that i t w i l l provide a major and e f f i c i e n t 

l i n k between the south-western cuardrant of Sierra Leone and Freetown. 

The area i s .just s t a r t i ng to realise i t s economic potent ial as already 

http://Bu.edu
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seen i n the establishment- of mining concerns at Kokanji ("bauxite) and. at 

Mobimbi (nub i l e ) . Fu.rtherro.ore the area i s rapid ly developing mechanical 

r ice c u l t i v a t i o n and. i t i s also the projected area f o r sugar and ci t rus 

groves, wi th the possible establishment of a sugar re f ine ry and a b o t t l i n g 

industry, AH these large-scale projects involve mi l l ions of leones and 

promise to convert the south-west from a negative region to one that i s 

economically bouyant. But the greatest setback to the f a l l material izat ion 

of the anticipated development and sustained growth, i s the present 

inadequacy of the road system. This has been an area fo r long side-tracked 

by modem transport l i n k s , and. has depended to a large extent on slow, 

9 

uneconomical:) and i n f l e x i b l e water transport." i t i s tmis considered 

h igh ly imperative that regional economic planning must of necessity, be 

an integrated process involv ing the construction and modernization of 

roads i n the area. This w i l l fac i l i ta te - .not only the movement of machinery 

f o r production purposes, but also the e f f i c i e n t evacuation of mineral ores 

and the speedy d i s t r i b u t i o n of fac tory products, hence the southern 

road w i l l create the desired, l i n k to the important market of Freetown 

and at the same time give reasonable and cheap access to major urban 

centres such as ho. 

On the in ternat ional l e v e l , the road w i l l provide the imich desired 

l i n k witv. Monrovia and perhaps i n the long run, foster trade with the 

two countries. The cost of construction i s enormous and i t i s suggested, 

that the venture be undertaken on a, supra-national l e v e l . Financial 

negotiation e i ther with the World 'Bank or the i f r i c a n Development Bank 

should be entered, upon by both the go'vemments-of Liber ia and Sierra Leone 0 

http://Fu.rtherro.ore


203 

The road should be of in ternat ional standard with a 3-lane oarrrlapBwayo 

Since the new road, involves the crossing of a few inejor r i ve r s , i t i s 

suggested that where funds are scarce, such r i ve r crossings be temporarily 

served by mecharized f e r r i e s u n t i l such a time when actual t r a f f i c volume, 

say 300-400 'vehicles per day, necessitate the i r br idging. 

On a", long term basis and. given that the government railway i s 

phased-out, the whole road system requires drastic modernization aid 

the creation of new main roads, .Primarily the entire main road, network 

should be bitumenized and up-graded, to at least a 2-carriagoway system 

and the remaining f e r r i e s bridged. Among the major constructions i n the 

future are the roads to be developed i n the eastern plateau area. The 

rocoi.'mended, highway system f o r the nation i s shown i n F ig . 8.2. The essence 

of the system i s to s o l i d i f y the nation by providing transport f a c i l i t i e s 

f o r the movement of persons and goods5 to f a c i l i t a t e improvements and 

increases i n agriculture aid. mining, and to make f o r social advances 

which v& 11 be gained i n the f i e ld , of medical services, pol ice , defence, 

and the advancement of p o l i t i c a l cohesion and national pr ide. 

The recommended national road improvement and construction are based, 

on the one essential theme? that i n the not too distant fu tu re , the 

forces of economic retionale and f i n a n c i a l stringency w i l l force the 

government to abandon the railway. As siTch the road, system i s "planned 

to serve the actual and. forecasted t r a f f i c pattern, and to permit movement 

of people and goods nov being transported, by the railway. I t should, serve 

major areeis of ag r icu l tu ra l and. i n d u s t r i a l act ivi tys o'oen U P and. permit 

development of areas not nor adequately served by any transport mode, 
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and produce a transport system necessary to the economic and social develop­

ment of the nat ion. 

Finable lug the Programme 

The magnitude of the i n i t i a l road p r i o r i t i e s already stated are such 

that new avenues of finance are urgently needed. The eraphasis l i e s i n 

the creation of a Higghway Authori ty to he run on a so .:? supporting and 

se l f - f inanc ing basis. I f i t s operations are to continue on a self-sustaining 

basis 5 laws should 'be enacted Ydaich w i l l guarantee that a l l revenue 

collected f o r road, purposes, be reserved for exclusive expenditure by 

the Highway Authori ty, so that i t can plan the ra t iona l development of the 

road system as outl ined e a r l i e r . Sources of revenue must not be res t r ic ted 

to fore ign aid and loans, as i s today the common practice In most developing 

countries3 i n te rna l revenue sources mast be s t r ingent ly exploited and new-

radical measures, though i n i t i a l l y unpleasant, should be introduced to 

help finance the various road projects . 

Pr imar i ly i t i s suggested that a i l revenue relevant to road transport 

be excluded from the general government revenue ana set aside f o r the 

Highway Authori ty . Secondly, that appropriate tax increases be made on 

items l i k e diesel o i l so as to make road users pay f o r the roads. F ina l ly 

a t o l l system could be introduced on some major roads such as the Freetown -

Mile 47 road as an .•O.'U t̂ li.&f^ source of revenue. Experience i n f u e l 

consumption patterns indicate that an expansion i n road trans'oort i s 

invar iab ly followed by an increasing use of diesel f u e l as corn-pared to 

p e t r o l . Such, an increase i s the direct result of expansion i n numbers of 

heavy trucks such as the Japanese 7-ton diesel Toyota, as well as a 
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de f in i t e increase i n the mileage rira by vehicles* Since these -vehicles 
are operated mainly on a p r o f i t basis and not as a social service. I t 
ce r ta in ly fo l lows that the entrepreneurs should bear t he i r f a i r share of 
maintaining an adequate road system. I t i s t ie refore proposed that taxes 
levied on motor fue l s r e f l e c t the addit ional road use benefit to be 
obtained per gallon of diesol f u e l as against pa t ro l . Evidence suggests 
the c r i t i c a l f ac t that dlesel powered engines have an operational 
advantage over pe t ro l vehicles, I n that diesel consumption i s usually two 

; th i rds that of pe t ro l f o r the same amount of service ouivput, and fu r the r , 

the cost of diesel f u e l i s normally less that of pe t ro l . 

3 A general tax of 3-5 cents per gallon of motor f u e l Is thus suggested. 
i 

I t should be emphasized that the tax Increase must only be applicable to 

f u e l used d i r e c t l y i n road transports other large consumers l i k e ski. s, 

i e l e c t r i c i t y corporations and stat ionary machinery, should be exempted. 

Thus out of the 41 m i l l i o n gallons of diesel imported i n I965, only 5C/n 

or 20.5 m i l l i o n gallons went d i r e c t l y to road transport, and i t i s only 

t h i s proportion that should be l i ab l e to the tax. .increase„ f u r t h e r a l l 

import duties aid licence re-venues on commodities pertaining to read 

transport should be put exclusively f o r the use of the Highway Authori ty, 

The revenue that v / i l l accrue to the authori ty i n 1965 i f i t were In 

operation, has been worked out i n Table 8 .1 , based mainly on 1965 

s t a t i s t i c a l data,. 



TABLE 8 .1 REVENUE OF HIGHWAY AUTHORITY 1965 

Tax on D i e s e l F u e l (20.5 m i l l i o n g a l l o n s ) = = Le 3 ,000,000 

Tax on P e t r o l (8 m i l l i o n gallons Le 1 ,200,000 

Tax on L u b r i c a n t s • = Le 5,000 

Import duty on v e h i c l e s = Le 500,000 

V e h i c l e s L i c e n c e s = Le 500,000 

V e h i c l e R e g i s t r a t i o n Le 25,000 

T o t a l 5 ,230,000 

Source: C e n t r a l S t a t i s t i c s O f f i c e , Freetown 

I n addit ion to the above Le 5,230,000, there i s the addit ional revenue 

of about Le 2 F i l l l i o n to be earned from t o l l roads. The t o l l road 

j revenue i s a conservative estimate, since i t i s expected to be apalied on 

I only one or two major roads, the most important being the Freetown-Kile 47 

j road, where a minimum da l ly t r a f f i c of 400 vehicles w i l l easi ly earn over 

one m i l l i o n le one s per year at the small average cost of 10 cents per 

journey per vehicle . The potent ia l earning capacity of t o l l roads cannot 

1 be doubted5 there i s indeed a serious danger of i n i t i a l h o s t i l i t y by 

road users to the t o l l - r o a d idea, but t h i s should not deter government from 

the reasonable exp lo i ta t ion of t h i s revenue source. 

The above revenue, estimated at a :*out 7 m i l l i o n , i s expected to 

provide f o r maintenance costs and to service loans which the Highway 

Authori ty would incur i n i t s major road projects . Government should 

give grants to the .Authority ana. substantial sums from the development 

budget should be expended on roads. The repayment of loans, i t i s suggested 

ought to be a government respons ib i l i ty while servicing the loans should 

be l e f t wi th the Iliahway Authori ty . 
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Conclusion 

There i s no doubt that the p r o f i t a b i l i t y of roads re f l ec t s the 

general l eve l of prosperi ty i n Sierra heo.10. I n the post-war years, 

roads were r i g h t l y recognized as transport media capable of independent 

development, and substantial sums were Infused in to them, i n order to make 

them f i t f o r the use of modern road transport. The results of that 

expenditure has achieved substantial improvement i n highwag transportation,, 

The work i s f a r from complete on the highway system - but as more and. more 

i s achieved, the prospective yields from those that are l e f t m i l be 

less s ign i f i can t than f o r the e a r l i e r projects . I t w i l l be at th i s 

c r i t i c a l period that competition f o r funds from other f i e l d s of'development 

w i l l become important „ Ho ad. transport , both i n the nubile and private 

sectors, eon claim to he one o f ' t he country's most important industr ies , 

hlo other a c t i v i t y can func t ion e f f i c i e n t l y without i t . Though the capi tal 

value of roads and the stock of vehicles i s not precisely ascertainable, 

yet together, they^eonstiiute one of the country's most important capi tal 

assets. Ul t imateiy , I t Is t h i s overwhelming significance of modern road 

transport to the national economy, coupled with i t s future d.evelopjnent 

and grovbh, that srould j u s t i f y the huge expenditure on roads. 
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CHAPTER 9 

IMTH1MAL .AIR TR.M1SP0RT 

ikhradamental d i f f l e n i t y i n the economic operation of domestic a i r 

services i s the small and compact nature of the country, end the inevitable 

short hauls involved. I n contrast to higreria, Mali or Ghana, the minimum 

sector distance of 180-200 miles which i s necessary fo r the economic 

operation of f i x e d wing a i r c r a f t , I s never achieved i n Sierra Leone,, 

The maximum sector distance I s the 168 miles from Hastings to Daru, hut 

d i rec t f l i g h t s are seldom operated owing to lack of demand.0 The average 

sector distance f o r the p r inc ipa l a i r route (l-I as t ings -Bo-Ke ne ma-Yenge ma) 

i s only 108.-6 miles, a distance f a r below the economic minimum, f o r f ixed 

wing a i r c r a f t , 'hence the advantages to be derived from a i r transport by 

linlfLng widely separated parts of a t e r r i t o r y are not reiarrat to Sierra 

Leone, I n t h i s the country d i f f e r s from the majori ty of l es t .African 

states. 

. A posi t ive advantage of a i r transport i s the fac t that , i n a developing 

country l i k e Sierra Leone, other modes of transport are of ten slow and, 

where speed, i s essential to convey personnel, spare parts , medicines and 

other urgently required supplies, the only recourse i s to a i r transport. 

A fu r the r technological advantage of a i r transport i s that seasonal 

contrasts i n weather conditions do not pa r t i cu l a r ly a f fec t i t * I n many-

areas of Rest A f r i c a c l imat ic variat ions adversely a f fec t the operation 

of surface transport media. Road transport i n par t icu lar , and railways 

i n general, are of ten t o t a l l y or p a r t i a l l y interrupted by floods during 
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t h e r a i n y seasons . Inland water t r a n s p o r t i s a l s o i m m o b i l i z e d by 

f l u c t u a t i n g vaaier l e v e l s 0 A i r t r a n s p o r t , on. t h e o t h e r hand, i s v i r t u a l l y 

f r e e f r o m such i n t e r r u p t i o n s and can c o n t i n u e t o serve areas w h i c h would 

othervh.se be c u t o f f f r o m t h e r e s t o f t h e c o u n t r y . T h i s c l i m a t i c f a c t o r 

goes f a r t o e x p l a i n why do marc f o r a i r t r a n s p o r t shows a d e f i n i t e upward 

t r e n d i n t h e r a i n y season, a t i m e when road t r a n s p o r t i s s e v e r e l y r e s t r i c t e d 

b y t h e f a c t t h a t many s t r e t c h e s are impassable. 

As i n most o t h e r c o u n t r i e s o f l e s t .Africa, demand f o r commerc ia l a i r 

services i n S i e r r a Leone i s o n l y latent5 a c t u a l demand, i s r e s t r i c t e d by 

t h e g e n e r a l low p e r c a n i t a . income o f t h e population. Such a s i t u a t i o n 

u s u a l l y l e a d s t o the uneconomic u n d e r - u t i l i z a t i o n o f a i r c r a f t c a p a c i t y * 

F u r t h e r t h e i n e v i t a b l e s h o r t h a u l s , coup led w i t h a l o w l o a d f a c t o r 

s e v e r e l y m i l i t a t e a g a i n s t t h e p r o f i t a b l e o p e r a t i o n o f a i r s e rv i ce s , , 

Passenpyer movement c o n s t i t u t e s t h e b u l l ; o f t r a f f i c a h l l e f r e i g h t i s 

r e s t r i c t e d t o t he conve yance o f goods o f h i g h u n i t v a l u e 0 '"-once the most 

r a , p i d d e v o t o r m e n t has o c c u r r e d i n t he nasscuper s e c t o r , a, phenomenon 

common t o a l l i n t e r n a l a i r s e r v i c e s of bes t A f r i c a , . lov-ever , t h e p e r i o d 

l l b l - l p S p saw an a p p r e c i a b l e change i n the p a t t e r n o f f r e i g h t t r a f f i c i n 

t h a t t h e n r o s e n t t r e n d i n d i c a t e s a, c o n s i d e r a b l e w i d e n i n g o f f r e i g h t t y p e s , 

p r o m i n e n t among vbhich i s t h e u p - c o u n t r y no"veiaent o f i m p o r t e d p e r i s h a b l e 

goods l i k e f r o z e n r e a t . The success o f t h i s t r a f f i c mi ;h . f u l t i m a t e l y l e a d 

t o t h e more p r o f i t a b l e b u l k movement o f meat f r o m the c a t t l e areas o f the 

N o r t h e r n P r o v i a o e t o l a r g e u r b a n c e n t r e s l i k e P'reotovu. and b o ^ w i t h . a bach; 

h a u l o f f i s h f r e i g h t t o t h e n o r t h e r n c e n t r e s . Such i n t e r n a l a i r f r e i g h t 

movorieat has been s u c o e s s f a l l y o p e r a t e d botueen the savanna c a t t l e areas 
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o f M a l i , P i p e r and Chad, and t h e c o a s t a l u r b a n c e n t r e s oh Ghana, I v o r y 

Coast^ Tone , Dahomey and h i g 3 r i a 0 

I l l s t o r i c a l De ve 1 gament 

I n c o m p a r i s o n t o Ghana and PTIgaria,, the development oh i n t e r n a l air-

s e r v i c e s i n S i e r r a Leone i s r e c e n t , and d i d n o t f o l l o w the same p a t t e r n , , 

A l t h o u a i i a i r s e r v i c e s came as a l o g i c a l sequence i n t h e g e n e r a l e v o l u t i o n 

o f s o p h i s t i c a t e d , t r a n s p o r t modes? t h e y t e n d t o p e r f o r m a s p e c i a l f u n c t i o n 

i n S i e r r a Leone 0 The i n t r o d u c t i o n o f a v i a t i o n i n B r i t i s h g e s i A f r i c a by 

1930 saw t h e establishment o f s m a l l i n l a n d c e n t r e s w h i c h ware used o n l y 

as s t apes on i n t e r - c o l o n i a l r o u t e s * Such c e n t r e s de • e 10;-ad m a i n l y i n Ghana 

and h i h e r i a ? i n S i e r r a Leone , o n l y t h e c o a s t a l c i t y o f F r e e t o m i was s e r v e d . 

Even a f t e r the Second W o r l d War, when a more comprehensive r o u t e n e t w o r k 

was o r g a n i s e d b y t h e Wast A f r i c a n A i r w a y s C o r p o r a t i o n {h„ A. A„C, Y, based on 

t h e re conanendations o f t h e S a n f o r d Repor t ( I 9 4 4 ) 2 *#id o f Chh„;i 0 Cross (1946)^ 

i t was s t a t e d that ! f no r e g u l a r d o m e s t i c s e r v i c e s were needed i n S i e r r a 

Leone . The e x i s t i n g needs c o u l d be c o v e r e d by two; a i r c r a f t o p e r a t e d 01 a 

c h a r t e r b a s i s ( i h ' ; ' Such an a t t i t u d e t o t h e e s t a b l i s h m e n t o f r e g u l a r i n t e r n a l 

a i r s e r v i c e s wa,s based on the f o l l o w i n g g e o g r a p h i c a i and. economic f a c t s 0 

I n t h e f i r s t p l a c e 7 f e e d e r s e r v i c e s l i n h i n g up-country centres t o the 

i n t e r n a t i o n a l r o u t e were u n n e c e s s a r y s i n c e the b u l k o f the p o t e n t i a l 

u s e r s o f such services was, by 1948, c o n c e n t r a t e d i n t h e F ree town a r e a c 

S e c o n d l y , p r o v i n c i a l h e a d q u a r t e r s , w e r e i a l l gLinhed - to ' t h e c e n t r e o f • -

government i n g r e e t o w a by t h e r a i l w a y and road sy s t em. Las t ly : / . , economic 
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development In t h e provinces was not s u f f i c i e n t to provide enough, t r a f f i c 

f o r a i r serv ices l i n k i n g t h e m a j o r commerc ia l centres. These n e g a t i v e 

f a c t o r s l e d t o t h e e x c l u s i o n o f S i e r r a Leone f r o m t h e W . A . A . C . n e t w o r k 

o f r e g u l a r domestic a i r s e r v i c e s „ 

The g r e a t b r e a k - t h r o u g h cane i n t h e 1950s w i t h t h e r a p i d growbh o f 

t h e c o u n t r y ' s economy and t h e consequent development o f a c t u a l demand for 

in terna l a i r s erv i ce s . Such economic development was l a r g e l y a f a c t o r 

o f the o p e n i n g up o f t he diamond m i n i n g areas t o d i r e c t A f r i c a n p a r t i c i ­

pation? and t h e r a t i o n a l i z a t i o n o f t he o p e r a t i o n s o f the S i e r r a Leone 

S e l e c t i o n T u r s t ( S . L . S . T . ) , and t h e Diamond Corporation ( D . C . S . L . ) . These 

c r e a t e d c e n t r e s o f economic a c t i v i t y l i k e Bo, Xenema and Yengema ? 'but the 

absence o f a good high-speed r o a d n e t l i n k i n g these areas w i t h F ree town 

necess i tated the urgent introduction o f a i r serv ices . Thus, u n l i k e the 

r a i l w a y , , i n t e r n a l a i r services came t o s a t i s f y an already ex i s t ing demand 

and t o supplement t h e i n a d e q u a t e l a n d communi ca t i o n s i n t he c o u n t r y . 

The Domestic p l e e t . 

S i x a i r c r a f t compr ize the d o m e s t i c a i r f l e e t • Of t i e se ? two are 

owned and o p e r a t e d 'by S i e r r a . Leone A L n m y s (SLA)'^ wh ich e x e r c i s e s a 

monopoly o v e r c o m m e r c i a l a i r t r a n s p o r t i n S i e r r a , L e o n e There i s as ye t 

no m i l i t a r y aviation5 t h e o t h e r a i r c r a f t are p r i v a t e l y - owned. SLA i s a 

s t o c k company c a p i t a l i s e d a t Le 100,000 (£50 ,000) and f o r m e d i n I96I by 

agreement be t •ween the government o f S i e r r a Leone, yhiich h o l d s a 20h' s t o c k 

i n t e r e s t ? and B r i t i s h U n i t e d A i r w a y s (3ITA), w h i c h owns 70w o f the s tocko 

The o t h e r l ( ) y i s h e l d by v a r i o u s i n t e r e s t s . The p r i m a r y o b j e c t i v e o f SLA 
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i s t o e s t a b l i s h a comprehens ive n e t w o r k o f i n t e r n a l a i r s e r v i c e s f o r the 

r e g u l a r conveyance ox passeagp r s ? m a i l and f r e i g h t be tueen s p e c i f i e d p o i n t s 

on a i r r o u t e s . 

The agreement s e t t i n g up S i e r r a Leone A i r v a y s p r o v i d e s , i n t e r a l i a ? 

t h a t t h e company, f o r t h e l i f e o f the agreement ? r e c e i v e s t h e f o l l o w i n g 

concessions% 

( a ) e x e m p t i o n f r o m d u t y on a v i a t i o n o i l , f u e l and spares 

( b ) Free use o f government a i r f i e l d s ; aeradio, m e t e o r o l o g i c a l 

s e r v i c e s 5 hanga r s and. o t h e r t e r m i n a l i n s t a l l a t i o n s 

( c ) e x e m p t i o n f r o m t a x e s i n c l u d i n g income and. s u r t a x e s . 

F u r t h e r i t r e c e i v e s a f i x e d sum f r o m BITA f o r t h e p r i v i l e g e o f o p e r a t i n g 

the Freetorn - London f l i g h t „ F i n a l l y government agreed, t o pay a. s u b s i d y 

t o t h e company i n the e v e n t o f a d e f i c i t i n o p e r a t i o n s i n the f i r s t f i v e 

y e a r s (1961-196*6) „ The economic r a t i o n a l e beh ind such a s u b s i d i z e d a i r 

s e r v i c e i s q u e s t i o n a b l e as has been suggested, by a team o f t r a n s p o r t a t i o n 

c o n s u l t a n t s who. i n t h e i r 1963 T r a n s p o r t a t i o n Survey o f S i e r r a Leone, 

s t a t e d t h a t " the l i k e l i h o o d o f t h e a i r s e r v i c e e v e r b e i n g a b l e t o s u p p o r t 

i t s e l f 3 i s r e m o t e N e v e r t h e l e s s t h e r e are f a c t o r s w h i c h suggest t h a t , 

g i v e n f u r t h e r economic d e v e l o p m e n t ? t h e s e r v i c e m i g h t e v e n t u a l l y pay f o r 

i t s e l f , E v e n i f f i n a n c i a l p r o s p e c t s are n o t s u f f i c i e n t j u s t i f i c a t i o n 

f o r the a i r s e r v i c e s , t h e g w e r n r a e u t bel ie-yes t h a t s o c i a l and p o l i t i c a l 

c o n s i d e r a t i o n s are s t r o n g e r arguments f o r t h e i r c o n t i n u a t i o n . The 

i n e v i t a b l e i n c o m p a t i b i l i t y betY/een t h e s e r v i c e o b j e c t i v e o f t h e government 

and t h e p r o f i t m o t i v e s o f SLA i s n o t p e c u l i a r t o S i e r r a Leone„ S u b s i d i z e d 
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i n t e r n a l a i r s e r v i c e s ha/ve 'been e s t a b l i s h e d , i n s e v e r a l pos t . A f r i c a n 

c o u n t r i e s f o r reasons o f s t a t e , , 

F i r ; . 9 .1 shov/s two f e a t u r e s w h i c h re-veal t he r e l a t i v e impor t ance o f 

a i r t r a n s p o r t o v e r t h e i n a d e q u a t e s u r f a c e eonrouni ea t i o n s . F i r s t l y 

t h e r e i s a Jagge number o f c e n t r e s served,, i n S i e r r a . Leone, d e s p i t e i t s 

s m a l l s i z e and. compact shaoe, t h e r e are f i v e c e n t r e s w i t h r e g u l a r a i r 

s e r v i c e s . S e c o n d l y , S i e r r a Leone w i t h her e x t r e m e l y s h o r t s e c t o r distance/ . , 

i s u n i q u e i n West .Africa. The l o n g e s t n o n - s t o p s tage i s between H a s t i n g s 

and B o ? a d i s t a n c e o f 99 mi l e s : ; t h a t between. Bo and Eenema i s 39 m i l e s . 

The c e n t r e s served, show a d i s p a r i t y i n r e l a t i v e i m p o r t a n c e as i s r e f l e c t e d 

i n s e r v i c e f r e q u e n c y and. t o t a l pas sen o re h a n d l e d . From c a s u a l o b s e r v a t i o n , 

i t wou ld appear t h a t t r a f f i c volume on the v a r i o u s s t ages i s a, f u n c t i o n 

o f town s i z e and. d i s t a n c e be tween the towns . But a more d e t a i l e d , 

a n a l y s i s w i l l show t h a t t r a f f i c does n o t always v a r y d i r e c t l y w i t h s tage 

d i s t a n c e „ 

I s has been sugges ted e a r l i e r , d i s t a n c e ..-Is a key f a c t o r i n the 

n e t w o r k . S h o r t i n t e r - c i t y d i s t a n c e s u s u a l l y c r e a t e problems o f s u r f a c e 

c o m p e t i t i o n and. the r e s u l t i n g l o w loaf ' /mo to r on such r o u t e s i s uneconomic . 

The g r e a t e s t appea l o f a i r s e r v i c e s l i e s i n t h e s a v i n g o f t i m e , b u t 

t h i s c a r o n l y be e f f e c t i v e l y r e a l i z e d where d la te .aces are g r o a t , Tttth. 

s h o r t d i s t a n c e s , t i m e t a k e n t o and f r o m the a i r f i e l d , added, t o t i m e spent 

i n t a k l n g - o i f and l a n d i n g , c o n s t i t u t e s a l a r g e p r o p o r t i o n o f t o t a l 

t r a v e l l i n g t ime^ and. n u l l i f i e s t h e t i m e advantage the aeroplane has o v e r 
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s u r f a c e t r a n s p o r t modes. Hence o v e r 50p of t o t a l t r a f f i c i s c o n c e n t r a t e d 

on t h e c o m p a r a t i v e l y long : d i s t a n c e r o u t e s l i n k i n g H a s t i n g s , 'Pag, Kenema and 

he g e m a 0 The s h o r t d i s t a n c e r o u t e s , e s p e c i a l l y t h a t between ho and 

Kenema, c a r r y a very s m a l l p r o p o r t i o n o f t o t a l t r a f f i c . Tab le 9 .1 based 

on the SLA 1964/0*5 m o n t h l y f i g u r e s , shows t h a t i n t h e S i e r r a Leone 

expe r i ence ; , t r a f f i c volume v a r i e s d i r e c t l y T / i t h s tage d i s t a n c e . 

TABLE 9.1 DISTANCE FACTOR IN TRAFFIC VOLUME 
Distance 

Stage T o t a l 
Passengers By Road By A i r F l y i n g Time 

Hastings - Bo 1,641 186 miles 99 miles 45 rains. 
- Kenema 2,621 230 !! 138 ti 1 hr. 30 mins. 
- Yengema 2,682 316 tt 144 tt 2 h r s . 15 mins. 

Bo - Kenema 547 62 tt 39 tt 25 mihs. 
- Yengema 609 148 tt 67 tt 1 h r . 10 mins. 

Kenema - Yengema 955 89 tt 52 tt 30 mins. 

Comparison o f road, and a i r m i l e a g e s sep : - rag ing t h e v a r i o u s c e n t r e s 

sugges t s t h a t t h e c r i t i c a l f a c t o r I s n o t a i r d i s t a n c e bu t road d i s t a n c e . 

Passengers u s u a l l y c o n s i d e r a i r t r a n s p o r t an a l t e r n a t i v e t o s u r f a c e 

t r a n s p o r t , so t h a t t h e l o n g e r t h e r o a d m i l e are between two t o w n s , t h e 

g r e a t e r t h e p o t e n t i a l f o r t r a f f i c a l o n g the a i r r o u t e „ T h i s l a much more 

so w i t h p o o r q u a l i t y roads where t i m e consumed i n t r a v e l l i n g i s d l s w r o o o r -
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t i o n a t e l y g r e a t . Hence d i s t a n c e and q u a l i t y o f r o a d are two i m p o r t a n t 

f a c t o r s i n d e t e r m i n i n g t h e volume o f a i r t r a f f i c 

F u r t h e r , i t a l s o appears t h a t volume o f t r a f f i c may he a f u n c t i o n 

o f town s i z e * S e v e r a l methods have been sugges ted f o r c o r r e l a t i n g town 

s i z e w i t h passenger t r a f f i c , t h e s i m p l e s t b e i n g t o p l o t t o t a l p o p u l a t i o n 

a g a i n s t t o t a l passenger t r a f f i c f o r each t o w n . A f u r t h e r s t ep would 'be 

t o work ou t a T r a f f i c C a p a c i t y I n d e x p e r thousand o f p o p u l a t i o n f o r 

each town,, Such a s i m p l i f i e d approach i s i l l u s t r a t e d i n Tab le 9 . 2 , 

TABLE 9.2 TOWN SIZE FACTOR IN PASSENGER TRAFFIC 

Town 

Freetown 
Bo 
Kenema 
Yengema 
Daru 

Population 
1963 

128,000 

26,498 

13,364 

2,882 

1,739 

Passengers 
T o t a l Per 'OOO Population 

7,891 61.7 

2,797 105.6 

4,123 308.5 

4,241 1471.6 

29 16;8 

b u t t h e r e s u l t s show no d i r e c t c o r r e l a t i o n w i t h t o r n siz-e. F o r example , 

Yengema has an i n d e x o f 1471«5 passenpers per t housand o f the p o p u l a t i o n 

w h i l e Daru has o n l y 16 .8 . The d i s c r e p a n c y i s f u r t h e r h i f l i g h t e d ivben a 

more d e t a i l e d s t a t i s t i c a l method i s employed as shown i n Tab le 



Tho r e s u l t i n d i c a t e s that t h e h i g h e r t h e pe rcen tage v a l u e , the g r e a t e r 

t h e d e v i a t i o n f r o m t h e mean and the l e s s t h e r e i s a c o r r e l a t i o n botwami 

town, s i z e and volume o f passenger t r a f f i c . 

TABLE 9.3 PASSENGER TRAFFIC PATTERN 

Town x x Mean-1 

Freetown 61.7 331.2 84.4% 

Bo 105.6 287.2 72.9% 

Keneraa 308.3 84.3 20.8% 

Yengema 14-71.6 1078,8 277.0% 

Daru 16.8 376.0 95.6% 

392.8 

Mean = 1964.2 = 392.8 
5 

x = Number of passengers per thousand of population, 

x = Dev i a t i o n of x from the Mean 

?-•(•!-29) = Percentage d e v i a t i o n of i n d i v i d u a l towns. Mean 

The pe rcen t age d e v i a t i o n i n d e s c e n d i n g o r d e r o f magni tude i s as f o l l o w s s 

Yengoma, Da.ru, F r e e t o w n , bo an^ Kenema 0 The above f a c t i s f u r t h e r 

e v i d e n c e t h a t t o w n s i z e i s n o t the main f a c t o r i n f l u e n c i n g t h e volume 

o f passenger t r a f f i c . The main economic a c t i v i t y of the v a r i o u s c e n t r e s , 

t h e i n f l u e n c e o f diamond m i n i n g b e i n g p a r t i c u l a r l y a p p a r e n t , i s the 
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e s s e n t i a l f a c t o r i n nan son/ p r t r a f f i c . An a t t e m p t w i l l be made t o t r e a t 

t h e v a r i o u s c e n t r e s i n t e rms o f f u n c t i o n a l s i g n i f i c a n c e i n o r d e r t o 

c o r r e l a t e t y p e o f economic a c t i v i t i e s w i t h passenger g e n e r a t i n g p o t e n t i a l . 

U s u a l l y , p e o p l e enga,ged i n bus iness r e q u i r i n g speedy conveyance p r o v i d e 

t h e b u l k o f passenger t r a f f i c . Among sue}} bus iness e n t e r p r i s e s , m i n i n g 

i s t h e most i m p o r t a n t 5 t h e n f o l l o w s l a r g e sca le commerce 5 l a s t l y comas 

ad m i n i s t r a t i on w h i c h , t h o u g h n o t a r e g u l a r use r o f a i r s e r v i c e s , does 

o c c a s i o n a l l y r e s o r t t o such s e r v i c e s . W i t h t hose i n m i n d , i t can be 

a:ene r a i l zed t h a t c e n t zees l o c a t e d i n i m p o r t a n t diamond areas w i l l have a 

g r e a t e r t r a f f i c p o t e n t i a l t h a n those w h i c h are n o t . Tab l e 9.4 i l l u s t r a t e s 

! t h e p o i n t b y s h o w i n g spheres o f i n f l u e n c e f o r t he v a r i o u s c e n t r e a and the 

j o c c u p a t i o n a l s t r u c t u r e o f each c e n t r e ^ I n c l u d i n g i t s economic h i n t e r l a n d . 

The r e s u l t s o f t h e above a n a l y s i s , t h o u g h no t d e t a i l e d enough, are however 

adequate i n d i c a t i o n o f t he t r a f f i c p o t e n t i a l f o r each c e n t r e based on the 

1 o c c u p a t i o n a l s t r u c t u r e o f t h e c e n t r e and i t s t r a f f i c h i n t e r l a n d . 

ffin^ma. A r a p i d l y g r o w i n g t o w n w i t h a p o p u l a t i o n o f 2 ,882 (1953) o f whom 

74»7/b are f u l l y emu l o p e d , I s s i t u a t e d i n t h e h e a r t o f the r i c h e s t diamond 

a r e a I n t h e c o u n t r y . I t I s a l s o the m i n i n g h e a d q u a r t e r s o f S . L . S . T . , the 

b i g g e s t diamond e n t e r p r i s e I n S i e r r a Leone . A l t h o u g h the town i t s e l f i s 

i n no way t h e commerc i a l c e n t r e f o r t h e r e g i o n , n o r even I t s a d m i n i s t r a t i v e 

h e a d q u a r t e r s , i t I s o f g r e a t ' economic s i g n i f i c a n c e i n t h a t i t possesses the 

o n l y a i r f i e l d i n t he a r e a w h i c h se rves as i t s t r a f f i c h i n t e r l a n d . T h i s 

h i n t e r l a n d m a i n l y compr i se s diamond m i n i n g toy/as w h i c h p r o v i d e the best 
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TABLE 9 . 4 AIR CENTRE TRAFFIC POTENTIAL 

Occupational S t r u c t u r e s 

A i r Centre T r a f f i c 
H i n t e r l a n d 

T o t a l Working ... . r» i + • Mining Population Commerce Administra 

FREETOWN 39268 115 12415 8612 

K i s s y 3396 14 739 831 

Wellington 1431 11 348 157 
Wilberforce 2392 21 343 1476 

Murray Town 1217 3 182 435 

Waterloo 959 3 352 146 

Lumley 708 5 131 208 

Goderich 770 1 157 34 

T o t a l 50136 173 14667 1884 

BO 5695 60 1631 1314 

KENEMA 3844 49 1190 629 

Blama 1559 258 594 172 

Pangurna 1056 126 135 53 
Barma 3545 1893 627 96 

Boajibu 2015 686 374 122 

12019 3012 2920 1072 

YENGEMA T o t a l 2184 1106 282 428 

Jaiama 
Nimikoro 1244 86 116 75 

Jaiaima 
Sewafe 2723 1161 346 121 

Koidu 3584 131 1210 376 

Sefadu 327 15 32 85 
Sukudu 1621 716 121 19 

T o t a l II692 3215 2107 1104 

Source: Central S t a t i s t i c s O f f i c e (Freetown) Unpubli shed Data 1964 



marke t f o r a i r s e r v i c e s . ( F i g . 9<>5)« - A l l i e d t o diamond m i n i n g i s a l a r g e 

and t h r i v i n g c o m m e r c i a l p o p u l a t i o n s e r v i n g a. t o t a l number o f 3?215 

diamond m i n e r s . hhen one c o n s i d e r s t h a t t h i s a r e a i s p o o r l y s e r v e d by 

r o a d s , the .great demand f o r a i r t r a n s p o r t a t i o n can e a s i l y be a p p r e c i a t e d . 

I t s pe rcen tage d e v i a t i o n o f 277 f r o m t h e mean, f u r t h e r emphasizes the 

s p e c i a l f u n c t i o n o f a i r t r a n s p o r t i n t h e r e g i o n and i s e a s i l y t h e "jest 

ma rke t i n t h e e n t i r e d o m e s t i c a i r s e r v i c e . One s t r i k i n g f e a t u r e i s the 

s m a l l number o f t h e s e r v i c e p o p u l a t i o n variola goes t o show t h a t a d m i n i s t r a t i o n 

i s an i n s i g n i f i c a n t f a c t o r i n p r o v i d i n g t r a f f i c . 

bene ma.. b e s t i n o r d e r o f i m p o r t a n c e • i s Kenema. L i k e Yengema i t i s 

s i t u a t e d , i n a diamond m i n i n g a r e a . I t i s noi; o n l y a p r o v i n c i a l h e a d q u a r t e r s , 

b u t a l s o aa. i m p o r t a n t r a i l h e a d , and a f o c u s f o r m o t o r r o a d s , hence i n te rms 

o f s u r f a c e c o m m u n i c a t i o n s , i t i s b e t t e r se rved t h a n t h e Yengema a r e a 0 

I t s t r a f f i c h i n t e r l a n d i n c l u d e s m a i n l y diamond m i n i n g c e n t r e s such as 

barma, B o a j i b u and b lama . The t o t a l m i n i n g p o p u l a t i o n o f 5012 i s a lmost 

e q u a l t o t h a t o f t he Yen gem a a r e a . do . o v e r , t he a i r t r a f f i c p o t e n t ! a/1 o f 

Kenema i s f a r l e s s , a s i t u a t i o n w h i c h can p a r t l y be e x p l a i n e d by g r e a t e r 

c o m p e t i t i o n f r o m s u r f a c e t r a n s p o r t . More i m p o r t a n t i s t he fa . c t t h a t diamond 

p r o d u c t i o n I n t h e Kenema area, i s hampered by tv/o f a . c t o r s . F i r s t l y , t h e 

d e p o s i t s i n the a r e a are n e i t h e r l a r g e n o r r i c h enough t o be compared, w i t h 

t hose i n t h e Yengema a r e a . S e c o n d l y , t he b u l k o f diamond, m i n i n g i s 

c a r r i e d , ou t by . A f r i c a n e x p l o i t e r s whose f ra .gmented , unmeoh.enlred. and 



p o o r l y c a p i t a l i z e d e n t e r p r i s e s are n o t conduc ive t o l a r g e - s c a l e and 

p r o f i t a b l e , m i n i n g o p e r a t i o n s . T h i s i s i n d i r e c t c o n t r a s t t o t h e h i g h l y 

c a p i t a l i z e d , e f f i c i e n t l y o r g a n i s e d and modern ized rri .nj .ng by S . L . S . T , a t 

Yengema* T h i s c o n t r a s t i s n o t o n l y r e f l e c t e d , i n p r o d u c t i o n f i g u r e s -rut 

a l s o i n a i r t r a f f i c 0 The h i g h l y o r g a n i z e d m i n i n g o p e r a t i o n o f lengema i s 

a b e t t e r source o f a i r t r a f f i c t h a n t h e f r a g m e n t e d and. u n o r g a n i s e d "diamond 

r u s h " i n t h e Eenema a r e a . Commerce and, a d m i n i s t r a t i o n , because o f the 

b e t t e r s u r f a c e t r a n s p o r t f a c i l i t i e s , e s p e c i a l l y w i t h i n t h e o p e r a t i o n o f 

t he p r i c e i n c e n t i v e , c o n t r i b u t e even l e s s t o a i r t r a f f i c t h a n a t Tengema. 

Eence Kenema, d e s p i t e I t s s i z e , a d m i n i s t r a t i v e and commerc i a l i m p o r t a n c e , 

p r o v i d e s a s m a l l e r marke t f o r a i r t r a n s p o r t t h a n Yengema. 

Bye. I n c o n t r a s t t o Yeagema and Eonema, no s i n g l e f a c t o r can be used t o 

e x p l a i n t h e demand f o r a i r t r a n s p o r t a t i o n i n t h e Bo area.. A c o m b i n a t i o n 

o f a d m i n i s t r a t i o n , diamond, b u y i n g , and commerce, seem t o be the s i g n i f i c a n t 

f a c t o r s . As can be seen i n Tab le 9«4>"fche rap id , g r o w t h o f Bo has r e t a r d e d 

t h e deve lopment o f any s i g n i f i c a n t u r b a n c e n t r e s i n i t s h i n t e r l a n d . The 

s e t t l e m e n t s i n i t s t r a f f i c h i n t e r l a n d are n o t p ro spe rous enough t o p r o v i d e 

a i r t r a f f i c . F u r t l e r , Bo i t s e l f I s n e i t h e r an I m p o r t a n t m i n i n g c e n t r e n o r 

even s i t u a t e d i n a r i c h diamond m i n i n g a rea , bu t because o f i t s s i z e 

(25,498 p e r s o n s I n 1963)? and. a d m i n i s t r a t i v e I m p o r t a n c e as the p r o v i n c i a l 

c a p i t a l , I t has a t t r a c t e d a s i s e a b l e number o f a d m i n i s t r a t i v e and commerc ia l 

p e r s o n n e l who p r o v i d e t h e b u l k o f t h e pas senge r s . A s t r i k i n g f e a t u r e I n 

Bo i s t h e m i n o r r o l e p l a y e d i n the economy by t h e diamond I n d u s t r y , wln.cn 

I s t o a l a r g e degree r e f l e c t e d i n t h e compara t i ve s m a l l number o f a i r 

passengers as i s i l l u s t r a t e d , by i t s 72»9g d e v i a t i o n f r o m the mean. 

http://rri.nj.ng
http://wln.cn
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Free town* The f i g u r e s f o r F r e e t o w n o n l y r e f e r t o domes t i c a i r t r a n s p o r t 

and t o t a l l y e x c l u d e i n t e r n a t i o n a l f l i g h t s , H a s t i n g s , 18 m i l e s f r o m 

F r e e t o w n , i s t h e domes t i c a i r p o r t w h i l e L m g i i s used f o r i n t e r n a t i o n a l 

s e r v i c e s . W i t h these i n m i n d , t h e a c t u a l a i r t r a f f i c f i g u r e s o f Freetown, 

f a r exceed those presented , i n t h i s t h e s i s , an imavoidsdole s i t u a t i o n s i nce 

t h e t h e s i s i t s e l f i s l i m i t e d l a r g e l y t o i n t e r n a l t r a n s p o r t a t i o n , , 

ho newer, i n 1964, t o t a l passengers h a n d l e d a t L u n g i were ahout 19,000 w h i l e 

H a s t i n g s h a n d l e d o n l y 7,070. Thus a l t h o u g h F ree town has t h e g r e a t e s t 

passenger volume o f a l l i n t e r n a l a i r centre ' s (See Tab l e 9 ° 3 ) , f o r i t s 

s i z e , i t s t r a f f i c i n d e x o f 61.7 i s a c t u a l l y s m a l l . T h i s can he accounted 

f o r i n s e v e r a l ways . F i r s t , t h e t r a f f i c i n d e x r e f e r s o n l y t o i n t e r n a l 

; ; d r t r a n s p o r t a t i on „ U n l i k e such c e n t r e s as Yengema and. Eenemaj F ree town 

h a r d l y has any m i n i n g i n d u s t r y , as seen i n Table P ,g where the t o t a l 

m i n i n g p o p u l a t i o n i s jmst 173? a l l o f whom are employed i n c n i s r r p i n g 0 

Hence i t depends on a l a r g e e n u m b e r o f a d m i n i s t r a t i v e and commerc i a l p e r s o n n e l 

t o p r o v i d e t h e b u l k o f i t s t r a f f i c . These g r o u p s , however , do n o t u s u a l l y 

p r o v i d e a good source o f t r a f f i c w h i c h f u r t h e r goes t o show why the t r a f f i c 

g e n e r a t i n g cup a c i t y o f F r e e t o w i i s so l o w . The t r u e t r a f f i c h i n t e r l a n d 

o f Free tcr .n i a c t u a l l y embraces t h e whole couirt iy.g b u t the t r a f f i c so 

g e n e r a t e d i s l a r g e l y ch one l i e d t o t h e i n t e r n a t i o n a l a i r p o r t o f L u u g i . The 

c a p i t a l c i t y o f F r e e t o w n has a p e r c e n t a g e d e v i a t i o n o f 84,4y i n d i c a t i n g 

t h a t i t s t o t a l i n t e r n a l passenger t r a f f i c i s f a r b e l o w t h e e x p e c t e d f i g u r e 

f o r a t o w n o f i t s s i z e , Eo'wever, i t s f u t u r e as an a i r c e n t r e i s bound t o 

be e f inanced by t h e g r o w i n g c o n c e n t r a t i o n o f p o l i t i c a l power , i n d u s t r i e s 

and p o p u l a t i o n i n the We s t e r n A r e a 0 

http://Freetcr.ni
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] ) a r u , Daren p r o v i d e s a good example o f an a i r c e n t r e i n an a r ea w i t h 

h a r d l y any economic demand h u t w i t h such s t r a t e g i c s i g n i f i c a n c e t h a t the 

s e r v i c e i s c o n s i d e r e d n e c e s s a r y . I t ha,s an i m p o r t a n t m i l i t a r y 'barracks 

c l o s e t o t h e e a s t e r n f r o n t i e r . I t s i nadequa te and u n r e l i a b l e s u r f a c e 

c o m m u n i c a t i o n n e c e s s i t a t e s a i r transport t o p r o v i d e speedy and r e l i a b l e 

movement o f p e r s o n n e l i n any emergency t h r e a t e n i n g t h e n a t i o n a l s e c u r i t y 

o f t h e s t a t e . Because o f t h i s s p e c i a l i s e d f u n c t i o n , n o t o n l y are s e r v i c e s 

I r r e g u l a r , bu t t h e volume o f a i r t r a f f i c i s v e r y s m a l l . The uneconomic 

n a t u r e o f a i r t r a n s p o r t a t i o n i n t h e a r e a I s f u r t h e r r e f l e c t e d by the l o w 

t r a f f i c p o t e n t i a l o f 16.8 and a pe rcen t age d e v i a t i o n o f ;9:;h6. W i t h the 

p r e s e n t p o l i t i c a l f r a g m e n t a t i o n o f hes t . A f r i c a , a i r c e n t r e s l i k e Daru 

are hound t o c o n t i n u e because o f t h e i r s t r a t e g i c s i g n i f i c a n c e . On t i e 

o t h e r h a n d , any p o l i t i c a l r approchement between S i e r r a Leone and h e r 

n e i g h b o u r s w i l l reduce t h e s t r a t e g i c i m p o r t a n c e o f Daru„ F o r the -oresent, 

t h e c o u n t r y w a l l go on s u b s i d i s i n g a i r s e r v i c e s t o Daru m a i n l y f o r i t s 

ml l i t a r y s 1 g n i f I c ance „ 

Chrcgrth Trend i n A i r T r a f f i c 

An a p p r e c i a b l e amount o f g r o w t h has t aken pla.ee i n the i n d u s t r y 

e s p e c ! a l l y i n t h e 1964/65 p e r i o d . A g a i n Yengema arm Kenema have shown ' the 

f a s t e r r a t e s o f i n c r e a s e -while Daru a c t u a l l y r e g i s t e r e d a d e c l i n e . Such 

r a t e s o f g r o w t h are t o a. l a r g e e x t e n t f a c t o r s o f economic a c t i v i t y and 

c o m p e t i t i o n f r o m s u r f a c e c o m m u n i c a t i o n , e s p e c i a l l y r o a d t runs a o r > t a t i o n . 

T a b l e 9,5 p o r t r a y s t h e o v e r a l l ggowth i n t r a f f i c and the i n d i v i d u a l t r e a t s 

i n t h e v a r i o u s a i r c e n t r e s . 

http://pla.ee


TABLE.9.5 GROWTH OF AIR TRAFFIC 1962/63 - 1964/65 

Number of Passengers 
Centre 1962/63 1963/63 1964/65 

Freetown 624-2 7070 7891 

Bo 2560 2513 2797 

Kenema 2973 3183 4123 

Yengema 2996 2999 4251 

Daru 32 41 29 

T o t a l Passengers 14803 15806 19091 

T o t a l F r e i g h t 
(Kilograms) 51764 91076 104744 

Source: S.L.A. monthly T r a f f i c Reports (Unpublished data) 

I n ope r e s t i n g a c o B F i e r c i a l a i r s e r v i c e i n an trade rele ve 1 ope & c o i m t r . y s e v e r a l 

f a c t o r s , f i n a n c i a l and s o c i a l , tend, t o m i l i t a t e a g a i n s t the r ap id , economic 

e x p a n s i o n o f the s e r v i c e „ I n S i e r r a Leone, a i r f a r e s are g e n e r a l l y based 

on the a v a i l a b l e volume o f t r a f f i c and. s ince t r a f f i c I D g e n e r a l l y l o w , 

the s e r v i c e i s i n e v i t a b l y e x p e n s i v e t o t he consumer. Passengar a i r f a r e s 

are v e r y h i g h and. i n s i m p l e economic t e r m s , n o t c o m p e t i t i v e w i t h o t h e r 

t r a n s p o r t modes. F o r example t h e a;vwrage cos t p e r p a s s e n g g r / i r i l e i n the 

domes t i c s e r v i c e I s 12.5 c e n t s w h i l e i n t he e x t nvaal s e r v i c e i t i s o n l y bbd 
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For road transport the f igure i s about 1*2 certs, ylnlap- a ra t io of 0 2 1 or 

that the ya.ssenper/mnyLo cost f o r road transport i s a- ilvj l5 06 vp' tha i of 

domestic a i r service 0 For a aopulaiion that i s s t i f f suite poor, the 

price factor aioae i s enouyh disineestivo to the use of a i r transport. 

The posi t ion mould, have boea bo f f e r i f greater distances rare iavoived, 

but si::, co fho store distances are usually short, a YOU the time incentive 

i s not strony euouah. to a t t rac t passenperso Roe,d tr^-nmort i s very 

coinpetitiv© i n the short distance stapms as io seen i n Table 9,1 she re a i r 

pas semper volume varies d i r e c t l y u i t h staye dist ae.ee 0 

Th.e prouth tread i n f r e i g h t t r e f f i c has been mainly a factor of ecoaoraic 

development and road competition. .All sectors of freipfct t r a f f i c reap stored 

steady increases i n the ear ly £ oxidative peilod aiviny the most rapid rates of 

p:roath0 of the three f r e f a h f classes, penaaal f r a iph f bas been the most 

promisinp; and, ntessuxed i n iriloerrn-imifLes;, increased bp' 2A2.9?' betv.een 

I 9 6 I and 1962o Tai l s have shown the slowest rate of increa.se0 The -pattern 

of mail end. no aspayer f r e i g h t i s a, simple function of to vs. s:. ae „ while 

peroral f r e i g h t d i s t r i b u t i o n i s more complex erf la rye ly controlled by the 

degree of economic aotivLtp- of ind iv idua l centres,. fOpi of yas ra l f r o i a h i 

comprise east'bou.ad t r a f f i c orieiru'ting frem Eastiays, uhile the reverse f l o n 

originates from, the other three centres of boP Kerens, and. ~ven-oma.0 

Y.aipemais bp" f a r the larppst receiving centre au% . .1 [ ;o Koa.enia? receives 

more f r e i p h t than i t despatches,, Converse]g.g P'astiays and y 0 desnatch more 

f r e i y h t than they receive. 

http://ae.ee
http://increa.se
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TABLE 9.6 DISTRIBUTION OF GENERAL FREIGHT TRAFFIC 1964/65 

A i r Centre 

Yengema 

Kenema 

Bo 

Hastings 

Despatched 

2459 

3389 

4289 

32819 

Received 

24381 

7369 

2758 

5316 

East 
Bound 

37915 

West 
Bound 

8827 

Source: S .L .A. unpublished T r a f f i c Data. 

This pattern in Table 9«6 emphasises the general trend i n domestic 

f r e i g h t movement. The imbalance of f r e i g h t f low •with a preponderance 

of eastbound t r a f f i c i s also a feature of road and r a i l transport . The 

bulk of the t r a f f i c comprises imported goods (east-bound flovr), Hastings 

acts as the main d i s t r i b u t i o n centre f o r air transport just as Freetown 

does f o r road transport . The up-country centres are mainly receiving 

points ? a feature which i s not duplicated in the case of road transport;; 

f o r although t r a f f i c imbalance i s noticeable between the up-country aid 

dovfii-couitry f lows, centres l i k e 3o, Kenema, Makerii and Kabia are import a i t 

d i s t r i b u t i n g ana co l l ec t ing points f o r road t r a f f i c 0 

Seasoiiel Variati.on of T r a f f i c 

Figi . 9«2 i s ' an attempt to portray the seasonal var ia t ion of 

t r a f f i c using the latest datd ( l964/65) as representative. One s t r i k i n g 

feature i s the s i m i l a r i t y i n pattern of var ia t ion f o r both passenger and 

f r e i g h t t r a f f i c , , i s i s of ten the case i n und.erdeveloped areas -with a 

poor surface communication network, a i r t r a f f i c re.ches i t s peak i n the 
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rainy season when road surfaces deteriorate, and r e s t r i c t the- speed of 
surface communication. On the other hand, a i r t r a f f i c i s lorest i n the 
dry season, f o r at t h i s time the road qua l i ty has improved and sreed of 
movement i s enhanced. Climatic control , though the most important factor-
inf luencing seasonal var ia t ion of t r a f f i c , of ten operates i n conjunction 
with other factors/ like peak trade period to produce the f i n a l r> at tern of 
va r i a t i on , hence August, the peak of the rainy season, also has the 
lowest volume of t r a f f i c , fo r at th i s time economic a c t i v i t y and. trade 
are at such a low'ebb as seriously to reduce t o t a l volume of t r a f f i c . 
In the dry season, the general briskness of the economy, despite intense 
road competition, provides a substantial amount of a i r t r a f f i c to 
modify upwards the tendency to low a i r t r a f f i c volume i n th i s period. 

Var ia t ion in type of f r e i g h t i s more complex, k i 0 9.2 shows that 

both mails and newspapers exhibi t only minor f luc tua t ions , the only 

exception being November, vken mails a t ta in the a l l year peak of ;h, 2)1 

kilograms while newspapers drop down to the i r lowest level of 1,431 

kxlogramso The rise i n mails i s explained simply by the Christmas 

season -while the drop i n newspapers migrb be due to competition f o r snace 

between the low-rated newspapers and the hiph-rated mails. Fuch more 

important i s the var ia t ion i n general f r e i g h i 0 Because general f r e i g h t 

comprizes 50%. of t o t a l f r e i g h t , i t s var ia t ion i s of such mgpiitude as 

to determine the general seasonal pattern of t o t a l f r e i g h t , leak period 

of movement occurs i n the months of June', July and October, 
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A detai led analysis of the correlat ion between t r a f f i c trends and the 

seasons reveals a substantial time lag . The onset of the rainy season 

docs not immediately lead to a deteriorat ion i n surface coi-mtni cation, 

hence the switch to s i r t ransportat ion i s act r e a l l y noticeable i n the 

ear ly period of the rainy season, by June the switch starts to fake place 

and a i r t r a f f i c continues to grow r igh t on to the ear ly period of the dry 

season, when the road network i s s t i l l recovering from the e f fec t s of the 

ra iny season. 

TO^U^sation of /byyycj.fy; 

Studies of a ir t ransportat ion i n he s i Af r i ca has often rei terated 

the la tent demand f o r such a service and the res t r i c ted nature of actual 

demand due to high costs* I n Sierra Leone the s i tua t ion i s much more 

acute with consequent unc1 e r - u t i l i z a t i a n of a i r c r a f t capacity. As was 

stated e a r l i e r , the domestic f l e e t i n commercial service com-oriz.es only 

two Herons with a capacity of 15 passengers each, or two tons of f r e i g h t . 

Total capacity may a pear very small to meet t• e needs of the country, 

but demand i s so low that at present only one heron i s i n regular service „ 

Even the single plane i s not u t i l i z e d to fid. 1 capacity. I n the 1?64/05 neriod 

when S.L.A, actual ly made a p r o f i t , only 60-7O/> of olarte canacity was 

u t i l i z e d on avera.gec 'when one considers that the Heron i s a f ixed wing 

plane operating on very short routes w i t f low t r a f f i c po ten t ia l 7 the 

uneconomic nature of domestic a i r transportation i n Sierra Leone i s 

hid. 'lightedo Private communication with a senior o f f i c i a l of SoL.A. did 

not give any impression that demand f o r in ternal a i r t ran snort at ion i s 

http://com-oriz.es


l i k e l y to increase at a l l rapidly . 

Ths ..Future 

The foregoing discussion on under -u t i l i sa t ion of capacity natural ly 

leads to an inqu i ry as to the future of domestic a i r transportation. The 

f i r s t point deals ?dth the carrio r i t s e l f . The small and compact nature 

of Sierra Leone renders the use of f i x e d wing a i r c r a f t on short stage 

lengths where ground, t ine i s so important, rather problematic. The ideal 

coinmercial c r a f t f o r such a s i tua t ion would be a helicopter; but there i s 

hardly any l ike l ihood that helicopters w i l l replace the Herons, I n short, 

operating costs f o r the domestic service w i l l continue to be high and 

demand f o r a i r t ransportat ion low. Only a heavy government subsidy would 

reduce a i r fares to a, point wi th in the economic roach of a' large proportion 

of the population. 

Secondly, the future of domestic a i r t r a f f i c does not give much 

promise. The present a i r route alignment closely follows the main surface 

comimraication arteries so tha t , when the present plan of a high speed 

road network i s completed, road competition w i l l be so intense that a i r 

transportat ion would be deprived of most of i t s t r a f f i c 0 Such a development 

i s l i k e l y to occur on the Freetown-Bo-Kenema, route. The government, f o r 

soc ia l , p o l i t i c a l and economic reasons, decided i n 1962 to invest a ho1 i t 

Le 500,000 (£250 ,000) i n the construction, improvement anr? extension 

of a i r s t r ips a l l ever the country. Such an investment represents about 

19y of the t o t a l aviat ion programme,^ Some of the areas scheduled 

f o r a i r s t r i p s (Eailah.ua an" So ago), are ei ther too near ex i s t ing a i r f i e l d s 

http://Eailah.ua
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(Kailahim i s only 2'j a i r Kilos from Darn and Soago i s but 13 miles from 

Hastings) ? or lack any poten t ia l t r a f f i c as i s the case with koyamba0 The 

former ? i f l inked by a i r w i l l normally produce the' problem of a t r a f f i c 

shadow which v/111 only fu r the r depress the f inoziciai -position of the 

domestic a i r services. Although, i t i s d i f f i c u l t to evaluate the economic 

potent ia l of the recently opened Qbangbatokr a i r f i e l d , with the rapid 

development of r u t i l e and bauxite mining i n the area, the need f o r the 

speedy movement of personnel and spare parts are s u f f i c i e n t j u s t i f i c a t i o n 

especial ly with the poor surface communication of the area. 

The area that o f f e r s the best potential f o r a i r services i s that 

around Kai>ala. Several motives, including social and p o l i t i c a l , are 

strong points favouring such development, but the most important i s the 

economic factor,, hoinadugu. D i s t r i c t , though sparsely populated, constitues 

16.5g of the area of Sierra heone0 The t e r ra in does not y ie ld easi ly to 

the development of land coin; unload ions, hence the area i s poorly linked 

wi th -the rest of the country,, There i s no immediate olan to improve road, 

access ib i l i ty to Ik/bala, f o r the government i s more concerned with hi /her 

p r i o r i t y areas. To correct t h i s coi/ruuii cation imbalance and. speed wo the 

economic development of the area., a i r transportation should he established 0 

The demand here i s not f o r passenger services but f o r a i r f r e igh t t r a f f i c 

i n frozen meat, i f x : abbatoir aid r e f r ige ra t ion plant are constructed i n 

kabala. The town i t s e l f i s the centre of a large animal industry s u p l g i n g 

about 10,000 ca t t le every pear -bo a l l parts of Sierra Leone. These cat t le 

have to be driven on the hoof, causing a 10$ loss i n • weigul; valued at 
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about £30,000. This loss alone, coupled mith speedy d i s t r i bu t i on of meat 

would j u s t i f y an a i r l i f t 0 A f u r t h e r lose! factor could be expected from 

perishable vegetables ubieh can economically be cul t iva ted i n the ideal 

climate of Koinadugu. D i s t r i c t , proper integrating of the meat and. f i s h 

industr ies 7d.ll provi.de a useful and steady return load of f i s h to serve 

such northern urban centres as Make .ai, MayburaJca and. ha.ba.la„ The introduction 

of a i r t ransportat ion i n Koinaduppu D i s t r i c t could re Jo ase the vast development 

po ten t ia l of t h i s isolated, part of Sierra, Leone0 

1„ Sealpp K.B. ± M . . . J y ^ (hendons 1957) ? p. 60. 

2„ lieichman, S. "Domestic Air Transport i n Sierra Leone", 
..J l̂.\?J;-i:P-.r 7^P, ^PPPUP^, P^ ^aQ Sierra Leone Geographical 

ihf?:iyc^.h' ii"(mk;,'"1955)7 fV '27V " * " " " 7 ' " 
;h r b d : £ p . 2?. 

4. I f f / P , 27. 

5. Transportation Consultants Inc . Transportation Survey of Sierra Leone ? 

(be.shia. :ton, 1963) , ~ T l 6 7 * ' " ~ ~ " " " " " " 

60 The occupational groups i n Table 9.4 represent the majori ty of the 
vrorking nopul at i o n . 

7. Transportation Consultants Inc . oyy_ e f t , p 0 1I0 0 
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C:HAPTLIE 10 

THE! H0O :'0JH"0 A I D SOCIAL., HOTS OF TRANSPORT 

The establlshement of a tran.sport network I n a par t icu lar t e r r i t o r i a l 

un i t usually sets I n motion the performance of multiyrle functions by the 

various transport modes,, The movement of commercial products and the i r 

i n t e rna l and external d i s t r i b u t i o n become feasible,"*- manufa,ctu:,ed goods are 

imported from abroad, industry tends to develop at nodal points and the 

mob i l i t y of persons both f o r business aid pleasure, I s accelerated,, 

Besides the i n t e n s i f i c a t i o n of economic exchange , transport fur thers the 

establishment of urban centres and the advance of ru r a l areas. The value 

of land along a rout away usually increases and a. concentration, of population 

close to the highways of ten takes pla.ee. Transport provides ga infu l 

employment f o r a sizeable part of the vro.rki.ng population and has a tremendous 

strategic significance and administrative u t i l i t y , both i n time of war and 

peace. This I s best exemplified by the role of the r a i l and road, services 

i n the movement of m i l i t a r y personnel and equipment^ and the speedy movement 

of food, supplies to the troops during the Second World Har. Further, 

the use of the Freetown harbour as a 'Bri t ish naval base where over 250 

ships gathered at one time^Is a s ign i f i can t case i n •point. 

Transport and. Trade 

A basic economic objective i n the establishment of the transport 

system during the colonial period, was the creation of an economy exnorting 

raw materials to the Industries of the metropolitan country, and importing 

x suo 

http://pla.ee
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that country 1 s manufactured moods0 The i n i t i a l commodity f low pattern was 

thus ovcrvhielnlngly based on the outv/ard f low of raw materials and the 

inward f l o w of manufac turned goods. The t r a f f i c pattern consisted of 

primary products moving by feeder roads to the nearest railhead and then 

proceeding by r a i l or water direct to the ocean terminals f o r export. 

Export commodities were the outstanding feature i n bulk transport and were 

del iberate ly encouraged,, especial ly i n the ca.se of palm kernels, by the 

rai lway's po l i cy of d i f f e r e n t i a l rates. Export t r a f f i c was thus made as 

economic as possible while imported goods were taxed to the utmost. This 

was the pat hern of ear ly in te rna t iona l trade and, e ven today, the structure 

of r a i l f r e i g h t rates s t i l l r e f l ec t s a disguised subsidy f o r export produce. 

I t i s extremely d i f f i c u l t to quant i fy precisely the magnitude aid 

importance of the 'work that has been accomplished by the t ra i snor t 

system^ perhaps a usefu l approach i s to -view i t i n terms of the t o t a l value 

of trade which i s handled by the various modes., This approach however 

has i t s l im i t a t i ons i n that trade s t a t i s t i c s only r ive exnori and import 

figures;; there i s scarcely any information on. in te rna l commerce. Hence 

one ha.s to assess the value of the transport services mainly from the 

point of view of fore ign trade (Figures f o r 1920-19:39 i n Table 10 01 

represent 5-year averages) and supplement th is by the output of the services 

wrich amounted to he 19.9 m i l l i o n i n 19hi, loads accounted f o r he g " 

m i l l i o n - the government railway (S.L.Gr.H.) he 1.9 m i l l i o n and water 
p 

'transport he p.O mil l ion , , 

http://ca.se


TABLE 10 .1 INTERNATIONAL TRADE 1920-1965 ( i n '000 L e o n e s ) 3 

Year Imports Exports 

1920 6546 4500 

1924 3795 2888 

1929 3580 3100 

1934 2056 16520 

1939 2748 4444 

1944 8036 2732 

1949 9218 6 8 4 4 

1954 19682 19880 

1959 46352 28000 

1960 52684 53262 

1961 65078 58736 

1962 60972 41150 

1963 59710 57886 

1964 71019 67965 

1965 76875 63224 

Source: Annual Trade Reports 

Another way of s iz ing up the amount of work done by the transport 

services would be to determine the t o t a l tonnage of f r e i g h t moved. Here 

again the records give only a p a r t i a l picture" no re l iable s t a t i s t i c s are 

available on the volume of freigbn; transported ay private motor carriers 

and inland water c r a f t ? although the former provide today the most imoorta.it 

transport mode i n the country. Table 1(3 „ 2 i s a), attempt to ore sent a 

crude estimate of the t o t a l tonnage hauled by the transport services. 

http://imoorta.it


TABLE 1 0 . 2 FREIGHT MOVEMENT I 9 6 O - I 9 6 5 ( i n Tons) 

Year Port Airways Railways Roads Inla n d Waterways 

1960 2 , 2 7 6 , 0 0 0 129 1 , 6 5 2 , 5 6 0 607,277 1 , 5 5 5 , 7 2 3 

1961 1 , 9 1 2 , 0 0 0 163 1 , 8 6 9 , 3 5 9 6 6 2 , 5 4 1 1 , 7 7 3 , 4 5 9 

1962 2 , 7 3 8 , 0 0 0 242 2 , 1 0 3 , 3 0 7 615,169 1 , 9 9 9 , 8 3 1 

1963 2 , 7 9 9 , 0 0 0 364 2 , 0 5 5 , 6 8 8 7 4 8 , 2 5 2 1 , 9 8 8 , 7 4 8 

1 9 6 4 2 , 9 5 6 , 0 0 0 513 2 , 1 2 2 , 5 4 9 9 4 8 , 2 3 9 2 , 1 8 2 , 7 6 1 

1965 3 , 1 2 7 , 0 0 0 5 4 7 2 , 3 2 8 , 9 1 8 9 5 7 , 4 7 3 2 ,451 ,527 

Sources: S i e r r a Leone Port A u t h o r i t y 

S i e r r a Leone Airways (unpublished data) 

S i e r r a Leone Produce Marketing Board (unpublished data) 

The 1 inures quoted i n Table 10.2 require some explanation to c l a r i f y the 

apparent c o n f l i c t as to the relative significance of the various services, 

P r imar i ly , the f igures relate to both the national and Internat ional 

t r a f f i c , - thus the importance of road haulage i s inev i tab ly minimized. I n 

t h i s respect, ports, railways and inland waie:;:-\yays handle the greatest 

volume of f r e i g h t , while road, and a i r services are minor carr iers . The 

donri nance of the former modes emphasise the colonial nature of the economy, 

f o r the bulk of movements consists of raw rmate r i a l s and imported manufactured 

goods. I n 1 9 f 5 , a breakdown of t o t a l f r e igh t revealed the fo l lowing 



compositions 2,265,000 tons of iron- -ore? 1 'o ? 5 27 tons of agr icul tura l 

produce, I f f ; 0 0 0 tons of 'bauxite and 658,000 tons of imported poods, 

lL®^.JsA®£!?d- I f f 'pnlcrus Transport Services 

Ports, I t may be observed from Table 10 „ 2 th.at ports i n variably 

bear the greatest f r e i g h t load which omounted to bog of all . f r e i g h t 

handled i n 1965. The ports cater mainly for in ternat ional sea-borne 

t r a f f i c • I n terms of volume, the specialised mineral port of pepel i s 

most important f o r i t now handles an annual average of over 2,000,000 

tons, lo r vino; the rest of the ports to handle an. annual average of about 

1,000,000 tons. I t i s f u r t h e r in te res t ing to note that the two mineral 

ports , repel and I T i t i , together handle about r/0ff* of t o t a l port t r a f f i c 

The general ports of Freetown and Bonthe together account f o r 209? of 

port tonnages the contr ibut ion of Bonthe is i n s ign i f i c an t since i t loaded 

only 11,000 tons of export f r e i g h t and no imports i n I965. Freetown, 

despite i t s 00 mgarativelg" small tonnage, i s nevertheless the moot important 

port since i t handles over 60'9 by value of the nat ion 's t o t a l external 

t r a d e d Freetown deals wit}], the bulk of agr icul tura l exports, a dominance 

which has been encouraged by the S „ L . P . M . B . ' s eha/rneling of a l l such t r a f f i c 

to Freetown, just as the jfarlcetlng Boards of Niger ia direct a l l agr icu l tu ra l 

export t r a f f i c to the ports of the h i r e r Delta.4 Despite i t s great 

significance to the nat ion, the port has always been subject to congestion' 

i n 1954 the f i r s t major remedy was achieved by the completion of the Queen 

Elizabeth deep water quay, with 9 berths ca.pa.ble of taking 2 largo S ' ;/1PS 

K i d one small one. These were considered adequate to solve the ••rowing 

congest:;, -n at Government wharf which the new ror t replaced. 9"x e nor, 

http://ca.pa.ble
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increasing trade and. the growing number of strips quickly exposed the 

inadequacy of the new port,.. and at the moment a westward extension across 

kourah 73 ay i s being const meted to create berthing f a c i l i t i e s f o r 4 more 

ships, 

Railwggys» i l though of ten treated, as a transport r e l i c , there i s no 

doubt that the S.L.G.R. played the most important pioneer role i n the 

social end. economic development of the country, while the I)BL60 mineral-

railway was s ign i f i can t mainly i n the development of the Maramoa iron-ore 

mine. The two l ines d i f f e r bas ical ly i n that the S.L.G.R. i s rapid ly 

decl in ing due to increasing road competition, while t r a f f i c on the mineral 

railway i s expanding aid i s not subject to road, competition. I n 19o5 the 

D3LC0 l ine carried of a l l r a i l t r a f f i c ^ wkile the S.L.G.R. carried only 

20'7g or 63,918 tons. However the S.L.G.R. i s s t i l l of some importance to 

the national economy i n that , being a. public common car r ie r , i t bears 

the burden of d i s t r i b u t i n g bulky imported goods and also co l lec t ing 

a, substantial proportion of cash crops., as seen i n Table 10.3 
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TABLE 10.3 FREIGHT MOVEMENT (S.L.G.R.) 1960-1965 i n Tons 

Year 

1960 

1961 

1962 

1963 

1964 

1965 

Up T r a f f i c 
(Imports) 

7 5 , 6 4 9 

79,313 

90,199 

69,147 

56,493 

4 2 , 8 2 1 

Growth Index 

1 0 0 . 0 

1 0 4 . 8 

119.2 

9 1 . 4 

7 4 . 7 

56.6 

Down T r a f f i c 
(Exports) 

36,911 

32,046 

30,108 

3 2 , 5 4 1 

25,051 

21,097 

Growth Index 

100.0 

86.8 

81.5 

88.8 

67.8 

57.1 

Sources: Quaterly S t a t i s t i c a l B u l l e t i n s . 
Annual Reports of S i e r r a Leone Government Railway. 

This c l ea r ly shows that over POy-' of r a i l fr^vLaht consisted of imports,, 

i nd ica t ing a radical cha:ig3 from the re i lung 's t r a d i t i o n a l funct ion as a 

predominant export ca r r i e r . The bulb, of the t r a f f i c i s concentrated on 

the main l ine rmuinp; from Freotoui to Pend.em.hu, the branch l ine from 

bauga to Kafrani carries an i n s i g i f l e a n t proportion becau.se the area 

served i s aenerally lass-productive, and also- enrerienees intense road 

competition. Hence i t contributes only pdn of t o t a l S.L.G.'R. t r a f f i c . ^ 

i L ^ i l l i ^ rnvement o" f r e i g h t on the inland v/atora/ays :Ls most 

important i n the cmport sector of the economy end. olays only a minor role 

i n i n t e rna l commerce. I t s significance i s most f e l t i n aroe.s e i ther 

not served by r a i l or poorlp' served, by roads. The bulb of the movement 

consists of primary products such as i ron ore, benai.to,, nie.sssva.'arf a.f..m. 

http://Pend.em.hu
http://becau.se
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k e r n e l s w h i c h make i n l a n d , watery/ays an i n t r i n s i c p a r t o f heavy t r a n s p o r t 

f a c i l i t i e s . D e s p i t e t h e c o n t i n u i n g i n c r e a s e i n tonnage c a r r i e d , the . 

r e l a t i v e i m p o r t a n c e o f w a t e r t r a n s p o r t i s f a r l e s s t h a n i t was i n the mid 

19th c e n t u r y . T h i s l o s s can he a t t r i b u t e d t o t h e i n d u s t r y ' s i n a b i l i t y t o 

modern i se a u i c k l y so as t o be c o m p e t i t i v e ^ a i d t he consequent d i v e r s i o n o f 

t r a f f i c t o r a i l and r o a d t r a n s p o r t . Today i t s i m p o r t a n c e l i e s i n the 

movement o f m i n e r a l o res o f w h i c h i t c a r r i e d 2,451°52? t o n s i n 19&5. 

I t s c o n t r i b u t i o n t o t he movement o f i n t e r n a l t r a d e goods i s i n t h e r e g i o n 

o f 100 ? 000 t o n So Such t r a f f i c i s i m p o r t a n t i n the S c a r c i e s and S i e r r a Leone 

l i v e r s , w h i l e i r o n ore i s i m p o r t a n t i n t h e S i e r r a Leone r i v e r and b a u x i t e 

i n t he S h e r b r o r i v e r . S t r i c t l y s p e a k i n g , i r o n ore cannot be c l a s s i f i e d 

as i n l a n d w a t e r t r a f f i c s i n c e i t i s l o a d e d d i r e c t i n t o o c e a n - g o i n g 

•vessels and u n l i k e b a u x i t e 5 does n o t i n v o l v e any f u r t h e r t r a n s h i p m e n t 

Y/i t h i n t e r r i t o r i a l wate r s . 

39^.JS^PJ}.9"£k° X08& f l i g h t f i g u r e s shorn i n Tab le 10.2 are n e i t h e r 

t r u l y r e p r e s e n t a t i v e o f t he magni tude o f the s e r v i c e s p e r f o r m e d ? n o r do 

t h e y p o r t r a y t h e g r e a t s i g n i f i c a n c e o f roads i n i n t e r n a l commerce. There 

i s no doub t t h a t r oads t o d a y p r o v i d e t h e most e f f i c i e n t medium f o r t h e 

o v e r a l l improvement o f t he economy. They p l a y the most i m p o r t a n t r o l e i n 

the movement o f a g r i c u l t u r a l e x p o r t s and i m p o r t e d goods, i n the d i s t r i b u t i o n 

o f t h e p r o d u c t s o f l o c a l i n d u s t r i e s and i n the t r a n s p o r t o f l o c a l f o o d ­

s t u f f s t o u r b a n c e n t r e s . F u r t h e r m o r e , roads have become the b i g - e s t 

passenger c a r r i e r s . Even i n t h e m i n i n g s e c t o r o f t he economy, roads are 

f a s t 'becoming a c r u c i a l p r o d u c t i o n f a c t o r s ince t h e y p r o v i d e b u l k t r a n s p o r t 
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f o r t h e hau lage o f ' baux i t e and r u t l l e f r o m the Klines t o the m i n e r a l p o r t 

o f b i t i . There i s h a r d l y any f a c e t o f t h e economy and s o c i e t y t h a t i s n o t 

t o u c h e d b y roads and road, t r a n s p o r t . I t i s t h e r e f o r e e x t r e m e l y r e g r e t t a b l e 

t h a t o n l y meagre s t a t i s t i c a l i n f o r m a t i o n e x i s t s t o show the a c t i v i t i e s 

o f t h i s p r i v a t e i n d u s t r y . Tha t i t has undergone t remendous e x p a n s i o n 

i n t h e p o s t war p e r i o d ; i s r e f l e c t e d , i n t he number o f r e g i s t e r e d v e h i c l e s 

i n c i r c u l a t i o n ? and the r i s i n g t r e n d i n motor f u e l c o n s u m p t i o n . I n 1950 

the t o t a l v e h i c l e p o p u l a t i o n ? e x c l u d i n g a g r i c u l t u r a l and r a i n i n g veh ic le s, 

6 7 
was e s t i m a t e d , a t 500, i n 1960 i t has soared t o 12,0005 m o t o r f u e l 

q 
c o n s u m p t i o n was o n l y 1,5 m i l l i o n g a l l o n s i n 1)50 b u t had r i s e n t o 

- - 9 

about 8 m i l l i o n g a l l o n s i n I900, I n d i c a t i n g t h a t t h e p r e s e n t consumpt ion 

r a t e averages 550 g a l l o n s p e r v e h i c l e . T h i s r e p r e s e n t s a h igh , r o u t e 

m i l e a g e p e r y e a r and an i n t e n s e u t i l i z a t i o n of c a p i t a l equ ipmen t , 

g f r T r a n s p o r t , both, t h e i n t e r n a t i o n a l a i d domes t i c a i r s e r v i c e s have 

s h o r n a r a p i d r a t e o f e x p a n s i o n i n t h e l a s t 6 p e a r s . Though t h i s expans ion 

had c h i e f l y i n v i e w the p r o v i s i o n o f r e g u l a r and f r e q u e n t p&ssenger 

c o n n e c t i o n s , , t he volume o f ca rgo a i r l i f t e d has a l s o r i s e n g r e a t l y . 

T a b l e 10 .4 h e l p s t o show t h e t r e n d I n a i r t r a f f i c . 



TABLE 10.4 AIR TRAFFIC 1960-1966 

I n t e r n a t i o n a l S e r v i c e Domestic S e r v i c e 

Year F r e i g h t (Tons) Passengers F r e i g h t (Tons) Passengers 

1960 129 21,946 - -
1961 163 25,94-5 - -
1962 201 28,678 41 7,812 

1963 285 27,224 79 8,152 

1964 409 30,456 104 9,929 

1965 446 31,819 101 9,572 

Source: Quaterly S t a t i s t i c a l B u l l e t i n 1966. 

I t i s s i m i . f i c a i . i t t o n o t e t h a t i n t e r n a t i o n a l , t r a f f i c dominates the 

p a t t e r n y M l e t h e r e c e n t l y e s t a b l i s h e d domes t ic s e r v i c e has shovai an 

a p p r e c i a b l e i n c r e a s e i n f r e i g h t tonnage c a r r i e d ? but i n the passenger 

s e c t o r t h e i n c r e a s e has been s m a l l . T h i s r e l a t i v e l y lorn r a t e o f i n c r e a s e 

i n t h e passenger s e c t o r may be e x p l a i n e d by the c o m p a r a t i v e l y h iph . cbaryes 

end t h e s h o r t d i s t a n c e s i n v o l v e d y w h i c h t o y e t h e r , i n h i b i t the e x t e n s i v e 

use o f t he s e r v i c e s . Hence t h e r e i s a c o n s i d e r a b l e pop between t i e 

p o t e n t i a l e a r r y i a y c a p a c i t y o f t h e domes t i c s e r v i c e end the a c t u a l l o a d 

c a r r i e d . The n n d e r - n t i l i g a t i o n o f c a p a c i t y i s common i n a l l the domes t i c 

r o u t e s v f i i c h average a space u t i l i z a t i o n o f o n l y oGfL The p r o b l e m o f a i r 

t r a n s p o r t i s t o secure enough, t r a f f i c a t e x i s t i n g r a t e l e v e l s . 

http://simi.ficai.it


Commodity Movement. The commodi ty f l o w p a t t e r n i s s t i l l domina ted by the 

o f . t w a r d movement o f e x p o r t f r e i g h t and the i n w a r d movement o f i m p o r t e d 

goods . The t r a n s p o r t o f m i n e r a l s shows a c l e a r c u t d i v i s i o n avid the .re i s 

no e l emen t o f i n t e r - m o d a l c o m p e t i t i o n . I t i s w i t h e x p e r t a g r i c u l t u r a l produce 

t h a t i n t e r - m o d a l c o m p e t i t i o n e x i s t s , i l t h o u ^ i t h e government r a i l w a y 

v i r t u a l l y t r a v e r s e s t h e most p r o d u c t i v e a g r i c u l t u r a l a r e a s ? i t c a r r i e s o n l y 

a s m a l l p r o p o r t i o n o f t h e p r o d u c e „ I n 19 ep i t moved 5?338 t o n s o f palm 

k e r n e l s ou t o f a t o t a l e x p o r t 'volume o f 52,150 tons? oOw o f t h i s e x p o r t 

tonnage was p r o d u c e d i n r a i l - s e r v e d areas and i t c o u l d o n l y c a p t u r e 26w o f 

t he t r a f f i c a v a i l a b l e . I t s r o l e i s more s i g n i f i c a n t w i t h c o f f e e and cocoa , , 

f o r i n I965 i t c a r r i e d o v e r 50% o f c o f f e e e x p o r t s and v i r t u a l l y monopo l i zed 

t h e cocoa, t r a f f i c „ The i n t e r e s t i n g development here i s t h a t r o a d t r a n s p o r t 

has t a k e n t h e g r e a t e r p r o p o r t i o n o f e x p o r t a g r i c u l t r u a l t r a f f i c and the 

t r e n d i s l i k e l y t o c o n t i n u e . 

M a n u f a c t u r e d goods? e s p e c i a l l y t e x t i l e s * , have a lways keen p r e - e m i n e n t 

i n t h e i n w a r d f l o w o f f r e i g h t hy r a i t ? r o a d and w a t e r . However*, f r o m 

1965 o n w a r d ? m a c h i n e r y and. t r a n s p o r t equipment n e c e s s a r y t o implement 

development programmes, have exceeded a l l o t h e r c a t e g o r i e s by w e i a h t and 

v a l u e j a i d i n 1965 t h e i r v a l u e r e p r e s e n t e d >1.9y o f t o t a l i m p o r t s , h o t o r 

v e h i c l e s have i n t h e main accoun ted f o r t he g r e a t i n c r e a s e . b e n w f a c t u r e d 

goods s t i l l c o n t r i b u t e d 2 r/.5g b y v a l u e o f a l l ca rgo i m p o r t e d i n 1965 

w h i l e f o o d p r o d u c t s came t h i r d w i t h l p „ 2 These t h r e e c a t e g o r i e s e x h i b i t 

t h e w i d e s t range o f d i s t r i b u t i o n b y r a i l , road. and. wa t e r s e r v i c e s . The 

movement o f f u e l and l u b r i c a n t s i s r e s t r i c t e d l a r g e l y t o road, and r a i l 



t r a n s p o r t , 'but i t i s becoming i n c r e a s i n g l y apparen t t h a t roads are f a s t 

d o m i n a t i n g t h i s t r a f f i c * 

I t i s e x t r e m e l y d i f f i c u l t t o d e t e r m i n e t h e e x t e n t o f movement by 

m e c h a n i c a l t r a n s p o r t means i n I n t e r n a l commerce. Tab l e 10*5 shows the 

auK.be r o f p e r s o n s u t i l i z i n g p a r t i c u l a r t r a n s p o r t med ia t o convey l o c a l l y 

p roduced f o o d s t u f f s t o market, , I t f u r t h e r t r i e s t o r e l a t e t ype o f t r a n s p o r t 

w i t h d i s t a n c e , e x p r e s s i n g volume o f t r a f f i c vriumin each d i s t a n c e l i m i t as 

a p e r c e n t a g e o f t o t a l movement f o r a, p a r t i c u l a r mode. I t must be s t r e s s e d 

t h a t t h e f i g g i r e s do n o t p o r t r a y t h e tonnage o f f o o d s t u f f s c a r r i e d 9 t h e y 

m e r e l y g i v e t h e number o f s e l l e r s p a r t i c i p a t i n g i n the t r a d e . I t I s 

d i f f i c u l t t o e s t abolish a d i r e c t r e l a t i o n s h i p between number o f persons 

and tonnage o f f o o d s t u f f s c a r r i e d , b u t i t i s most l i k e l y t h a t the tv/o would 

t e n d t o v a r y p r o p o r t i o n a t e l y , , 

TABLE .10.5 NUMBER OF J PERSONS IN MOVEMENT OF FOODSTUFFS - 1966 

Transport 
Mode 0-5 Miles 5-15 Miles 15-30 Miles Over 30 

Head 
Porterage 17,800 4-3,200 11,100 8,300 

¥ater C r a f t 400 3,300 3,700 1,500 
T r a i n 200 100 - _ 

Lorry- 14,300 14,600 3,900 2,800 
B i c y c l e 45 300 - -
TOTAL 32,74-5 6l,500 18,700 12,600 

Source: A g r i c u l t u r a l S t a t i s t i c a l Survey of S i e r r a Leone 1965/66 
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A s t r i . I d . n g f e a t u r e t o n o t e - and a, c h a r a c t e r i s t i c o f sn 'bs is tance 

f a r m i n g i n d e v e l o p i n g c o u n t r i . e s - i s the f a c t t h a t t h e b u l k o f l o c a l l y -

p r o d u c e d f o o d s t u f f s i s e i t h e r consumed w i t h i n the a r ea o f p r o d u c t i o n , 

o r unde rgoes a v e r y sho r t , j o u r n e y t o t h e n e a r e s t n i a r k e t . f a a volume; o f 

movement t e n d s t o decrease w i t h d i s t a n c e f r o m p r o d u c i n g areas and head 

p o r t e r a g e i s t h e dominant form: 0 f t r a n s p o r t . Such movement i s u s u a l l y 

i n s m a l l q u a n t i t i e s and s i n c e t h e b u l k o f t he produce i s o f l o w v a l u e , 

m e c h a n i c a l ' t r a n s p o r t means o f t e n p rove uneconomical . , f e n c e r e a d p o r t e r a g e 

a c c o u n t e d f o r G^i o f a l l t r a f f i c and l o r r i e s came n e x t w i t h 2 8 r . Whi le 

t h e i m p o r t a n c e o f these two t r a n s p o r t modes i s u n i v e r s a l , w a t e r t r a n s p o r t , 

t h o u g h a s u b s t a n t i a l c a r r i e r . I s o f s l g a l f i c a u . e e o n l y I n c o a s t a l areas 

e s p e c i a l l y r a t h B u i l o m - F r e e t o w n t r a f f i c . I n t e r i o r u r b a n c e n t r e s l i k e b o , 

Benema, I b i d u and Makeni are n o t a b l y dependent on t r a c k d e l i v e r i e s and 

head p o r t e r age f r o m r u r a l a reas w i t h i n a 20 -mi l e r a d i u s , f o r d a i l y s u p p l i e s 

o f p e r i s h a b l e f o o d s t u f f s . The c o a s t a l c i t y o f F ree town r e l i e s t o a 

g r e a t e r e x t e n t on w a t e r and r a i l t r a n s p o r t t o b r i n g i n ' f r e s h p r o d u c e . 

The Movement o f Peg'sons 

A g e n e r a l c h a r a c t e r ! s t i c o f passenger t r a n s p o r t i n bb.erra . Leone i s 

t h a t i t s t r o n g l y r e f l e c t s the s o c i a l s t r a t i f i c a t i o n o f t h e p o p u l a t i o n . 

O r d i n a r i l y the t y p e o f s e r v i c e s used, i s a I n a c t i o n o f the u s e r ' s income 

aid. i n a. pre dominan t 1 y m e r c a n t i l e economy, p e r s o n a l incomes t e n d t o v a r y 

w i t h , s o c i a l and r a c i a l g r o u r s . P u b l i c r a i l and. road. t ram.spor t are 

o v e r w h e l m i n g l y p a t r o n i z e d b y t h e i n d i g e n o u s A f r i c a n p o p u l a t i o n , w h i c h 

g e n e r a l l y f o r m s t h e l o w e s t income g roup w h i l e the g r e a t e r p r o p o r t i o n o f 
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a i r passengers are E u r o p e a n s , Amer icans and Lebanese, The r a p i d development 

o f i n t e r n a t i o n a l a i r s e r v i c e s has produced a s t a l k i n g a u g m e n t a t i o n i n 

t h e number o f o c c i d e n t a l t r a v e l l e r s e n t e r i n g and l e a v i n g t h e c o u n t r y b y 

t h i s mode, r a t h e r t h a n t h r o u g h t h e r e g u l a r m a r i t i m e channe l s* The s a v i n g 

i n t i m e i s a s t r o n g f a c t o r i n t h e observed t r e n d s i n c e i t n o r t akes o n l y 

6 h o u r s t o f l y f r o m .London t o L i r a g i a i r p o r t by t h e new V . C . 1 0 t r a n s ­

c o n t i n e n t a l p l a n e , vvh.il e the t r i p by sea f r o m L i v e r p o o l t o F ree town 

re ( g i r o s 9 days-, hence i n 1955? nOp o f a l l i n t e r n a t i o n a l a i . r passengers 

pere o c c i d e n t a l s u h i l e f o r ocean t r a v e l , t h e y c o n s t i t u t e d o n l y I b f - 0 f 

t h e t o t a l compared v n t h 8pg f o r . A f r i c a n s . The .Asian p o p u l a t i o n w h i c h i s 

composed o f l a r g e - s c a l e m e r c h a n t s , a n d b y i m p l i c a t i o n i n t h e h i g h e r income 

g r o u p , r e p e a t t h e o c c i d e n t a l p a t t e r n o f a i r t r a v e l . A f r i c a n t r a v e l l e r s 

mainly-' engaged i n s m a l l - s c a l e t r a d e a l o n g the pes t . A f r i c a n coa.st, 

show a p r e f e r e n c e f o r sea t r a v e l , a f e a t u r e p h i c h i s due b o t h t o the 

n e a r n e s s o f t h e i r d e s t i n a t i o n a i d t h e i r i n a b i l i t y t o meet the h i g h charges 

i n v o l v e d i n a i r t r a n s p o r t . 

Long d i s t a n c e m i g r a t i o n o f t h e . A f r i c a n m.ale vforker and sometimes 

h i s \ d f e , f r o m t h e t r i b a l communi ty , t o a p l ace o f employment has a lways 

been a c o n s p i c u o u s f e a t u r e o f t he A c r i c a r i s o c i a l l a n d s c a p e . Such m i g r a t i o n s 

u s u a i l ; p hare u r b a n c e n t r e s o r m i n i n g areas as t h e i r d e s t i n a t i o n . I n t h e 

p a s t , t h i s v o l u n t a r y d i s p l a c e m e n t v l t h . t he a im o f s e c u r i n g wages was 

a c c o m p l i s h e d m a i n l y on f o o t b u t , s i n c e the Second h b r l d . p g r , m e c h a n i c a l 

t r a n s p o r t means have i n c r e a s i n g l y e f f e c t e d t h e t r a n s f e r o f the n a t i o n ' s 

la''"-our f o r c e . The m i n i n g l a b o u r f o r c e p r o v i d e s a good exar.;:olo s ince i t s 

http://vvh.il
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c OUTDO s i t i o n and. o r i g i n re f l e t t r i e i n t e r p l a y or t h e so vera,], f a c t o r s i n 

l a b o u r m d p : r a t i o n 0 I t appears t h a t p r o x i m i t y t o a main m o t o r road, i s a 

s i g n i f i c a n t f a c t o r i n t h e movement o f workers , , I n t he r a i n i n g indus t ry ' , -

a, g r e a t e r p r o p o r t i o n o f t h e l a b o u r f o r c e t ends t o come f r o m s e t t l e m e n t s 

l o c a t e d on a m o t o r read; a l o n g w h i c h t h e r e i s a r e g u l a r stream, o f t r a f f i c , , 

I n c e r t a i n i n s t a n c e s , e s p e c i a l l y i n diamond m i n i n g , I t i s observed t h a t 

some w o r k e r s do o r i g i n a t e f r o m s e t t l e m e n t s t h a t are 20 w i l e s removed f r o m 

a m o t o r road. . R u r a l m i g r a t i o n i n t o u r b a n c e n t r e s e s u e d a l l y i n t o the 

Freetown, u r b a n a r e a , i s c a r r i e d ou t l a r g e l y b y r o a d t r a n s p o r t , b u t i n the 

i n t e r w a r g e a r s , r a i l t r a n s p o r t was more s i g n i f i c a n t „ i l t h o u g h most 

m i g r a n t s end t l e i r . j ou rney by u t i l i s i n g ; t h e s e r v i c e s o f some a e c h a n i c a l 

t r a n s p o r t means? the j o u r n e y f r o m t h e t r i b a l communi ty i s o f t e n s t a r t e d 

on f o o t . The c u l t u r a l s i g n i f i c a n c e o f a t ww/kion i s t h a t I t f o r m s an. 

i m p o r t a i t p roce s s i n t h e d i f f u s i o n o f s o c i a l and. economic changes, as seen 

i n the a c q u i s i t i o n o f new s k i l l s and h a b i t s , 

l i g r a t i o n i s a l s o p a r t o f t h e economic development p r o c e s s , f o r the 

i n h e r e i t s t r n c t u r a l change f a e i l i i e i e s t h e s h i f t o f l a n d and l a b o u r 

r e s o u r c e s f r o m s u b s i s t e n c e t o marke t o r i e n t e d oconondss r^ W i t h l a b o u r i t 

i s r e f l e c t e d i n t h e p r o v i s i o n o f wage employment , and the t r a n s p o r t 

i n d u s t r i e s p l a y an i m p o r t a n t p a r t i n p r o v i d i n g such eraklopmont f o r a 

s u b s t a n t i a l p r o p o r t i o n o f t he n a t i o n a l w o r k i n g p o p u l a t i o n . The t r a n s p o r t 

s e r v i c e s e x p l o r e d , a c c o r d i n g t o the 196b census , l o , l ' 7 0 worke r s d i v i d e d 

among the v a r i o u s s e r ' v i ce s as shown I n Table 1 0 . 6 . 
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TABLE 1 0 S EMPLOYMENT IN TRANSPORT SERVICES 1963 

S e r v i c e No. of Workers Percentage 

Road Transport 6657 41 .2 

R a i l Transport 3064 18.9 
Ocean Transport 264-3 16.3 
I n l a n d Water Transport 1796 11.2 

Airways & Storage 1088 6.7 

Communications 922 5*7 

TOTAL 16,170 100.0 

Sources 1963 National Census V o l . I , 

The f : k Tiros do n o t r e a l l y gyve a t r u e comprehensive p i c t u r e o f t h e l a b o u r 

f o r c e engaged, t h i s i s much more so w i t h road t r a n s p o r t where the eanlopment 

p a t t e r n e x h i b i t s ex t reme i n s t a b i l i t y . 

hfferny.- o f T r a n s p o r t on Urban and R u r a l Development 

The e v o l u t i o n o f u r b a n c e n t r e s has been s t r o n g l y i n f l u e n c e d by the 

development o f l o c a l t r a n s p o r t < , Around t h e mid 19th c e n t u r y , w a t e r 

t r a n s p o r t p r o d u c e d a c o a s t a l u r b a n p a t t e r n e x t e n d i n g f r o m P o r t L o k o , an 

1 o 

o l d Po r tuguese t r a d i n g p o s t , - i n t h e n o r t h , t o 3 on the on the g h e r b r o 

I s l a n d where E n g l i s h t r a ,de r s s e t t l e d . The o u t s t a n d i n g : r e l a t i o n s h i p between 

t r a n s p o r t and u r b a n development i s p r o v i d e d by t h e c a p i t a l c i t y o f F ree town 



w h i c h i n t h e l o t h , c e n t u r y , was an i m p o r t a n t w a t e r i n g p l a c e f o r s h i n s and 

1 b 

was v i s i t e d by S i r John l i a n i d n s I n the lybOs a i d by Praise I n h i s j o u r n e y 

r o u n d the w p r l d . J - b I t g a i n e d renown as a m a j o r s l ave p o r t end l a t e r as a 

s e t t l e m e n t f o r f r e e d n e g r o s l a v e s . I t s r e a l modem g r o w t h and development 

h o o v e r , s t a r t e d i n t h e l a s t decade o f t h e I p t h . c e n t u r y when i t became the 

s t a r t i n g p o i n t o f the government r a i l w a y . At W e l l i n g t o n , , t h e n a n e a r b y 

s u b u r b g was l o c a t e d t h e r a i l w a y camp whore the c o n s t r u c t i o n crews assembled 

m a t e r i a l s and made r e p a i r s t o t h e i r e o u l r m e u t , b e f o r e t a c k l i n g the problem, 

o f p u s h i n g t h e r a i l w a y t o t h e i n t e r i o r . B y 1910 the c i t y was e f f e c t i v e l y 

l i n k e d w i t h t h e P r o t e c t o r a t e w h i c h became i t s economic h i n t e r l a n d , and 

t r a d e expanded r a p i d l y . Today t h e c i t y i s the hub o f o v e r l a n d conminni ca t i o n s , 

i n d u s t r i a l and c o m m e r c i a l a c t i v i t i e s and has t h e l a r g e s t c l u s t e r o f p e o p l e , 

about 128 ,000 i n I d b l . 

The r e a l way, more t h o u any o t h e r t r a n s p o r t medium, has h a l o e d I n the 

deve lopment o f towns a l o n g I t s t r a c k and a t c o n v e n i e n t d i s t a n c e s away. I t 

was t h e r a i l w a y w h i c h gave t o B o , Irene ma and kaJioni t h e i r r e g i o n a l 

i m p o r t a n c e , and p r o x i m i t y t o t h e r a i l w a y f u r t h e r I n f l u e i i e e d the grower, o f 

such, t o n s as Birm.ee, h3em.behum, b j a l a and Telama. The 196g n o t i o n a l census 

r e v e a l e d t h a t on a p o p u l a t i o n b a s i s , 10 o f the f i r s t 20 l a r g e t o w i s I n 

S i e r r a Leone were r a i l w a y towas ( F r e e t o w n , Bo, Kenema,,. h l s s r , M a k e n i , 

Idagbiu.'aka, Be go we ma, Baoma, Blama and b e l l i r . p t o n ) , Ano the r 7 have de oended 

l a r g e l y OP. t h e r a i l w a y f o r t h e i r g r o w t h , though, t h i s f u n c t i o n I s now b e i n g 

t a k e n o v e r b y r o a d t r a n s p o r t . Y & l b e r f o r e e ga ined i t s i m p o r t a n c e as a. 

d o r m i t o r y s e t t l e m e n t i n t h e days o f t he f o u n t a i n r a i l w a y (1903-19250, 

http://Birm.ee
http://h3em.be
http://llir.pt
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K o i & u , J a i a m \ a , Yormnid.u arid p e y i m a p r i m a r i l y o 1 ^ t h e i r r a p i d development 

t o t h e diamond 'boom o f the 1950s, bu t such g r o w t h cannot be e a s i l y d i v o r c e d 

f r o m t h e i n v a l u a b l e s e r v i c e s r e n d e r e d by the r a i l h e a d , a t Sememe,, wh ich 

a c t e d as a. ore ale o f b u l l : p o i n t , h a i l a h u a a lso 6.2V3:i6.s t o some ex ten t on the 

s e r v i c e s r e n d e r e d b y the r a i l h e a d , a t Pendembu w h i l e L u n s a r , the i r o n ore 

m i n i n g c e n t r e , i s t he p r o d u c t o f 'both t h e mine and. the p r i v a t e m i n e r a l 

r a i l way o f B3LG0 o O n l y two t o w n s , Bon the aid. P o r t Loko have n o t been 

i n f l u e n c e d i n any way b y r a i l w a y deve lopmen t 0 Hence t h e g r o w t h o f 18 o f 

t h e f i r s t 20 l a r g e t o r n s i s e a s i l y r e l a t e d i n seine way t o the i n f l u e n c e 

o f r a i l t r a n s p o r t . 

I f i s f u r t h e r i n t e r e s t i n g t o n o l o t h a t u r b a n development consequent 

oh t r a n s p o r t i unova t i . on . has b r o u g h t a l o n g i t s t r a i l the e s t a b l i s h m e n t o f 

s e v e r a l e s s e n t i a l s e r v i c e s such as e l e c t r i c i t y , w a t e r sup l y ? e d u c a t i o n a l 

and m e d i c a l f a c i l i t i e s , p o s t a l s e r v i c e s , banks e t c The coming o f t he road. 

o r r a i l t r a c k n o t o n l y h e r a l d s t h e g r o w t h and expans ion o f the t o v n , b u t 

a l s o the p r o v i s i o n o f e s s e n t i a l s e r v i c e s f o r t he - ee l f a ro o f the r e s i d e n t s , 

IS 
T h i s o o i n t I s f u l l y b r o u g h t o u t i n S i e r r a . Leone i n K a y s . ' ' . 

I n summary we may n o t e t h e f o l l o w i n g s a l i e n t p o i n t s . F i r s t l y , t h e r e 

i s a 'very s t r o n g c o r r l e a t i o n 'between the p a t t e r n o f l o a n s and comnua : . .ca t ions 0 

T h i s I s 1o be e x p e c t e d i n a c o u n t r y vibe re the g r o w t h o f u r b a n i s m and the 

t r a n s p o r t n e t w o r k have been p r i m a r i l y due to k u r o p e a n c o l o n i s a t i o n w h i c h 

a c t e d as t he c e n t r a l apynoy<> The t r a n s p o r t n e t w o r k has i n g e n e r a l 

p roduced two t y .es o f s e t t l e m e n t p a t t e r n s ? pbon roads a i d r a i l s p e n e t r a t e 

http://ty
http://es
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an a r e a t h a t a l r e a d y l ias aa e s t a b l i s h e d s e t t l e m e n t p a t t e r n , i t i s usual 

f o r t h e p e n e t r a t i o n l i n e s t o s i d e t r a c k the " n a t i v e " t o w a s , re s a l t i n g i n 

t h e o r i g i n a l s e t t l e m e n t g r a v i t a t i n g t o w a r d s t h e new c o m m u n i c a t i o n l i n n s . 

T h i s o f t e n l e a d s t o t h e deve lopment o f t w i n s e t t l e m e n t s as seen i n the 

case o f o l d and new T e l e . B u t when t h e t r a n s p o r t l i n e s precede the g r o w t h 

o f t o w n s , t h e n t h e s e t t l e m e n t s are d i r e c t l y r e l a t e d t o the r a i l and road 

ne twork , , T h i s i s p a r t i c u l a r l y so i n areas o f r e c e n t and r a p i d economic 

and s o c i a l development as i n diamond m i n i n g a r e a s , f o r example k g a n a n i y a 

( m e a n i n g r o a d j u n c t i o n i n Mende) and the i n c i p i e n t road, town o f K i l e 47. 

F u r t h e r , ma,r loet ing c e n t r e s t e n d t o d e v e l o p a l o n g r a m i r o u t e s and h ighways 

a c t i n g b o t h as c o l l e c t i n g and d i s t r i b u t i n g p o i n t s . T h i s was the ca.se i n 

t h e g r o w t h o f the r a i l heads o f H o n i e t t a and loyema . 

Roads i n p a r t i c u l a r o f t e n h e l p t o r e v i t a l i s e the economic and s o c i a l 

s i t u a t i o n o f a town b y p r o v i d i n g an e f f i c i e n t l i n k t o f a c i l i t a t e i n t e r n a l 

commerce. On the o t h e r h a n d , d e c l i n e i n t he dominant t r a n s p o r t l i n k 

s e r v i n g an a r e a u s u a l l y l e a d s t o t h e s t a g n a t i o n o f t h e a rea s e r v e d , as 

seen i n t h e d e c l i n e o f w a t e r t r a n s p o r t and the consequent s t a g n a t i o n o f 

l a g b i l e , S u l i m a and B o n t h e . F i n a l l y t he e c o l o g i c a l p a t t e r n o f some l a r g e 

u r b a n c e n t r e s , e s p e c i a l l y i n t he e v o l u t i o n o f C . 3 . D . ' s , i s l a r g e l y a 

f u n c t i o n o f t h e dominant t r a n s p o r t mode. I n t h e heyday o f r a i l t r a n s p o r t , 

c o m m e r c i a l a c t i v i t y was s o l i d l y c o n c e n t r a t e d i n the immedia te n e r i p h e r y 

o f the r a i l w a y s t a t i o n . Vr i th t he d e c l i n e o f t h i s t r a n s p o r t f a c i l i t y and 

t h e phenomenal r i s e o f r o a d t r a n s p o r t , commerc ia l a c t i v i t y , i n p a r t i c u l a r 

l e b a n s s e / S y r i a n r e t a i l t r a d e , has p r o g r e s s i v e l y g r a v i t a t e d towards the 

http://ca.se
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l o r r y -parks ? w h i c h have t o d a y become t h e c e n t r a l f o c i _ o f b o t h i n t r a ­

u r b a n and i n t e r - u r b a n movements 0 The t r a n s p o r t n e t w o r k has pie/pod a 

p e r v a s i v e r o l e i n t h e deve lopment o f t h e s e t t l e m e n t p a t t e r n and a t p r e s e n t , 

r a i d s are i n c r e a s i n g l y a c t i v e i n mod i f p i n y the i n t e r n a l s t r u c t u r e o f some 

l a r g e u r b a n c e n t r e s l i k e B o 0 

I n r u r a l a reas t h e r e t e n d s t o be a d.e f i n i t e r e 1 a t I o n s h i n between the 

degree o f a c c e s s i b i l i t y and t h e l e v e l o f conmoe r e a l i s a t i o n , .Although 

u r b a n c e n t r e s do c o n s t i t u t e the f o c i o f t r a n s p o r t s e r v i c e s , and as such 

. p r o v i d e t h e m a j o r a t t r a c t i o n s f o r deve lopment , t he presence o f t r a n s p o r t 

l i n e s i n r u r a l l o c a t i o n s has d e f i n i t e l y a t t r a c t e d s c h o o l s , h e a l t h c e n t r e s , 

t h e odd Lebanese t r a d e r and some i i bg . cen r e t a i l s t o r e s * F u r t h e r , I t h o l e s 

t h e r e d i s t r i b u t i o n o f j . p o p u l a t i o n f r o m l e s s p r o d u c t i v e d i s t r i c t s t o areas 

where the p r i n c i p a l economic c r o p s can be c u l t i v a t e d w i t h g r e a t e r p r o f i 1 0 

Hence t r a n s p o r t has been a p o w e r f u l i n s t r u m e n t i n r u r a l deve lopment , bp-

a l l o w i n g t h e e x p a n s i o n o f cash a g r i c u l t u r e , t h e g r e a t e r d i f f u s i o n o f i d e a s 

and the m a t e r i a l accompl i shmen t s o f modern c i v i l i s a t i o n . 

I n o o n c l u s i u i , i t i s s i g n i f i c a n t t o evaluapbe t h e i m p o r t a n c e o f r o a d s . 

I n t h e f i e l d o f u r b a n d e v e l o p m e n t ; t h e i r c o n t r i b u t i o n has been, m i n i m a l 

compared, 'bo t.no r a i l w a y b u t t o d a y , t a o i r impac t on-"-economic and s o c i a l 

Chiangs i s f a r more p e r v a s i v e ' t h a n the i n i t i a l e f f e c t s b rou /k . t about by 

r a i l t r a n s p o r t . The f f e c l b i l l t ^ ' o f roads f e / g . I I t a k e s t h e .groa.tor d i f f u s i o n 

o f s o c i a l s e r v i c e s ark. those are made more e a s i l y a c c e s s i b l e t o more 

p o o a l o , -while t i e h. o i l won o f c u l t u r a l u n i t y i s e x t e n d e d and p r o v i n c i a l i s m 

b r o k e n down., l i v e n more , the presence o f good, roads t ends t o have a 



261 

pro found , e f f e c t on t h e l o c a t i o n o f i n d u s t r y , t h e e x p l o i t a t i o n end use o f 

n a t u r a l r e s o u r c e s and. t he d i s t r i b u t i o n o f p o p u l a t i o n . Roads can be v e r y 

e f f e c i i v e i n check ing ; growing; r u r a l i a i g ; r e i i o n t o u r b a n e r g R o g r r x i t j t h e y 

could, be used, t o d e c e n t r a l i s e i n d u s t r i a l derwlopment ana. c r e a t e c e n t r e s 

o f (pro'xbh i n s m a l l e r towns and v i l l a g e s , so as t o l i n k the economy o f r u r a l 

a reas w i t h t i re gproviing r e r u i r e m e n t s o f neignboiurLng; u r b a n cen t re So 

Road.s b y t h e i r n a t u r e can c o n t r i b u t e t r e m e n d o u s l y towards t h e be t t e r 1 

d i f f u s i o n o f economic deve lopmen t , a i d i n c o n s o l i d a t i n g the whole a g r i c u l t ; v ~ 

f o u n d a t i o n , w i t h o u t w h i c h , t he much d e s i r e d i n d u s t r i a l ! z a t i o n can h a r d l y 

m a t e r i a l i s e i n a de pre l o p i n g ; c o i r n t r y l i k e S i e r r a Leone. 
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CHAPTER 11 
ROTOR imiGim Ml) KOAD TRAR3P0RT 

A s e r i o u s s t u d y o f r o a d t r a n s p o r t a t i o n , e s p e c i a l l y when i t i s r e l a t e d 

t o economic and s o c i a l d e v e l o p m e n t , must c o n s i d e r t h e v a r i o u s uses t o w h i c h 

t h e r o a d n e t w o r k i s b e i n g p u t . T h i s i n v o l v e s the s t u d y o f t r a f f i c c h a r a c t e r ­

i s t i c s , g r o w t h t r e n d s , t r a f f i c c o m p o s i t i o n on the v a r i o u s c l a s s e s o f r o a d s , 

and t h e t y p e and volume o f f r e i g h t c a r r i e d . I t i s a l s o e s s e n t i a l t o know 

t h e r e g i o n a l d i s t r i b u t i o n o f v e h i c l e s and o f such a n c i l l a r y s e r v i c e s as 

p e t r o l s t a t i o n s ( F i g . 1 1 . 1 ) , as w e l l a.s t i re t y p e and owner sh ip o f v e h i c l e s 

and the r a t e o f r ep l acemen t* On t h e b a s i s o f these d a t a , e s t i m a t e s o f 

p o t e n t i a l g r o w t h i n r o a d t r a n s p o r t a t i o n can be made, and r o a d c o n s t r u c t i o n 

and. t h e p r o v i s i o n o f a n c i l l a r y s e r v i c e s can be geared t o f u t u r e demands. 

F o r e c a s t i n g the g r o w t h o f t h e number o f v e h i c l e s i s an i m p o r t a n t aspect 

of- r o a d deve lopment s t u d i e s . Too o f t e n , roads have been p l a n n e d and b u i l t 

i n S i e r r a Leone w i t h l i t t l e a t t e n t i o n t o t r a f f i c p o t e n t i a l 6 Such roads 

r a p i d l y become o b s o l e t e as t h e volume and c h a r a c t e r o f t r a f f i c changes. 

A c c u r a t e f o r e c a s t s o f f u t u r e t r a f f i c are a l so o f Immense I m p o r t a n c e t o such, 

s e r v i c e s as t he I m p o r t a t i o n and d i s t r i b u t i o n o f b o t h v e h i c l e s and f u e l . 

I m p o r t e r s and d i s t r i b u t o r s , on t h e b a s i s o f such f o r e c a s t s , can p l a n t h e i r 

I n v e s t m e n t and m a r k e t i n g a c t i v i t i e s t o s a t i s f y f u t u r e demands 0 

L i c e u s i n g and C l a s s i f i c a t i o n o f V e h i c l e s 

• O f f i c i a l s t a t i s t i c s on v e h i c l e r e a l s t r a t i on and l i c e n s i n g are p r o v i d e d 

b y t h e P o l i c e L i c e n s i n g O f f i c e i n F r e e t o w n . Owing t o t h e i n a d e q u a c y o f 

s t a f f , some o f t h e more i n t e r e s t i n g and complex do t a are n o t a v a i l a b l e 

f r o m t h e p o l i c e and. the a u t h o r has a t t e m p t e d t o f i l l I n t h e m i s s i n g i n f o r m a t i o n . 
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The a v a i l a b l e d a t a are as f o l l o w s ? 

( i ) T o t a l number o f l i c e n s e s i s s u e d each y e a r . T h i s g i v e s a reasonable 

e s t i m a t e o f t h e t o t a l v e h i c l e p o p u l a t i o n , 

( i i ) H e w . r e g i s t r a t i o n s provi .de a p r e c i s e coun t o f t h e number o f -vehic les 

co in ing o n t o t h e roads f o r the f i r s t t i m e These c o n s i s t a lmost 

e n t i r e l y 0 f new v e h i c l e s , , 

( i i i ) The t y p e s o f v e h i c l e s w h i c h are c l a s s i f i e d t imss 

( a ) Commerc ia l v e h i c l e s ? All t r u c k s end l o r r i e s , buses , s p e c i a l 

purpose v e h i c l e s , ana vans and. t r u c k s above 30 c w t , 

( b ) Carss i l l s a l o o n c a r s , t a x i s , and l i e h t vans and t r u c k s 

30 cwto and b e l o w , 

( c ) M o t o r c y c l e s , i n c l u d i n g m o t o r i z e d h i c y c l e s and motor s c o o t e r s 0 

T h i s c l a s s i f i c a t i o n does net g i v e a w h o l l y a c c u r a t e p i c t u r e o f t he 

a c t u a l uses t o w h i c h ' v e h i c l e s are p u t . F o r example , t a x i s and l i g h t vans 

engaged i n passenger t r a n s p o r t are c l a s s i f i e d as " c a r s " , p i t c h i m p l i e s t h a t 

t h e y are " p r i v a t e " as d i s t i n c t f r o m "connnorc i a l " v e h i c l e s , 

M l v e h i c l e s , on i n i t i a l r e g i s t r a t i o n , are g iver , a number, t h e l e t t e r 

p r e f i x e s o f which, denote t h e a r e a i n v h i c h r e p i s t r a t i o n t o o k p l a c e . h a i o r t u n -

a t e f p , t h i s does n o t r e s u l t i n a i a c c u r a t e p i c t u r e o f the re p i on a ! d i s t r i b u t i o n 

o f v e h i c l e o w n e r s h i p and. o p e r a t i o n . I n p a r t i c u l a r , a c o n s i d e r s o l y g r e a t e r 

number o f v e h i c l e s are re p i s t a r e d i n t h e A s t e r n Area t h e n i n f s e t ope a ate 

i n i t 0 There are a v a r i e t y o f reasons f o r t h i s s i t u a t i o n , ..Almost a l l f i r m s 

i m p o r t i n g and d i s t r i b u t i n g v e h i c l e s are found i n F r e e t o w n , F u r t h e r m o r e , 

r e g i s t r a t i o n i n the P e s l o r n Area which ' has the h i g h e s t p r o p o r t i o n o f tarmac 

http://provi.de
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r o a d s , g i v e s a d i s t i n c t advaatage i n t h e second-hand m a r k e t , p a r t i c u l a r l y 

i n t h e case o f p r i v a t e c a r s , w h i c h f e t c h a p p r e c i a b l y h i g h e r -or ices i f t h e y lia.ve 

a Vis s t e r n i r e a h i ^ h e r n i a t e . 

The s t o c k o f ' v e h i c l e s i s o f f i c i a l l y d i v i d e d i n t o two proiross p r i v a t e and 

c o m m e r c i a l . The s t o c k o f such v e h i c l e s f o r the p e r i o d I 9 5 O - I 9 6 4 i s shorn 

i n T a b l e 1 1 . 1 

TABLE l l . l ANNUAL NUMBER OF VEHICLES 1950 - 1964 

Year 
P r i v a t e Commercial Total 

Year ' No % Increase No. % Increase No. °/o Incre. 

1950 936 - 444 - 1380 -
1951 1044 11.5 426 4 . 1 1470 6.5 

1952 1258 20.5 960 3.25.3 2218 50.9 

1953 1709 35.9 965 0.5 2,674 20.6 

1954 1928 12.8 1421 47.2 3349 25.2 

1955 2805 45.5 2126 49.6 4931 47.2 

1956 2979 6.2 1835 13.7 4814 2.4 

1957 3960 32.9 2308 25.8 6268 30.2 

1958 5156 30.2 2400 4.0 7556 20.5 

1959 5338 3.5 3444 43.5 8782 16.2 

1960 5338 0 .0 3664 6.4 9002 2.5 

1961 6461 21.0 5077 38.6 11538 28.1 

1962 7909 22.4 5098 0.4 13007 12.7 

1963 8420 6.5 5280 3.5 13700 5.3 

1964 9325 10.7 5425 2.7 14750 7.7 

Sources: Davies, E. Roads and Road Transportat i n Sierra Leone. 
Police Licensing O f f i c e , Freetown. 
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The average annua l i n c r e a s e i n t h e number o f p r i v a t e v e h i c l e s f o r the p e r i o d 

I95O-64 was 18 a /]/S ? a r o t e o f g r o w t h s i m i l a r t o h b h a t e x p e r i e n c e d i n many 

o t h e r pes t i f r i c a n c o u n t r i e s i n r e c e n t t i m e s ( N i g e r i a , 1953-59? 15' * f *' : 0 0 

The economic and s o c i e l s i t u a t i o n i n S i e r r a Leone i n d i c a t e s t h a t , w i t h 

r i s i n g l i v i n g s t a n d a r d s , m o t o r -veh i c l e r e g i s t r a t i o n s , p a r t i c u l a r l y those 

o f p r i v a t e c a r s , w i l l c o n t i n u e t o i n c r e a . s e „ The f o l l o w i n g f a c t o r s are 

c o n s i d e r e d i m p o r t a n t i n i n f l u e n c i n g t h e demand f o r c a r s . 

P r i m a r i l y t h e consumer ' s income i s a c r u c i a l f a c t o r i n t h i s demand. 

I n S i e r r a Leone , t h e r e i s a t p r e s e n t l i t t l e i n f o r m a t i o n a v a i l a b l e f r o m 

w h i c h t o r r e l a t e c a r o w n e r s h i p t o a n n u a l income • However , t a ' d n g he 1,200 

(£o00) " as t he minimum income n e c e s s a r y t o own end o p e r a t e a c a r ( a l t h o u g h 

l o w e r incomes have been e n c o u n t e r e d ) , a t e n t a t i v e c o r r e l a t i o n can be e s t e h l i s h e 

between t h e i n c r e a s e o f such incomes and now c a r re g i s t r a t i on s 0 W i t h o u t 

d o u b t , f u t u r e demand w i l l be i n f l u e n c e d b o t h by t h e g e n e r a l l e v e l o f 

incomes and b y u n p r e d i c t a b l e changes i n t h e p a t t e r n s o f income d i s t r i b u t i o n . 

P o l i t i c a l i ndependence , a p a r t f r o m b r i n g i n g ; an immed ia t e 22.3$ 

i n c r e a s e i n t he t o t a l c a r p o p u l a t i o n f r o m 646I ( l O o l ) t o 7909 (1962), 

a l s o i n d u c e d d y i a m i c f o r c e s t h a t are i n f l u e n c i n g t o t a l c a r demand. 

The upsurge i n t h e number o f c i v i l s e r v a n t s and t e c h n i c i a n s s t i m u l a t e d 

the demand f o r c a r s ; s i n c e v e r y f e w peop le e n t e r i n g p o s t s which e n t i t l e d 

them t o a m o t o r v e h i c l e , f a i l e d t o u t i l i s e the p r i v i l e g e o f t h e government 

c a r l o a n scheme 0 S i m i l a r l y , g r o w i n g f o r e i g n i n ye s t r a i t i n t h e c o u n t r y 

i s c r e a t i n g a i i n c r e a s e i n m a n a g e r i a l , t e c h n i c ; ? ! and s u p e r v i s o r y s t a f f who 

are p o t e n t i a l c a r owners <, ' F u r t h e r t h e r e c e n t u n i v e r s i t y p l a n , as o u t l i n e d . 

http://increa.se
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b y t h e P r i n c i p a l , aims a t p r o d u c i n g a t l e a s t 230 g r a d u a t e s e v e r y year by t h e 

end o f 1973? and the se g r a d u a t e s can be e x p e c t e d t o become p o t e n t i a l c a r 

o w n e r s 0

 y 

The p r i c e f a c t o r i s a n o t h e r i m p o r t a n t i n f l u e n c e i n c a r s a l e s . 

The sys tem o f m o t o r ' v e h i c l e l o a n s t o employees reduces the e f f e c t o f p r i c e 

c o m p e t i t i o n and s e t s a l i m i t t o downward p r i c e movements f o r p r i v a t e ca r s 

i n t h e m a r k e t . W h i l s t i m p o r t d u t y r a i s e s the p r i c e o f a ' v e h i c l e t o ' t he 

p u r c h a s e r , i t i s p r o b a b l e t h a i f o r most ca r s t h e p r i c e e l a s t i c i t y o f demand 

i s l o v ? o A i i n c r e a s e on c a r i m p o r t d u t y i s u s u a l l y r e f l e c t e d by a s i m i l a r 

i n c r e a s e i n t h e r e t a i l p r i c e o f c a r s , bu t demand does n o t decrease 

p r o p o r t i o n a t e l y ' - . Car l o a n s o f f e r e d t o employees a t m a r g i n a l i n t e r e s t r a t e s 

sp r ead repayment o v e r a number o f y e a r s , and t h u s a l l o w them, t o buy ca r s 

w i t h r e d u c e d f i n a n c i a l s t r a i n . However ^ i n o r d e r t o i n c r e a s e c a r s a l e s , 

one i s o f t h e o p i n i o n t h a t , i n s t e a d o f t he p r e s e n t l i m i t e d c a r l o a n sys tem, 

h i r e purchase f a c i l i t i e s s h o u l d be made a v a i l a b l e t o a l a r g e r p r o p o r t i o n o f 

t h e p o p u l a t i o n e s p e c i a l l y on t h e p r i v a t e s e c t o r . The new te rms w i l l s u r e l y 

be r e l a t i v e l y more o n e r o u s , b u t t h i s I s u n d e r s t a n d a b l e because the e x t e n s i o n 

o f t i e scheme w i l l i n v o l v e g r e a t e r f i n a n c i a l r i s k s * The f i n a n c e houses a i d 

m o t o r d i s t r i b u t o r s c a r t h e n widen t h e scope o f t h e i r h i r e purchase bus iness 

t o i n c l u d e n o t onlwjsommereia l v e h i c l e s as i s t h e case now, b u t a l s o p r i v a t e 

c a r s . 

h a v i n g c o n s i d e r e d q u a l i t a t i v e l y t h e main f a c t o r s i n f l u e n c i n g demand f o r 

p r i v a t e c a r s , i t w i l l be d i f f i c u l t t o p o s t u l a t e t h a t t he 17.9;^ annua l r a t e 

o f I n c r e a s e e x p e r i e n c e d between 1950-64 can be m a i n t a i n e d . T h i s was a 
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p e r i o d c h a r a c t e r ! ^ed b y c e r t a i n boom f e a t u r e s i n t h e n o t i o n a l economy" f o r 

example , t h e , i l l i c i t d iamond t r a f f i c k i n g o f t he 1 9 5 0 ' s w i t h i t s c o n c o m i t a n t 

e x p e n d i t u r e on p r e s t i g e goods l i k e c a r s , e s t a b l i s h m e n t o f p a r l i a m e n t a r y 

i n s t i t u t i o n s , p u b l i c c o r p o r a t i o n s and embassies ~ f a c t o r s wh ich produced 

v e r y h i g h pe rcen t age r a c e s o f i n c r e a s e i n some y e a r s . E s t i m a t i n g that the 

h i g h e s t r a t e o f i n c r e a s e f o r t h e f u t u r e would be a c o n t i n u a t i o n o f the pa s t 

1 7 . 9 b ' p e r annum^ wh ich i s c l e a r l y i m p o s s i b l e , t h e most l i k e l y f u t u r e r a t e 

would be one based on t h e average r a t e f o r the l a s t f i v e --oars w h i c h comes 

t o about 12$ , A p r o j e c t i o n o f t h e 1 2 g r a t e o f i n c r e a s e g i v e s the f o l l o w u i g 

e s t i m a t e ' o f t h e " p r i v a t e v e h i c l e 1 ' p o p u l a t i o n . 

TABLE 11.2 PROJECTION OF 12% ANNUAL RATE OF INCREASE 

No. o f Pri v a t e Vehicles 

10,440 

11,690 

13,090 

14,660 

There has a l s o been a b i g i n c r e a s e i n the commerc i a l v e h i c l e n o a u l a i i o r i 

s i n c e I f b O o The avera,ge annua l r a t e o f i n c r e a s e has been I 9 „ 6 k ? a l t h o u g h 

v a r i a t i o n s i n g r o w t h r a t e s f o r v a r i o u s v e h i c l e s has been q u i t e s i / m i f i can t 

The Bedfo rd , g roup has shown t h e f a s t e s t r a t e o f i n c r e a s e and a l s o c o n s t i t u e s 

t h e l a r g e s t p r o p o r t i o n o f a l l commerc i a l v e h i c l e s o v e r t he years? a c c o u n t i n g 

f o r 18.2b ' i n 1 3 6 4 . M o t h e r t r e n d i s t h a t p r i o r t o JgdoO, moat commerc ia l 

Year 

1966 

1968 

1970 

1972 
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v e h i c l e s M&re m e d i u m - s i z e d l o r r i e s$ t h e 1 / 60 ' s , however , are e x p e r i e n c i n g 

the i n t r o d u c t i o n o f he avy s e v e n - t o n l o r r i e s , l i k e t h e Japanese Toyota,, 

h o t h i n y can be more m i r e p r e s e n t a t i v e now r^. t o equate l o r r i e s alone- w i t h 

commerc i a l v e h i c l e s t i m p r o v i d e n t i n t h e road t r a n s p o r t I n d u s t r y has i n t r o ­

duced many s p e c i a l i s e d v e h i c l e s l i k e buses , t o ensure an a p p r e c i a b l e degree 

o f c o m f o r t a b l e t r a v e l , 

i l l i n d i c a t i o n s p o i n t t o t h e r a p i d g r o w t h o f commerc ia l v e h i c l e s . 

P r e s e n t i n d u s t r i a l deve lopment w i l l i n t e n s i f y t h e demand f o r s h o r t d i s t a n c e 

r o a d h a u l s f o r t h e movement o f r aw m a t e r i a l s and f i n i s h e d p r o d u c t a n d f o r 

t h e commut ing l a b o u r f o r c e . I t i s a l s o s i g n i f i c a n t t o n o t e t h a t t h e 

s t r u c t u r e o f t h e economy i s one based on m i n e r a l s a i d a v a r i e t y o f 

a g r i c u l t u r a l p roduce f r o m s m a l l - s c a l e s c a t t e r e d f a r m s . Road t r a n s p o r t 

I s p a r t i c u l a r l y v i t a l i n t h e movement o f such p roduce5 t hough i t i s n o t so 

i m p o r t a n t f o r m i n e r a l s e x c e p t f o r b a u x i t e a i d r u t i l e . I f a g r i c u l t u r a l 

p r o d u c t i o n s h o u l d i n c r e a s e , as t he government p l a n s , t h e n t h e demand on 

r o a d t r a n s p o r t w i l l i n c r e a s e t o meet t h e n a d s o f b o t h the domes t i c and 

e x p o r t m a r k e t s . The p r e s e n t s lowness a i d t e c h n i c a l i n e f f i c i e n c y o f the 

government r a i l w a y w i l l r e n d e r i t I n c a p a b l e o f s e r v i n g the needs o f a r a p i d l y 

e x p a a d i n g e c oriomy. 

I m p o r t s are r e d i s t r i b u t e d i n s m a l l q u a n t i t i e s t o a w i d e l y s c a t t e r e d 

p o p u l a t i o n . I n 1963, c u t o f a t o t a l p o p u l a t i o n o f 2 .18 m i l l i o n , o n l y 

0.6 m i l l i o n l i v e d i n s e t t l e m e n t s o f o v e r 1,000 i n h a b i t a n t s . The r e s t l i v e d 

i n s m a l l r u r a l s e t t l e m e n t s w h i c h , t hough r e l a t i v e l y s e l f - s u p p o r t i n g i n the 

p r o d u c t i o n o f some f o o d s t u f f s , depended on road t r a n s p o r t t o b r i n g I n 
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i m p o r t e d consumer goods . I n t h e diamond n i i n i n p a r ea s , n o t o n l g consumer 
poods , h u t a l s o t h e h u l k o f r i c e and pa lm o i l has t o he b r o u g h t i n 'bp r o a d . 
W i t h i n c r e a s e d , u r b a n deve lopment and r i s i n g town p o p u l a t i o n s , an i n c r e a s e 
i n movement o f f o o d . s t r i . f f s and peop le must be e x p e c t e d , 
T o t a l hgupbsr g>f V e h i c l e s 

The s t o c k o f v e h i c l e s i n S i e r r a he one has shown a h i g h r a t e o f 

prowfch i n t h e p o s t - w a r p e r i o d * T h i s i s i l l u s t r a t e d i n P i g , 11,% wi.iich p i v e s 

t h e number o f v e h i c l e s l i c e n s e d each gear* f r o m 1950-1964. The g raph i s 

p l o t t e d on a l o g a r i t h m i c s c a l e so t h a t r a t e s o f grower can he compared 

v i s u a l l y , s i n c e l i n e s o f t h e same, s lope show the same r a t e o f g r o w t h 

r e g a r d l e s s o f t h e u n i t s o f measurement , On the same cha.rt are i n d i c a t e d 

changes i n t h e Gross h a t i o n a l P r o d u c t and Domestic E x p o r t s exp re s sed i n 

money t e r m s . 

Compar ison o f t he s l o p e s o f the v a r i o u s praahs w i l l show t h a t v e h i c l e s 

have grown' a t a f a s t e r r a t e t h a n e i t h e r Gross f a t i o n a l p r o d u c t o f Domest ic 

E x p o r t s , i s p r e v i o u s s e c t i o n s have shown, the r a t e o f g r o w t h o f t h e two 

' v e h i c l e t y : e s ? p r i v a t e ana c o m m e r c i a l , was high, e l h ' r v a b . n o t v e r y c o n s t a n t . 

P r i v a t e v e h i c l e s , w h i c h a t aay t i m e c o n s t i t u t e d more t h a n 50w o f a l l 

• v e h i c l e s and. o f t e n a f a r l a r g e r p r o p o r t i o n , have exhohbited the most c o n s t a n t 

r a t e o f g r o w b h . The h i g h e s t r a t e o f g r o w t h ras i n 1952, when t h e t o t a l 

v e h i c l e p o p u l a t i o n i n c r e a s e d by 51i i a one pear, w h i l e the t o t a l number o f 

c o m m e r c i a l v e h i c l e s i n c r e a s e d b y no l e s s t h e n 12b,pr. T h i s r o s s i b l p 

r e f l e c t s t h e n o r m a l i z a t i o n o f t r a d e i n t h e e a r l y p o s t - w a r p e r i o d . On t h e 

w h o l e , t h e h i p h v e h i c l e growbh. r a t e s o f t h e rdd-1950' s can be cash .a i red 

l a r g e l y i n t e r m s o f t he t r a d e boom, p r e c i p i t a t e d and. m a i n t a i n e d b y i l l i c i t 

http://food.stri.ffs
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diamond t r a f f i c k l n g o I n I96I a. 2 8 . I f - i n c r e a s e was r e g i s t e r e d f o r a l l 

v e h i c l e s i n the f i r s t y e a r o f i ndependence . I n c o n t r a s t , 19o2 saw an 

I n c r e a s e o f o n l y 1 2 / y g and I f o l o n l y 5.5^, i n d i c a t i n g t h a t t h e boom e f f e c t 

o f independence was s h o r t - l i v e d . 

These r a t e s o f g r o w t h are a l l r e m a r k a b l y h i g h . , and. are u n l i k e l y t o be 

m a i n t a i n e d i n f u t u r e y e a r s . To p r o j e c t the average 1 3 0 f | g g r o w t h r a t e o f 

I95O-64 w o r l d g i v e a t o t a l o f 56,960 v e h i c l e s b y 1972. I t i s h i g h l y i m p r o b ­

a b l e , i n t h e l i g h t o f o t h e r g r o w t h f a c t o r ' s , t h a t S i e r r a Leone c o u l d 

s u p p o r t such a l a r g e s t o c k o f v e h i c l e s b y the da te i n d i c a t e d . I f r e l i a b l e 

d a t a on pe r c a p i t a income were a v a i l a b l e , a more r e l i a b l e e s t i m a t e 

o f f u t u r e v e h i c l e num'bors could, have been made. Hawkins;, i n h i s work on 

U g a n d a , 4 shored t h e r e l a t i o n s h i p between pe r c a p i t a Income and p o p u l a t i o n 

p e r v e h i c l e 11 censed . He concluded, t h a t analgia p e r c a p i t a , income i s u s u a l l y 

a s s o c i a t e d w i t h , a, h i g h v e h i c l e / p o p > u l a t i o n r a t i o , i n d i c a t e d by a r e l a t i v e l y 

s m a l l number o f pe r sons p e r v e h i c l e . P r o j e c t i n g t h e 1 9 6 3 census p o p u l a t i o n 

t o 1 9 7 2 a t a;-, e s t i m a t e d , g r o w t h r a t e o f 2 . 5 9 f G r annum, an , n the 1 9 6 4 v e h i c l e 

p o p u l a t i o n a t 18 . 4 - ' p e r annum, w o u l d ' g i v e 4 8 pe r sons pe r v e h i c l e i n 1 9 7 2 as 

a g a i n s t IhO i n I 9 6 4 . T h i s i s most r r l i k o g / j and a v e h i c l e g rowth r a t e of-

between 9 and l O g p e r annum i s t h e r e f o r e sugges ted as a more r e a l i s t i c 

f i g u r e . T h i s wou ld g i v e a, t o t a l o f n o t more t h a n hi? 5 9 0 v e h i c l e s i n l ' ; 72 

e r r a r a t i o o f 81 pe r sons p e r v e h i c l e . 

M o t o r V e h i c l e Owrwesbip 

Owing t o t h e n a t u r e o f t he r e c o r d s i n t h e P o l i c e L i c e n s i n g O f f i c e , 

i t i s d i f f i c u l t t o s u p p o r t s t a t e m e n t s on t h i s aspec t w i t h adecuate 

q u a n t i t a t i v e e v i d e n c e . C o n s e q u e n t l y some r e l i a n c e h.as been placed, on 
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e v i d e n c e s u p p o r t e d b y p a s t s t u d i e s and. b y sample s u r v e y s . I t i s ho-ed t h a t 

t h e r e s u l t s are f a i r l y r e p r e s e n t a t i v e o f t h e a c t u a l p a t t e r n . A m a j o r reason 

f o r t h e i n c l u s i o n o f t h i s t o p i c i s t h e p o s s i b i l i t y o f e s t a b l i s h i n g a 

c o r r e l a t i o n between t h e p r o p o r t i o n o f mo to r v e h i c l e s oaned by v a r i o u s 

groups^and the p a r t p layed, b y these g roups i n t h e n a t i o n a l economy. 

As can be seen f r o m T a b l e 11.3? A f r i c a n s are t he most i m p o r t a n t group 

i n teams o f t o t a l numbers . T h e i r predominance a p p l i e s i n p r a c t i c a l l y a l l 

t y p e s o f v e h i c l e s and i s most marked i n the case o f commerc i a l v e h i c l e s 0 

The o n l y e x c e p t i o n i s i n s p e c i a l i s e d t y p e s , such as v e h i c l e s used i n the 

m i n i n g i n d u s t r y and a g r i c u l t u r a l v e h i c l e s , most o f w h i c h are owned by 

government and b y compan ies . The European p r o p o r t i o n , a p p e a r s t o be l a r g e r 

t h a n t h a t o f A s i a n s / b u t i n • • • r ea l i t y t h i s i s n o t t h e case , s i nce i t i s a 

common p r a c t i c e f o r As i ans t o r e g i s t e r t h e i r s m a l l commerc ia l e s t a b l i s h m e n t s 

as companies , t h u s s w e l l i n g the t o t a l s under t h e l a t t e r lie ad . A sample 

s u r v e y sugges t s t h a t o f t h e 2,032 v e h i c l e s r e g i s t e r e d as b e l o n g i n g t o 

companies , o v e r 1,000 are i n f a c t owned b y s m a l l As i an f a m i l y c o n c e r n s . 

The p r o p o r t i o n ovaied by government appears l a r g e , b u t t h i s i n c l u d e s a l l 

v e h i c l e s o p e r a t e d b y s t a t u t o r y c o r p o r a t i o n s , e d u c a t i o n a l i n s t i t u t i o n s aid. 

l o c a l government b o d i e s . 

S e v e r a l f o r c e s , economic , s o c i a l and g o v e r n m e n t a l , have o p e r a t e d t o 

produce t h e p r e s e n t p a t t e r n o f ownership, , and t h i s sec I o n a t t e m p t s t o 

i n d i c a t e t h e i m p o r t a n c e o f these f o r c e s . Some v a l u a b l e d a t a on pa s t 

changes are a v a i l a b l e f r o m C o x - G e o r £ p 5 though u n f o r t u n a t e l y h i e c l a s s i f i c a t i o n 

l a c k s d e t a i l o 
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TABLE 11.3 VEHICLE OWNERSHIP BY GROUPS - 1964 

P r i v a t e Commercial A l l Vehicles 
Group No. % No. % No. % 

Sfricans 4196 45 3255 60 7451 50 
Asians^ 1865 20 542 10 2407 16 

. 2 
Companies 839 9 1193 22 2032 14 

3 
Europeans 

4 
Government 

1399 15 54 1 1453 10 3 
Europeans 

4 
Government 

653 7 381 7 1034 7 
Religious 
Missions 187 2 - - 187 1 

Embassies 186 2 _ 186 1 

1 . "Asians" include Lebanese, Syrians, Arabs, Indians, Pakistanis. 
2 . "Companies" include Lebanese l i m i t e d companies. 
3. "Europeans" includ&North Americans. 
4 . "Government" includes s t a t u t o r y corporations e tc. 

A t t e n t i o n h e r e i s c o n c e n t r a t e d on commerc ia l v e h i c l e s s i n c e p r i v a t e c a r 

o w n e r s h i p , b e i n g i n f l u e n c e d , b y i t s p r e s t i g e v a l u e , i s o f t e n a p o o r i n d i c a t i o n 

o f economic s t a n d i n g . The A f r i c a n share o f t o t a l c a r ownersh ip has 

c e r t a i n l y been I n c r e a s i n g , b u t I t I s d i f f i c u l t t o c o r r e l a t e t h i s w i t h any 

s p e c i f i c economic t r e n d save the g e n e r a l r i s e I n i ncomes , and g r e a t e r 

o p p o r t u n i t i e s f o r employment , w h i c h have c r e a t e d more f a v o u r a b l e c o n d i t i o n s 

f o r A f r i c a n c a r o w n e r s h i p . The dominant r o l e p l a y e d by . A f r i c a n s i n t he 



f i e l d o f c o m m e r c i a l t r a n s p o r t does n o t c o n f o r m t o t h e . A f r i c a n s 1 share i n 

o t h e r ageac t s o f t he c o u n t r y ' s c o m m e r c i a l a c t i v i t y , i s r e g a r d s t h e g e n e r a l 

t r a d i n g p o s i t i o n o f t h e t h r e e ma in g r o u p s , Europeans are p r e d o m i n a n t , As ians 

come second and A f r i c a n s a r e l a t i v e l y p o o r t h i r d . I n t he e x p o r t and i m p o r t 

s e c t o r s o f t h e economy, E u r o p e a i c o m m e r c i a l f i r m s h o l d v i r t u a l monopo l i e s 

i n a number o f f i e l d s , o u t s i d e t h e s e , As ians a g a i n come secoond and . A f r i c a n s 

l a s t . I n t h e f i e l d o f r e t a i l t r a d e , As ians have cih;competed t h e European 

c o n c e r n s , w h i c h now c o n f i n e t h e i r a t t e n t i o n m a i n l y t o t he l a r g e r u r b a n 

c e n t r e s , and the A f r i c a n s ' share i s v e r y s m a l l . 

There are a number o f r ea sons f o r the . A f r i c a n s ' predominance I n the 

sphere o f c o m m e r c i a l t r a n s p o r t . D e s p i t e i t s use o f c o m p l i c a t e d c a p i t a l 

e q u i p m e n t , t h e i n d u s t r y i s a r e l a t i v e l a s imple one i n w h i c h t o p a r t i c i p a t e . 

As t h e d r i v e r i s o f t e n a l s o t h e v e h i c l e o w i e r , he can e a s i l y accumulate p r o f i t . 

F u r t h e r m o r e , government a c t i o n has made r o a d t r a a s p o r t a n e a r monopoly 

f o r t h e i f r i c a n s o n l y he can o p e r a t e "goods and passenger - v e h i c l e s " o r own 

poda-podas or t a x i s , Europeans and As ians car onn commerc i a l v e h i c l e s , h u t 

t h e i r use i s l a r g e l y r e s t r i c t e d t o c a r r y i n g the o w n e r ' s goods . European 

a i d A s i a n f i a s are now r e a l i z i n g t h a t t o opera te t h e i r own v e h i c l e s i s 

uneconomic , and are coming t o r e l y more and more on the i f r i c a a . o p e r a t o r . 

C o n v e r s e l y , t h e A f r i c a n , c o n t r o l l i n g o n l y a s m a l l p r o p o r t i o n o f t o t a l ;-trade 3 

depends f o r pa t ronage t o a l a r g e e x t e n t on the European f i r m s and, on a. 

s m a l l e r s c a l e , on A s i a n f i r m s and t h e S i e r r a Leone Produce M a r k e t i n g B o a r d . 
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The f u t u r e o f the c o m m e r c i a l t r a n s p o r t i n d u s t r y p o i n t s t o a f u r t h e r 

c o n t i n u a t i o n o f t h e p r e s e n t t r e n d . Government e f f o r t i s l a r g e l y d i r e c t e d 

t o w a r d s g i v i n g t h e i f r i c a n , e s p e c i a l l y t h e S i e r r a Leoneen ? a g r e a t e r 

share o f t h e c o u n t r y ' s t r a d e . I n . A p r i l 1Q65? a h i l l was passed r e s t l i e 'b in ; - ; 

e n t r y I n t o t h e r e t a i l t r a d e s e c t o r t o S i e r r a Leone ans o n l y . The l o n g - t e r m 

e f f e c t o f t h i s w i l l he t h e i d e a l economic s i t u a t i o n whore i l r i c e n s w i l l 

own t h e g r e a t e s t share o f r e t a i l t r a d e 5 and o f the t r a n s p o r t mode t o r a n 

t h i s t r a d e . The shore o f t h e Buropean aid. .Asian g roups w i l l I n e v i t a b l y 

d e c l i n e f u t h e r . I t i s s t i l l d o u b t f u l , however , whe the r the i n c r e a s i n g 

A f r i c a n share o f road, t r a n s p o r t b u s i n e s s , w i l l , u l t i m a t e l y lead, t o a 

c o n s o l i d a t i o n o f the p r e s e n t s m a l l - s c a l e o p e r a t i o n a l u n i t s i n t o l a r g e 

f i r m s . There i s no i n d i c a t i o n , a t t he t i m e o f w r i t i n g s o f any such t r e n d . 

I t i s h i ( l i l y d e s i r a b l e , b u t one d o u b t s I f t h e c h r o n i c i n d i v i d u a l i s m wh ich 

c h a r a c t e r i s e s t he b u s i n e s s , w i l l y i e l d e a s i l y t o some f o r m o f co m o irate 

o r g a n i s a t i o n w i t h o u t government i n t e r v e n t i o n . I t i s perhaps here t h a t 

government must a c t w i t h an a l l e m b r a c i n g p l a n i n mind* I t i s n o t j u s t a 

m a t t e r o f g i v i n g the A f r i c a n t h e monopoly o f t r a n s p o r t ^ such a monopoly must 

be d i r e c t e d t o p r o v i d e n o t o n l y e f f i c i e n t s e r v i c e b u t a l s o economic one r a t i on 0 

The s u r e s t way o f a c h i e v i n g t h i s , i s t o c o n s o l i d a t e the s m a l l t r a n s p o r t f i r m s 

i n f o l a r g e c o r p o r a t e concerns , , so as t o d e r i v e the b e n e f i t s I n h e r e n t i n the 

o p e r a t i o n o f economies o f s c a l e . 
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Ge o g r a p h ! c a l '!>}-?-^^'^-9P;. 

Ad a r t f r o m a p o s s i b l e ove r - emphas i s o f t h e predominance o f t h e pest 

A r e a , Tab le 11 .4 map be t a l i e n as a f a i r i n d i c a t i o n o f t h e r e g i o n a l 

d i s t r i b u t i o n o f v e h i c l e s . 

TABLE 11.4 REGIONAL DISTRIBUTION OF MOTOR VEHICLES 1960-1964 

Western Eastern Southern ?r-:g.::::r- Northern 
Area Province Province Province 

• No. No. % No. % No. % 
1960 4,473 55.7 1,527 19.0 1,345 16.7 687 8,6 
1961 6,459 62.3 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 55.4 2,758 I 8 . 7 2,350 15.9 1,466 10.0 

Source s Police Licensing O f f i c e 

S i e r r a Leone b e i n g a s m a l l c o u n t r y , i m p l i e s t h a t a -vehicle!s a rea o f 

o p e r a t i o n i s by no means c o n f i n e d t o t he region i n n h i o h i t i s r e g i s t e r e d 

o r l i c e n s e d . I t may bo assumed, on. t he o t h e r h a n d , t h a t i t i s one r a t e d mo 
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f r e q u e n t ^ w i t h i n t h a t r e g i o n . The most s t r i k i n g f e a t u r e i s t h e c o n c e n t r a t i o n 

o f more t h a n h a l f t h e c o u n t r y ' s m o t o r v e h i c l e s i n the Western A r e Q J $ w h i c h 

c o n t a i n s o n l y 809?£ o f t he c o u n t r y * s p o p u l a t i o n and c o v e r s o n l y 0.8% o f i t s 

a r e a . T h i s g r e a t predominance i s p a r t i c u l a r l y marked i n the case o f c a r s 

and v a n s , l e s s so i n t h a t o f l o r r i e s and buses . I t i s m a i n l y the need t o 

move cash crows and. d i s t r i b u t e i m p o r t s w h i c h c r e a t e a demand f o r road, 

t r a n s p o r t . Of t h e t h r e e p o s s i b l e t r a n s p o r t modes, w a t e r , r a i l and r o a d , 

t h e f i r s t two are i n r a p i d d e c l i n e , t o the b e n e f i t o f t h e r o a d t r a n s p o r t 

i n d u s t r y . The E a s t e r n P r o v i n c e i s t h e most i m p o r t a n t cash c r o p p r o d u c e r , 

f o l l o w e d i n t u r n by t h e south, and n o r t h , t h e l a s t b e i n g concerned a lmost 

e n t i r e l y w i t h pa lm k e r n e l s . These d i f f e r e n c e s do much t o e x p l a i n the f a c t 

t h a t t he N o r t h e r n P r o v i n c e , w i t h o v e r 40k ° £ rho p o p u l a t i o n and '"Oh o f t he 

a rea o f S i e r r a Leone^has o n l y 10 k o f t h e c o u n t r y ' s m o t o r v e h i c l e s 3 w h i l e the 

E a s t e r n and S o u t h e r n P r o v i n c e s combined have 50k' o f the p o p u l a t i o n , 49a? 

o f t h e a r e a and about 34k> o f t h e v e h i c l e s . 

The l a s t f a c t o r , demand f o r i m p o r t e d goods, has some i n f l u e n c e on a l l 

r e g i o n s . A v e r y l a r g e p r o p o r t i o n o f I m p o r t e d goods i s moved by r o a d , 

even t o a reas where r a i l t r a n s p o r t i s a v a i l a b l e , s i n c e the l a t t e r I s 

e x c e s s i v e l y s l o w . The r e g i o n w i t h t h e l a r g e s t vo lume o f r e t a i l t r a d e 

may 'be e x p e c t e d t o have t h e l a r g e s t number o f commerc ia l v e h i c l e s ; and t h i s 

f a c t o r a g a i n p l a c e s t h e Western Area f i r s t , the Sou the rn and E a s t e r n P r o v i n c e s 

second and t h e N o r t h a -very poor t h i r d . 
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Other fac tors could, "be advanced, to explain the regional d i s t r ibu t ion 

of vehicles ? out those already mentioned are by f a r the most important, 

The fu ture appears l i los ly to sec a diminution i n the preponderance of the 

Western Area, With the establishment of fur ther s,reas of plantat ion crops 

and the grovfbh of bauxite and r u t i l e mining, the demand f o r conmercial 

veMcles i s bound to increase i n the east aid south. The r i si ay level of 

incomes i n the east, due mainly to diamond miningjseems l i k e l y to cause a 

far rip--rapid growth i n the demand fo r private cars. I n the north, hoe/eve r ? 

rapid gronth remains un l i ke ly and th i s ha l f of the country may well experience 

a decline i n i t s vehicle yovmlation, at least as a proportion of the national 

t o t a l , 

The Origins end T;ypes of Vehicles 

The tppes of "vehicle used i n Sierra Leone r e f l e c t the internat ional 

t rading patterns of the country. I n the past, trade was very largely with 

B r i t a i n aad. almost a l l motor vehicles came from that source 0 Koveever? the 

"open door" t rading pol icy adopted since Independence has resulted i n a 

d i v e r s i f i c a t i o n of vehicles operated i n Sierra Leoao (Table 11.5). 

As can be seen i n Table 110^>, va r i e ty of moire i s much more pronounced 

i n the case o •. cars (private "vehicles) t ha i i n that of commercial vehicles 5 

and. t h i s has become iimue marh:ed since 1960. I n 1947? 90o'5'vC of a l l cars 

imported i n t o Sierra Leone came from the -hited kingdom., by 19oi ? t h i s 

proportion had f a l l e n to 35f7'b. best Ger;reug3 France , I t a l y , Sweden;, Japan 

anc' Czechoslovakia are nov? making s:bg:diicae.t contributions to the t o t a l 0 



281 

TABLE 11.5 

United 
Kingdom 

Western 
Germany-

France 
I t a l y -
Others 

VEHICLE IMPORTS BY COUNTRY OF ORIGIN 

1947 1960 

P r i v a t e Commercial P r i v a t e Commercial 

326 

4 

331 

265 

93 

350 

342 

264 

175 

116 

15 

912 

642 

35 
37 

10 

742 

1964 
P r i v a t e Commercia 

418 

2,81 
300 
30 

204 

1170 

537 

31 
121 

54 

771 

Sources: Annual Trade Reports 
Customs and E x c i s e Department 

Sinai 1 and medium--si zed cars consti tute more than 80;f ox' the t o t a l , and i n 

t h i s group the Volkswagen i s the most popular sin ale make* .Among the 

relatively small number of large "prestige" cars, the Mercedes-Benz i s the 

most important. I n I964? foi.ar than 60 d i f f e ren t makes of car -were imnorted 

25 B r i t i s h , 26 other 'Europeans, 4 .American and. 4 Japanese„ Of the 9 makes 

vihich consti tuted the bulk of those imports, 4 were B r i t i s h , 2 German, 2 

Preach and one I t a l i an e 



A var ie ty of factors account f o r these patterns. The tyre of oar 

purchased 'bears o, great relat ionship to the income of the buyer, and i t i s 

the wealthier element which usually prefers the large, expensive car u i th 

i t s impl ica t ion of social prest ige. I n th i s group are to he found tor 

c i v i l servants,, government ministers end many of the non- African, foreigners 

such as Lebanese traders and diamond dealers. Mont" lower income earners 

i n the car "buying range, the fac to r of costs usually outweighs that of 

prestige, and there i s a preference fo r the smaller and cheaper car. 

However, i t i s not uncommon to f i n d members of the lower income group 

running a b ig car which has been obtained cheaply i n the second-hand market. 

The demands of the t a x i industry are also very import a i t . Peugeot and 

Renault cars dominate the industry and th i s i s the main reason f o r the large 

import of 'Bbrench cars. The Renault has the. advantage of cheanness combined 

with four-door construction, an essential pie qui si te f o r a. t a x i . The Peugeot, 

on the other hand, i s expansive, naming and maintenance costs are high 

aaf i t s average l i f e as a taxi, i s only about two pears. However, the Peugeot 

d i s t r ibu to rs were the f i r s t to o f f e r favourable hire purchase terms and 

i h i s fac tor , combined vdt'n the large carrying capacity of the -vehicle, 

account f o r i t s dominance i n the taxi, industry. 

The geographical d i s t r i b u t i o n of car tapes i s pr imar i ly a funct ion of 

read cpiality, and t h i s l i m i t s the vr c of types which can successfully 

operate i n the provinces without undue maintenance costs. Thus the be stern 

.Area, with, i t s superior roads, has the f i l l range of cars, but i n the 

orovinces there i s a premium on cars which are versa t i l e , eomixct, re l iable 
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and have a good road, clearance. The ubiquitous Yolkswagen, the luxurious 

yet tough Ivfercedes-Beas and. the versa t i le Landrover, thus make up the great 

major i ty of cars operating i n the provinces, .Ainong commercial vehicles; 

the range of types i s smaller and B r i t i s h l o r r i e s , p a r t i c u l a r l y the Bedford^ 

continue to be dominant, imong vans, the French Citroen i s the most popu­

l a r , p a r t i c u l a r l y f o r passenger transport . The Leyiand. group have supplied 

most of the government-operated buses i n the past, but th i s funct ion i s 

now being taken over by Fiat of I t a l y . The in t roduct ion , i n I964, of 

the Japanese Toyota diesel l o r r y i s now providing a challenge to the dominance 

of the Bedford. A fac tor here has been the removal of the preferent ia l 

t a r i f f formerly allowed on B r i t i s h vehicles. 

Mejsel iaat i on 

A recent trend, confined so f a r to ooix.orci r ' l vehicles, has been the 

greater use of diesei-powered types. I t appears that about 50 * • of the new 

commercial vehicles registered between January 1964 and Karen 1955 had 

die sel engines. This f ac to r i s of considerable significance i n estimating 

future trends i n f u e l consumption and thus^ in/revenue from taxes on f u e l . 

As has already been pointed out, road transport now plays the leading 

role i n the movement of both goods and passengers0 The bulk of the road 

transport industry i s i n the hands of nurierous small-scale African owners 

operating at very high coats. There i s thus the need to minimise the costs 

and one way of achieving t h i s , apart from overloading or under-meiniaiming 

the -vehicle, i s by the use of the more e f f i c i e n t die sel.-none red vehicles. 

Altl'.ough the purchase r ice i s usually high, th i s i s of fse t by a ioa/ar 

working l i f e , lower running costs and thus a greater potential earning 
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capacity. Despite i t s technical aad economic super ior i ty , however, the oiesel 
engine has cer ta in inherent disadvantages nhich -bend to l i m i t i t s popularity. 
The extreme scarci ty of servicing f a c i l i t i e s , especially outside the major 
towns, and the fac t that the average driver lacks the technical s k i l l 
necessary f o r running repairs to a diesel engine, account f o r the reluctance 
of many ov/ners to make the change. As servicing f a c i l i t i e s improve, hov'/ever, 
and as manufacturers increasingly concent rate on the production of diesel-
powered, vehicles, the l a t t e r vri.ll become increasingly important among the 
heavier commercial types,, This development i s already foreshadowed by the 
grovlng popular i ty of the Toyota seven-ton diesel l o r r y . 

mmmms im ctotss 

1„ Since the I965 and 1966 vehicle to ta l s have not yet been released, 
Mr. Ho Martinez of ITigCOf S'UIT and the author, earrie d' out 
a detailed breakdown of the national vehicle -population f o r 
I965 and the detai ls appear i n appendix A. 

2, The f igure Le 1,200 (foOO) represents the meaa tier capita income -g at 
qua l i f i e s a c i v i l servant to be en t i t l ed to a car loan.. 

20ailggh4yli Preetovmu march 18, Ipog ;n. 1. 

4. kaYdrlns, 10. K. 
A 
Colonial Research Studies .do, 

°̂ .g2fll§., J lg f Lll 0 .g^ i n an iridercl.evGlpgoed country? 
A__Case S;lggggg_ of U/janda. (London• ]Ms6 1962)",' pn'Jl-"g"27" 

5. Cox-George, PgA0 ^ g o g l gm^ i n the Commerce of 
z^2:Z&S^SJ£s (^b?eetonus Govt"prTnter',"TfuoT ~pp.32-34• 
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CHAPTER 12 

TEB P f f l S l o:? TRndglO 

t' p. st q r i c_ al.. j3j^;fccli 

During the 19th century colonization of Sierra Leone, the movement of 

f r e i g h t F/id> people depended, mainly on water transport and human porterage. 

The transport system was then character!zed' by a p r o l i f e r a t i o n of small ports 

and t rading posts i n aid around the coastal are as» There was l i t t l e 

l a t e r a l interconnection and each port 'had an extremely l imi ted hinterland,, 

The 'volume of t r a f f i c was then very low and consisted mainly of the down­

stream movement of ag r i cu l tu ra l produce^ aad the up-stream movement of 

ma.iu.facturned goods. The opening of the Sierra. Leone Railway provided 

the f i r s t manor phase i n the evolution of a modern transportation system and 

formed the main penetration l ine from the sea coast to the i n t e r i o r . The 

in t roduc t ion of the rai lway, though not a direct response to increasing 

t r a f f i c , provided a cheaper and more rel iable transport mode fo r the 

economic exp lo i ta t ion of the country's natural resources. .Added, to th is 

was the construction, i n the f i r s t decade of the 20th century, of a feeder 

road system conceived as anc i l l a ry to the railway, and giving res t r ic ted 

access from railheads to the in te r ior , , I n th is formative period, the 

ent i re transport system was i n i t s barest skeleton form,aid the paucity of 

e f f i c i e n t through routes l i n k i n g producing regions and exporting ports , 

or connecting large settlements with an appreciable potent ia l f o r 

gene rating: t r a f f i c , was re f lec ted i n the low level of t r a f f i c . 

The development of the various transport modes set i n motion a series of 

spa t ia l processes and read.justm.ea.ts as the re la t ive locat ional advantages 

http://ma.iu.fac
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of a l l centres chenaed, F i r s t i n the series was the decline i n numbers 

and funct ion of a vast major i ty of the small ports,and the concentration 

of t r a f f i c on ports at the termini of the ear l ies t penetration l ines . Such 

a process enhanced, the ear ly dominance of the port of Freetown and enlarged 

i t s hinterland at the expense of smaller ports l i k e Maghvle aid. Sulima, 

whoso geographical /location rendered them unsuitable to meet the demands of 

an expanding external and. i n f e r n a l commerce0 The decrease i n the number of 

ports was also re f lec ted i n the decline of uator transport as the main 

f r e i g h t ca r r i e r . By 1920, not only had the railway caotured. the market fo r 

the co l lec t ion and d i s t r i b u t i o n of export produce and imported goods, but 

i t also dominated, the i n f e r n a l f r e i g h t and pa.ssenger market, .head transport 

was s t i l l a d i s jo in ted feeder service engaged i n short distcn.ee hauls 

from the producing areas to railheads and ports. This pattern of t r a f f i c 

readied i t s climax i n the war years of 1940-45,, when increasing agr icul tura l 

production f a r exceeded th.e combined, capacity of r a i l and water transport 

to cope w i t h 0 Perhaps th i s chaotic s i tuat ion of bo'bile-necks reorientated' 

o f f i c i a l pol icy in to considering roads a.s a. transport mode independent lp" 

cegable of performing a s ign i f i can t role i n the social and economic develop­

ment of the country. 

I n the immediate post-wax years, a t h i r d v;lh-.se i n transportation 

development wan entered. This i s reflected, i n the fen Year "Development 

Plan of A p r i l I94g/ w;:<eri roads v;ero considered an essential economic need and. 

were ax? corded top p r i o r i t y f o r coicme nee meat. hem roads wx?e mailt coniocfin 

the major urban, cent .res and the s l igh t rail/road, competition of 19)0 now 

http://distcn.ee
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entered a severe phase. Bp 1950 road transport hod 'become the dominant 

f r e i g h t ca r r i e r . The f l e r i h i l i t y of road transport and i t s greet a b i l i t y 

to meet the changing demands of an increasingly complex and. hvterogeneous 

f:nefght makret, I n contrast to Idee slow and I n e f f i c i e n t railway, male the 

former a. more re l i ab le transport mode. The r a i l r a y has now los t t r a f f i c to 

road, trans: .-ort^ .jnst as water ways lost t r a f f i c to the railways i n the early 

years of th i s century. 

The above appraisal I s an attempt to present i n chronological order, 

the development of the various transport modes i n re la t ion to t r a f f i c . 

I t can bo generally summarised, that the level of t r a f f i c has oroyresslrely 

increased aver the pears^but the dominant transport modes la. ba r l ing such 

' t r a f f i c , have changed from waterways through the railway to roads. I t i s 

perhaps more r e a l i s t i c to view the entire sefaience ws a continuous process 

rather than as a sein.es of disjointed, h i s t o r i c a l stages*. 

The ,Pdy ŝynt_ Level of Bead T r a f f i c 

I n the detailed, analysis of t r a f f i c , emphasis w i l l be laid, on road 

transport, f o r t h i s mode presents the d.oninart and in te res t ing pattern. 

T r a f f i c on the railway and inland waterways w i l l only be mentioned 

£il..byarlmd'.gj seeing that the subject has already been given elaborate t rea t ­

ment i n the chapters dealing with the respective modes. Road t r a f f i c I s • 

isolated, fo r special discus si on 5be cause roads constitute today the pr inc ipa l 

medium f o r the movement of goods and. passengers i n In ternal commerce. The 

main source of information about t r a f f i c i s the serie s of t r a f f i c counts 

carried, out by the T r a f f i c Section of the minis t ry of Works. I n each of 

the f i v e d iv is ions , there are appropriately 50 census stations at which, counts 

http://sein.es
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are carr ied out f o r a period of one peek i n the months of January and July. 

Although such, t r a f f i c census data have been collected fo r several years, they 

are essent ia l ly a volume count, and virile some attempt has 'been made to 

determine c l a s s i f i c a t i o n and weight valies, no re l iable s t a t i s t i c s have 

emerged. I t i s most l i k e l y that t r a f f i c peaks occur i n the harvest oeriods 

of May, October and hoaember, but i n view of the fac t that a i l counts are 

carried out i n January and July, i t i s not possible to determine peak move­

ments, Eoaever a 20-2ag t r a f f i c increase over the volume of January and 

Juky i s estimated 0 

The t r a f f i c flows recorded i n the counts show a wide va r i a t i on . The 

higliest f igu re was 1719 vehicles per 24-hour dag on the main highway from 

greet can (mile 2) 5 or nearly "g2 vehicles per hour. The lowest value of 2a 

vehicles per day was recorded on the new kambia-Samaia road i n the horthem 

Province, T r a f f i c density i s , to a large extent, a r e f l e c t i on of the level 

of urbanization and economic product!on» Hence the higies t t r a f f i c i s 

found i n the primate c i t y of Freetown and i t s environs while, outside the 

western Area, the Southern aid Eastern Provinces y&th t he i r high levels of 

commercialization, show high t r a f f i c densities. The economically-backward 

I or them Province exhibi ts the least t r a f f i c volume, i t a point i n the 

Central 'business D i s t r i c t of Freetown, sample counts have revealed over 

16,000 vehicles per 12-hour day, and the peak hour t r a f f i c at th i s point was 

about 3500 vehicles per hour between 12 noon and 1 e0m0 These very high 

values b.8,ve no counterpart elsewhere i n the country. 
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The general pattern as seen I n Pi go 12 01 i s lev. the f low to diminish 

sharply with distance from an urban area, erpgiasising; the t r a f f i c generating 

capacity of urban cent re s0 

The t r a f f i c f low mac f o r I965 gkwes a clear pic tare of the d i s t r ibu t ion 

of t r a f f i c on the reads0 Abort a t h i r d of the census ooinfs recorded fj.ows 

of 0-100 vehicles par day, an appreciable number of points recorded flows of 

401-500^ wdilst the points recording "1000 and over" were very few and 

confined to the Freetown area. I n most cases, there i s a general correspond­

ence between road type and volume of t r a f f i c s the bigger flows are 

concentrated on the main roa.ds while smaller flows are confined, to the 

minor roa.ds• This pattern at times breaks down vlen a minor road loads to 

a newly opened, diamond mining s i t e . This was the case on the pa prima-Largo 

roa.d i n the henena Hi. s t r i c t 5 who cm t r a f f i c rose from under hp to the rnprece--

dented leve l of over 200 vehicles per dag i n three weeks. The average-

flows f o r the V/estern Ares, aid the three Provinces are shown on Table 12.1 

TABLE 12.1 REGIONAL TRAFFIC FLOW 1965 ( V e h i c l e s per 24-hour day) 

Western Southern E a s t e r n Northern National 
Area Province Province Province Average 

54-5 Vpd 274 206 168 250 

Source: M i n i s t r y of Works: T r a f f i c Census 1964. 

Cio: gg;gg'blop_of Tradeic• 

The previous section has given Only, a volume r® asure of t r a f f i c 

without reference to tyre of vehicle<> The general absence of data.-has 

oorwelled the tapping of a number of separate sources to present soma f ind 
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of pgneral picture of the re la t ive importance of d i f f e r e n t Pines of vehicles« 

Evidence from vehicle counts at f e r r i e s sugrest that , from .the ear ly period, 

of road transport development to the immediate postwar years, t r a f f i c mas 

mainly composed, of l o r r i e s with an ins ipr i i f l ean t proportion of errs and 

l i g h t vans." This was to he erp.roted i n a country ehore resource u t i l i s a t i o n 

was s t i l l at a very low l e v e l , and incomes for t e hulk of the population 

a/ere so meagre that omership of cars 'was mainly res t r ic ted to the few 

colonial, servants and. tie foreign merchant community,, This pattern seems 

to have charged i n the late IpiOs^ and the proportion of cars an'" l i g h t 

wars has steadily increased, at the expense oh lorries^ with a l l factors 

point ing to the continuation of th i s trend.. 

The 1965 annual t r a f f i c count shooed that approximatel;y Segp of t r a f f i c 

was composed o l cars and. l i g h t vans as against y:fh l o r r i e s , buses and. 

owtra-heavy vo nicies ( .. ..V) 0 However, th i s broad, pattern ^exhibits 

regional variat ions connected, with level of urbanisation, jni.ni.np: a a t i r l t y 

one agricr brb mar al production,, Table 120 2 attempts to nor trap- such variat ions, 

oh 00 sin. ; roads situated i n d i f f e r e n t are as^in order to establish a causal 

relat ionship between the various patterns and the relevant geographical 

phenomena. 

Table 12.2 shows the predominance of the 11 hater types o •'. •vehicles 

i n the 'western Area welch i s a r e f l e c t i o n of the h i ah leve l .o f urbanisation. 

This pattern i s repeated to a, lamer depree i a the immediate hinterlands 

of provincia l urban centres l i ke bo with. 67.61, Kenema 57 «4?^ baker.! 

h7'olg of t o t a l t r a f f i c represented, by cars and l i p h t ua.us0 however, with 

Increasin.'-v distan.ee from me,io3?.urban centres, tho composition of t r a f f i c on 

http://erp.ro
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TABLE 12.2 

Road 

Freetown -
Lurnley 

Freetown - 2,8.5 

Regent J u n c t i o n 
Bo ~ Freetown 30-; 
Kenema - Koidu 2,6.3 

Makeni - Bo 22.5 

'REGIONAL "VARIATION IN TRAFFIC COMPOSITION (%) 1965 

Cars L i g h t Vans L o r r i e s EHVf 

56.1 24.1 16.2 

32.9 

25.3 
20 

15 

32.6 

44.7 
44,6 

62.5 

6 

Census 
Point 

Mile 4 

Mile 10 

Mile 68 

9.1 Mile 38 

Mile 37 

Source; M i n i s t r y of Works, T r a f f i c D i v i s i o n , Freetown, 

the highways changes with a. rapid decline oh l i g h t e r -vehicles aid an 

increase i n heavier vehicles. This trend i s well i l l u s t r a t e d i n Fig . 12,2, 

The conclusions to he I r a n i from these facts i s that cars arm. l i a h t 

vans mainly con.s-iita.te locwi t r a f f i c i n urban araa,s5whi].a l o r r i e s represent 

a. brae proportion of through t r a f f i c , -the provincial var ia t ion i n t r a f f i c 

composition i s also a fac tor of urbanization and economic activity-. The 

horthmrrhProvluce ? whore these are least d ••reloped, has a, hia;har proportion 

of lorr5.es on the roads^ while the Southern and hhpstern Provinces with t he i r 

higher l eve l b'f economic a c t i v i t y , have a. greater proportion of l i g h t e r 

vehicles, minor road.s generally have more lo r r ies and major roads tend 

-bo carry more l igh te r vehicles. There i s even a s l ight correspondence 

between ' t r a f f i c -volume and composition^ the logger the volume, the higher 

the proportion of l i gh t e r vehicles. 
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The Ch;ov.kb pfTrsfilc^ 

Whilst kaomLodr-e about the -oresent level and. composition o f t r a f f i c i s 

essent ial , i t i s also of great sigGificsn.ee to hove some idea; of tlie map-

l a which t r a f f i c i s growing over time 0 Such knowledge w i l l f a c i l i t a t e the 

ra t iona l planning of tne road netvTork to meet future demands of the country. 

This i s important i n a, cou-.itry l i k e Sierra Leone where the road system, 

despite the controversy of the r a i l / r oad idea l i s t s , constitute the principal 

a r t e r i a l network ta.rou.ah which must be transmitted the urgently recurred 

agencies f o r economic and social development. I n addition to the usual 

Ik 0. W. bi-annual t r a f f i c counts, other indices w i l l be used here as 

evidence of t r a f f i c growth. F ig . 12. b attempts to sort ray the growth rates 

of pe t ro l consumption? motor vehicles and f re igh t carried both, by roar, 

aad r a i l ; f o r these consti tute a. true re f l ec t ion of t r a f f i c growth, on 

roadso 

I n the early period of road, development, certain factors n&lit.ated 

against the growth of t r a f f i c . Prominent among these was the deliberate 

po l i cy of not constructing a di rect road l i n k between 'the cash cror areas 

and. the main port of Freetown so as to protect the interests of the rs.iivpy 0 

Sven the I 9 4 I break-through., wren the army constructed the f i r s t road, 

l i n k between Freetown and Pi le 47, subsequently extended to humrabal 

KamiIIa i n the hortberu. province, f a i l e d to stimulate a rapid, development 

i n road t r a f f l c 0 I n the ear ly post-war years, t r a f f i c increased, ste.dily 

arb. I n the- 1350s, had. reached sued; a volume that the slow mowing, hand-

propelled, f e r r i e s wrier: plied, the major r ivers , ware i n no way capable of 

http://sigGificsn.ee
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d.oaliny with the aesaior are-• iaaier l o r r i e s that hah re-.ale cod those 01 

war~ti;ae or!, i n . The need f o r repiscina; the* iiaG~ns.stiny f e r r i e s or 

del ( fen coalo. no Ion*:;er be over looked, and acoordlnsbaa a aror"raim::e fo r the 

construction of twelve new baidr.ee was bayan with Colonial heveloaireat era 

dab. fere finals. The; oaoainy of the mayor roar bridyps fo r th.e f i r s t t i r e 

provided f e r r y - f r e e di rect routes l i aa iaa Freetown aid provincia l celitres,, 

The re su i t ing increase i n t r a f f i c was alarslny aid the consesusn^es were 

ref lec ted i n the briskness of trade,, together with i n tease sad enteasave 

deter iorat ion of l a t e r ! to roads whose low osxi.ying capacity ho/1 now been 

sera r e ly over tared* 

.ilthoaya tae u;ovfS.rd tread i n t r a f f i c has beer, ' r is ible on a l l roads, 

fas o iy 'as i iaoresaes have occurred aainla on ias arLanbail hd 'haarso 

Table 12 .3 waiai aorfrays the anna aye aolune of t r a f f i c f o r the years IdoCy 

•ah-2 era. laaly eased, oa census coanfs collected froa. the f i v e aain roads 
o 

i n each real on/" conoluabvely indicates that t r a f f i c areata sea been moat 

rapid hi the be stern .Area eae least i n the Northern Proaaae „ 

TABLE 12.3 AVERAGE VOLUME OF TRAFFIC 

Year 
Southern E a s t e r n Northern Western 
Province Province Province Area 

1960 120 . 113 140 150 
1962 200 2,80 230 275 
1965 280 370 250 46o 

Source: M i n i s t r y of Works. 

A cansel eayleaa,tio:i of such yroath yetteras aey be foara i a o coteirjanvana.d . i 

d is la tbat loas , proriaeai eeaaa allied are the 1 station of a ran era aroaacisev 

aroas5 urban centres and ycar l t i o a . another i n xrrteai factor i s inter-nad.e.l 

http://baidr.ee
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cossmillion i n the form of r o l l arid mober trans' am: b0 The phoomnsrial 

pimvfbh i n the hasfcen yroalroo to closely limbed, to "bio foot that the cash 

crop pro/'ooio.o" and diamond. vn.ni.np; areas are a l l loo--tod. t he r e I t i s 

i n these • ooovin^co f a r t i r r f f i e p;rombh on pinna reads i s s ipu t f foant , 

especially those Servian; nlniop o os.s 0,3 i s too co.se as.th t i e ?enpp:naa-~herpx> 

rood cited ear l ier . - I n Sierra. Leo.no., trabslc f l o r i s much affected by 

torn sise and reference to tbe T r o f f i c hlon Ihnnmfor rg'b2 (hipy 12.4) and. 

i';}o55shon tha i t r o f f i c growth i s most pronounced, on roads linlains; larpp 

urban centres,, 

in out standing feof uae of road t r a f f i c i s the amount of t r a f f i c that 

has 000:;:. di verted firm, too government railway. Evidence i n F ig . 12.5 

points c lea r ly to the decline of t i e rehiaaay as an important f r o i p h i cerrier 5 

and the coaaeoreni lampe emaension of road t r a f f i c 0 honorer expansion due 

to th i s car.se i s largely res t r ic ted to the ra in roads of the Sor.th.era and 

hi astern Provinces, wh.ere th.e railway onoe played a:; importont role i n 

f r e i g h t movey.est« I n the boahhema Province, the railway has no.vor r ea l ly 

been tmapoe-mui and i t s decline lias not greatly affected road, t r a f f i c The 

incrsa.se I n general economic a c t i v i t y i s 'bound to show i t s e l f i n an increased, 

demand, f o r road, trans;oort 3 which m i l sustain the oresoai upward trend i n 

t r a f f i c growth f o r many more pears, however some magi roads ah 1 1 i ne v i t a l i ty 

hLoce t h e i r t r a f l i c as more ra t iona l road alipnmonts rare adorted sod irrh.o;aoated 

This h.o.s a.'lieady 'been the case with the Yonibasa, - hole - ho fads,, whose 

t r a f f i c declined Prom 2pO to less than p(3 vehicles oar day with the 

completion of the more direct ana. shorter mile ;'}! ~ Taiama ho road, The 

same may harrpen to the hoid.u - ICeaema road v/hon hono t r a f f i c i s re-routed 

http://vn.ni.np
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to the xieiT Jaiama - Massingoe - Freetom road' axis, vvhich i s 91 'nd'los shorter 

than the prasent route „ 

Pattern of Commercial T r a f f i c . 

On th i s subject, there i s no published dates hence a series of small-

scale Blarneys of eoniEercial road t r a f f i c lied, to he carried out around the 

main transport centres^ i n order to supple moat the meagre s t a t i sties on 

road t r a f f i c published by the I f l n i s t r y of Works, I t should be stressed 

tha t , although the information i n th i s section provides the basis f o r a 

general!nation of the commercial road pattern, the number of "vehicles 

thoroughly examined i s small. Hence the re salts aie rather i n cone l u si ve e 

The -vehicles surveyed are those much could be i d e n t i f i e d as being engaged 

upon commercial business. Those omitted, though regarded as pr ivate , may 

have some commercial in te res t which i s rery d i f f i c u l t to evaluate. The 

bulk of the vehicles examined consisted of l o r r i e s , l i g h t vans, taxis , 

buses and tankers.^ 

The main fea,ture that emerges i s that t r a f f i c tends to Polarize around 

the major tonus f o r here are concert rated the bulk of commarcial a c t i v i t y . 

This does not imply that conmiercieljbraffle i s very localized.? on the contrary, 

a 1:. rge proportion i s made up of through t r a f f i c . The bulk of the 

commercial vehicles s tar t and. end t h e i r journeys i n tonus, but the tonus may 

be separated by as much as ;>08 miles. 1 sarrey on the Freetova - b i le 47 

road, \h ich i s the most important i n the country, snored that 'Yfo of vehicles 

interviewed had. an average length of journey of 152.5 lailesyvMle 19g had 

245.4 • r-$---c replacement ox' f e r r i e s by bridges lias introduced a small 

proportion of long distance t r a f f i c , mainly on the Freetovu-Kbidu ran, 

file:///hich


but t h i s dwindles to an i n s iga i i i cnn t level i n the rainy season as the 

X ate r i t e roads deteriorate and 'be coiae impassable. Local t r a f f i c i s important 

i n the iirmcdieie hinterlands of urban centres orb. tend to vary" d i r ec t ly 

with the size of the torsi. Freetown has the are-test level of local, t r a f f i c % 

abort 70; • of a l l t r a f f i c i n the Vie stern Area i s l oca l , consisting mainly of 

cars and l i g h t vans (poda-poda) enyased i n pas sense r movement as/:1 e oiraroc.it y 

d i s t i l b u t i o n . I n the provinces ? loca l t r a f f i c i s rather l imi ted seining 

mainly as a l i n k between towns and the surrounding rural, e.rea.s, ana lo r r ies 

are not important i n a f f e c t i n g those l i n k s . 

From, the ear l ies t stages of road transport developmerit, demand was 

meinly f o r a combination of passenppr and f r e i g l i t service. Even at the 

present stage of economic and social development ? mLth tlie decline of the 

railway and the eme licence of road transport as the pr inc ipa l car r ie r , the 

nature of tire demand has not changed, appreciably. This demand i s met by 

an assortment of 'vehicles ranging from Land Rover Station wagons to trucks 

known throughout English speeding feet Afr ica as 'gammy wagonsUA The 

l a t t e r he.ve standard truck bodies i n t o which, aad occasionally on which, 

passengers and f r e i g h t are p i l ed torether. However, inc ipient specialisation 

i n -vehicle types, a feature common to a l l best Africa., has introduced 

p r iva te ly owned buses catering p r imar i ly f o v inlor~u.rben passenger t r ave l , 

thus breaking the mammy--;7Rgo.a monopoly oa. passenger services 0 This new 

trend i s a step forward i n the progressive evolution of a modern, specialized 

t ran snort sys ten. 

Tae Road Transport Corporation, (RTO) , f o r v o r l v Road Transport 

Department (RTD) , vans introduced i n I f f f but res t r ic ted i t s services mainly 

http://oiraroc.it
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to Freetown, end. i t s environs. However i n 1955 i t started a provincial 

service l i n l i n g ; „?xe8to\m with Makeni aid Port Loko, out t i l l s proved a 

f a i l u r e due to lack of patronage. I n 1Q ag the ETC extended i t s bus services 

again to the provinces providing regular dag runs from Freetown to Port 

Loko? Lunsar, hokeni, Bo and Kenema0 The PTC caters f o r r h • passenger t r a g i c 

•Oflty • v and since i t has to compete ?ath. the railway and private l o r r y 

operators i n t h i s market, fares charped. are usually f a r below the cost of 

producing the service. Hence i n the f i r s t year of operation, i t shored a 

d e f i c i t of he 2A2,000. To o f f se t t h i s d e f i c i t , the ETC might revise fares 

upward, 'but t h i s car. be f a t a l especial ly with growing competition from 

private bus operators and goda-podas undercutting rates. A second course 

would be to explore new routes which are not now served by an organised, 

form of transport , yet have a substantial t j ; a f f i c po ten t i a l . Thi rd ly the 

ETC should enter seriously i n the f r e i g h t business by acouiring a large 

f i e e t of heavy 1orr ies . 

Freight movement by road i s complex both i n the type o? load and. 

the organisation of commercial ca r r ie r s . Vehicles examined were found to 

be t ransport ing a gieat va r i e ty of goods with, export commodl/bies l i k e 

cocoa, coffee and palm-kernels predominating on the ndopn t r a f f i c " . Imported 

goods ran r i ng from mining ruichinery through, cotton fabr ics , petroleum products 

to radio sets, dominated the "up t r a f f i c P r o d u c e f o r local consumption 

was d i s t r ibu ted on a l l the roads. The only patiepp that emerged i s a 

geoiraphlcal d i s t i i b u t l o n of f r e i g h t types i n that , I n the south , .ad ea.st, 

cash crops appear much more f requent ly i n f u l l l o r r y loads, while the 

economically backward, north, i s characterised, by a greater proportion of 
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l o r r i e s carrying an assortment of f r e i g h t and passengers,, 

The movement of t h i s varied assortment of goods reauires the use of 

d i f f e r e n t tapes of equipment, the coordination of vehicle schedules with 

the receiving and shipping schedules of the oust omeia and a complex 

system of ohargeso These fa,ctors dictate the need f o r the closest re la t ion­

ship between vehicle operators and users*, I n Sierra. Leone , regulatory control 

re qui .res tha i commercial vehicles be registered in to "A" or ! ? For-hire ! ! 

l o r r i e s and "b n or "private" l o r r i e s . Class "A" l o r r i e s are required to 

•:ywwmio aiywhere but can only transport the owaerTs •\oo'"s0 Reliable police 

opinion unfortunately confirms that enforecement of these reputations i s 

impracticable owing to evasions by vehicle operators. These two classes of" 

l o r r i e s , despite the i l l e g a l dupl icat ion of services, s a t i s f y the road 

transport needs of the country. Big commercial f i rms and h i y r l y ca . l t a l i sed 

traders of ten r e ly mainly on class U B" vehicles to carry the i r goods, bat 

with the recent r e s t r i c t ions favouring Sierra Leonean transport operators, 

i t i s most l i k e l y that commercial f i rms w i l l increasingly come to u t i l i s e 

class "A" vehicles. Small-scale traders and other individuals solely 

depend on class f ' r u vehicles. The traders usually carry commodities f o r 

sale to a market pointy or occasionally contract with, l o r r y operators f o r 

the del ivery of g r r s . I t i s f o r such small-scale shippers throb the mammv-

wagon with i t s pa.ssenacr/f reight combination i s aa. ideal ca r r ie r . This 

type of transport,, ?!ih i t s f I s r r i b i l i t y i n securing f a l l loads, has 

e f f o c t i v e i y served the socialand, economic development of the count ry^ and. 

mlniilwed unc.er--utl.li sat I on of capacity. 

http://unc.er--utl.li
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The main problem i n the i o r - h i r e carr ier system i n the d i f f i c u l t y 

of small shippers, i n ensuring that t b e i r roods are carried to t he i r destin­

ation without damage or loss 0 The availanla alternative of ei ther 

accompanying tha goods or h i r i n g a whole truck fo r a small shipment are 

time-wasting and uneconomic„ To achieve e f f i c i e n t u t i l i s a t i o n of tha f o r -

h i re service,, i t 'w i l l 'be necessary f o r th.o small unorgaa.i seel truck owners 

to merge i n t o f i n a n c i a l l y strong regional or national t ruck f l e e t s . The 

emergence of such large-scale operations w i l l minimise the problem of track 

caaaaity under-u i i l i sac ion incident on specialisation? improve the return 

load problem aad provide adequate security for small snioaers. This i s a 

basic pro re qui s i to f o r the economic transportation of f r e i g h t ana maximum, 

u t i l i sa i l on of e o- -iament. 

aa^hs^k^hdhb ,°h, A ada !f aria 

The u t i l i s a t i o n of capacity by road transport i s a question of great 

p rac t i ca l importeacej f o r many transport owners hare complained about t i e 

iwise r ~ u t i l i se.tiori of t h e i r vehicles;, vbale some observers bane rotated out 

that no vehicle over runs below capacity.5 The last observation i s an 

obvious exaggeration,, since no transport industry- could onereia at f a l l 

capacity a l l the time, glvea. th.e uneven spacing of demand geoaraebically 

arid i n time. The actual pattern i s thai; u t i l i s a t i o n of ca.aa.city f luctuates 

depending on such factors as harvest season, climate aw'' vehicle destination. 

Tie measu.rejj.ent of the u t i l i s a , t i on of capacity- presents great d i f f i c u l t i e s ^ 

since i t i s impossible to obtain any i.af ormat5. on about the aeiaht of f r c i y h t 

carr ied . I t was f i n a l l y decided to record eaeeeity under broad, categories 

s imi lar to an. ea r l i e r ejeoerimaai 'by tha Public llasis Department. The terms 

http://ca.aa.city
http://measu.rejj.ent


' f u l l ' a:ab 'empty1 used 'be tow are f a i r l y BO lb eaaianatorgg bmt 'ham? f a l l ' 

i s l i ab le to subjective var ia t ion and shoal- be treated, with more cant-ion. 

I n too I 'jyOs and. early IfeOs, cow.nis on the f e r r i e s re-yealed. - that al­

io ast 50'b ob a l l l o r r i e s were t r a v e l l i n g erevtya0 Such low u t i l i z a t i o n of 

capa.city can. la rge ly be related, to the then low level of economic 

a c t i v i t y , e f f ec t i ve competition from the railway" ana a popa.la.tlon inei wa.s 

not very mobile 0 However the pattern ha,s chaaged. i n the IfS'Os and a 

higher proportion of capacity i s now i n f u l l use. On most of the main road. 

I t i s usual to find, that 55b' of a l l commercial vehicles are t r ave l l i ng f a l l 

4ga ha l f f a l l and. only I9-I ' empty, 7 The sea.sonal f l i i o t aa i ion i n capacity 

i s a. r e f l e c t i o n of c l imat ic control on some of the economic ac t i v i t i e s of 

the country. I n the- rainy season, agriculture and diamond, joining are at 

a low level of production and people tend to be less mobile„ I n the dry 

season., horvesiing of crops begins, African a l l u v i a l diamond mining I s i n 

f a i l operation and the population once more bo comas mobile, hence the 

greater road a c t i v i t y i n the dry season wheaf r e i - ht and passengers are 

e a s i I j ava •. 1ah1e„ 

hnother feature to carnage from the analysis I s the recal ler r a t t e in 

of capacity u t i l i g a t i o n on the down t r a f f i c t o , and the up t r a f f i c from, 

Freetown. I t I s observed that the proportion of empty vehicles i n the an 

t r a f f i c i s usually smaller than I n the down. This Is due to the fac t that 

fraetowa, being the main por t , o f f e r s greater p o s s i b i l i t y f o r f r e igh t 

end i s the hose of operation f o r many vehicles» The down t r a f f i c lacks 

the advantages of a b ig t r a f f i c aenoraiing centre libra 'Freetown; "oassengers 

http://popa.la.tlon
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and goods have to he collected from r e l a t i v e l y small dispersed centres 

and competition i s severe. Hence i t I s not surprising to see lo r r i es on 

the dom t r a f f i c , loaded, wl th f i r e wood which i s sold I n Freetown to "cover 

the cost of p e t r o l y as the drivers succlntly put i t . This excess capacity 

i n the dowi t r a f f i c run has i t s e f f ec t s i n causing ridiculously low freigivi 

rates for cash crops l i k e cocoa and coffee, a s i tua t ion which i s being 

exploited by the Sierra he one Produce Marie t i n g Board, Such excess 

capacity i s not encountered, on the Inte.r-provi.nee t r a f f i c , although there 

are fewer f u l l y loaded vehicles while some are dangerously over-loaded. 

The pattern here I s f o r most vehicles to be ha l f f u l l . 

Last ly one can conclude that a large proportion of t o t a l capacity i s 

I n f ac t u t i l i s ed , , The proportion of l o r r i e s running empty I s small and 

most are f a i r l y f u l l a l l the time. This s i tuat ion has been great ly helped 

by the lack of any o f f i c i a l po l icy fo rc ing special izat ion, tans makmig the 

industry very f l e x i b l e I n being able to combine both passengers and f r e i g h t 

to avoid u i ide r -u t i l i aa t lon of capacity, Hov/ever, the increasing demand, foe 

specialised -vehicles, p a r t i c u l a r l y f o r d in t r ibu t ion work, I s l i k e l y to 

introduce a higher percentage of empty running on return t r i e s to Freetown 

where a l l the new industr ies are concentrated. To avoid th i s excess 

capacity, i n d u s t r i a l planning must be reorientated from the -resent 

concentration i n Free to rn , to a more even d i s t r i bu t ion that w i l l ensure 

f r e i g h t a v a i l a b i l i t y on a l l the vehicles ' nms, 

http://Inte.r-provi.nee
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Conclusion 

One feature Hissing from, the above analysis of road t r a f f i c i s the 

Origin and j)estination(o 1 D) } series n i t h I t s corol la ry of t o t a l 

•vehicle/mileage ever any period of time,, Several attempts have been m.ade 

to co l lec t 0 1 D data hut;, despite t he i r v i t a l Imaortance I n elemning and 

progranmlna- a ra t iona l development of a h i t o y sps teng the uncooperative 

a t t i tude of vehicle operators has consistently f o i l e d these attempts. 

An Intensive educational programme aimed at maldng vehicle operators 

appreciate the d e s i r a b i l i t y of 0 & D s t a t i s t i c s is a necessary -orelu.de 

to any serious co l lec t ion of such data. 

i r i n a l l y , the pattern of road t r a f f i c revealed by these survey's i s one 

of a vigorous aal ?,© 1 1 - u t i l i s e d industry engaged, i n servinig a market fo r 

passengers and f r e i g h t . The market, despite i t s considerable s i re , i s yet 

not developed enough- to 'be s p l i t i n to specialized sections. A great 

majority- of vehicles are engaged i n transporting; a large var ie ty of roods 

I n conjunction p i t h passenpers. The passenger sector forms a very important 

part of tine ent i re industry, espoola.llg' i n the diamond mining area, phere 

a, large concentration of people and economic a c t i v i t y are most e f f e c t i v e l y 

served, only by road transport 0 

"o"' 'n<! p r p-y;i •;: pn"i pnnpp; 

1 . Road Transport Rent. Annual Be port, (ireetovrg Govt, p r in t e r , 194- 1-) P° 

http://lu.de
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3o l a t h the help of la v i s iona l Ikiglneers, the author carried out i n late 
J-foA arid ear ly l f 6 5 ? a series of sarnale t r a f f i c census 
around the important t ra ispor t a:; aires. The data obtained 
hare been great ly supplemented, by the results of another 
7-day t r a f f i c census (June lb66) i n waich the author 
a a r t i c i p ate d 3 at hai ie * p o st A'T, by IT AhC Oil SUIT. 

4o I n hberia there are no %arrsy~wa.gonsn i n th.e funct ional sense used i n 
th i s oarrant. Lorries do not generally serve a combination 
of f r e i g h t and paasengar denaady the industry i s r e l a t i ve ly 
more specialised with taxis, ana buses cate:aing almost 
exclusively f o r passengers? while lorri.es concentrate on 
h e i g h t , 

5» personal co.nversa.tion with Yaaba Eemara, Secretary, Motor Drivers 
Union 3 Preet o'' .n ? .a o' ) O . > o 

a, i t l n i s t r y of Works, Tlrgeubliahed Data on vehicle Counts at Ferry Crossings 

7. Road Transport Dept. .̂ japrppl Report, (areetowis Govt. Pr inter , 1952), a 

http://lorri.es
http://co.nversa.tion
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COOTS, ixmm ATD (r-:iiu;ss n ROAD TIUISPOBT 

The chapter i s solelp devoted to road, transport f o r I t i s here 

that very l i t t l e i s haoeoi about the structure of costs, rotes cud char .res 

and tie complex fac tors influencing: them. There i s already" an ..appreciable 

amount of l i t e r a tu r e on the structure of r a i l costs, rates and charges. 

Devoting th i s ent i re chapter to road transport i s la rge ly j u s t i f i e d by 

the fac t that i t i s today the moot important transport mole, and. the only 

one where the faators of sum sly ana demand play a tremendous role i n prancing 

the service. I t i s also of i n "barest i n that i t represents a major avenue 

f o r indigenous African Investment, and a s ign i f i can t testing; ground, f o r 

the Sierra Leone an 13 a b i l i t y to part icipate p r o f i t a b l y i n the economy of the 

cor very, f i n a l l y i t s tremendous significance to the society and. economy of 

the nation i s not matched by a s imilar level of documentation?; hence the 

utmost need to • a el. am ;;y d e t a i l , the cost structure, pattern, of rates end. 

charges_j and the various con t ro l l i ng factors I n the road transport industry. 

Cost of .Bo ad Transport 

The cost of road transport to the consumer of the service1- I s a a' ict loa 

of rates and charges vbaich. are again dependent on the cost of producing 

the service. I t i s common fo r the cost of u t i l i s i n g the service to be 

direct],y related to the cost of producing iigabon there i s anti-re competition 

and. when government regulations neither prevent free entry nor regulate 

prises i n the industry . I n Sierra, Leone, road, transport i s characterised 

by a, lo.reo .number of small-scale operating uni t s , host f r e igh t and. passengers 



3 0 d 

are dispersed l a c onro ora t i ye Xy swell cum t i t l e s , hence the incentive to 

ope rote large f i rms i s minimised, 'because the advantages oh ecoaoEh.es of 

scale are l a c ' i n g , Ibu.evor,' with increasing agr icu l tura l production and 

r i s i n g consumption patterns, f r e i g h t a v a i l a b i l i t y r i l l i n the near future 

i m p r o v e T h i s w i l l encourage the development of large-scale uni ts of 

operation and func t iona l special isat ion i n the industry,, f t present, the 

predominance of the small-scale operators makes fo r a, high, degree of i n i r a -

mndal ccj'-vpetitian3which helps to keep rates i n l i n e with cost especially 

on the more frecue-ate d. routes,, 

A c orison obstacle i n the fo l lowing analysis i s the extreme d i f f i c u l t y 

of obtaining accurate cost and. revenue data. The reasons f o r th i s vary from 

the operators 1 suspicion that such inou i r i e s may be so nehow related to 

taxat ion, to the fac t that the practice of accounting has not yet developed, 

to any ex ten t among transport operators. Thus the infoaTantion gathered i s 

of l imi ted general eg' l i e ad i l l t y , and only represents the broadest picture 

of costs and receipts - f o r t h i s was a l l the de ta i l t ha t most operators 

honestly possessed, forever , addit ional i u foma t ron obtained from veh ic l e 

dealers and insurance f i rms , has adeem; i e l y sua hi, ;acuted -gya d-ia obtained 

f rom operators, so that a not t e r n of cos ts , rates and charaes, has cventue.ll 

emerged ; phi eh, though highly generalised, i s f a i r l g representative of the 

small f i r m s . 

Costs of vehicle operation 

The cost involved i n vehicle operation can be divided, in to three groups 

F i r s t , there are the costs which are d i r e c t l y related 'bo the vehicle n i l s age 

run, such as f u e l costs, lubr icants , tyres, repr.ris and maintenance 0 

http://ecoaoEh.es
http://cventue.ll


Secondly, there are the overhead costs which do not vary with mileage: these 

inclr.de insurance, l icensing and re g is t r a t i on fees awl the nays a of drivers 

and arureniiees. F ina l ly , there i s a. t h i r d class o;f5 costs which relate 

to the car-ital. a.sed i n obtaining the -vehicle, arch as the depreciation 

charge and the interes t charge on the capi ta l , especially i f th i s i s 

borrowed i n the form of a hi re purchase transaction, i l l three costs 

con be normally quantified., but i n Sierra. Leone, the relevant information 

i s so l i ra . tod that only case studies can be r e l i ed upon to wive an idea 

of these costs. 

The example to be considered below i s that of an owner operating 

only on a small -scale. He has one vehicle , a Morris Yan which i s used 

as a upoda-podau and caters f o r both, f r e igh t and. passengers engaged on 

short jouruo; TP, The vehicle i s new aid was arowliod with a body. The 

l a t t e r point i s s ign i f i can t because most big commercial l o r r i e s are 

imported i n the form of a chasis with, engine mounted $ the bui ld ing of 

the t ruck i s the owner's responsibi l i ty, , Such trucks are invar iably constructs 

with plywood and cost from Le 240-Le 2505and th is increases the t o t a l of the 

overhead costs. I t i s evident from Table 13.1 that tiwa annual costs, 

without msirlng provision f o r depreciation or p r o f i t , amount to Le 297go20 

which i s Le 247.80 per month or Le 9.50 per working day. The vehicle 

concerned i s a pa t ro l powered, engine and fue l consumption alone accounts 

fo r over b0% of the t o t a l annual costs 0 f o r diosel commercial 

vehicles with, a better f u e l - mile r a t i o , costs tend to be lower, about 

l0 - 35/y of t o t a l annual cos t s . 1 

http://inclr.de
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TABLE 1 3 . 1 EXAMPLE OF VEHICLE COSTS - Morris Van (Jan - Dec. 1966) 

1 . C a p i t a l Costs I n Leones 

Purchase of V e h i c l e 2200 .00 

2 . Overhead Costs 

L i c e n c e and R e g i s t r a t i o n Fees 130 .00 

Comprehensive Insurance 464.10 

Wages 288 ,00 

882 .10 

3» Running Costs 

P e t r o l and L u b r i c a n t s I560.OO 
Tyres and Tubes 7 3 » 6 0 

Subsistence Allowance 156,00 

Major Repairs 178 .00 

Minor Repairs 3 5 « 7 0 

S e r v i c i n g 2 ? « 5 0 

Spare P a r t s 6 1 . 3 0 

2092.10 

T o t a l Annual c o s t s ( 2 + 3 ) 2974 .20 

ho mention has been made of depreciation charges, hut th is i s a.i 

important element, since i t s accamalated value-) should he s u f f i c i e n t , at 

the end of the vehic le ' s economic l i f e , to replace i t at the earneai ericeo 

This loss of va-ue i n the vehicle i s tha result of two causes. The f i r s t 

•wear ana tear, arises from the fac t that cabka i scaapiaoat, regardless of 

maintenance and service, w i l l 'become less e f f i c i e n t i n ase and w i l l 



u l t i m a t e l y need t o be replaced^ The c r i t i c a l point o f replacement i s 

u s u a l l y reached mien the coot o f r e p a i r s and mointenanoc soar t o such heights^ 

t ha t i t i s more economical t o replace the veh i c l e than meet the inc reas ing 

costs o f opera. t ion 0 The second source o f loss I s the problem o f obsolescence, 

for new and more e f f i c i e n t v e h i c l e s are cons tan t ly being in t roduced i n the 

marke t„ The i r greater t e c h n i c a l e f f i c i e n c y makes them produce the same 

output e i t h e r i n t o n / m i l e s or }SBr-exa^Br/miles at a l o v e r coot. Thus i t i s 

more economical toc.scrap the o l d v e h i c l e tyos a id i n v e s t i n the more 

e f f i c i e n t new type . I t mast also be mentioned tha t the behaviour o f the 

market shows a d i s t i n c t 'preference f o r new veh ic les and new veh i c l e s types 

e s p e c i a l l y i n the passenger sector,, 

At present no account ing procedure ex i s t s i n the i n d u s t r y t o determine 

c o r r e c t l y the d e p r e c i a t i o n charge ? despi te the tremendous importance of such 

a cost element i n a coun t ry where the v e h i c l e ' s average l i f e ranees between 

2 

18-24 monthso Both, the numerous small .African operators and the large 

t r a n s p o r t concerns such- as the Road Transport Corporation;, are faced, w i t h 

the same problem o f dep rec i a t i on and maintenance 0 They however vary i n 

t h e i r approach to the roblew„ The bigger concerns u s u a l l y s-cceed i n 

ope ra t i ng t h e i r v e h i c l e s f o r a much longer per iod than the small A f r i c a n 

ope ra to r j the l a t t e r ore resigned to a short working l i f e f o r t h e i r v e h i c l e s . 

because of the shortage of w e l l equipped maintenance f a c i l i t i e s and 

the expensive services o f the few good ones, small t r anspor t operators hove 

to r e l y f o r maintenance and repairs e i t h e r on replacement of pa r t s - a 

s u b s t i t u t e f o r scarce domestic s k i l l s - or u t i l i s e the cheep services o f 

t e c h n i c a l l y backward r e p a i r shops. Rarely do they use the v/ell eewknped 



31.3 

garages, and i t I s not i n f r e q u e n t f o r some o f those operators to t u r n 

iaeckanfcs and do t h e i r own maintenance and r e p a i r s 0 

The s i t u a t i o n o f maintenance by replacement not only- pats a heavy 

demand on spare p a r t s , hut also i n f l u e n c e the choice o f v e h i c l e make. 

I n S i e r r a heone the l ong s tanding p o p u l a r i t y o f the Bedford l o r r y i s p a r t l y 

expla ined by the constant a v a i l a b i l i t y o f spare p a r t s ? whi le a serious 

obstacle i n the extensive use o f the Toyota d i e se l l o r r y i s scarc i ty ' o f spare 

p a r t s , hany such v e h i c l e s have t o spend lony periods o f i n a c t i v i t y awa i t ing 

the a r r i v a l o f a v i t a l spare pa r t f a on Japan, Fur the r , the s i t u a t i o n hps 

i n e v i t a b l y led t o saalous pj?off l e e r i n g i n the market ana the sale of non-

genuine snare p a r t s 0 The p o s i t i o n be cane so alarming tha t government 

had t o I n s t i t u t e , i n 1965? on enqu i ry I n t o the sale o f spare nar t s and to 

recommend ways and neans o f iriorovmag the s i tua t ion , , Trie extent t o nhieh 

maintenance by replacement operates I s i l l u s t r a t e d I n the case o f the 

p rev ious ly mentioned M o r r i s 7&n. The omer i s moderately successful 

and operates ma in ly i n the Yfestern Area.. The veh ic l e i s o f B r i t i s h 

manuf a.cture and. does about an avei aye o f 100 miles a day on both tfvmno and 

la /ber i te road's. For the 12 months o f operat ion (January - December 1966) 

the oviner ? wao i s l i t e r a t e ana v e r y p a r t i c u l a r about h i s vehicles? had 

replaced the c a r b u r e t t o r , brake l i n i n g s ( three t i m e s ) , horn, water hose ? 

sp r ings ? brare drums (two t imes) valves and plugs , u n i v e r s a l j o i n t and 

shock absorbers. Such maintenance methods invo lve a s u b s t a n t i a l expenditure 

but are odtan the o n l y way open to the small operator . 

The yro'blem of dep rec i a t i on has the same inr.>orta/ace t o ••.small-scale 

operators as i t has f o r the b i g f i r m s . The s i g n i f i c a n t d i f f e r e n c e between 
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the two i n t h a i , while the small oreraiox's: ecoovb r. short economic l i f e 

f o r t h e i r v e h i c l e s , lerpyu-seelo operators t r y to r.m t h e i r s economically 

f o r t\ longer p e r i o d . For exaimole the Rood Transport Corpora t ion w i t h o, 

oor:r;erreial f l e e t o f 61 v e h i c l e s i n I 9 6 f ; expects each p r o p e r l y psinta tne- i 

v e h i c l e to lo.st f o r a years . Th i s i n v o l v e s tho oeploymer.i o f s b l i l e b 

mechanics and equipment capable o f c a r r y i n g out a l l so r t s o f repairs* 

These f a c i l i t i e s car resa.lt i n ve ra heavy overhear? costs,, a/id i t 'becomes only 

p r o f i t a b l e when the size of business i s large5 small f i r m s cannot a f f o r d to 

run t h e i r own main ten ance f a c i l i t i e s . I n t h i s amy Dip concerns ore mors 

e f f i c i e n t , since they are able t o operate at a lof ,e r t rue coot per c i i l e i n 

o rde r t o e a m t ho sQwft p r of i t . 

I t oar now be seen tha t the a t t i t u d e o f the two sectors i n the i n d u s t r y 

towards t h e i r v e h i c l e ' s economic l e n g t h of l i f e i s c o n t r o l l e d by two f a c t o r s . 

One i s the s c a r c i t y ond res/lab ant h i ph. cost of s h i / l e d labour^ which renders 

the s w e l l ooera io r i r e l u c t a n t or unable t o a v a i l h i m s e l f o f 'better q u a l i t y 

r e p a i r f a c i l i t i e s . Only the b i g t r anspo r t concerns, on account o f t h e i r 

l a r g e r scabe of operations? can p r o f i t a b l y use such, se rv ices . The second 

f a c t o r i s t h a t s n a i l operators tend to r e l y h e a v i l y on replace neat o f pa r t s 

i n place o f s h ± l i e d ma in tenance„ Despite these unfavourable economic 

c o n d i t i o n s i n the small f i r m ' s ope ra t i ona l costs, a good number do mab:e a 

p r o f i t and. are able to.-: s tay i n business, Soue 7 ho/eveip do not usuealy 

earn a s u f f i c i e n t margin of p r o f i t to o f f s e t the deprec ia t ion oh ergo on 
,y 

tho in-vested ca rd ia l , , and are soon fo rced out of tho i n d u s t r y . 

http://resa.lt
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The d iscuss ion of" the p a t t e r n o f ra tes end cea.::?;'©s nrosento a d i f f i c u l t 

a r i s ina : f rom the v a c a t i o n s i n l o c a l cond i t ions throuai ioi i t S i e r r a Leone. He: 

TABLE 13 .2 COST OF HIRING A 5-TON LORRY ( i n Leones) 

Freetown to 1951 1957 1966 

Bo 45 .00 34.00 30.00 

Blama 50 .00 42 . 00 45.00 

Eenema 50 .00 42.00 50.00 

Segbwema 60.00 50.00 55.00 

Pendembu 70.00 54.00 55.00 

Makeni" 30.00 24.00 30.00 

INDEX OF CHANGE 

Freetown to 1951 1957 1966 

Bo 100.0 80.0 67.O 
Blama 100.0 84 . 0 90 .0 

Kenema 100.0 86.0 100.0 

Segbwema 100.0 83 .0 92 .0 

Pendembu 100.0 77.0 78 .0 

Makeni 100.0 73 .0 100.0 

Magburaka. 100.0 73 .0 100.0 

Sources Data f o r 1951 and 1957 based on Dr. N.A. Cox-George, 
1966 f i g u r e s are averages based on information c o l l e c t e d 
from t r a n s p o r t operators and Messrs. U.A.C. L t d . 
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gene ra l ! r a t i ons main ly represent what obtains on the major roads, Horever 

c o n d i t i o n s i n p a r t i c u l a r axe as w i l l he i l l u s t r a t e d as f a c t u a l case studies* 

On the h .o ie . ra tes and charges are h i ph. i n comparison w i t h countr ies 

I f f : o h i p e r l a . and Kenya. The passenper/al.le charge f o r I b i g o r l a i s 1 ,0. 

cent against S i e r r a Leone's 1.7 cents , and the fo rmer ' s ton /mi le cost i s 

about 6 .5 cents against the l e t t e r ' s 10 .1 cents . I n oompnrison wi th 

the r a i l w a y ra tes and charges, road t r anspor t i s cheaper e s p e c i a l l y i n 

areas served b y bo th r a i l and road, but :1m are as where there i s no ra i lway 

service 3 road t r a n s p o r t ra tes tend to be high* The comparative I o n road 

charges have been a major f a c t o r i n the compet i t ive pos i t i on o f the 

c o u n t r y ' s a p r i c u l t u r a l expor t s i n the world markets, i n f a c i l i t a t i n g the 

tremendous growth o f i n t e r n a l trade ? and i n promoting a hi :ah degree of 

human m o b i l i t y . I n f a c t hates and charges have ae ere sec! i n r e l a t i o n t o 

the l e v e l of p r i c e s aad incomes i n the l a s t 25 peers, hence -the r e a l cost 

o f road t r anspor t services has a c t u a l l y f a l l e n . This t r end i s shorn, i n 

Table Jg>0 * where the cost >of h i d i n g a 3- ton l o r r y has beep, p l o t t e d f o r 19pl , 

j-957 and lySoy aad the i n f o x o f change i n d i c a t e d u s ing 1951 as base l o o . 

The t rend reveals an o v e r a l l dec l ine i n charges:; the decrease i s most 

pronounced at tee 1957 1-svel ahon there wa.s a large nimher o f n o n - ^ f r i c a a 

operators r .a:niny b i g f l e e t s . T h e i r presence tended to decrease rotes and 

charges. At the 190 b l e v e l ? charpes h.ave shorn eg. appreciable urn ward 

trend, compared t o 1 9 5 ^ ° This i s due to government l e g i s l a t i o n whioh b.a.s 

v i r t u a l l y p r o b i b i t e d non-S ie r ra be ore an c i t i r e as from pe . r t i o i grbaup; i n 

the " f o r h i re i ! sector of the iabuoi rpp so that today there i s a, predominance 



of s n a i l - s c a l e operators arose s i r e o f business necess i ta tes ocmgnrei ively 

bleb, ro tes f o r p r o f i t a b l e ope r a t i o n . 

There are hro d i s t i n c t riarhels f o r t r anspor t which should, be 

d i s t i n g u i s h e d whonreies ere discussed,, these are t i e carr iage o f passengers 

and the movement of f r e i g h t walch inc ludes food crops, Imports and expor ts . 

The ra tes e x h i b i t r e g i o n a l v a r i a t i o n are t o such -factors as rood, caialitgg 

r a i b competitioim, l e v e l o f demand and. supply o f v e h i c l e s . Usua l ly ra les 

tend to be i o n i n ere as where a combination o f rood roads ? r a i l 

compet i t ion and. h i g h l e v e l o f demand.? exietso I t must be enphasiued at 

t h i s p o i n t t h a t n e i t h e r ra tes nor charges- are f i x e d , bargaining- 1 i s s t i l l 

a dominant phenomenon i n the i n d u s t r y ana rate -var ia t ion i s tremendous. 

Perhaps t h i s ba rga in ing i s a c a r r y over from the Lebanese/Syrian t r a d i n g 

methods copied f a i t h f u l l y by t r anspo r t opera tors ? many o f whome had. acauired 

the c a p i t a l t o s t a r t t h e i r business/by serving; f o r ].ong' years as d r i v e r s to 

t h e E O hebanese trad.eac •'' 

Pas senge r _Marke t 

The car r iage o f pe.ssengers i s not as l u c r a t i v e as the haulage of 

f r e i g h t ? f o r i n the former case there e x i s t s Intense i n f r a - m o d a l compe t i t ion . 

I n f r e i g h t haulage ., v eh i c l e s are r e l a t i v e l y f e n ana compet i t ion l e s s . Figg 

1'5.1-A i s a represen ta t ive p a t t e r n o f average -oasseng;er/wlIe charaes f o r 

the -hole coun t ry . Tbe'-e i s an obvious t a p e r i n g e f f e c t thou.pi the rate o f 

decrease over given distances va r i e s immensely. As shou d be expected? 

short dis tance journeys c a r r y the heaviest eharg:e (2 .37 cents per -ansenppr/ 

r i l e f o r -journeys w i t h i n the 25-ixale range) ? and the charges decrease 

p r o g r e s s i v e l y Yp.th die t -nee t o reach the average nininium of 0 » 8 i cent per 

http://thou.pi
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C O S T DISTANCE RELATIONSHIP 

Cents 

*1 

O 25 5 0 IOO I5u <uu » u w u « 0 Miles 

NATIONAL P A S S E N G E R - M I L E C O S T 

Cents 
2 " 

B B r 

O 25 5 0 IOO 150 200 2~0 "DO 350 Miles 

NATIONAL T O N - M I L E C O S T 

Cents 
6 

i t ; 
O 5 25 5 0 IOO Miles 

P A S S E N G E R - M I L E C O S T -KOINADUGU DISTRICT 

Cents 

3l 

D 

O 5 IO 15 2 0 Miles 

P A S S E N G E R - M I L E C O S T - W E S T E R N AREA 

S M S / A J A E 

F i g . 13 .1 . 
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passenger/mile ' f o r journeys o f up to 250 Fi les , , Be pond, t h i s c i l f i e a l 

l i i i i i t y , ro t e s shovr an increase w i t h distance ,(Table l p „ 3 ) . This may be 

expla ined by the f a c t t h a t beyond 250 mi les , a l o r r y exceeds i t s competi t ive 

economic distance a id ope ra t i ona l coots w i l l tend t o r i s e . Hence most 

journeys are an t h i n the 50-200 mi le range„ 

TABLE 13 ,3 COST-DISTANCE RELATIONSHIP ( i n cents per Passenger/Mile) 

Distance i n Miles 

0-25 

25-50 

50-100 

100-150 

150-200 

200-250 

250-300 

300-350 

Charge 

2.87 cents 
2.49 
1.53 

1.48 

1.19 

0.84 
1.05 

1.07 

Rate of Charge 
Decrease Inc r e a s e 

13.3% 

38.6% 

3.3% 

19.6% 

29.5% 

= = 25.9% 

= = 1.9% 

Passenger fare-s shoa; an apprei&ble re ad on a! v a r i a t i o n . . They are I O Y J 

f o r t r a f f i c p l y i n g bela,een t h e 'Western j \rea and the provinces,, and h iah f o r 

i n t a r - p r o v i n c i a l t r a f f i c . Relevant average f i g u r e s are 1.3 cents f o r the 

former acid 2 . 1 cents p e r passe .age r /ad . le fo.e t h e l a t t e r , i n d i c a t i n g tha t 

f a r e s foe Froetovn-oased passenger t r a f f i c are about 6 2 f j o f p r o v i n c i a l - b a a e d 

t r a f f i c . The d i f f e r e n c e i n charges i s l a r g e l y a f u n c t i o n of greater demand,, 



b e t t e r qual i ty- roads and grea te r compet i t ion i n the Freeto'.r< area,, I n the 

p rov inces ? passenger f a r e s ere gene ra l ly h i gb ? but w i t h i n t h i s general 

s t r u c t u r e I s a n o t i c e able p r o v i n c i a l v a r i a t i o n . The SouthemaProvlnce 

e x h i b i t s the lee.st charge, 1.65 cents per passenger mi le fo!lo?/ed i n order 

of msgrm.tu.de by tb.o Eas tern Trov ince , 2 . 1 cents and the nor thern Province 

2.6 cants . Several f a c t o r s i n t e r a c t t o produce t h i s r eg iona l "pattern. 

host o f the major, loans i n the province are served by both r a i l and 

rosxl so t h a t users have the choice o f two iuod.es. Transport operators 

keen on caybur lng a p r o f i t a b l e share o f the casseaeer me.rket, xiormallg-

hawe to emerge f a r e s t h a t are compet i t ive w i t h the re l lwepbs pre. class 

r a t e s , since the hulk o f the passengers i s composed o f low income earners. 

I n the eas t , o n l y three main towns e/mop "Ike advaaioppo or1 being; servod. by 

both r a i l and roads. Areas begomd pendembu and the whole o f hono 

d i s t . i l c t where a, large amount of passenger t r a f f i c i s generated, are not 

served ay r a i l . This l a ck o f r a i l compet i t ion has produced, the h igh charge 

of 2 .14 cents per pe:seo.ag.xg/ l i e . Furthermore, read c u a l i t y I n the 

area i s ext remely poor a id veh ic l e ope ra t iona l costs are very h i g h . Even 

the h i gii CBxac-xid^ a id the a v a i l able large f l e e t of veh ic les (17 2 5 or p i g o f 

a l l p r o v i n c i a l r e g i s t e r e d v e h i c l e s i n I ' l l f ) ., which . should normal ly produce 

i n t e r - m o d a l compet i t ion leading; t o a scailoa- d.ow:i of charges, are i n s u f f i c i e n t 

t o loner substaa. t ial . iy the ra te s t r u c t u r e , i n the n o r t h , roads hold a 

v i r t u a l monopoly over a l l journeys because r e a l t r anspor t i s poo r ly 

developed, hoar' cond i t i ons arc est comely gad and demean I s n e i t h e r high,, 

nor" su r - to ined. "Vehicle operators i n cont ras t t o those i n the south and 

http://msgrm.tu.de
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eas t 5 l a c k export t r a f f i c since v e r y l i t t l e cash, crop produc t ion i s 

carr ied, o u t i n the area, i l l these f a c t o r s opeaate t o make the nor thern 

•passenger f a r e s the h ighes t i n the. count ry . 

Before concluding the d i scuss ion an passenger f a r e s , i t i s e s sen t i a l 

t o i n t roduce two case s t u d i e s 0 These deal l a r g e l y w i t h l o c a l t r a f f i c i n 

the b e s i e m Area and i n the hoinadugu D i s t r i c t . They have keen selected 

"because they o f f e r ex i r ea© examples o f l o c a l condi t ions, , I n the best .urn 

i r e a, there i s a very h igh demand f o r road t r anspor t service s ; and there 

are about 3000 commercial v e h i c l e s c a t e r i n g f o r the demand. I n goinadupy 

D i s t r i c t , , demand i s ext remely low and there are about 2p commercial veh ic les 

t o meet the needs of an area t h a t i s about one • - f i f t h o f the size of the 

coun t ry . Okie above d i f f e r e n c e s have prod.uosd a p a t t e r n o f charges 

ekich car be seen i n kip;s„ I p . l - C a id l b . l ~ D . 

Fares i n the We s te rn , i r e a, are lower then those i n Kminadagu D i s t r i c t , 

the former '.: being 1.4 cents and the l e t t e r 2.6 cents per passenger/mile ? 

a d i f f e r e n c e of 1.2 cents or 36h of the he stern Ares enlarges. T h i s h i ah. 

v a r i a t i o n i s the r e s u l t o f several, f a c t o r s . The b e t t e r o u a l i t y rourls 

o f the l ^ s t a m .Area make f o r comparat ively low o ^.ratlonad costs , while 

this ooor o u . a l i f y roads o f korradupw. impose a trerendous wear eni t e a r on 

veh ic l e s " f i l c h increase the cost' o f opera t ion . Demand i n the former i s 

h i g h so t h a t veh i c l e s can onerate more jourrogs i n a given t ime , end. the 

consequent grea ter eernina P o s s i b i l i t y makes f o r lone r fa.res. Demand i n 

Koinadugu i s low and 'vehicles do a, s ing le round t r i p a-.'day. Given tha t 

none o f the se veh i c l e s i s ever f i l l e d t o capaci ty , o p e r a t o r s ? e s p e c i a l l y 



alien comre t i t i o a i s l i p j i t e d , 'bead, t o make a l l t h e i r p r o f i t f rom 

the small, a v a i l a ale passenger i r e f l c ? a id t h i s leads t o extremely high, 

charges. The distance - cost r e la t i o n s h i o f o r the t we examples shows t h a t , 

ia . the V B s t e m Area,, there i s a, caaitiamous t a p x r f r r g e f f e c t ( i r lg . 1 3 . 1 - 0 \ 

with, increasing; d l s t w i c e ? whereas i n Xoiaedugu t h i s f ea tu re operates mainly 

i n the f i r s t 50 mi les f rom Itabala wal •••„ Ip.l-IDgU Beyond t h i s c r i t i c a l 

d i s t ance , chargpes tend t o increase w i t h length o f /journey. 

The freigght market caa he divided i n t o two •••••parts. The most l u c r a t i v e 

i s t h a t f o r expor ts and. i r r p o r t s ^ w h i l e the market f o r the c a r r i a g e o f 

domestic t r a d e poods i s o f secondary importance. "Vehicles engaged, i n the 

ca r r iage o f impor t / expo r t goods also serve the market f o r i n t e r n a l trade 

gipo^So These a,re rn.argp.nal t o b o t h the impor t / expor t and passenger markets. 

I n general f r e i g h t ra tes are h i g h e r f o r imrp r t ed goods than f o r export 

produce. The t r a n s p o r t ra tes f o r prod'ice are o f t e n i n f luenced 'by the 

p r a c t i c e o f the S i e r r a heone Producing h a r i B t i n g board (SLPkh) o f rawing a, 

flab ra te o f he 400 per t o n t o agents^for ' t ransport ing 1 produce to Freetown 5 

regardless o f tire agent 's geo r a g h i c a l l o c a t i o n . M o t h e r impor tan t 

f a c t o r I s the prevalent p r a c t i c e o f small opeia iors o b t a i n i n g t h e i r veh ic les 

b y h i r e purchase. The general ru le ae ea r s t o be the payment o f about ha l f 

o f the tob a l cost o f the v e h i c l e ? and a regular monthly i n s t a l l m e n t 

equ iva l en t t o one- ten th o f the remainder so tha t the veh ic le i s completely 

pa id f o r w i t h i n the 5 . n i t i a l comprehnnsivs insrrance pe r iod o f tpe lve months. 

Sojietim.es the vah ic l e dealers t i e a haulage cont rac t t o the treasa.otionSp 
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and the proceeds f rom the car r iage o f goods car he used to meet the h i r e 

prrehe.se payj;ents<, and f r e q u e n t l y the cost of f u e l and spaare p a r t s . Transport 

ra tes under these c o n d i t i o n s are o f t e n very low5 the only economic advantage 

being the f a l l u t i l i z a t i o n o f the v e h i c l e ' s capac i ty . 

The I o n produce ra tes o f f e r e d 'by road t r anspo r t can be explained by the 

need t o secure 'ba.ck-haul t r a f f i c and. e l imina te the uneconomic r e t u r n of 

empty v e h i c l e s . Since the veh i c l e s w i l l have t o ' r e t u r n to Freetown 

at any ra te to move the valuable Import t r a f f i c ? any revenue tha t can be 

made on such, r e t u r n t r i p s i s id.ahly advantageous. . This i s much more so f o r 

unregulated, l o r r i e s , which can quote ra tes almost e n t i r e l y unre la ted t o 

the r e a l service performed I n order t o s t imulate bock-haul t r a f f i c . The 

back-haul problem creates a great deal o f i n s t a b i l i t y i n ra te s t ruc ture . 

but such, t r a f f i c i s a b s o l u t e l y e s s e n t i a l to avoid the economic waste of 

running empty t r u c k s . 

The ra te s t r u c t u r e I n the carr iage of imported, goods r e f l e c t s the 

r a i l w a y ' s p r a c t i c e o f charg ing a commodity on the basis o f i t s inherent value 

Since imported goods are ve ry v a l u a b l e ? the charge f o r them i s h i fa 'both 

f o r r o i l and. road t r a n s p o r t . l i v e r y t r anspor t operator and. t r anspor t mode 

ca i t a r ise on t h i s va luable t r a f f i c and i t i s much sought a f t e r . I n f a c t 

l o r r y owners depend, on I t t o make t h e i r p r o f i t s and every other t r a f f i c , 

i n c l u d i n g export produce.; I s marginal to fab. General ly the ton An. Is. cost 

f o r imported goods i s a-.out 1 5 . 6 cents , and I n areas where the mo / ! i fgina: 

e f f e c t o f r a i l compet i t ion I s absent, the i o n i a H o cost ma.v hie as hi.ap as 

21 .0 cents . The f r e i g h t i rolaat f o r impor t s , l i k e tha t f o r expor t s , I s p e l l 

organised and permits operators t o p lan regular runs wi th f a l l loads, I t 

http://prrehe.se
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i s t h i s oh.nracto:cistic t h a t makes opera t ion i n the Impor t / expo r t f r e i g h t 

market the most p r o f i t a h l e i n th.o i n d u s t r y . 

The market f o r the carr iage o f l o c a l products i s not h i rial y organ! ;. ea ?. 

they move i n small Quan t i t i e s although, i n the c^p;repph;e they amount to a 

s u b s t a n t i a l tonnage. The i r movement i s mainly i n the hanks o f small t raders 

who u t i l i s e the a l l purpose l o r r y which i s I dea l f o r the combined movement o f 

small c u a n t i t i e s o f f o o d s t u f f s and passengers. I n r a i l w a y served areas, 

the re i o some co mpe t i t i on i n the c a ra nge o f 1 oc a i p reduce e s r >e c l a l 1 y t oware! s 

Freetown. Fven w i t h such c o m p e t i t i o n , road t r anspor t s t i l l enjoys a 

'conrparetive advantage because o f the sm.ail-,scale nature of the average load , 

p o s s i b i l i t y of d i r e c t d e I I v 3 r y t o markets and the r e l a t i v e l y short lenprbh-of 

iouruaxy i n v o l v e d . There i s no e a s i l y recognizable p a t t e r n i/n rate s t ruc tu re 

f o r l o c a l p roduc t s . Pliat seems c l e a r i s the h igh degree of ba rga in ing 

involved. . I t apepears t ha t operators base t h e i r cimrpps on the eou i r e l en t 

passenagr Qexnla^ capac i ty given over t o frelaiwim t h i s i n e v i t a b l y leads to a 

cost d i s c r i m i n a t i o n between d i f f e r e n t hinds o f products . Goods abler are 

heavy, compact a id o f low weigh;!/value rett<r are charged l e s s , whereas 

products which, are b u l k y , are i n v a r i a b l y charged, more to compensate f o r the 

gneafer pas sen ear srace given up. 

haviuyp: discussed on a, f a i r l y apnarel 'arsis the s t ruc tu re o'-'s ra tes and 

a os, i t i s e s s e n t i a l to in t roduce at t h i s Point ce-rtain Important 

1 ohms which mod i fy the generalised, pa t t e rn ene somite a above, A v e r y impor ter 

f a c t o r i s road o u a l i t y . The v a r y i n g condi t ions of road surfaces produce 

a b i g i n f l u e n c e on the coot of t r anspo r t to the consumers. They e ikeet the 

cost o f ope ra t ion by causing l i p ; d i f f e r e n c e s between the 'wear and t e a r on 

veh i c l e s t h a t operate on the d i f f e r e n t road, surfaces . The d i f f e r e n t i a l s 



i n v o l v e d are best seen in. the l o l l o p i n g - examples. The pessenper/im.ie cost 

from, F r e e f o i r i t o Port hobo, a cbl stance of '7-> mi l e s , i s l . p coats vivile the-

cost f rom bo to ha i l ahun , a dis tance o f 71 -miles, i s 2.1 cents . This b i g 

cost d i f f e r e n c e i s most l i k e l y exp la ined by the f a c t t h a t the Freetown -

Por t boko road, i s tarmac-snrfa.eed 5 n l i e the bo-KriJ.ahun road, has a poor 

l a t e r ! t e su r f ace . 

Remoteness i s another fa .c tor t h a t tends to increase ra tes and. charges 

e s p e c i a l l y vhien such areas also co inc ide n i t h a, poor development of t r a f f i c . 

'Vehicle oralis are i n f r e q u e n t because demand i s I o n end, most t imes , veh ic les 

are char te red t o go t o such p laces . Under these c o n d i t i o n s , one lias the extreme 

s i t u a t i o n nhere 'both the l o r r y ouner and the person h i r i n g the v e h i c l e ; want 

t o make p r o f i t s f rom the ava i l ab l e t r a f f i c ? a n o . t h i s i s r e f l e c t e d i n the high, 

charges t h a t o b t a i n . For example, to h i r e a veh ic le f rom kebala to 

hu iubonia , a distance of about 100 m i l e s , costs he i f ) . 00 producing a passenger/ 

mi le charge o f 2.0 cents f o r a. maximum load of 20 passengers. Other examples 

are prov ided by passenger/mile charges f rom Kensra t o Darn, a distance o f 

3b miles,, The former , side t racked by the main stream of eastera v e h i c u l a r 

t r a f f i c , bears charges o f about 3.3 cents m i l e ' B l d - m d . . , s i t u a t e d on the 

main route f o r eastern t r a f f i c , bears a charge of on ly l . p cents , a d i f f e r e n c e 

o f 1.8 centso 

Aio the r f a c t o r o f some importance i s the h i r i n g ; of v e h i c l e s . Small-scale 

t r ade r s o f t e n cha r t e r a l o r r y t o c a r r y t h e i r goods and i n the -process, may 

c o l l e c t prssappers -bo provide a f u l l l o r r y load. There pre tro- ca.ses ahere 

v e h i c l e cha r t e r i s i m p o r t a n t . One i s the s i t u a t i o n rhere there are considerable 
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advantages to be peine6. by the p o s s i b i l i t y of t r a n s p o r t i n g one's goods 

d i r e c t t o the po in t of sol:-„ There may be several 'vehicles o f f e r i n g to 

t r a n s p o r t the sane goods - and perhaps at a sheerer rate - but these vehic les 

wL 11 u s u a l l y stop at numerous points along the route t o c o l l e c t passengers, 

v;he re as a char tered "vehicle can proceed s t r a i g h t "bo the resuieed d e s t i n a t i o n . 

The second s i t u a t i o n i s when a route i s not f r ee rented by veh ic les and 

opera tors hare t o be tempted t o t r a v e l on i t . This i s achlved. by the char te r 

process. U s u a l l y such journeys lead, t o remote ..are as w i t h ooor q u a l i t y roads 

a i d low demands. To serve the p e r i p h e r a l areas o f S i e r r a Leone, e s p e c i a l l y 

i n the n o r t h , the cha r t e r s. pa to a i s o f tremendous importance. For example 

i n Koinadugu M . s t r i c t , most jourae ps beyond, the d i s t r i c t headquarters o f 

Kabala are undertaken on a cha r t e r bas i s . The oh-water p r i ce i s u s u a l l y h igh 

which i s i n t u r n r e f l e c t e d i n high, ra tes and charges. 

many s i g n i f i c a n t g e n e r a l i z a t i o n s have been attempted oonoerntnp; rates 

and charges5 these hoa;ever? should be t r e a t e d w' . t l . cau t ion so as not t o 

mask the several complex i t i e s i n v o l v e d . The f o l l o w i n g s a l i e n t po in t s ha:ve 

emerged as major f o o t as I n the s t r u c t u r e o f rotes einl charges. The p r i n c i p a l 

determinant o f the p r i ce o f the t r anspo r t service t o the consumer I s the l o c a l 

balance of sua rip- and demand, and demand ra the r t h a i su re ly , I s the main 

i n f l u e n c e . Seasonal f a c t o r s a f f e c t both the demand and. sup dp side o f the 

market , i s f a r as demand i s concerned, much, d^-oeridc on the t o t a l croc output 

and t i e season of hervesto On the supply s ide , the seasona l i ty o f the 

c l imate reduces the aamber o f roads open I n the r a i n y season. 
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.After a l l t h i s d i scuss ion , tb.a author, s t i l l f i n d s i t extremely d i f f i c u l t 

to drear conclusions on the p r o f i l e a l i i t y o f the i n d u s t r y . Relevant s t a t i s t i c a l 

data are hard, t o ob t a in e s p e c i a l l y f o r the i n t e r - u r b a n t r a n s p o r t sector , 

hs t in ia tes i n t h i s p a r t i c u l a r s i t u a t i o n are l i a a l e -bo ho inaccurate ? end the 

best tha t can. oe done i s to present a r e a l example which w i l l be saghbeae r ted 

bp- c a r e f u l observa t ions . Table I d . 4 rerrosente the ac tua l income and 

expenditure o f a vehic le owner ope ra t ing mainly i n the lie stern. .Area. 

TABLE 13 .4 EXAMPLE OF VEHICLE INCOME AND EXPENDITURE (Jan-Dec. 1966) 

1. Revenue earned Le 436O.OO 
2 . Overhead c o s t s Le 882.10 

3 . Running Costs Le 2092.10 

T o t a l Annual Costs ( 2 + 3 ) Le 2974.20 

4 . Cross Annual P r o f i t ( 1 - 4 ) Le 1385.80 

bviaeaoo concerning p r o f i t a b i l i t y i s scanty, but i t i s l ihejpa tha t ma ip operators 

espang.ally a f t e r the f i r s t peaa:g en joy a. subs t an t i a l aarggla. 0 f p r o f i t , .amour 

these would f a l l pooa-gooda opera tors ? t a x i oarep^ f r e i g h t awnliers and. the 

recent p r i v a t e bus orera iorso 

Hence there i s concrete evidence t o s u r r o r l t i e r a l l r a . e ' s warninra 

t h a t road t r a n s p o r t , e s p e c i a l l y the f r e i g h t sec tor ? i s un^ ro f i ^ae lo ^ t h i s may 

r e l l represent a biased v iew aJjrod at prolonging;, the existence of the uneconomic 

government r a i l w a y . .A. f u r t h e r c email c a t i o n i s iua i m p o s s i b i l i t y of ootelnina: 
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a t rue f i g u r e of " p r o f i t s hecmice o f t i e complete l ack of kaovdiodgg on dep:;::3ela­

t i o n . Since t h i s i s an inroortsnt i t e i n , i t can reduce the gross recej.pts o f 

many operators t o r e l e t ! v e l y small animal incomes. Under saeb condi t ions 

i t i s d i f f i c u l t to make est imates n i t h enj pcneral v a l i d i t y , Mich more 

d e t a i l e d research i s recna.red. before a i y r e l i a b l e conclusions can he craun 

as t o the degrees o f p r o f i t a b i l i t y i n the i n d u s t r y . This i s a f i e l d rhere 

the government s t a t i s t i c s department con be of tremendous use. hov/3yer ? a 

host of eyiden.ee p o i n t s to the f a c t t h a t commercial veh ic le earners ere among 

the aoadth ier classes o f the p o p u l a t i o n , though, adeeuaie s t a t i s t i c a l data 

do not :y..ab e z i s t to o r a n t i f y p r e c i s e l y these a r .a l i t a t i ' ve impressions. 

l e .^£mhJyLHh" Jkk 1 2 (Accra; December, 1065) p . A. 

2, Com-Georae, h , l , ? Import_org ^ of 
d i e r r a Leone y fpreetoang Govt, f r i n t e r , 1957')' ? P° 35» 
" 7rH''-'cvar J ' w ^ ^ v. ' en o i 

3« Sesagj S J h "Drivers i n lac Transport I n d u s t r y ; J. case o f study o f 
Road Transport i n S i e r r a Leone" ? S i e r r a Leone Studies? 
TLo 1^^^....^.^^ Jhhhha l^hSl.^^-^J. - s ' ° ' 19 ' ( j v l j 1955), 
•o, dog 
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CCMCIXTSiaT 

The study ox t r a n s p o r t whether i n developed, or do Ye l o p i n g count r ies ; 

can i i a r d l v ho e:mc;nstive 0 I t i s i n t r i c a t e l y interwoven w i t h the e n t i r e 

development process t ha t one can n e i t h e r t r e a t the severa l themes wi t h a 

cons i s t en t degree of e l a b o r a t i o n , acr even touch upon a l l the var ious mani fes t ­

a t i ons o f the i n t e r - r e l a t i o n s h i p between t ranspor t and general development * 

Thus roads and road t r a n s p o r t have been accorded the greates t empliasis,"becmse 

they undoubtedly provide today* the most s i g n i f i c a n t media i n the growth 

process o f t e economy and s o c i e t y o f S i e r r a hoove, 

^S^S'^.^y^Jrpj^p-'P. ..°h .hl r a r i spphk 

A domiimnt theme arevading the e n t i r e t res is has been a constant e f f o r t 

t o demonstrate the growth process o f thO' t r anspor t network. Such an e v o l u t i o n -

a.ry process, as r i g h t l y s ta ted by .Taaffe e t al„ ( i f >:>) i s "at once a continuous 

process o f s p a t i a l d i f f u s i o n and an i r r e g u l a r o r sporadic process i n f l u e n c e d 

by many s p e c i f i c economic, s o c i a l o r p o l i t i c a l forces",- '- Desuite the 

s u p e r f i c i a l i rrepp.1 a r t t y i n the growth t r e n d , i f i s poss ib le to develop a 

genera l izeg growth model syn thes i z ing the bropd pa t te rns i n the d i f fus ion 

of i n t e r n a l . t r a n s p o r t l i n e s over space and t ime, f a a f f e attempted t h i s us ing 

Gould 's ( l i "p) e s r e i u l h i s t o r i c a l ana lys i s a? tiaras por t ' development i n Ghana 

as an e m p i r i c a l basis f o r the cons t r a c t i o n of a r e a l i s t i c model,^ 

Taa f f e i d e n t i f i e d y sta,ges o f development and h i s conclusions hove general 

v a l i d i t y f o r the S i e r r a Leone s i t u a t i o n . However the S i e r r a Leoie model 

i d e n t i f i e s y stapes ana the i m p l i c a t i o n s o f the .-at torn are more on the l i n e s 
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of hegerstand ' s d i f f u s i o n rave thecry , , ra ther t h a i a. stage-by-stepp 

e v o l u t i a n . S i n c e the contra,! theme of the vrorh revolves around the idea 

of i n t o r~ r e l a t i o n s h i p s , i t i s proposed to depart f rom t r ea t i ng : the g r o r t h 

rentel as a.1. i s o i o , t e a a id discuss i t as a:i i n t e g r a l mart o f the raiole erocoss 

of economic grovels, and r e g i o n a l development. I t must be eimahssissd that t h i s 

approach i s not in tended as a causal exi l ian a l l sag i t does not assert tha t 

t r anspo r t has created, the observed -oatterns of s o c i a l and. economic change , 

but y f r r e v e r sued, a c o r r e l a t i o n i s v a l i d , i t yd. 11 be i s o l a t e d and given 

d.e t e l l e d. t re etment „ 

Before the advent o f European traders, , viua i s today S i e r r a Leoae consists 

e n t i r e l y of an A^r±Oc\a p o e u l u f i o n s p l i t i n t o a number of P o l i t i c a l u n i t s 

veal eh varied. Tbrdely i n siso , but re re f a i r l v ' uniform] i n tyyo o f r o l i t i c a l 

organisa t ion. , mores and. economic s t i n c t a r e 0 l i v e r y i n d i v i d u a l srs eaimraber 

o f a d ines! p pronp a i d s o c i a l c o n t r o l res ted p r i m a r i l y ait 's the he end of 

the Pin yrouyp v i r i l e p o l i t i c a l c o n t r o l anas a. f u n c t i o n of a h i e r a r c h i c a l 

esienlishemerb o f c h i e f s . The economy consis ted of simsrle siibsister.ee fai/ainap 

a id ears k i n group e x p l o i t e d i t s h o l d i n p f o r sustenance i n rays analosors t o 

every o ther u n i t o f occupar.ee „ Tie re. was - v i r t u a l l y no economic s r s c i a l i s a t i o n 

and no u n i t o f occurence had an exc lus ive economic u n c t i o n , "hits, a e r l m i l i v c 

tecbnolyoy, no surplus p r o j e c t i o n vas possible and conseauentlm no s u b s t a n t i a l 

fo rm o f exeheu.ga developed.*, The b i n grons v/as the crn.c5.ai s o c i a l and. 

economic u n i t and 7 at a h ighe r l e v e l , was i n t e g r a t e d i n t o the h i age r t r i b a l 

u n i t through, s o c i a l and p o l i t i c a l organ! sat ion „ Socie ty rss e ssont i a l l y 
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s t a b l e , bee?uae i t \ms i s o l a t e d f rom orctem?l\eontsetsj methods of product ion 

remained, t r a d i t i o n a l , s o c i a l c a p i l l a r i t y aery mirr inai and t echno log ica l 

inn.ov'rntions n o n - e x i s t e n t , i n meald be expected, t r ans - o r t i n such a soc i a l 

mi l i e a, yes ext:eamoly r ad iaen ta ra since i t s e s s en t i a l f u n c t i o n , tbe c rea t ion 

of place u t i l i t y :or goods,2 w-s absent. Expensive u.y ! tine-coa.sumi11g be':• d. 

porterage en.':1 canoes rare t i e dominant t ranspor t modes,, These nere not 

©conontLcally e f f i c i e n t enough s u b s t a n t i a l l y to i n f l u e n c e large-scale p r o / ! u o t i 

end. mar lurking* i i f a c t at t h i s stage one can h a r d l y teak about a t ranspor t 

system;; tbe r e e l e v o l u t i o n o f the t r anspor t complex end i t s sequent grov/th^ 

s t a r t e d y i t h the e a r l y contact o f European t raders n i t h coas ta l Sierra, Leone. 

I t i s at t l i i . s cruelp; l p o i n t t ha t our model, shoen i n f t g 0 M e l s t a r t s to 

evolve o 

Ideali_zed Model o f Trgyrsggoglg Grqv.th. 

Ph c.se I 0 This pe r iod extended, roughly f rom the l e t h century to the l a s t 

decade o f the I p t h cen tn ry 0 The i n i t i a l stone consisted, o f rudimentary 

shore i n s t a l 1 a t ions with, a preference f o r re leh lye lg- small i s l ands vfaoh 

eiere as de fens ib le as a shin 'but unsinkabio* fxpavn.es o f sue':: t r a d i n g res t s 

H f a c t o r i o s r i i nc lude 'ounce aid ' York islands, , k i t h t ime , the l i m i t a t i o n s 

imposed by an i s l a n d s i t e resul ted, i n the mig ra t ion tovaard a l a r g e r and more 

secure shore as,se, thus h e r a l d i n g the p r o l i f e r a t i o n o f small po r t s and t r a d i n g 

posts along the co.ast a.s shorn i n Piyg 11 1 -1 0 Each small por t had a, 

r e s t r i c t e d . h i n t e r l a n d , laadamrd communications rare p o o r l y developed wi th 

c i r c u i t o u s bush, paths connect ing the centres n i i h t h e i r h i n t e r l a n d s . The 

s o c i a l and. economic s i t u a t i o n at t h i s pe r iod re f lec ted , a l i m i t e d amount o f 

t rade \ i t h oegkasis on b i p g va lue /ee iga t r a t i o cnna,:oditios„ f o l d and i v o r y 
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had a much broader trade h i n t e r l a n d than , say, t imbe r . The soc i e ty was s t i l l 

t r a d i t i o n a l , , the indigenous popu la t ion l imed mainlp :in v i l i eges ythough some 

had. migra ted t o the European t r a d i n g posts at t racted, bp the more l u c r a t i v e 

f u n c t i o n o f middlemen. Gradual ly a l i n e o f coas ta l urban set t lements evolved 

w i t h the heads of n a v i g a t i o n a c t i n g as the e f f e c t i v e i n t e r i o r l i m i t . Port 

Loko, Magbi le ? Pontile, ,xo S a l i j a and Sulima became impor tant t r a d i n g centres 

and break-of - b u l k p o i n t s i n an economy tha t s o l i d l y depended on water 

t r a n s p o r t f o r the c o l l e c t i o n and d i s t r i b u t i o n , o f trade goods. I t i s s i g n i ­

f i c a n t t o note t ha t none of these r i v e r s developed a,s major pene t ra t ion 

l i n e s when e f f e c t i v e jiiuropean c o l o n i z a t i o n began. Most of the e a r l y t r a d i n g 

centres winch they served have l o n g since disappeared, destroyed by the emer­

gence of the main p o r t s , or else they p e r s i s t as moribund p o r t s , occas iona l ly 

v i s i t e d by the odd f i s h i n g t r a w l e r . 

hhpase^_lla. This cons i s ted o f the emergence of a few major l i r e s o f p e n e t r a t i o n , 

the growth of i n l a i d t r a d i n g centres , and the d i f f e r e n t i a l growth o f t e rmina l 

po r t s l e ad ing t o p o r t concent ra t ion and d e c l i n e . This phase i s i d e n t i f i e d 

i n S i e r r a Leone w i t h the emergence o f the f i r s t ra i lway l i n e (SLGE) i n 1896", 

the c o n s t r u c t i o n o f the 1331,0f) minera l r a i l p e g (1-953), end the development o f 

the f i r s t t r u n k roads £ i r c a _ 1920. Three p r i n c i p a l motives f o r bu i ld in ig 

pe.tietra.tion l ine s have been ac t ive i n the past; ( l ) The desire f o r e f f e c t i v e 

a d i i i i n i s t r a t i v e a id m i l i t a r y cont ro l5 (2) the need to tap areas of uotexih a l 

a g r i c u l t u r a l e report p roduc t ion ; (3) the desire to reach areas o f mine a a l 

e x p l o i t a t i o n . I n these three cases, the economic motive aus dominant, hence 

the government r a i l w a y was s p e c i f i c a l l y b u i l t t o e x p l o i t line r i c h nelm. b e l t 
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of the eas t , whi le the TBI,00 m ine ra l r a i l w a y we,s in tended s o l e l y f o r the 

e x p l o i t a t i o n o f the Maranina iron-.ore deposi t s , P o l i t i c a l and ml.lite..ry c o n t r o l 

re sa l t i n y f rom Europe an r i v a l r y - i n .Af r i ca c m he associated mainly w i t h the 

c o n s t r u c t i o n o f the hekeni - Keba.la and. Port Loho - Rhmbi o.gco ad s ? which ware 

in tended t o ward o f f the French expans ionis t th rea t o p e r a t i n g from, t h e i r 

Conakry hase 0 

These eaulp- pene t r a t i on l i n e s brought profound1 changes t o the count ry . 

P r i m a r i l y they provided a. r e l i a b l e and cheap t ranspor t mode f o r the coma'ercial 

e x p l o i t a t i o n o f n a t u r a l resources, f u r n i s h e d a means f o r e f f e c t i v e p o l i t i c a l 

c o n t r o l , and r e o r i e n t e d the s p a t i a l d i s t r i . .hu t ion o f n.hban centres f rom the 

former coas t a l t o a, new i n l a n d pat tern . . The economy experienced i t s f i r s t 

mayor i n t e r n a l m o d i f i c a t ! o n ? w i t h land and labour s h i i f k n g f rom subsistence 

to commercial p r o d u c t i o n , w r i l e the s o c i a l homogeneity t h a i once char enter! zed 

the t r i b a l communities s t a r t e d t o shorn signs of d i s i n t e g r a t i o n , 

f i n a l l y ? c h i e f s and heads o f clans began t o loose p o l i t i c a l c o n t r o l to the new 

e l e i n i s t r s t o r s who represented the c o l o n i a l presence i n the count ry . The 

g eat s i g n i f i c a n c e o f t h i s phase l i e s i n the fa.ot t ha t i t marked the beginning 

of the t r a n s i t i o n process 0 whereby a society? once whol ly a g r i c u l t u r a l wi th 

p o l i t i c a l o r g a n i z a t i o n b u i l t around r e l a t i v e l y small aad. se 1 f - s u f f i c i e n t 

u n i t S j began t o o r i e n t a t e i t s ou t look towards commerclal/exchanae ? i n t e r n a t i o n a l 

t r ade , s o c i a l he terogenei ty , and a more complex central! 'asd p o l i t i c a l a u t h o r i t y , 

Phascg I I l o pe a.e t r a t i on was f o l l o a e d by the e v o l u t i o n o f feeder roads and 

i n c i w i e u t l a t e r a l i n t e r connec t ions ( F i g 0 14» i - C ^ w i t h a ooasecueni maximisation 

of e x p l o i t a b l e areas, i n t e n s i f i c a t i o n o f cash, crop product ion and. the greater 



concen t r a t ion o f t rade i n the p o r t s o f Freetown, par exce l lence , a id f o n t t i e 0 

hs would he expected, the roads developed mainlp as complementary t ranspor t 

modes t o the r a i l w a y and helped i n the esta,'illshmont o f in termedia te trade 

cen t res , h i t ! , appreciable- r a p i d i t y ^ the two more e f f i c i e n t r o r t s were 

connected w i t h i n c r e a s i n g e f f e c t i v e n e s s t o v i r t r a l l y a i l pa r t s of the t o r a l i o , 

and as the p o p u l a r i t y o f f l e x i b l e road t r anspor t become widespread., i n l a n d 

waterways a id coastwi.se t r a f f i c d iminished i n importance, Even w e l l -

e s t a b l i s h e d r i v e r worts such as Por t boko i n the IpdOs, came to be served by 

l o r r i e s f r o m landward rath.er A by s a i l i n g boats and.launcb.es, i n i n t e r e s t i n g 

genera! f e a tu r e i n t h i s phase i s t h a t , whi le the r a i l w a y acted as the primary 

f a c t o r i n the establishment o f a, money-oriented economy, roads, i n the e a r l y 

s tapes ? merely dup l i ca t ed t h i s f u n c t i o n by channeling produce to r a i l c o l l e c t i n 

centres f rom areas not accessible t o r a i l t r a n s p o r t . Economic and soc i a l 

changes \eere s t i l l a f u n c t i o n o f the r a i l w a y . 

Phase I ' d . This r e a l l y s t a r t e d i n the post war p e r i o d and, s t r i c t l y 

speaking, represents the product o f in te r -moda l compet i t ion whereby the 

r a i l w a y , once the dominant t r a n s p o r t raod.e, lias been relegated, t o a poor 

second, pos i t i on , , Roads have thus become the pr imary c a r r i e r s o f the n a t i o n ' s 

i n t e r n e l commerce, and i t i s i n t h i s context tha t t h e i r great . s i g n i f i c a n c e 

l i e s * Road i n t e r c o n n e c t ! v i t y , l i n k i n g v i r t u a l l y a l l the major loans i s nova 

f a i r l y developed, on ly a few aree.s are s t i l l wi thout road l i n k s « 1 ser ies 

of h i g h - d e n s i t y nodes have ewe rged and are already reaching out tovaird. one 

(another* By 1950 the major road gap separat ing the pestera area f rom tar; 

provinces i s c losed . On a na t i ona l bas is l a t e r a l In te rconnec t ions are more 

developed i n the cash crop zone o f the south au.̂  east while i n the n o r t b , 
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the process- i s s t i l l weak, Agoin re witness the concent ra t ion theme being 

repeated as road t r a n s p o r t increases tbe primacy of Freetown^ and. readers i t s 

h in te r l and , f o r c e r t sine aspects o f trade at l e a s t , coterninoas Y i t h the 

p o l i t i c a l f r o n t i e r s o f S i e r r a Leone« Bonthe ? a major chel lenger t o Freetovn 

s t i l l i n 190C has now succumbed, be ing v i s i t e d on ly by a mere handfu l of 

shins t o c o l l e c t the Sherbro produce o f pis ,ssava„ The l o r r y has brought a 

greater l inkage betvveen the economy of r u r a l and urban areas, helped to 

minimize the dichotomy between town and country_,and f a c i l i t a t e d the rap id 

m o b i l i t y o f persons both f o r trade a?id pleasure. 

| f £ S 3 ? . This phase embraces several features^ a f a i r l y complete and coh.erent 

road network can be i d e n t i f i e d , the dominance o f road over r a i l i s now 

complete end. i n c s r t e i n i n s t a n c e s , i n c i p i e n t rente s u b s t i t u t i o n i s evident a.s 

by--p.asses develop t o provide more economical desire l i r e s l i n l i n g map or 

7 

nroaa cent res , ' g i a h . - p r i o r j . t y trans: Ij.nes tend to dove Lop a pain due to a 

process o f f u r t h e r concentration^, since the growth, o f the var ious centres 

shoY/s a d i f f e r e n t i a l r a t e , Y i t h the resa.it tha t a. few i n t e r i o r centres and 

por t s assert a. geographic donrhnence over the e n t i r e conntr:g 0 'dor eaeasfle 

the t r a f f i c lanes l i n h i n g Freetown a.ad keeena., Freetown and k e u e i i , renreoent 

i n c i p i e n t hig>.:-.-pilor^.ty t r u n k l i n e s ( f i g „ l d 0 l ag) vi'ha l i e best roads, the 

densest t r a f f i c and sometimes r egu la r i n t e r n a l a i r services., The in to :aes t ing 

f ea tu re o,oout t h i e ple.se i s t ha t i t coincides p i t h the period od t a k e - o f f 

i n t o sustained, economic groYrkdy' The impetus f o r t h i s et na e can be traced. 
to p o l i t i c a l independence i n I d o l when economic idln;aLs.g as cat . l ined i n the 

q 

Mm gear Development f l a e r ^ T/as r eo r i en t ed from an ereahasis oe. row n atari, e l 

p roduc t ion f o " enpeat to th.e o r ca t i aa of domestic i n d u s t r i e s both, f o r 
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impor t s u b s t i t i r h l o n , and f o r export at a, l a t e r stage, pence t h i s plia.se of 

t r a n s p o r t developmeni i s reared ma in ly t o meet the needs o f an economy 

d i v e r s i f y i n g i t s i n t e r n a l stra.ctp.rej, omha.rkLeig: on t i e read, of i n d u s t r l a l -

i a a t i on j and . c r e a t i n g a domestic xe.rhet capable of absorhing the products 

of taie new i n d u s t r i e s . The d i s t r i b u t a t i e~e f u n c t i o n o f t r anspor t i s pre-emlaee. 

i n t i l s period^and t h i s marks a. c l e a r 'break f rom the c o l l e c t i v e f u n c t i o n of 

r a i l and ro mis - between 1100 and IpoO. 

C r i t i ouo pgid F l i r t he r 0 on si. de r a t i on 

The simple,, d e s c r i p t i v e model t h a t lias been o u t l i n e d ra i ses manv cuestions 

to virion there are no im.rn.ediate and easy araeers. I n some senses, the 

ch rono log i ca l sequence ' i s u a s a t i s f actor y° t h i s i s i n e v i t a b l e because the 

development process i s cont inuous, end e x i l e one -hase i s cemehbabe i n one area., 

i t has jus t s t a r t e d i n another. For exampley the caslia/ou zone of the east 

entered the feeder road stage (phase T I T ) c i r c a 1920^x1110 the ho r the rn 

Province at the same time a/as j u s t r e c e i v i n g i t s f i r s t pene t ra t ion l i n e s (Phase 

I I ) o l iven today, the enxuxvee.ee o f h i g h p r i o r l t g t r u n k l i n e s eoes hand i n 

hand e l t h the i n i t i a l growth, of the f i r s t feeder roads i n some areas, hence 

i t i s no t poss ib le t o i d e n t i f y p r e c i s e l y the end. of any one phase? t r anspor t 

development i s p rogress ing a l l the time at a l l the var ious stages. 

The arowth o.p modern t r a r s p o r t has been i d e n t i f i e d ra.ta.er e x c l u s i v e l y 

w i t h the desire t o t r ade , but t h i s desire has been present f o r several hundred, 

pears wi thou t acueretia.g any s u b s t a n t i a l t ranspor t i n n o v a t i o n . Poss ib ly 

e x t r a - A f r i c a n r i v a l r i e s between B r i t a i n and Prance wore major f a c t o r s tha t 

s t a r t e d the process. .At a l a t e r stage, trie desire f o r access to roads and 

motor t r e i i s r o r t on the v e r t o f the l o c a l popalcition 5 acted, as a spur i n the 
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p r o f i l e r a t i on o f l i r d j i o r g ' roads, hence a f a i r l y s t rong c o r r e l a t i o n between 

road end -'..opuletion dens! t i e s i s ev ident tod.ag. 11 so one cannot ignore the 

p e r s o n a l i t i e s o f admin i s t r a to r s involved, i n the dec i s ion mslchag l e v e l of 

t r a n s p o r t „ The e a r l y p o l i t i c a l i n f l u e n c e of ra i lway ' managers wee r e f l e c t e d 

both i s roek. gaps and. government p r o h i b i t i v e l e g i s l a t i o n on road, t ranspor t 

(19 32, 1955 h 1997) t o safeguard, the f i n a n c i a l ' i n t e r e s t s of the r a i l w a y . 

At the l one r l e e e l , the obsession o f some D i s t r i c t Coiamis s i oners l i k e 

1/Vffenc 11 Smith. (1:41-55) w i t h roed.s^is r e f l e c t e d i n the pre dentin once of 

l o c a l a n t h o r i t g roads i n Eoinadugu D i s t r i c t vlrere c e n t r a l government has 

on ly 100 r i l e s o f road. Today the p o l i t i c a l f a c t o r i n t r anspor t development 

has become more prominent; t ie pend.eiabu~Daru tarmac surfaced, road i s pu re ly 

the product o f p o l i t i c a l pressure , while the reluctance t o b u i l d roads i n 

o p p o s i t i o n areas i s not merely a problem of money or d i f f i c u l t t e r r a i n , 

hence many f a c t o r s ~ economic, s o c i a l , p o l i t i c a l and personal -- have 

i n f l u e n c e d and guided the growth process of t ranspor t i n S i e r r a Leone. 

Transport P o l i c i e s 

fleonoiiiio r e a l i t y has d i c t a t e d and. w i l l continue to d i c t a t e tha t 

government p a r t i c i p a t e a c t i v e l y i n owning and opera t ing some po r t i ons o? the 

t r a n s p o r t systery Tads i s best achieved through p u b l i c corpora t ions charged, 

w i t h the du ty o f conduct ing t h e i r a f f a i r ' s on a commercial basis „ Transport 

c o o r d i n a t i o n must n e c e s s a r i l y be encouraged so tha t each mode i s eeared to 

serve the t r a f f i c f o r which i t i s best adapted under e x i s t ! n p circumstances, 

and s.souId not seek to d i v e r t t r a f f i c from., a comr^etina mode be t t e r able to 

serve such t r a f f i c . The problem of coord ina t ion i s e s s e n t i a l to S i e r r a 

Leone which cannot a f f o r d t o 'waste scarce investment funds i n the mere 



p r o v i s i o n o f excess t r a n s p o r t capacity,, S i e r r a Leone being;; f o r tuna t e i n 

having a co lon ia l , exaerien.ee t h a t c l e a r l y (remonstrated a great amount of 

c o n t r o l over t r a n s p o r t p o l i c i e s, should c a r e f u l l y adopt a. s i m i l a r a t t i t u d e 

t o ob ta in the coopera t ion o f t ie numerous small scale t r anspor t entrepreneurSj 

i n the o r d e r l y development o f a r a t i o n a l system. Over-expansion must be 

s t renuous ly -avoided, f o r once i n i t i a t e d ; , i t creates s o c i a l and p o l i t i c a l 

t rends which are o f t e n i r r e v e r s i b l e t o the po in t o f economic hardship, as 

seen i n the t r a n s p o r t problems o f some developed count r ies l i k e B r i t a i n , 

TP--0, h i 0 ' 0 ! 6 ! 1 e i c o o r d i n a t i o n 

.As i n most developing c o u n t r i a s , the emphasis i n t r anspor t coord ina t ion 

l i e s on the investment sector5 hence the system must be regarded a.s a a able 

end the investment needs of the var ious modes should be judged i n t h i s 

general confexto F u r t h e r , improvement of each mode has t o take i n t o account 

the p o s s i b i l i t y o f expanding the entire system w i t h the pr imary aim, of moving 

goods aad people at the iouest l e v e l o f r e a l cos t , ..Among t i e most important 

issues are the eata.b3jishraeni o f p r i o r i t i e s f o r investment end the c o n t r o v e r s i a l 

issue between res.6. and r a i l t ransport , , 

v l t h t i e e l i m i n a t i o n o f the r a i l w y v as e lroadg se.auesied, coord ina t ion 

now f u l l y centres on roads, waterways and airways. A f i r s t major step 

would be the c r e a t i o n of a l a t i o n a l Transport Corporation, aimed, at developing'? 

a consortium, o f p u b l i c and p r i v a t e c a r r i e r s . Such coord ina t ion would 

i n e v i l a . a l y produce s u b s t a n t i a l economies^and render b e t t e r services e s p e c i a l l y 

as the amounts now'handled by each mcwe are r e l a t i v e l y sm.e.,11 i n r e l a t i o n 

t o the' dis tances covered,, The problem o f investment must be based, on the 

ac tua l and p o t e n t i a l t r a f f i c f o r each mode,aid e f f o r t s should be d i r e c t e d at 
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de ye l o p i n g each medium i;n the ore a, where i t i s best s u i t e d , 

There i s an a r r a n t need to fonmfLaie a, l i i^ iv^y-doininoxi t t r anspor t 

nlen t h a t a n t i c i p a t e s f u t u r e t r a f f i c t o be c a r r i e d preponderant ly by road, 

t r a n s p o r t o Roads should, not on ly be improved auk expended, to perform o f f i c i a n t 

both, t h e i r present f u n o t i o n and the f u t u r e a d d i t i o n a l load o f a dismantled 

r a i l w a y ? but steps must also be t alien t o ensure tha t such development does not 

h inder the g r o r i b o f cheap water t r a n s p o r t i n are as v/here such, a mode i s best 

s u i t e d . The l o c a t i o n of c e r t a i n major urban centres and annas of p roduc t ion , 

( r ice , , piassava, bauxi te and r a t i l e ) are such tha t water t r anspor t should 

represent a much more impor tan t component o f the t r anspor t system than i t d.oes 

at present,, I t i s p a r t i c u l a r l y s u i t e d t o serve the bu lk producing: areas o f 

the loeer Scarc ies , bal lon, and Sberbro* The emphasis should res t on t r a f f i c 

a l loca . t ion ? tn . a t w i l l a l l o w water t r a n s p o r t to concentrate on bu lk commodities 3 

while t r u c k s concentrate on the d i s t r i b u t i o n o f con same 2: goods and peasenyers 

i n r i ve r i ne are a s „ 

The p o s i t i o n o f a i r t r anspo r t i s r a the r spec ia l since of ten t imes i t s 

economic f u n c t i o n tends t o be subservient t o i t s p res t ige va lue , being a 

c a p i t a l - i n t e n s i v e i n d u s t r y , i t s development should be geared, t o areas whore 

demand i s h i g h . P o l i t i c a l pressure aimed at the p r o l i f e r a t i o n of uneconomic 

a i r s t r i p s must be r e s i s t e d at a l l cas t , • f f t e " a l l , a i r services do not now 

coas t l i ne pioneer t r anspor t l i n e s , hence the need f o r a large number o f i n l a n d 

a i r s t r i p s i s u n j u s t i f i a b l e i n a count ry where most set t lements ere already 

l i n k e d by sane form .of motor roe,d„ Fu r the r , a more c r i t i c a l a t t i t u d e i s 

r e c u i r e d i n .rovirhing a i r services f o r in te rn - ;d ia ie urban centimes,with an 

area exeat domaad. f o r such so 1 v i c e s . For example,, the f l a n t o l i n k royamba 



inm'sd ia ie ly w i t h the domestic s i r service i s r a the r prerxauhures such a l i n k 

r i l l on ly pro ionp the t r a v e l l i n g ' time f rom Freetown t o , sag, Bo and would 

not m a t e r i a l l y i n f l u e n c e cash, f l o w s unless fa re r educ t ion was such, .as to 

a t t r a c t a, lower income group o f passengers,, 'The case f o r f u r t h e r devetorment 

l i e s main ly i n improv ing the e x i s t i n g service e s p e c i a l l y by the p r o v i s i o n 

of r egu la r bus services between a i r s t r i p aid town cen t re , the gen courage mo at 

o f the grea te r u t i l i r a t i o n o f ava i l ab l e capaci ty through 'an i n t e n s i f i e d 

programme of a d v e r t i s i n g , and the i n i t i a t i o n o f ' a i r f r e i g h t services f o r 

meat and per ishable f o o d s t u f f s f rom the habala area, t o large urban centres 

such a.s Freetown, 

The Problem of Competi t ion 

The problenoOpcompeti t ion among the vsr ioas t r anspo r t modes provides 

a con strait theme throughout the study 0 From the oaacllest 'ea.ia.se or dove lo anient, 

compet i t ive c o n f l i c t s were r e f l a t e d between roads and small water c r a f t s 

canoe t r a n s p o r t , head por te rage , b a r r e l - r o l l i n g ; and mules compete a f o r the 

bxr.la.ge o f t i x d e oomiaodi t i e s f rom the i n t e r i o r proda :cina- x e x s to l i e coas ta l 

t r a d i n g centres,, k i t h the coming o f the r a i lway ( l o b b - l O l l ) the aaomelous 

s i t u a t i o n o f compet i t ion occurred ^axd iaecip.nl aed r a i l t r anspor t v i r t u a i l ; / 

dexstroxx. both canoe t r a f f i c and head portsrxae,, The r e i lwrp ' was more a f a i e i e i i 

i n terms cC speed rax" costs and l o g i c a l l y baoxee the coun t ry ' s main .bulh 

c a r r i e r . These e a r l y forms of compe t i t i on , blxpxg. impor tant when tne;y 

http://'ea.ia.se
http://bxr.la.ge
http://iaecip.nl


and i ^ e n t i r e t y compete t r a f f i c away from, the ra i lway - . Such i n c i p i e n t 

compet i t ion ems c l e a r l y ev ident on roads tha t rr :ve d i r e c t access t o -ar t s 

o f e x p o r t a t i o n .aire the Luke ai l -Port Loho road, or on roads .that pa r a l l e l ed 

the r a i l erg as . i n the Jf.no - Bumpe road, 

Tie theme o f o o m r e t i t i o n a i l l revolve mainly or r a i l n r . roars since 

i t i s i n t h i s sec tor t h a t in te r - raodal compet i t ion i s most promisee.!0 Y/elerweys 

end. eirwag's are r e l a t i v e hp i n s i p n i f i c ar.t. and oconomiosl ig rear g:.iel to i n f l r e n c e 

i n a-py r-nnrecia,ale manno.rgtko o v e r a l l r a t t e r n of commodity movement. There 

i s no doubt t h a t same hulk;;/ low v a l r e t r a f f i c s t i . i l goes hy 'rater t ranspor t 

i n the leaner' Secretes, Bullom and Sherbro areas, out t h i s does not represent 

t r a f f i c diverted, f rom any o ther t r anspor t mode . Pice, per ishable f o o d s t u f f s 

and piassava e i t h e r c o n s t i t u t e r e s i d u a l t r a f f i c whose i n t r i n s i c v a l r e arises 

i t uneconomic f o r l o r r y t r a n s p o r t , or can on ly be c a r r i e d by canoes because 

of the la.ek o f a l t e r n a t i v e t r anspor t modes yes i n the ca.se of piassava i n the 

swampy t i d a l creel: area o f Ibynthe l U s t r i c t o Domestic a i r t r u i s e o r t i s rev; 

and s t i l l i n a rudimentary stage o;" development 1 i t has the re .10 re on ly 

succeeded, i n d i v e r t i n g v e r y valuable t r a f f i c e s p e c i a l l y i n the a essence r 

seciorybeore the gains leave been made l a r g e l y at the erpenso of r a i l t r a n s p o r t . 

Ra i l - road compet i t ion i s not a p e c u l i a r i t y o'.' S i e r ra Leone, i t i s 

evi.dent a l l ever vfest I f r i c a i n v a r y i n g degrees a Such cormpetilion hap no 

doubt a f f e c t e d adversely the p r o f i t a b i l i t y of the reile.m.y, b'af t o assess 

accura te ly the magnitude of t h i s compet i t ion i s d i f f i c u l t , becau.se s t a t i s t i c a l 

data r e l a t i n g to tne growth t r e n d ox rose t r s i r i c i s lamiaed .s r f epsumashions 

have to be made on es t imates . 'Further the enormous ros t -war r i se i n road, 

t r a f f i c does not e n t i r e l y represent a net d ive r s ion f rom r a i l w a y t r a f f i c , 

http://Jf.no
http://sti.il
http://ca.se
http://becau.se


I i i some ins tances , i t represents new t r a f f i c or even feeder f l o w s to the 

ra i lway* From 10 50 the r a i l w a y has 'been re pos ter ing a. net loss i n a l l t r a f f i c 

sec to rs , hut the yrea tes t dec l ine has occurred i n the "down t r a f f i c " export 

a g r i c u l t u r a l sec tor , f o r m e r l y the mainstay of r r i l w a y t r a f f i c , Road t ranspor t 

has siacce s s f u l l y invaded the l u c r a t i v e "u.: t r a f f i c " const, s t i ay mainly of impor i 

goods, and has made ser ious "inroads in/bo the passeuaer markat. Fur ther the 

problem of beck-hanl t r a f f i c f o r road h a u l i e r s has in t roduced a serious 

s i t u a t i o n o f ra te r educ t ion i n the movement of produce to Freetown. Todev 

l o r r i e s, i n order t o avoid empty running , are i n c r e a s i n g l y aerforiming the 

t r a n s p o r t a t i o n o f cash, crops f rom the yeoviaeac t o Freetown at r i d i c u l o u s l y 

low r a t e s . Table 1A01 c o n c l u s i v e l y i n d i c a t e s the t r end f o r oalm kerne ls , 

once the dominant commodity i n r a i l "down t r a f f i c " . 

Several f a c t o r s have c o n t r i b u t e d t o the tremendous r i s e o f room, t ranspor t 

and the phenomenal decl ine i n r a i l shdepm.en.ts. The predominance o f bu lk goods 

i n the "down t r a f f i c ! ! f l o w would, a p r i o r : ! , malm the railway- the users 

prefer red , mode o f t r a n s p o r t , but the r a i l w a y serves on ly a. small area. Fur ther 

the g rea te r volume of hip t r a f f i c " f l o w t o meet the i n c r e a s i n g demand f o r 

imported goocls/Ls d i s t r i b u t e d meanly by road t r a n s p o r t , whose f l e x i b i l i t y i s 

i d e a l l y adapted t o meet the individ.-u.al usee's needs. Most import ant of a l l 

i s the f a c t t h a t the t y p i c a l t r ado -1 r an spor t c ombin v t i on, ml ch has f o r leap. 

charac te r ! aed the s t ruc tu re of i n t e r n a l commerce, i s 'best served by commercial 

l o r r i e s o They can take the t r a d e r f rom one domestic mar!:ot to another, 

ca r ry ing smal l consignments o f goods, s u b s t i t u t i n g passenger f o r f r e l e n t or 

v i c e - v e r s a , thus malana; i t more adaptable to changing OBiarnA than r a i l tronspoi'" 

could ever be 0 ivoidance o f tra.nsload.inp; i s another ad.vauta.pe, e s e e e i e l l y 

http://shdepm.en.ts
http://individ.-u.al
http://tra.nsload.inp
http://ad.vauta.pe
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TABLE 14.1 PALM KERNEL MOVEI-iENT IN TONS - 1955-1965 

Year Export T o t a l R a i l Road 

1955 57,640 12,206 45,4-34 
1956 57,64-5 10,233 47,412 
1957 52,967 8,867 44,100 

1958/59 54,609 8,819 45,790 
1959/60 57,530 6,533 50,997 
1960/61 54,525 9,114 45,4ll 
1961/62 57.764 11,864 4-5,900 
1962/63 60,986 9,956 51,030 
1963/64 52,787 7,306 45,481 
1964/65 52,158 5,338 47,820 

Source: Railway Annual Reports 1955-1965. 

v/hen hsad. l ine; f a c i l i t i e s are p o o r m t h t r io coi iseauent r i s k 01 p i l f e r i n g m i 

t a m p e r i n g w i t h l o a d s a 

d i r e c t -price c o m a e i i f i o a i s a l s o 0. c r u c i a l f a c t o r i n t h e economic 

s i t u a t i o n o f the two modes. The f a c t o r , h o o v e r i s n o t i m p o r t a n t i n passenger 

t r a f f i c H a l l 3rd. c l a s s f a r e s w h i c h ore comparable t o the a s c e r t a i n e d road 

f a r e s ? t e n d t o he g e n e r a l l y l o r e s , e x c e p t i n the s h o r t - - d i s t a n c e dournsv/£-

w i t t i n t he O s t e i n I res - end along hie main t r . n h r o a d f r o m n r e e t o a n t o h o ? 

where r o a d f a r e s ai ;e a o p r e c i a h l p ' lower , , On r o - d s n o t s e rved hp the r a i l w a y ^ 

f e r e s are i a w - a r i a h l p h i p h e r . The p r i c e f a c t o r a lone would, t h u s l e a d one 

t o e x p e c t a g r e a t e r p r o p o r t i o n o f the pes sender marke t g o i n g t o the r n l l w a g , 

h u t t h i s 5.s n o t t he esse as seen i n t h e d e c l i n e o f r a i l passenger -relume f r o m 

1,352,620 i n I g h g t o 911,737 he I f a e , r e p r e s e n t i n g a decrease o f 2o 0&hh The 



f a i l u r e o f t h e r e i l Y a p " t o pshow the e x p e c t e d v:o\r-:-rd. t r u i i ± * duo larevaiv- t o 

l ° o r ^ • • - • 1 - i ' h j o f s e r v i c e . Too p r i c e f a c t o r f i n d s ' d ; .prep t e s t op-.oln.o-t'..on 

an :h/oiaub r a t e s , end t o a r r i ' v e a t a r e a l i s t i c ooLvo^ri son, t h e r e i l e a s - c l a s s 

J-'1' f o o d s r o t e 1 ^ has besa chosen as o con;;orra'.)L; a r t e t o t i e d o f rood 

t r a n s p o r t „ id -; c l a s s I ' d c a t e p o r p r e p r e s e n t s the d a i d d l s rabo a i d i n c l u d e s 

v a r i e i p - o f roods sac"; as b t rL lahaa r ; a t e r i o l s , c o l t , f i s h , i o o o d f u r n i t u r e 

ca r t i m e s r^ b u t e x c l u d e s e x p o r t op;ri o r i t u r e l -orodnce, T h i s m i d d l e r a t e i s 

hied, compared, t o r o a d f r e i p p h i ehraes as sheer; i n Tab le L I . 2 f o r a fev/' so lo ted . 

r o u t e s . 

TABLE l 4 . 2 RAIL AND 12 
ROAD FREIGHT RATES 1966/67 

Journey Mileage Rate i n Leones 
Freetown t o : Road R a i l L o r r y Load T r a i n Load 

Magburaka 126 132 27.50 30.00 
Bo 3.60 136 30.00 38.00 
Kenema 230 182 45.00 48.00 
Pendembu 277 228 52.50 58.00 
Yonibana 71 101 25.00 29.00 

Sources: S.A.J. P r a t t i n Development of S i e r r a Leone Railway 1966. 

ITALCONSULT - UN Land Transportation Survey 1966 

unpublished data. 

http://op-.oln.o-t'
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The P r o b l e m o f S s f e t y 

The f a c t o f ea. i n o r e o . s i n g volume o f t r a f f i c u s i n g l a r g e r , f a s t e r and 

h e a v i e r v e h i c l e s r a i s e s many p r o b l e m s p r o m i n e n t eaoag v f i i o h i s t h a i o f s a f e t y 

e s p e c i a l l ; y i n road t r a n s p o r t . T i e road, a c c i d e n t r o t e i s i n c r e a s i n g s t o e o l y 

w i t h t i m e n o t o n l y i n S i e r r a Leone b u t a l l over bes t A f r i c a , , The p r o v e r b i a l 

re old. es suss o f l o r r y d r i v e r s has ceased t i e a ia iber o f road a e - i ^ c a t s t o soar 

f r o m 500 i n 1950 t o about 4326 f 1 1 19e6 ? ~" ; o f t e n r e s u l t i n g i n gruesome 

d e a t h s . l i t h o u g h a c c i d e n t s are p a r t o f th.e s o c i a l c o s t o f t r a n s p o r t , the 

c o s t need n o t be so h i g h i f a none r i g o r o u s o l i o • o f ini a i m ! slag; t he corses 

o f a c c i d e n t s i s a d o n t e d . S ince p o o r r o d s and m o u n t i n g t r a f f i c c o n g e s t i o n 

o • ma in r o o f a r t e r i a l s are majo3" f a c t o r s i n the h i go Occident r o t s , i m p r ove -

ment upon t h e r o a d sys tem w o u l d t h u s seem t o be a l o g i c s ! s o l u t i o n . 

E d u c a t i o n and a p r o l o n g e d p e r i o d of t u t e l a g e anong w o u l d - b e - d r i v e r s ^ ore 

c o n s i d e r e d p i e r e o u i s i t e s b e f o r e say d r i v i n g l i c e n c e s can be i s s u e d . The 

t r a h f i c p o l i c e s h o u l d be more x l g o r o u s i n t h e i r d r i v i n g t e s t s end v e h i c l e s -

e s p e c i a l l y c o m m e r c i a l l o r r i e s - roust be r e n u l a r l j e z o r i n e o t o a s c e r t a i n 

t h e i r r o a d w o r t h i n e s s . L a x i t y i n these two re s e n d s w i l l , o n l y l e a d t o the 

imuaeeossar ;a l o s s o f l i t e r and. w a s t e f u l domege t o c a p i t a l e cauoonenl. I t i s 

f o r t h . e r sugges t ed t b a t i ' i i - i tb ' . i aa te ' u r i v o r s be encouraapd. t h r o u g h the m o t o r 

D r i v e r s ' U n i o n t o a t t e n d n i g h t schools? bocarse a. good number o f a c c i d e n t s 

c o u l d be a v o i d e d i f o n l y toe se d r i v e r s wore able t o r ead r o a d s i g n s . 0 o one rat-

between t h e f i n i s t r y o f T r a n s p o r t and Oomnunica t ion end the P o l i c e i s 

e s s e n t i a l t o ensarc t h a i roans are c l e a r l y norhed aaf t r a f f i c r e g u l a t i o n s 
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l a t e r - t o r r i t o r i e l T ranspo r t 

I n t o r - t e r r i t o r i a l t r a n s p o r t l i n k s are e s s e n t i a l a l l o v e r pes t A f r i c a , 

end governments have f r e c m e r i t l y r e i t e r a t e d trie need f o r c o o n e r s i i o n i n t h i s 

i l e l d o T h i s idea , i s i n f a c t o f f a i r l y r e c e n t development. , as shown by s t 

r e f e r e n c e s t o t h e c o m p a r a t i v e i s o l a t i o n i n w i r i e r t he t r a n s p o r t systems o f 

t he v a r i o u s t e r r i t o r i e s have e v o l v e d , and t o the d i s t i n c t l e d o f i n t e r - t o r i f™ 

t o r i a l l i n n s o These l i n k s however , c o n s t i t u t e n e c e s s a r y pre re r u i s i te s; i n 

t h e development o f i n t e r - A f r i c a n t r a d e and economic c o o p e r a t i o n . 

I n S i e r r a Leone , i t would seem t h a t o n l y two modes? roads and a i rway 's , 

are o f imme d ia t e s i g n i f i c a n c e . T h i s may sound s u r p r i s i n g s ince most o t h e r 

eoim t r i e s have u s u a l l y " s t r e s s e d t h e r o l e oh r a i l w a y s i n i n t r a . - r e pi. o n a l 

t r a n s p o r t i n t e g r a t i o n , b u t t he p e c u l i a r i t y o f t h e SLG-R makes i t t e c b n i c a l l j 

and f i n a a c i a l l y u n s u i t a b l e f o r c o n n e c t i o n T . i th the s tandard-gauge Guinea 

r a i l w a y . I t i s m a i n l y i n t h e f i e l d o f roads t h a t ' c o o p e r a t i o n bet-ween Guinea., 

1/i 

L i b e r i a and P i e r r e Leone, a l l memeers o f tee p roposed f r e e Trade Area , 

i s most p e r t i n e n t „ Government p o l i c y s h o u l d aim at c o n s o l i d a t i n g the economi 

u s e f u l n e s s o f i n t e r n a l ; ! o n a l t r u n k roads by l i n k i n g them up w i t h i m p o r t a n t 

t e r r i t o r i a l f e e d e r r o a d sys tems , so t h a t t h e y can serve b o t h the needs o f 

domes t i c and i n t e r n a t i o n a l t r a d . © . There s h o u l d a l s o be a. h a r m o n i z a t i o n o f 

r o a d ' b u i l d i n g t e c h n i q u e s , s t a n d a r d i z a t i o n o f t r a n s p o r t r a l e s and. r e g u l a t i o n , 

agreement on s i m p l e r o a d c l a s s i f i c a t i o n end h i g h w a y numbewin :•; sys tems, h i t h 

a i r t r a i s a o r t j t h o r e i s an immed ia t e need f o r a comple te r e - e v a l u a t i o n o f th.e 

economic r a t i o n a l e "behind the g r e s e u t p r o l i f e r a t i o n ' - of s m a l l , . h i g h - c o s t '• '"• 



n a t i o i - l o i r l i i , • • • a«, T i e l i n o s of ba ins s,.; S i a r e a Le0.10 a i l L i b e r i a ' , shou ld be 

m e r p e i i n t o r s i n p i e m i l h i mi a i l oxi e l sys tem cam-blo o l e x p l o i t i n g t i e 

advent sacs o f economies o f s c a l e } and e i imi r . ' ~ . t i np ; ' l i e c i i s t i n p M i " i t e n s i v e 

'I r-: 

c o m p e t i t i o n emoup t o o n.mep s i r . L i n o s solemn;-' t o o sm, ; . i a mar nx'm'a 

T i e t r e a t t e a . r l s ' el -"per economic i r i i t s i n . bes t . A f r i c a i s pai.nl.np 

op . . ree lebre no r . ca i e rp note t h e c i v i l i a n and m i l i l i r p governments are aproed 

o:n t b i s v i t a l i s s u e as seen i n t i e r e c e n t Acc ra mooi lmp (bap- leled) o f no n i p -

a l l 'best A f r i c a n coun t i d e s , t o d i s c u s s t i e a o s s i b i l i t p " o f e. ' ' r e s t A f r L c a n 

Common handset'b Such a jeootk ip , l i s n x i s i n r l p b i h l l p h i s t he need l o r 0 

c l o s e r e x a m i n a t i o n o f t he r o l e o f t r s n s p c r t i n t i e pres e 'Qb c r u e l e l s i ; .me 

o f o c o . c m i c mid. s ec t e l t r m x b . t i o r i . P r ima r i l m , one must advocate a c t i v e 

r e s e a r c h i n t o t b c ind i . vdd .ua l t r a n s p o r t p rob lems o f each s t a t e ore"' the u l i i i e h e 

l l n b l m p up o f t h e v a r i o u s r e s u l t s . These should p r o v i d e a r e a l i s t i c b a s i s 

f o r the f o r m u l a t i o n o f c h a s t e r P l a n d e a l i u a v h t b t ee e n t i r e t r a u s e o r t complex 

b iuoe a l l t r r a s p o r l media are i n t e r - r e l a t o d 9 t h e i r dovelopamut la . t i e pes t 

I f i l ea . . . re aloe, should, a l s o be c o o r d ! aated.^ t o aaroduco a r a t i o n a l ' economic 

p a t t o i n f l a t i s f u l l p edoeuale t o e o i v e a l l s e c t o r s o f modern! a a t l on 0 A 

c r i t i c a l , f a c t o r i n t i e m a t e r i a l i z a t i o n o f r eppana l c cores 5 a t Lou i s r o i i t i o s 3 

b u t , v . i t h enouah. m o o d a i i i and an r n r e i e n t i n ; ; e f f <:r t t o f i n d accent able 

s o l u t i o n s , , "oropress ex: most 11 kelp- t o o c c u r . There must be , above a l l y an 

e a r n e s t x i l l i e x n e s s t o e v o l v e men t t .omphts i n ooos-oibo p l a i i i u u aim 

c o o p e r a t i o n t n o u p h i s i n t i e c o n t e x t o f a nam and. b i e a e r reapcr i transce-.idini-" 

t h e t r a d i t i o n a l f r o n t i e r s o f o o l i t i c s , socle As and ooonomph''" ̂  

http://pai.nl.np
http://indi.vdd.ual
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I t i s hoped t h a t t h e p r o b l e m s r r i s e d i n t h i s c o n c l u s i o n and i n the 

t h e s i s as a w h o l e , have to-some e x t e n t i n d i c a t e d t h a t t i e s t u d y o f t r a n s p o r t 

i n economic and s o c i a l d e v e l o p m e n t , can he b o t h i n t e l l e c t u a l l y s t i m u l a t i n g 

and f r u i t f u l as an e s s e n t i a . ! p l a n n i n g t o o l i n r e g i o n a l deve lopment . The 

f a c t t h a i answers "'awe n o t "been f o u n d f o r some o f t h e o u e s t i o n s r a i s e d 3 does 

n o t nega t e the u s e f u l n e s s o f t h e s t u d y i n p r o v i d i n g a c h a l l e n g e f o r f u r t h e r 

re -search . F i n a l l y , , i f i s s t r o n g l y ' b e l i e v e d t h a t d e s p i t e the many d i f f i c u l t i e s 

i n v o l v e d , t h e more t r a n s p o r t s t u d i e s i n d e v e l o p i n g n a t i o n s t h e r e a r e , t he 
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A B S T R A C T 

Transport in Relation to Social and Economic 
Development in Sierra Leone 

Thesis submitted to the University of Durham for the 
Degree of Doctor of Philosophy, 1967 

by 

Shelcou M. Sesay, B.A. 

In Sierra 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 settlement, resource utilization and 

employment. 

The basic motive in developing the transport system, was to link 

areas of potential agricultural and mineral production to world markets. 

The railway (S.L.G-.R.) accomplished the earlier phases of the linking 

process, especially in the oil-palm region of the south and east. I t 

was thus the in i t ia l 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 flexibility and adaptability to changing 

needs quickly made them formidable competitors of the narrow-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, s t i l l 

in the formative stage, is yet only of marginal significance due to 

low effective demand and high costs. 

Future transport policies should aim at a rational co-ordination 

of the entire transport system, so as to meet the needs of 

industrialization and modernization. The railway, which can no longer 

contribute to national development, should be phased-out, and its 

load transferred to road transport. Co-ordination of road, water and 

air transport, must ensure that each mode is geared to serve the 

traffic for which i t i s best suited. This involves the careful 

planning of transport development in relation to the economic, social 

and political geography of each area. 


