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. Without transport ang trade a person would have to lead &2 . -
self- sufficient existence- he*would have to produce everything
he needed and there would be no market fo'r his surplus production.
Therefore, transport and communication are vital to economic and *
social development.uTransport routes are important features of_
‘the.landscape which merit study in their own right and for the
effect which they have on other distributions.

In most of rural Nigeria, until §ecentlyL a subsistence
economy was the rule. The gradual change to a cash economy began
seriously with\the arrival of British Coloniaﬂ rule and the
introduction of new and faster, means of transportation in the
country. Notable among these new forms of transportation was -the
railway system which had a considerable influence on the develop-

ment and_movement of mineral and agricultural exports.-

A research proposal entitled: Rallways and the Development

' to an advisory committee at the University of Ottawa in the

summer of 1980. The proposal was accepted as no research on'the
topic had previously been undertaken. It was suggested, ‘however, that
the scope of the study be confined to the railways and agricultural

"development'. Hence,. the present title: Railway Development and

the Growth of Export Agriculture in Nigeria During the 1900-1950

Period. The prime reason for this work is to examine one of the

innovations introduced into Nigeria by the Colonial Administration

and its impact on something "Nigerian': -agriculture. A second



*

E B _ . . _ o : | o x'f
reason is to make a small contribution to the understanding of

- the process of agricultural development in Nigeria.

T It is hoped that this thesis will be of value to- thoseiwho
ﬁieh for a‘general’picture of the role of the railways in the
expansion of export‘agricultﬁre in Nigeria, particularly during
the bre—independence era. The objective'of the thesis will be !
equally achieved if the eriticism of it leads to better research

’ in the field of transport and agricultural development in Nigeria.

(43
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Guided by the stage model of Taaffe,Morrill and Gould»(1963) .
—— .

the tnesis examines how the constfuction and extension of the
Niéerian railway network by the Colonial Administration during

the 1898-1930 perlod gave access to pre~existing agrlcultural
production areas and facilltated the development of new production
‘areas by llnklng them to ¢oastal ports. As the main penetratlon
lines into the’hlnterland the rallways gave rise to the establlsh-
ment of new export-collectlng centres..Some of the existing trade
centres, now on’ the rallway line, became centres for the buylng

and bulklng of agrlcultural products for export

P
N

The Athesis ?bcuses on the expanded production a@d movement
ef groundnuts, cotton, cocoa, and palm produce, representing the

ural exports between 1900 .and 1950. Stnﬁctural

, changes in the hihterlands of expdrt collectlng centres on rail-~
way llnes are ana}yeed lncludlng the role of feeder roads and

competlna transportatlon modes. Thaugh a qleer temporal relatlon

between exten51on of rallway lintes and massive actlvation of
-export productlon along them 1s demonstrated, indicating that
railways were cruc1al in facrllta ing. export productlon, further
“research is requlred to elu01date thée role of rallways in relatlon

to other variables..

e
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RESUME
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Basée sur le modéle de Taaffe, Morrill et Gould (l9635, S

-~

- e

cette thése gtudie de'éuédle faébn la construction et l'extension

fe - .

des.chemins de fer nlgérlens, par. 1! Admlnwstratlon colonlale entre

1898 et 1930, dopnereqﬁ*acces aux ré&gions icoles deja exis- |

tantes et facilit&rent le développémeﬁt ae(nouvelles régions de

. v
“ R

production en les reliant & des ports cbtiers.” -Les chemins de '
fer,~etant les voies de communlcatlon pr1n01pales de liarridre-
pays, créérent 1' tabllssement de nouveaux centres de déPpdts en

vue d'éxportation. Quelques ll%ﬁx @e commerce déja établis, ..

-

-malntgnant au bord des chemins de fer, dev1nrent desg entrepots

pour l'achat et l'abri des produits agrlcoles en -vue d‘exportatlon.m
L3

Cette thése se concentre sur l?_productlon et le transport

développés_ﬁesnarachides, du coton, du cacao et du palmier, ce

qui représente la majorité des egggrtations aéricoles7entré 1900
'ef 1950. Les changements de 1! env1ronnementdesarr1ere pays ot .
il y a des centres de dépdts exportaéeurs sur les lignes de chemin
de fer font 1'objet dfune analyse, ainsi que le rdle des'voies

de raccordement et des moyens de trahsport conéurreﬁtiels. Une
;élation distincte entre la déve&opﬁement das chemins de fer et
l'accroissement des produita exportés soitﬂdémontfée le long

dé ceux—13, iﬁdiquant que -les chemins de fer &€taient dé premiére
importance pour_facilier l'exportation des produits, une recherche

supplémentaire est requise pour tirer au clair le rdle des chemins

de fer en relation avec d'autres variables.

»



Chapter i'

P ' INTRODUGTION  ° .

”

One of, the central problems in the study of Nigerian economid
geography in the twentieth century is to explain the rapid increase
in primary exports which began around the “turn of the century. For
instance, the volume of- palm produce exported rose almost four
fold from 1900 to 1950, and the exports of cocoa, cotton, and
groundnuts grew enormously from almost negligible initial levels.
*To many, observers, the production of primary products for export
' 'has appeared the most dynamic feature of economic life in Nigeria,
apparently responsible for most of the growth.in per’ capita income
during this period (see Berry, 1970). Since this development
'001ncided in time with the advent of Colonial rule (1900-1960),
it has commonLy been analyzed as a set of responses to the various
external forcges introduced.in Nigerian society by the colonial
regime (Helleiner, 1566; Oluwasanmi, 1966). Crucial among these forces
is the introduction of new forms of transportatlon.

Transportatlon had been poor and was one of the most serious
obstaoles to economic development in the country. It was significantly
re-organised during the colonial era. The Colonlal Administration
improved'some of the traditional forms of mobility, and in most‘
cases did introduce new forms of transportation. The motives
behind tne introduction of these new forms of transportation were
economic, political and social development. The economic motive

for the construction of new transport routes is of particular

. ¥



interest to the thesis because it is the recognitioﬁ that
_trapsportation has a vital rolé to play in the process of
development that prompted the examination of the relatiénsbip

. " Lt Lo ' 1 - \ i
between railways and the growth of export agriculture in pre-

independgnbe.Nigeria. )
| fhe fheéis is confined to quantitative growth of export =~ .
agriculture vis%a—vis.growth of the nailefs. Agricultupp is
chosen specificélly for examination because until'receﬁtly
it “accounted for over 85 pércént of the national export revenue,
én& provided employment for about 80 percent 6f éhe Nigerian .
. . 5
labour force. In iooking at the railways I am concerned with
-the-movgment of goods rather tﬁan the movement of people. Rail
passenger traffic is of relatively sma;l significance in the
economic ~geography of Nigeria. bompared to goods' traffic the
péésenger traffic.is proporﬁionately small. In general people
travel less and for short distances by rail, whereas a large
proportion of goods are moved long distances. Even when peopie
travel by rail,'large numbers of them carry huge loads of
produce as lupgage (Walkep, 1959?. The impaét of railwaykdevelOp-
ment on m;ning_in'Nigerié-hég been purposely excluded, During
the study period mining products accounted for'only 11.8 percent

. \ . .
of principal exports and 8.5 percent of total railway,tbaffic.l

Scope And Objectives

It has been suggested that an empipical'appraisal of the role

of transportation in regional growth can be made Ey associating

.
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the historfcal development‘of trénsport with shifts in geographical
.distribution and increased output of agricultural export (Lugard,
1922; Chinitz, lgslh Chisholm, 1962)f/@o explain this phenomenon

reference is made to- (lﬁi:vels -of agricultural exportsand (2) Shifts - -
"in geographical distributi n of agricultural production fop export

' Therefore, the first objective is to trace the historical develop-
.ment of the ngerian railway network and its hinterland. The
.second objective is to eValuate the impact of the railway’ .

network on the growth of agricultural production for guch exports as

. groundnuts, cotton, cocoa and palm. produce, 'which represent the

\h..

¢ principal exports for the period 1900 - 1950,

~ . -

. Data Source and Data Quality

The thesis is based entirely on library research, and under—
taken in the context of .a developing nation. The use of quantita-
tive techniques is rather limited on account of data problems.
'The leck of herd facts in crucial fields is one of the major

aspects that appear to distinguish the problem of understanding

development in most.developing countries from elsewhere. Most

scholars working on developing country topics are aware of the
constralnts imposed on them: by_data 11mitat10ns. As Wesche (1971,

p. 117) rightly observes, "data for less developed countries are
usually limited in quantity, coverage and quality". These short- - .
comings are due\to“a\zeriety of reasons among which are fz}rteracy,
ignorance, a lack of interest, and superstitions (Purves, 1964&).

With special reference to agriculturél data; collecting agricultural
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' . .
statistics is not easy'in any country and much more Qifficult in

" developing economies. The éépensive.aréa cév?réd by agriculpurai r
.acﬁivities'aﬁd tﬁe Qéﬁiatioﬁs of so}l,.cliﬁate,;and topography
iﬁcféase the disparity.fn any facts collected and may leadlto
errors unless a large samplé is taken. Sevefal personal and sociél
factors also make fhe-cqllectién of statistics difficult. Few

farmess have records or accurate measurement of the acres planted

T op amgynfs produced. The broducts are sold in small amounts and
‘Eﬁ many forms. Many farmérs hesitate to report their true output
because they are suspicious of the use that will be made of these™
.-data. . ’
T 2 Where .data are available the discrepancy between statistical
values and the reality ofl production is, in most cases, appall-

ing. NeVertﬁeless, available data can be put to effective use
dfor sgmergeneral conclusions. ‘

Secondary sources have been used for the greater part of the
thesis. These are obtained from Annual Reports of the various
Nigeriaﬁ Government Departments‘and of the Railway Administration.
The reliability of statistics quoted varies greatly. Those con-
éerned with rail movements are generally accurate,_for detailed
.records are kept by .the railway administration of all traffic
handled, and there is no reasbﬁ.to douﬁ%“their reliability. Most

12

of the export figures quoted are equally reliable. 1; this is

-

not true of crop acreage fighres, ‘which are calculated from éstim-—k

ated yields per acre, . . Among the statistics used in the thesis

these must be regarded as the most suspect.



'. The time.scale being examin d in the thesis cdvers tne period-

from 1900 to 1950¢ but data from 1532 37 and 1#47h50 ane the primary~
focus.of the analysis. These are the periods for which adequate

and consistant‘data are conveniently availabie for.the railways.

Some atailable and relevant data on the railways before the 1932~
1937 period are referred to when appropriate. Export data exist for

- the entire 1900-1950 period Data from the’ 1951_53 period hav; been
integrated into the analysis because they prov1de some vital informa-

tion on agricultural practices that are not available in earlier

sources.

4 ~

Th ¢ use of‘groundnut, cocoa, cotton and palm produce data
considered aégregately as’indicators for agricultdral exqﬁrts stems
from the fact that these cash crops on average contributed about 78
percent of the Nigerian cash crops trade between 1900 and 1950

\
The word export is underscored here because the data for groundnuts,

cocoa, cotton and palm produce do not represent’ total production,*ua
but rather refer to totals railed and exported. Furthermore, export
is limited to purely.international export; since railway freignt
movements of the above products for internal markets are limited.
Spatial observation is-primarily focused on the railway lines

andvon selected stations along the lines. These stations are selected
on the basis of their location and the quantity of agricultural
exports h;ndled annually a ‘each station.

. On account of tne time series nature of data, long term histor-
ical trends are constructed for exports, quantityof agricultural ex-—

ports railed and acreages 1in use, Multi—year averages are designed °

to provide coverage of the 50 years which followed



~
-

3 " .
.the Successful introduction of the railways and which Encludea

- | —

. ~the peak years of railway building. These multi-year averages

B
-reduce variations- due to short term weather and price fluctuations

and thus serve to isolate basic long-term trends. By using the
same time periods fqr the total export trade and the export rail—
ed, it has been relatively simple to examine ﬁhe relationship

v

1between the railway development and the growth of agricultural”

wh

exbbrts;
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""1'  See Annual Reports on the Nigerian\Railway.and Colliery,

1934-35;”p. 132; Annual Reports on the Nigerian Railway;' '-
1947-48, p. 16; 1949-50, p. 20; and G.K. Helleiner, 1966.

14

4

-

2 Palnm prdduce accounted -for 43,4 percent, cocoa lS_perpent,

groundnuts l5.d percent, and cotton 2.1 percent,of "the total

exporfs (1900-1950). ur



Chapter 2

- THE GEOGRAPHICAL ‘CONTEXT. OF NIGERIA'S EXPORT
AGRICULTURE

-;;At the‘Berlin'ConferenCe'in 1885..the'British Governemnt
claiméd a large territory of about 913,000 square kllometres
around the Niger-Benue Rivers. It was not, until 1800 that it

took. over fuil control of the are; fron the Royal Niger Compenﬁ
which had formerly been'responsible for.trade‘and administration,“
and proclained the Proteotoratesof Northern and Soothern Nigeria.w
The two Protectorates and the Colony of-Lagos were amalgamated
into the Colony and Protectorate of Nigeria in 1914 In 1946 the
country was divided into three regions. Northern, Western and
Eastern Nigeria. It remained so until 1963, three yeers after_ .
independence, when the Mid-Western Region was createo. Nigeria
has undergone‘further divisiens since then. In 1967, tﬁelve states
were created. In’ 1975, seven“nore statee were carved out, bringing

the total to nineteen states,
Rivers

Nigeria has several rivers and lagoons. Notable among the
rivers are the Niger, the Benue, and Cross. These rivers are
navigable to certain points all through the year (Map 1l). In
addition the extensive }agoons of the southern coastal area play
an important role in transportation and economic activity. Many
of the coastal areas are easily accessible through the rivers

and creeks. The Northerfi towns witn limited access to the Niger
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"and Benue rivers were served by caravan and camel routes before

T
M

the railways and'modern.road network.

¥

n

Climate, Soil Conditions and Agriculture

The climate of Nigeria is dominated byltwo seasonsr wet and
dry, which are well markeo throoghout most of the country. éhe
| wet (rainyi seoson extends from April to October. The annual raio-
Ifall varies from 380 cm on the eastern coast to 63 cm-or less in .
tﬁe ettreme north. The dry_seasoh is from October to April in the
North, and in the South it extends from Novembér to April. The |
annual temoeratures range from 21°C to 32°C in the South, and

from 10°C to. 43 C in the North. The Nigerlan climate is gener—
.ally favourable for quick plant growth Planting starts as soon

as the rain arrives, much,earller in the South than in the North.
Day léngth varies from 11.5 to 12.5 hours in the North and from
.11.7§ to.12.25 hours in the South (IBRﬁ, 1955). The prevailing

‘conditions of cloudiness, continuously high temperat\yre, high

in regions experiencing a pronounced dry season,_even Af - the total -------------------- '

“annual rainfall may be abundant. Given a well-distributed rainfall,
as found in most of the southern rainforest zohe, it thrives with
totals as low as 130 cm or as high as 640 cm. Most of the cocoa,

3 .

is grown with an annual rainfall of }10-150 cm, spread over eight

to nine months. Mean annual rainfall of between 90-150 cm, with
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abundant sunshine dufing’the growing periéd and a relatively—dry

period for harvest provide ideal conditions for cotton growing.

Groundnuts, on the other hand, require a mean arihual rainfall of

_between 60 and 100 em, concentrated into the_summer months. The

‘conditions in :the. Savannah_gone are well suited to the cfop.

. H. Vine (1953) has identified at least teh toﬁ‘sgil types
in Nigeria, ranging from the‘loose sands and plastic clay with

sands in.the extreme North to the matted alluvial muds in thei "

extreme South (IBRD, 1955, Map 4). The soils of the principal

" groundnut produéing areas are derived from the desert sand, and

the presence of granite fairly close to the surface, as in the

. Kano and-Zaria areas, makes available plant miﬁerals lackihg ip

the ‘desert sand itself. They are rich in plant food. Cotton, which

reéuires loam to clay-loam soils of deep and high fertility, is

L4 -
3

g;égﬁ“ih'this_ideal condition which is largely found in Zaria,
Katsina and Sokoto provinces, stretching from the vicinity of
Gusau to Zaria, and also in the éastérn part of Bauchi province.

Both cocoa and oil palm grow in areas where the solls are broadly

classffled as porous sands to sandy clays, but each has adapted.

1

_to some local variations of these soils. The 0il ‘palm is well

adapted to the deep reddish sand and the yellowish-brown soils

of the Soutb; especially in the heavily leached soils of Eastern

" Nigeria (Buchanan & Pugh, 1955). But in the main cocoa growing

areas, soils tend to be less acid and have reduced leaching,

better fertility, a high content of clay but good drainage and

greater fetention of moiSture over a three to four month period



of low rainfall‘(IBRDjlgss). ' : ) o

The Pattern of Nigerian Azriculture“””.

Over &0 percent of the Niperian labour force are engaged
in agriculture; The majority are independent farmers, and farming.

is concentrated around the dhmerous towns and villaqes. Peasant ‘v

[ R

productlon consisting of subsistence output 1n combination Wlth
commercial -agkriculture on miilions of individual small holdings,
relying'on traditional methods with the use of simple implements,

~ contributes e larger proportion of the country's agricultural pro-
- [

duction. Virtually all the food crops and almost all the export '

crops &are produced in this sector. It should be stressed that,

- ‘ - . 3 L3 I -.
except”in the case of cocoa, there is no hard-and-fast division

between production fé& export and production for subsistence or
local trade. For éxamplé, whén grain oroduotswaﬁE“Iow in'fhe North,
~S

groundnuts which would normally have entered the export trade are

dlverted to 1ocal consumptlon, while the amount of cotton sold for
export erends on the@relatlve price levels of the exporo and local’
"markets. Groundnuts and cottgrmare important subsidiary croos.in
the North, and oil palm is a eubsioiary crop. in the South. Plant-
ation aéficulture; which exists on a limited scale in both the
publlc and private agrlcultural establishments, accounts for a. . ' !
relatlvely small amount of total Nigerian agricultural output (less
than 5 percenf in 1948).
A variety of cfopsris grown on individual farms, but there

is usually a main crop of ydm, caséava, groundnuts, guinea corn or

_milleﬁ. Despite\thébvariety of production in the country as a whole

. N
. /
-
. ’
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crop economy of the East. ' —

i “

‘most crops and types of. livestock are identified with a specific

climatic and soil environment“ The groundnut cotton, and cattle

export economy of. the North contrasts with the cdcoa and palm

-

kernel export’ economy of the West and the palm oil/kernel and root

L

t

e

Shifting cultivation (Iand rotation) is a common feature.

v
5

‘-Where persistent cropping led to soil exhaustion, productlvity is
. malntalned by fallow1ng. Inter—cropplnp is practlsed throughout

.Jthe South, where 'yams &rid cassava are planted with %rops like

maize, melon or beans. Doublemcropping is _possible where the rains
occur through most of the year, or where the land can be 1rr;gated

in the ‘dry season in the North. L ' -

Land Utillsatlonﬁ

-

Land utllisatlon is to some extent affected by the: ‘Nigerian
land tenure system Wthh is complex. Essentlally, it is communal

1n character. Individual ownership is rare and rlghts to land are -

usually held by a.small famlly group or large v1llage or ethnlc

group. n the South, control over land is invested in clans,
v1llapes, communities and families. The prlvate ownership customary
In capitallst Western society is not applicable to ngerla S

agrarlan land tenure system.‘lnd1v1dual occupants of land are

N-

identlfled by the rlght they hHold rather than by actual possession

~

. 0of land. Under thlS system, 1nd1v1duals do not have complete control

G
over the land in use and the sale of land is hardly possmble. In

such a situation the farmer is confined to the family land, and the
practise of dividing and sub;dividing the farm land among

sons-is widerspread. This arrange- ' o
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_ rather than the rule. Even at: thaty -before the communal land is

‘ - 14
P s _ . :
ment limits the productivity of the ggricultufal farmland since
- fragmentation and excessive division of land results in uneconomic

unftsL‘Farm tenancy is also widely practised\in the country particularly

b1

“in the West; Under this system sub-leasing of farmland is not

permitted and the tenants are not allowed to plant permanent crops
on the Lané leased to them (Adegboye, 1967). The limitations

imposed on the tenant do not bermit him %o invest in land impro-

vementgsince his tenancy cannot be guaranteed. The overall result

is that agricultural production and\z;:fg;tivitx remain at a very .,
low level. Even in the North, where ownership and cdntrol of

' 1and belong to State Government, the methods of agricultural

organisation and - productlon are simllar'%r the systém prevailing

P

in the South.

" In general, the 1and tenure system in Nigeria made it very
difficult to acguire land for large scale farming or planta%ion
agriculture, The situation in the cocoa areas is an exception
put -into permanent use by an individual, special arrangements

“are made;with’local heads or tribal chiefs.

Land Use Classification

" The:system of land classification in the country does not
permit a clear cut diétinctipn between fallow and uncultivated
land,'nqr between the area alotted to each of the principal crops.

the area cultivated variés greatly according to climatic and soil

" conditions, from about 1 acre in the humid forest belt of the

I
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Table 1

Pattern of Land Utilisation 1950

Use © North West! ‘ East Nigeria‘
Non-Tree Crops 6.8 9.3 20.5 12.2
Under Tree Crop52 ‘ - 7.0 2.7 3.2
Bush Fallow . 9.3 22.2 42.5 24.7
Forest Reserves 6.1° 15.6 N 9.9
Other Forests _o3.28 0.7 2.3% M4
Built-on Areas 0.8 - 1.0 1.7 1.2
Uncultivated/Wasteland 45.8 44,2 22.2 37.4

100.0 - 100.0 100.0 ° 100.0

1]

1 Partiestimate; data on Oyo Province not available.
2 Includes plantations under crop; 88 square km in the West and East.
3 95 percent represented by Savannah forest producing firewood only.

.4 Mangrove forests.

Sources: Derived from Department of riculture: Samlle-Census ‘

of Agriculture, 22 A%l;Annua‘ Report of the Fores
. Adminis ration: geria, 1952-55.
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south to 10-15 aéreé in the subhumid north. To. get a Sroad'indi—
cation of the actual area cultivated over a period of years. the‘
croppedarea must be multiplled by a factor varying from 2 to 20,
depending on the duration pf the fallow period. However, it has
been estimated that about 15-percent pf the total area of Nigeria
was under culti;ation for tree and non-tree crops in 1950, Over

21 percent was under forests while 62 percent was uncultivated or '

kept fallow in 1950 (Table 1).

According to the 1950- 51 census of agriculture some 20

millicn acreq of 1and were under farm crops, of which 62.5 perceét
were in the North, 16 percent in the West, and 21.5 percent -in
the'East. Three quarters of the acreage ﬁere devoted to the .
cultivation of non-export oriented crops. Table 2 displays the

relative proportion of acreages occupied by the various field

Crops.

Population Characteristics

‘Fw
The Nigerian population is made up of about 250 ethnic

1

groups, who are dominantly rural., The population grew from an
estimated 16.25 million in 1920 to 19.1 million in 1931 (census) gng

to about 23.2 million in 1948-49 . (Buchanan & P 1955;

Colohial Report), 1935; See Table 3),

The distribution of populafion by divisions, the smallest
statistical unit, indigéﬁgs that there are/ three major nuclei
of populatign: those of Yorub@land, Ibol4gnd énd the Kano area,

and these qontaiﬂﬁan aggregate populﬁ&ion of some ten miIlion(lgga).
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Table 2 ,
Area Under Principal Field Crops, 1950-51
‘ 4
Croﬁg/// North Nest] East Nigeria
Guinea Corn . 33.5 - - 20.0
. >
Millet 5.4 - - 14.4
Maize 3.0 "' 28.8 " 5.0 9.4
. Paddy 2.4 0.4 .9 2.0
Yams 4,1 26.0 , 35.5 14,3
Cassava 2.8 20.2 34.5 11.6
Cocoyams ® 0.1 6.0 ' 9.6 3.2
Cowpeas " 8.5 8.8 1.0 6.2
Groundnuts . 8.3 - 0.2 4.8
Other Farm Crops® 1.9 9.8 13.3 14.1
100.0 100.0 100.0 100.0

1

2

In order of area planted:

Partly estimated; data for Qyo Province are lacking.

b I

cotton, melonseeds, sweet potatoes,

benniseed, peppers, okra, tobacco, sugarcane, onions, etc.

-

" Source: Department of Agricu

1950-01,

;ture:'Sample Census of Agriculture,
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A

Population of Nigeria, 1948-491

Unit ‘ Estimated Estimated Density
. \\} ) . Population per Square Km ‘
vl
Northern Region 13,500,000 50
Neétern Region, | 4,000,000 90
Eastern Region . 5,200,000 110 |
C6Tory of Lagos 430,000 310
Total Nigeria S 23,130,000 60

Source: Buchanan and Pugn4_1955 . D. 58.

.
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Each of these éoncentrations coincides with a '"key afea" in the
country's cultural and economic geography. ?he South-Western’
concentration coincides with the highly developed Cocoa Belf of
the western dry forest zone and with the heart of the Yoruba
territory. The-south—éastern concentration coincides with the
most lntensiQe sector of the Palm Belt and the Ibo home zone,
while the Rano_nucleﬁs contains the main groundnut and cotton
prdﬁucing area oflthe Northern Provinces and represents the
heéart of Hausaland. The population density per square kilometre
shows wide contrasts. In the Northern Provinces the density
ranges from 80 per square km..in Katsina Province to an average
of 130 per square km in Zarla Province. The density for Kano. city
alone is about 650 per square km. The high density found around
Kano City has been attributed to a favourable physical eny;ronqeﬁf:
the adyéntageous position in relation to the trading, routes of
the Sahara and its fringe, the fly-frel grasslgndghand 6pen
Savannahs of the Sudan zone, the presence of readily accessible .
ground—water supplles, and the easlly worked drift soils which, /
as transport improved, showed themselves ideal cotto?fand grou?d
nut soils (Buchanan & Pugh, 1955).

Densities in Yorubaland range from 66 in IJebu Province to
140 in Ibadan Divisign. The break in the continuity qf_the rain-

)

forest, and the‘relative richness in plant foods and the good water
relations of the loeal soils, favoured the growth of a dense
peasant population agyound Ibadan. The mean density for the South-

" eastern nucleus is 165 per sguare km, although it has been estimated
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that the denéity in some of the critical and over—crowded zZones
of this fegioh is as high as Sésdpersons per square km. Some-of
‘these‘critical zones are found in Qwerri'and parts of Calabar
‘provinces. With its poor soils highly leached and extremely acid,
the Ibolaqd'ié one of the mbst cr;tical areas in Nigeria. If it
were not for the fortunate cifcumsf;nces that. the o0il palm will
tolerate these‘spil conditions the economic situation of thé
Ibos wbh%@ be dire indeed. The populaﬁion pressure on the land
was felt éven in the early 1920s and it was notpa surprise that-
many Ibos migrated to other_parté of the country when the oppor-
tunity came. As observed by Mabogunje (1972) the dispersion ;f:
the Ibos to all parts of'Nigeria, among other reasons, is closely
related to the expansion of the railway from Port Harcourt through
. the Ibo country to lihk up with the Laggs-Kano line in 1927. Their
arrival in signiffcanf_numbers was noted at most of the main
centres'along the railway, especially in Lagos, Ibadan: Kano,
Zaria, Kaduna and J&s {dressure-free aréas at the time}. Thbse
who'dispérsed into the rural areas took up Jjobs as‘migrant tenant
farme:s,(Udo, 1964). 7

The population density of much of the Middle_Belt,2 and of
the north-eastern province of Bornu and of parts oﬁ\tﬁé dense
rain forest zone of Southern Benin and Calabar is wiil beiow the
average (40 per sguare km); The low densities of these zones are

due to a variety of reasons: wide spread absence of a permanent

and dependable water supply, poverty of soil, and above all the
' ]

5
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ruthless slave-trade which decimated the population of much of

the Middle Belt, in the late nineteenth century (Buchanan & Pugh,

1955).

Trading and Retail Activities

. To understand the relationship between the railwéys and
agriculture one has to have =a knowledge of the relationship bet-

ween retail trade and other economic act1v1tles in ngerla.

Retail activity ranks second to agrlculture in the | ///f
emplo;ment of the Nigerian labour force. It is difficult

to take Phe statistics of traders in the country as nearly every-
one is enéaged in‘the bﬁsiness. Traditionally, wqmen'dqminated
the market scene because mésf of the goods offered for sale were
connected with the domestic side of the household. But bécause“
trade and commerce have expanded greatly in volume and value, men
~are participating morelanq more in the business,.particularly in
1ong distance trades. The buying and bulking of export goods,
which are more demanding, are dominated by men. -

Ap &t from the business done by the stores and canteens
for expatriate companies, all commerce takes place in town and
Vﬁ;lage markets. All towns and most villages have market days
ét least once a week. Most markets lie within a 1 to 16 kilometres
radius from the communities they serve and can be reached on foot.

. f ] 2
in a day. Depending on the area and the distance they must travel,

o
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goods are head-loaded oOr carried by dg;keys, eanoe or bicycle.
As a pr0cess, the upward flow of agricultural exports begins
when .the farmer-sells his produce to the dealer or middleman at
the local market or near-; the point of production. The middle—_
man was normally - .. - an agent (buying agent), of overseah.
companies stationed in Nigeria. He pdrcﬁased in small quantities"‘
in distant as well as local markets and sold in oulk to produce
.buying companies who were responsible for marketing Nigerian
products cutside the country. |

A situat?dh\existed in Nigeria before the 1940s dhere S0
little of the final sale value of the farm products. got back to
the farmers.that'they had 1itt1e incentive to try to increase
their production or thé quality of tﬁeir output. A sound system
of prioing waqnecessary to insure that producers received enough
return to encourage them to produce. An importaﬁt economic develop-
ment tock place with the establishment of Marketing Beoards in the
1940s. These were public bodies set up by governmental action
and delegated legal powers of compulsion over producers and
handlers of primary or processed agricultural products .(Abbott &
Crenpelandt, 1967). These Boards yere established to ensure the
orderly‘marketing of export crops and stable prices for the pro-
ducers, besides contributing fupds for .research from their large
accumulated reserves. The Cocoa Marketihg Board was established
;n 1947 ahd three other Boards followed in 1948, the Oil-Palm
Produce Marketing Board, the Cotton‘Marketing'Board the Ground-

‘nut Marketing ‘Board. They maintained offices in all the regional

and zonal centres. Although they fixed producer prices paid to .-
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farmefs._thése prides were much lower than the actual ;orid prices
for these prodhcts. The reason for under-paying theffarmer was
to accumulate éurpluses which could be used for.stabilising
pricés in periods.of low world prices. But fhey were used later
ﬁoré as instpuments for mobilising savings for economic develop-
" ment, than to\stabi%aie the prices paid to producers (Bauer, 1954).
With the éstablishment of the Marketing Boards, many of
the middlemen- and newiy formed co-gggrétives were commissioned
as buying agents of the Marketing Boards. Tﬁé-miﬁdlemen made .their
money eithe;‘bf the commission paid by the Marketing Boards or
by buying from the local farmer at a lower rate than set down by‘ﬁff;;
thé Marketing Boards. However, there is a co-ordinéted system of .
‘ ensuring that the agricultural products of the Nigerian farmer
reach the world market.
'Several'features of farm products made tﬁeir'marketing
complex and the attainment of a good marketing system . difficult.
Farm products were produced in small quantitieé on widely scattered
farms and this presented a speciai problem as the country embarked
on commercial agricultural production. It required that the
products, espécially those destined for world markets, be assembled\\\_
from wide areas énd transpo;ted far._ t
The perishable nature of many of the agricultural'prodqus
agded a special dimension to the price-making part of marketing
(Qnited Nations Foocd and Agfiéultural Organisation,'1964; Berry

Conkling and Ray, 1976). Because most agricultural products were

.produced seasonally and disposed of accordingly farmers did not



24

‘get the best‘rewardé for their products as prices at seasonal
hafvest weré-deﬁressed below theirfaverage the rest of the year.
Farmers were_fo}ced to sell their products'at the harvest mainly
on account of storage.problem ;hd inadequate transportation
avallability at other timés during the year. Adequéte stérage
capacity.wou}d make it possible to hold on to supplies until
market conditions were favourable, rathér than selling at the
harvest when priceslwere_loWest (Owé;, lgésl..L;ck of storage
fécilities in ‘Nigeria early in the century made it imperative to
eﬁggndrthe railway facilities and'to use them for the quick move-

ment o£‘5gricultural exports to prevent spoilage, and at moderate
costs, |

Trade by barter anq.the use of many local burrenciessvwere
common auring the early stages of Colonial rule in Nigeria.
.Iﬁlqrder to unify-énd facilitate trfade the West African Currency
Board was constituted in 1912, It had the responsibility'tp provide
for and to control the supply of currency to the British West
African éolonies and Protectorates. The currency then in cir-
culation in Nigeria was fhe West African ﬁo&nd which was tied
directly to.pound sterling (£). The currency was issued in
denominations of pound (g), shilling (s.), and penny (d.) ‘(see
Burns, 1929). Given that this.study.is coveririg several decades ,/f
with changing current value of currency, the price index is based
‘on‘the 1930 average value unless otherwise stated-

In summary, over and abowve the soil -and climatic conditions,

1

the pattern of Nigerian agriculture was plagued by cultivation.
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.practices and laqﬂ“féﬂure systems that ﬁerg too traditional_to
allow large scalg\y odﬁction. Retail trade in agricultura1 produc£s*
_which was one of the major economic activities of most of the

population tock a special pattérn in relation to railway developmeﬁf”
during’ the period covered by this study.
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Notes )
The decision to use fhe 1948-49 population’éstimates as
an example is purely arbitrary. The fact that, except in
the cése of Lagos, all populétidn figures are,esfimates
rather than census counts in the true sense of the word

should be stressed at the outset. The 1931 census was not

a full count but was also based partly on estimates.

Middle Belt refers to the Provinces of Ilor.in, Niger, Kabba,

Plateau, ‘Benue, and Adamawa.

The local currencieé incfude: : S .

a) Cow;ies(:l(CYpraea moheta) small shells, abdut half an
inch in length, fastened together, as a rule, in styings

of 40 or 100 éach. These shells were imported from fhe East
Indies., . |

" b) Manilla(s) = a heavy horseshoe-shaped piece of metal,

of brass and alloy. -

¢) Brass rods = about the size of small stair—éarpet rods,

l

but bent over so that the two ends nearly meet.

d) Coﬁper wire,
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- TRANSPORTATION NETWORK®STUDIES -

Pl
!

Introduction . o

A -
v - A
v ¢

Studies of the’ history of transportation networks. such as

e

those studied by Jackman (1916), Taylor. (1951), and Dyos and

Aldoroft (1969), demonstrate that network change does not proceed

_}n a constant manner but rather is spasmodic in' character. Sorre

(1954) suggests thet the organisation of a network can result

i -

from two differéent processes. “On the one. hand it. can develop -
from a diffused movement in response to 1ocal perceived neeés
and jhe subseqoent meshing of prev1ously unoonneoted links.

On: the other oand,' “its&ah develop from comtetmtion among

routes leading to. the emergence of some routes that are more.

r

‘important than others. He notes that both these processes must

be keptdio mind in order to highlight oertain'general aspécts

~applicable to . all modes Sf trénspoftatidn.

Although there is no general theory or comprehensive frame-

work within which to understand, much less explain, the process
. ’ . ' w

of network change, we heve at our disposal a series of partial.

"models whi?h represent attempts to throw light on the temporal -

‘development ofhtransportatIOn networks. Broadly, the available

4

modeling approaches are categorised into 'stages of growth' and
‘simulation’ models, although they are not mutually exclusive.

The 'simulation' models are not discussed because they are beyond
- : %

-
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the scope of the thesis.1

Sfaggs-ﬁf-Growth‘Modéls
Stages—of Gro@th models can be subdivided further inta those models

‘that pertain to coastal penetration and those that refer,to mid-

'continéntal in-filling, each of which-represents a variation bn"

the basic tﬁeme of Stages-of-groﬁth. -

Tauffe Morrillt and Gould (1963) were the first to con;%{uct )

.a mbdel'which represents a generalised despription'of transporé -
-1tion network development in underdeveloped countries.wﬁﬁéir mode%

is an inductiGE one 'based largely on -data felating to Ghana and f

Nigeria. The study shows that in the two countries there are

.broad similarities in the way.in whiéh network development pro-

ceeded. In the'firét stage'of thq{p:"idealméype—sequence" of

network development,‘thgre is a series of sc%ttered anﬁ pecorly -

connected smél; ports a;ong the‘cééstliné. Eécﬁ port‘ﬁas an

extremely limited hinterland as the scéttered interior points oo
‘are weakly connected to each othep and to thg ports. Strictly , “k
“spe;king, there is no transport network in this phase.,Instead ]
there are a ngmber of independent networks. In 'the seécond stage: J
due, to port competition, efc., some ports becbﬁe larger and from these
originate-penetfatidn'lines reacging to interior resource areas.
.Thé inifial penetfation lines ma& ﬂe roads, railways or canals.

o .
This stage may bé“igentified as the most crucial one since it

establishes the fundamental alignments of th e future network

pattern, It alsd marks the beginning of a ®
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network as some interior centres: are directly 1inged to

the ports. In the third'stage, the development of feeder routes

and lateral interconnections occur as a result of increased inter-
action among thelva;ious nodes ‘and the terminal ports. Here new
growth centres are initiated at stratégic points on the routes.
Phase fourushows how, aé a consequence of lateral and diagonal

route development, \the éompetif&ve position of the major.port

*

centres and those at the interior teérminal points is further

3 fe

enhanced. There is almost complete inter-connection as both -
- . :
lateral and diagonal links complement the.initial penetration
lines. The 1ast'stage_of the model discuséeé ﬁhe development of 4
"high-priority linkages". The argument pfesented here is that
since there 1is differenfial growth of both-porté and interior -
npéesJ some centres will tend té acquire a dominance over a sub-
stanﬁial hinterland at the expense of other centres. The® demand
for_transéortation will be higher ét these ceﬁtré;, as will the
volume of movement.betweén the larger'centres. The consequence
of ﬁhése changes is that certéin routes emgrge as "“"high-priority’
corridors". Consequently, nodes on these cérridors.also benefit
and grow. ' ' ‘

Lacheﬁe (1965) approaches the problem differently by
establishing -a hypotheticél landscape {an isotropic plane) and
hypofhesizing the staggs in the growth of a transportafion net- T

work from there. In the first stage of tﬁg_yodel, the région is

sparsely populated, and there is a low level of economic activity
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disfributed more or léss uniformly throughout thé région: A net-
work of trails or footbaths, requiging minimal levels of capital‘
investment, constitutes the.transpo;t systemﬂ'Assuming a‘recti-
linear land subdivision system_the-sgttlément_patﬁern and the
tfansport network both have a rectilinear configuration. The
.sechd stage can bé partitioned into two substages. In the first
of/;hese, towns form at some of the inférsections, owing perhaps
to comparativé advantage, résource endowment, énd S0 on, In-the
éecond phése of étagp two, a road network 1links the settlement,
“aggin ?ollowing a rectiline;r alignment, and in fact is_super—
imposeg dirdetly upon the original Erails.\Some qf_the trails
have beéome paved foads.'Since the supply of capital acts as a
constraint, the total disfance.qf this paved-road network. is
smaller than that of the original dirt-road grid. The aéandonmept
of some of the older trails results owing "to the gradual depop-
ulation of the countryside as economic activities strongly con-
centrate in the urban centres. In stage three, the process of
differentiad growth of nodeg culminates in the emergence of
three dominant'urban centres, Thesé are connected by a‘superior,
more expensive route network, perhaﬁs a raiiway or a freeway.

The total leﬁgfﬁ of this network, is the shortest of thé entiré
_sequence; |
Ekstrom and Williamsoﬁ (1971) alsc make use of'a.hypothetical

-approach to study the develépment of transport systems in time.

In the initial_phéée, a new mode of fransportation is established
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in space. In the spread phase, there is spatial diffusion of tng'

network. This 1s follqwed by a co-ordinating phase, in which

~there is an integration of different transportation networks and .
a reoréanisation of the production and distribution systems. Two
additional phases may'éﬁerge subsequently, after either the spread

éhase or the co-ordination phase. These are (1) a concentration

phase, in which there i1s a channeling of flows between certain
" ::1;‘.'; i '

terminils and reléy‘nodes located at certain placés, serving.fo,

give a well-defined pﬁt compléx structure to flows, and (2) a

. . ,
liqujdation phase, in which a particular mode of transportation
f L) . ' .

disappears or is less used because it cannot satisfy the changing

requirements of the space-economy. 'L\

- Bvaluation of Models

The models described above are subject to critiqism on a -
number of grounds. Any -stages-of-growth approach risks the in-
herent dénger of artificially dividing what, in fact, is a
continudus and evolutionary growth process. To the extent that
all moéelé represent simplifications, fhis danger may be unavoid-
able. The stages of dévelopment are not equal in length s
nor - are they readily identifiable. The exceptions may be
the initial and the spread, or diffusion,'phases. Beyond that,
'.ﬁhé latter stages are very difficult to recognise, because the
situational context is drastically trgnsformed from simple to

complex, and the.stages, if they exist, seem to overlap.2 However,
4 _

n
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the models, wifh all their limitations, offer considerable in-
siéht into the prooéss of network dgvelopmeﬁ%, and also constitute
an adequate framework withiﬁ which to bigéOnﬁole the movement-
related facts of regional developﬁent.

. Although the Taaffe, Morrill, and Gould model is criticized
as being areally specific and applies.to nations with a particular
\politicél history ( those shat werérsubjected to, colonial exploit-
atioh), and tropical or sdbtropical coastal locgtiqns,3 it is
d;%eée particular‘;haracteristics that make the model an accepﬁable
‘ : .
tool for the discussion of the ;volqtion of the Nigerian railway
network. The application of this model in the thesis is confined
?o the firsththree stages of the mgdel. The Lachene model, aside
‘from being st¥ict1y a hypothetical one, applies to a restriéted
mid-continent region in é nation in which masgive rural-to-urban

3y
migration has occurred and'it§_app1ication in the analysis of

the development of Nigerian railway network is out of fthe questidn:
During the period under examination most of Nigernia was rural and
the possibility of massive rurgl-to—urban migratf&% determining

the pattern'bf network developmenf would. have been very remote.

The modél of Ekstrom and wil;iamson, in theory, is similar to

those of Lachene,: and'Taaffe et alii.; the only significant differ-

ence being the addition of a liquidation phase which is missing

in tﬁe earlier models., However, the liquidation phase does not give
this model an added advantage over the other two models as far as

this thesis is concerned.

fod
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Railways and Agricultural Development

The development 6f agriculture~features prominently as

*

one. of the main reasons for railway construction in most of the
1e§s developéd‘countries. Labasse (1954, p. 189) rémarks.that: '
v,,, c'est ‘le rail qui a, permis l'extension &e-la culture de |
l'araqhide vers 1'Est du Senegal'et l'exportéfion de la product-~
ion.agricole du Soudanrﬁ-DaQies (1961, p. 427) comments that:
"Le developpement des chemins de Ier.a enc&uragé 1es‘progrés de

ltagriculture au Soudan". In Railways and Development in Uganda,

0!'Connor (1965§ observes that although subsistence agriculture

R

in Uganda has been 1ittle affected by rail transport facilities,
some changes have taken place-over the éast sixty years which
are related to the economic developmenf.which folloﬁed the
building of the Uganda Railway.

"The rai}ﬁays within Uganda are of great

value for the efficient clearance of the

export crops, and héve assisted the

spread of production over the country.

In the phét, production waS concentrated

in the areas best served by rail and

steamer gervices, and this was one

factor which helped Buganda and the east

to establish an early ledd in economic

development, which they have maintained

ever since" (pp. 32-33).

-1



Writing about the effects of the.railways in East Africa,ﬂl
0'Connor (1964) demonstrates how the railways affected the
distribution of commercial agriculture and European settlement
inIKenya, and the shaping of commercial activity in Tanzahia.
According to Hofmeier (1973), the Tanzam railway gave a new boost
to Tanzania's agricultural production.5 Also, in the context of
the developing nations{ others have denonstrated that the con-
'struction of the railnays has led to the development>and prowth
of-new towns and markets (Perkinsw&'Stembridge, 1955; Mabogunje,
. 1968). ' o

The railways were able to bring modifications 'in marketing
and trading patterns because the\%ow.roliing friction of the
rail and the high power of the coal and diesel engines allowed
them to carry a large volume of traffic at low ton-km costs. Tnese
characteristics made the railways the best mode for carrying long-
haul and dry bulk commoditles in cases where water transportation
was not an alternative (Trelogan, 1964; Kraft Meyer and Valette,
1971). ]

Recent improvements and technological changes in railway
operations appear dranatic. The spread of_cuntainerization ..and

]
"piggy-back operations are p articularly important as they promise

a complete intermodal capability that will require minimal hand-
ling in transit, and thus lead to a reduction in transportation
costs. Piggy—-back has allowed the railway particularly to pene—

-~ trate new markets by extending the geographic range and door-to-

~door quality of rail-oriented services.6



35
Although fhe Nigerian }éiiﬁay system never achieved the
 piggy-back-operation level during the timé of study, it providedﬁ
a special means of transportation wﬁich.fadilitated the movement
of agricultural exports to fhe ports. In other‘wordg. the sysfem
helped to bridge the gap‘between the widely scattered producing
areas and the consuming‘(exporting)'centres. The'Stages 6f growth
models.pfovide a useful’ tool withih which the development of the
Nigerian railway system and its impéct on the production and

movement of agricultural exports are discussed.
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Notes ‘ oo

' . . | (I
For discussion on simulation models $¥e Kansky (1963),
Kolars and Malin .(1970), Black Ci97l a), and Lowe and

Moryadas (1975),pp. 120-~-128.

<

See Lowe and Moryadas (1975), op., cit., pp. 119-120.

fbid., p. 119.

/! 4 '

B.E. Thomas (;957).notes that in the former French territor-
ies the production of groundnuts is almost.entirely restricted

to areas near ports or railways.

 Bailey (1976) in the chapter entitleé® "Engine of Growth"
. ’ 4 '
( pp. 108 - 126 ) , arrived at similar conclusions regarding

L

the effect of railways on . Tanzanian agricultural develop-

ment,

See Transportation Association of America, "Transportation,

Facts and Trends", Quarterly Supplement, January, 1971

- T
. )

/
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Chapter 4

THE EVOLUTION OF NIGERIAN RAILWAYS AND

THEIR HINTERLAND -

Introduction

f 1)

Moving people and goods swiftly and éfficiently firom
place to placelhas always been the prime concern in Nigeria.'
Raw matérials(agricultural.exports and mineral products) and
manufactured goods are of  value only Qhen available to pebple
for their use. In Nigeria the separation of agricultural exports
and the overseasconsumer has necessitated afwide—ranging.and
vafied transportation system. The colohiai administrators of
the country realised early-on that the more effectively the

Ly

areas of‘.em and of suppfy could be linked, the less signifi-
cant distances_would become from the standpoint of.econémics.
In most of Colonial Africa, the British relied largely

on the railways to form the vital link between the.interior‘and
‘the ports. One of the greatest advocates éf'the use of railways
in the eéonomic development'of Nigeria was Sir F.D. Lugard. Re-
ferring to‘the prospects of-tradé in the Northern éausa'States
of Nigeria, Lugard (1806, p. 6) wrote:

".,.. until better.transport is arranged

and the Iron ﬁ&rse takes the place of
. the human carriers, Northern Nigeria

cannot poss;bly realise the hgpes and

£

wishes of those who are assured of the

great future before it." : v
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And‘again, referring‘to tne.Zungeru—Barijuko Light Railway that
.was started'a yvear before, he argued that the extension of this
line would “renderlpossible'the export of cotton ano orher produoe
grown -in the Nupe Province and in Southeranarla" (Northern
Nigeria, 1902. p. 58). However, as Schreiner (1972) rightly
pointed ocut » while-economics is the pri notivation in moving
things from place to place, other significan ?! considerations such
,as politioal and social needs do apply.

In an attempt to suggest what might have been the raison

d'8tre for the development of the railways a motivation for

construction tabie {(Table 4) has been dra.wn.1 The motivations tend

to conflrm the conclus1ons of Taaffe, Morrlll, and. Gould that
agricultural as well as mineral exploltatlon, and the British
desire to maintain administrative control of the hintérland
provided the dominant motivation for the initial penetration of
the_interior by the railways. The dominance of agricultural .
potivation is veryAsignificant. Eleven of the thirteen segments
of the railway indicate some agrioultural influence’,

The regioﬁalldistributiOn of the lines is worthy of mention
here. Over 80 percent of the 1ines are locatea in the Northern
Region,l10.8rpercent in the Gest, and 8.8 percent in the Eastenn_
Region. The Kilometre per area unit is slightly higher in ther
Eastern Region ‘than in the Northern and, Western Regions respect-
ively (Table 5). The North's open vegetation and agricultural
potentials may nave been reebonsible for its relatively extensive

-

nefwork. Th e wetness of theeSouth, its thick rainforest vegetation
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- Table 4

. § 53
History of Railway Construction in Nigeria, 1898-1930
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Ifo-1laro-Idogo

Link Date Length (km) Motivation®
Lagos-0Otta 1898 32 I, II
Otta-Abeokuta-Ibadan 1801 165 11, I
Ibadan-Iiorin 1908 2071 11, I
Ilorin-Jebba 1919 96 I, 11

-Zaria-Jos-Bukuru 1911 227 11
Jebba-Zungeru-Minna 1912 233 11, 1
Baro-Kano . 1912 573 11, I
Port Harcourt - Enugu 1916 a3 111, II
Enugu-Makurdi-Jos 1927 596 111, I
Kaduna-Kafanchan 1927 201 1, III

f Zaria-Gusau-Kaura Namoda 192§ 232 II -
Kano-Nguru 1930 229 11
1930 39 11 :

-

.2 Motivation for construction as 1nterpfeted by the writer, based
on information derived from Colonial Reports, and Railway Reports:

1
II1

€&,

- administrative (political and military)
II = agricultural exploitation
- mineral exploitation
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Table's -

r -

- -

per Area Unit;ﬂf950

:
* ‘.

Railway Kilometres

- Region - B | Atga - Rail Route Length  Km per Unit
o — Kme . Kn :
+ Northern ’ . 729,393 - w2,467 km - ©r 3.4
Western S W76 3307km 2.8 \
Fastern . 76,319 3,5

270 km

. 3,5
. ‘/’

4

R

y
Kilometre per area unit“is obtained by dividing ‘the
rail route length by area and multiplying x'1,000.

e

Sources: Agnual heﬁqrts_on the Nigerian Railwé&1:194?-48;
‘International Bank for Reconstruction and Development,
1955, p. 7; W. F. Stolper, 1966, p. 28.

o~
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cover and its many rivers and creeks, which furthermore provide

.an. alternate transportation mode, may have made railway con-

-
<

struction and expansion expensive -and uneconomical

-The purpose of hinterland definition is to determine what

nroportion of the interior was accessible through the railways

and their feeder network. The knowledge gained from tnis will'be

helpful in analysing how accessibiﬁity promoted agricultural

-

.vérowth bxqopening Wp new economic zones. Since the delimitation

of the ‘impact zone of the railways cannot be discussed meanihg-

fully without reference to other existing modes of transportation,

the role of these other modes. is discussed to the extent that

available sources permit.

]
-~ - A

Existing NetworKs Before The-Rallways

.

Long before the railways, a network of local tracks and

‘simple roads suitaple”for transport with porters, animals, carts,

.-

and bicycles was developed in areas of major settlement. Head

porterage was common in all regions. Bicycles played (and still

-

play) ' a maJor role in the local transportation of agricultural
L]

: products to the market, especially in the Eastern Region.'ﬂs

4

observed by Duokworth (1940) tengthousand cyclists passed Uyo
cross—roads in one day. Most of the bicycles were loaded w1th
from three to five tins of palm—oil; others carried:
‘Msacks of garrl, kernels or... heaps of
_W“\\\\ yams... and almost.every conceivable ‘ b
articles including 1live goats, plgs, _
chairs and tables," (p. 378). .

Caravan routes existed between mahor northern centres. Kano and

2
Cowm

o

41
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Sokoto were once on international caravan routes to Timbuktu
: and Tripoli in North Africa. Later in the 1920s and 19305 new

and improved roads were built to handle traffie by cars and

-

lorries. o ' : S -

The organisation of most of the road transport business
/

was performed by individuals with bicycles, and small local

companies with one or two 1orr1es which carried both freight -

K%

and passengers. Because.freight rates were not regulated, indi-

LY

viduals and small companies charged their own rates which.ranged
from 2.5 to 7.5 pennies per ton kilometre.
The extensi@b inland.waterways played an important role

both in the local and international trade of Nigeria before and

4

'~ for sometime after the construction of the railways. It was
through’ the inland waterways system that the country's pLQduce

was'firSt'carriedifrom the hinterland to Burutu, Lagos and Calabar
‘ for.exp;;%. . ‘ 2

The law-lying coastal plain is: traversed by several 1mportant
rivers,and“troken up by a network of tributarles and. creeks,

ot

particularly in the deltas of the Niger and Cross rivers. The

_numerous creeks provide transportation parallel to the sea between

-

'Lagos and Opobo. The ports served clude Lagos, Epe, Sapele, Warri

Forcados, Burutu, Brass, Depéma, Port Harcourt and Opobo (Map 1)

More than a thousand-six hundred kilometres of the Niger

)

and its tributary, the Benue, are navipable for at least part of
the year. These two rivers are the leadinﬂ“interior waterways.

The Niger is navigable from June to March to the.confluence of

B AT

. .



L)

43

these rivers at Lokoja, 580 km from the sea. Above LoKoja, it is

navigable from August to March{?a further 330 km to'Jebba, but

‘boats seldom go farther than Baro, 120 km from Lokoja. Access
" LY

to the Niger from thefagricultural areas around Kaduna, South

of Funtua and West of Zaria was prov1ded by River Kaduna, a

tributary of the -Niger. From Lokoja,bthe Benue river is n

traffic on the Benue River. The Cross river which springs from

" the Cameroon mountains flows into the Sea at.Calabér. It is -
navigable year—round only for 48 km. Upstream, the 'period of
navigabillty decreases untll Mamfe, wheré\\t is only four months,
" The duratlon of nav1gabiL{ty and the distance covered on the
Nigerlan rlvers are controlled prlmarlly by water-levels whlch

- reach their peak durlnp and/or in the period immediately following .

the rainy seZson. Including other water-ways, a totel of about

Q km is in regular use. Coos

The organisation of river- transport was mostly left in the
hands of private enterprise. Three major companles controlled
the movement of 1mports and exports along the water—ways. The
Elder Dempstg?Lines Ltd. operated coastwise to Warr}, Sapele,
Burutu, Calgbar and gdrt Harcourt. During the rainy season cargo
"services oere operated between Calabar. and Ikom and Mamfe on the
Cross river, end Bansara on its tributary. John Holts Transport

Limited operated frequent and regular cargo services from Warri

up the Niger and Benue rivers to places as far north as Yola,

N
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and .an irreguiér servicelfrom Warri thrdugh the creeks td Lagos.
Thé United Africa Comﬁany Limited a;so operatedfregular and.fré—
quent passenger,and 6argo servicesion'the Niger, Benue and Cross
rivers ‘and through the creeks SetWeen Lagos and Burutu.

‘Due to the nature of the inland waterways, large cargo

A +

vessels could not be used. The craft employed variea from local
= ' . . ’

canoes, shallow-draught paddle-steamers to ferfy boats and power

barges. The largest river craft was a 550 ton - 800 horse-power steamer
_with a loaded drought of 2.29 metres (Burns, 1929). From the
scanty -data available an ﬁgg;ge freight rate of 1.8 pennies per

. . f, . .
ton-kilometre has been calgulated for all inland waterways between

1900 and 1950..2 ) -

. . =

Evolution of the Railway Network

eoem

The inadequacy«of the existing road and river networks for
the needs of tQ? gountry led to the construction of the'railway
lines. Th e growth of the Nigerian paﬁlway network proceeded in e

a manner commensurate with the general rules of Taaffe, Morrill,

——

and Gould outlinéd earlier. The first three stames of the model

are of particular interest to the thesis because they are clearly
- : ’ T s
identifiable in the railway network evolution.

As the medel suggests, the ports énd waterways provided

" the initial contacts with the immediate hinterland. Ports located

1
B

at the estuariesﬁandybaqks of the'major waterways became the
-
centres of trade. Lagos, Sap&le, Warri, Burutu, Forcados, Degema,

bo, Oron and Calabar (Atlantic coastal ports), and Onitsha,. .

Y
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Idah, Lokoja, Baro, Zungemaxadun&, Nﬁman. Yola, Ikom. Afikpo
ano Itu (inlaho ports at the Niger; Benue, Cross and Kaoona‘riv—
ers)'were.some of the many scattered'anq weak1ytconnected'centres
of etage one. Most of these ports located along the Niger and
Benue rivers provided tﬁe_first penetration lines into the |
.Nigerian hinterland for the Europeahs. Altﬁough the first pene-
rration inland was by the rivers, -the traffic volume on the water-
ways remained relatively low oue to difficulties associated with
navigation,‘?ts limitation fo daytime hours on account of inade-
quate facilities, the seasonai character of the rivers, the silting.
of the entrances of the Niger delta, the slowness of movement, and’
finelly, the two main rivers, the Niger and Benue, traverse for
the greater parfiofatheir length }n'Nigeria the relatively poor
amd less developed HN%ddle Belt" regj.on.3
The initia;hrailway,penetrEtion lines originated at the
ports of Lagos, Zungeru, Baro, and Port Harcourt respectively.'
The timing of the coostructiOn of the lines varied slightly in
the three regions of the‘country (Map 2). The construction\of fhe
first Nigerian railway commenced at Lagos (Western Region e
December, 1898, as the Lagos Government Railway, when a few hundred
metres of 1lirfé were laid. HMoving northwards through Abeckuta the
line reached Ibadan (197 km), the centre of the cocoa—grgm;ng area
in 1901 and the ng‘ér at Jebba (494 km), in 1908. The Zung"em—' A
Barijuko nght rallway (35 km), the first to be built in the
. Northern reg;gglwf9s started in 1901 at Zungeru and completed in

1902 when the line reached Barijuko (Kaduna) The main Northern
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MAP 2a

. TOPOLOGICAL EVOLUTION OF NIGERIA'S

RAILWAY NETWORK.

L]

i

1598

1901

’ /lb:dm ‘ / Bare

1910

— 1927

slagos
1912 1916
=
Enugu °
Port Harcourt
S .
1930 Nguru

Note: The development of the Nigezian railway

SOURCE: Peter J. Taylor.(1977)
METHODS IN GEOGRAPHY: AN
SPATIAL ANALYSIS. Bost
Mifflin CO., P.60.

network is shown as i evgived from a

simple path to a complex

etwork.,
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penetration'line, th ro—Kano Railway (573 km) was begun in
1908 at Baro on the bank of the Niger river, and was completed
in 1911 when the line reached Kano. the centre of the groundnut
region via Kaduna and Zaria. The tin mining area near Jos was
linked with this raiiway by the narrow‘geuge Bauchi Light Rail-
way (227 km) at Zaria in 1914, The construction of the Eastern
Line commecced in 1913 from Port Harcourt Having passed through
Aba (61 km) in 1916, the llne reached the coal mines of " Enugu
(243 km) in 1916. The second phase of the railway development -
~ the linking of mofe inteyiophcentres;direct}y to fhe ports, was
mo;e fully realised in 1915 when the Lagos and Baro-Kano .lines
were connected by the Jebba bridge, and in 1527'when_the Eastern
line was extended from'ﬁnugu to Kaﬁuna and Jos. Therefore between
1896 and 1927 the two main northnsouth 1inks were formed thus
giving remote hinterland access te the -two main ports of Lagoe
-and Port Harcourt. o . P,//

» Between 1927 and 1930 the third stage of netwo}k'deyelopmeht
was realised#ﬁ the Nigerian railway.network with the building of
branch lines and eéxtensions namely: Zaria-Kaura Namoda (232 km),
Kano-Nguru (229 km), Ifo-Idogo (39 km), and Kafanchan-Jos. By the
end of 1930 all the railway lines were laid with the exception'

of the Bukuru~Maiduguri extensilon (639 km) which was completed

in 1964 ( Map 2a ). By 1931 tHe system was 3,067 km long ehd

almost entirely siﬁgle—track of 1,067 mm gauge, except for the
Bauchi Light Railway. with ¥fs 762 mm guage.

Associated with this etage of transportation development

was the growth of new centres of ecconomic activities. At the
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time of amalgamatidén of the railways in 1912, the number of
stat?ons open for traffic étood at 84. The number increaqu‘as°ﬁ
the foute length developed and was 138 in 1922, 216 in 1932 and
218 in 1950 (Table 6). Therefore, at the completion of ‘the main
lines in 1930 over 200 selling and buying_stationsrg%erged along
the railway iines. The most important stations included Lagos,
Abeékuta, Ibadan, Ilqrin,.Minna, Baro, Kaduﬁa, Zaria, Kano, Nguruy, .
Funtua, ~Gusau, Kaura Namoda, Jos, Makurdi, Enugu, Aba and Port
Harcourt.

Port Harcourt deserves speclal mention becaus¢ it was not
in'eﬁisfence before 1913 when theﬁlocation was chosen as the
terminus of thé new Eastern Lirie.4 Since then it has developed
into the second 1argest'poft‘in the country, at the expense of some
of .the older es£ablished pqrts like Bénny, Degema and Opobo. The
fact. that it is a railway terﬁinus most probably acc0unfed for

its tremendous growth.

o

Impacts of the Railways on Existing

Transportation Networks

a) Railways and Inland Waterways

A situation of complementarity &id exist between these'two
modeé'at the initial stages of railway development., The Baro-Kano
line was designed so that the railJay would 1ink with water-
tranépo;t at Wushishi (Zungerd) on the Kaduna river, and Baro

on the Niger—~giver. The completioh of the 1link did enormously
N\ | |
l"

7



Table

6
Nlgerian Railways: General fStatistics,
1912-37
Proportion]| - Net
. Miles of Receipts
Year. Open | No. of Train Gross Working Net Working on !
(Mean |Stations.| Mileage. | Receipts. | Expenses. | Recoipts. | Expenses | - Capital
Mileage) ‘ to Gross | -invested.
] Receipts, |
Miles. No. Miles. £ £ £ Per cent. | Per cent.
1912 823 84 91,806 | 483,341| 342,925 142416 106 2:53
1913 | 924 | 91 [1235545 | 713625 385130| 325,498 53-9 543
1914 950 99 [1,334,137 | 763,913| 448,979| 314,934 587 413
1915 976 100 |1,047,601 | 622469 436,198| 186,271 | 70-08 2:74
» | 1916 976 98 |1,336,677 | 786,655 478,893| 307,762 | 6088 447
1917 976 | 101 |1429,518 | 1,030,711 553,855| 4767835 | 5373 683
1918 1,120 125 |1727,526 | 1,252,64T| 740,684| 511,963 | 5913 565
1919 1,126 127  [1,754,773 | 1,466,872 843,767| 623,105 | 5752 © 671
1920 1,126 148 11,768,069 | 1,626,799| 1,041,523| 585296 | 64-02 563
19212 | 1,126 134 |1,759,839 | 1,438,763| 1,126,726| 312,037 | 17831 2:59
1922(3 | 1126 | 138 |1,681.508 | 1425812| 978,110| 447,702 | 6860 352
19234 | 1,126 136 1,826,982 | 1,653,115  902,048{ 751,067 | 5457 584
1924/5 | 1,220 | 148 |2,064,008 | 2,052,905 948,902|1,104,003 | 4622 7-38
1925/6 | 1,265 148 12,374,416 | 2,353,464|*1,071,787 1,281,677 | 4554 862
1926/7 | 1,265 148 2,623,818 | 2,396,011} °1,118,624{1,277,387 | 4263 851
1927/8 | 1,597 177 |2.941,190 | 2,435411|°1,187,037 (1,243,374 |- 4874 652
1928/9 | 1,625 189 3,313,138 | 2,528,107("3,262,726|1,265,351 | 50-00 649
1929/30 | 1.744 196 |3.727,244 | 2,692,661|1,337,419]1,355,242 | 49-67 650
1930/1 | 1,851 | 218 |3,501,248 | 2,054731{ 1,313,208| 841,523 | 6005 t389
1931f2 | 1,905 | 216 |3,27L,515 | 1,837,977| 1,162,252{ 675725 | 63-24 1306
19323 | 1,905 207 |3,441,517 | 1,870,426| 1,086,136] 784,290 | 5807 t 3:40
. lisaza | 1805 209 13,333,414 |1 1,868,172 | 1,070,826 | 787,348 | 6732 t 348
1934-35 | 1,00 212 | 3.599,018 [§2,007.674 | 1,040,805 966,869 | 5184 | 1420
1935-36 | 1,900 210 | 3521400 | 1,945,109 [11,032,582 | 912,527 | 5309 | 43-98
1936-37 | 1,900 212 | 4,246,655 | 2,866,958 l 1,158,720 | 1,607,238 | 4348 tes3 |

* Renewals charges shown in previous.reports now omitted
i Eulndos L2292 542, ndjusunent of eapital,

. T Capital includes cost of raising louna.
Excluding Motors

49 .

SOURCES: Annual Reports on the Nigerian Railway and Colliery, 1933-

s Pe 80; Annual Reports on the ngerian Railway and
olliery, 1936-373 DPe. 91,
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facilitate the transport of stores, goods, mails. and paseengerg
between Baro and the rest of the northern hinterlaﬁp (Colonial
Reports, Northérn ‘Nigeria, 1911) A rail-ferry service was-oper— ‘
ated at Jebba before the railway bridge was completed in 1815.

. The rail—river policy was mainly in effect in the Northern prov—
inces, but the linkage was abandoned for the following reasons:
(l)”Looking’at both systems in the national context,.the.navigable
rivers run parallel to the railways‘especially in the Eastern and
and Western partis of“the country. Since the railways are faster
and more directly in contact with the two main ports, Lagos and
Port Harcourt, and the hinterland, the two modes were allowed to
operate as fndependent systens. (2) The cost of transloading
freight from one,mode to the other was very high.

" As a result the competition between the two syatems was more
pronounced than their complementarity. The erosion of river trans—
port by the railways, the corresponding decline of some of the )
ports; both.coastal and inland, and the growth of railway ports
and towns can be identified easily. The decline of some of the
delta ports began with the building of the railway penetration
linerfrom Lagos and was acoentuated by'the.building of the eastern
line and the concomitant growth of Port Harcourt. The traffic at
Opobo was captured by Port Harcourt and-Koko's share was taken over by

Sapele in the 1940s., The economic importance of Baro, Idah, and

River Kaduna dwindled rapidly.



"

- I Table 7

Niger Traffic at Baro, 1935-1950

LY

51 -

(tons)
. - .
Year - Imports Exports
1935-36 23,261 - 35,172
1949-50 . 4,807

22,351

Soprce: _International Bank for Reconstruction and Development (1955).

J
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“The opening of railway communication

between Baro and Zungeru has caused a
cessation oflall important transport
“%n the Kaduna_(river). No Government
Steamers arernow_sent up that waterw
wa¥,"_£Colonial ﬁeport, Northern
Nigeria, 1911, p. 23). 3 . /
The total number of passengers to ‘and from Baro during 1913 was
1, 120, as compared w1th 15 660 in r1912, a decrease of nearly 33
percent A similar decline is observed- in the Niger transport
1service as a whole. In 1913, 13 209 passengers were carrled, as
compared” with 20,830 in 1912.° The decline continued all through the
1900&50@er10d Railway records showmng the tonnage of imports trans- )
loaded to the railway at Baro and the tonnage of exports railed’
to Baro" for loading on to river coNnvoys between 1935 and 1950

indicate that there was a noticeable decllﬁe in traff1Czon the
Niger river. Table 7 ows a decllne of 79 percent (1mports) and

36 percent @xpertg aﬁ§2he statlon between 1935 and 1950 The

lower rate'fer shipping . groundndts direct by rail to Lagos

at 1.95 pennies per ton km must have been preferred tc

the 3.1 pennies per ton km on the Baro Line eventually.
leading to the decline in the'volume of trade at Baroc. Tables 8

and 9 further illustrate the railway—rlver competltion. Both {'
tables show a decline in the amount of traffic at the non—railway ;_

ports,_and growth of traffic at the railway ports. After 1941,
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'tﬁe ;on—railﬁay ports lost their leadership in palmwtreffic with .
a decline of 16 pedcent between 1929 and 1950. The samszggttern is,
“repeated in the Ease'of'grouﬁdnut ewpor%s; They started off with
about 18 percent of the traffiec in 1929 and declined to 1. O . o
percent in 1950. It is 1nteresting to note that although there = ¢
was a geqeral'decline £ _palm exports at the non-railway ports,
.Calabar kep%,itét&eéggj;;pai one 3f the major exporting centres -

of palm produce, and showed significant -gains all through the

\kpep;od. is
which drains extensive oi

%inks to the railw

to its location on the Cross river

 palm producing areas with'inedequate‘
. These includerAfikpo, Obubra, Ikom, Ugep,
;kot Ekpene; and'Uyo areas. '

The railway link with the hihterland,helped the growth of .
both Lagos and Port @arcourt, and led t» the concentretion of
export act1v1t1es, particularly groun@a&?s exports, at these
two ports. Thfg shift to the railway network and thé correspond-
ing relative decline of the river netwogk fesulted because trans-
‘Portation by ?iver was slqw and—pdssible'for part of.fhe &ear

only. Moreover, the producing areas of the North were more directly

. tapped by the railways.

b) Rafiways and Road Network

The railway-road relationship develeped gradual%yf?om a
feeder network to "rival" networks. During the 1920s and 1930s

l the Nigerian railway enjoyed a.virtual nepely of the intef-
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;;____’/_reglonal and long dlstance transport industry (Table 10) and s

espe01a11y in the Northern half of the country. Since the 1940s

‘their monopolistic position has gradually been.eroded by road

_transport. ..
A co~ordinated'approach in the railway-road networks was

envisagéd when the cq&énial governﬁenf upgréded cart tr;cks into},'
- . feeder roads as it rried to channel trade to the"railways before
'the 19305. Table’ll shows some segments of the road network that
were speclfically designed to act as feeders to the railway,notably
in rho Northern and Western regions of Nigeria. The feeder rood
sysﬁém was one of the ways in thch efforrs were made to ensure
thét the railway system'was usoa more nearly‘to capacity. For
example the railway administration'maintained a motor transport
servige 1in the Zaria'gpd Sokoto Provinces. Based moiniy on Gusau,
Kéura Namoda, and Sokoto, with repaijl facilities at Zaria, this
service which oonnécts with places nbt touched by the railway .

was well patroniéed while earnings showed a steady increase.6 The
develOpmeh% of feeder roads. occurréd in. the form of improvement

of ‘'some of the exi;ting iinks, such as the éokotoasusau—Zaria,
KafsinasKano, Katsina-Mallam Fashi-Funtua, Birnin GWari—Fuotua,
Maiduguri—?otiskum—-Jos, Oyo-Ibadan, Abiakaliki —~Enugu, Owerri-Aba_
roads, and the construction ofrnew'ones to new rosource'areas

like Ife-Iwo, Sumaila-Kano, and Kontagora-Zungeru roads.

It was net long before road developmept, Especially'that

parallel to the railway lineés began creating intense compe%ition
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Table 10
" Estimated Distribution of Traffic Between Modess
1938-39 and 1948-49 -
%
Mode . 1938-39. . 1948-49
Rai Tway | | - 66 - 63
‘Road I | 29 -~
Rivers and Creeks* | ‘¥ﬁ§ 8
, 100 100
3

It is estimated that 80% of this traffic is carried on the N1ger
and Benue rivers.

.

Source: Internation Bank far Reconstruction and Development, }955, p.-59.

NG
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due principall&'to the establisnment of transportation jacilities
in excess of‘the;number actually'needed to meet the requirements
of trade in a particular area. The increasing role of the road |
systlem was ;eaqually due to the construction of faster and better
rcads which furthér pOpularised long distance travel by 1ncreas1ng
'sgeed differentials betmeen modes. The road system had the ad-
vantage of being more flexible, quicker,*® and accessible to more
rsMote areas thanxghe railways. Its competitive adv$ntage stemmed

also, from the small scale of the operational” unit. wWith a carry—

-

ing capacity of three to five tons the problem @f excess capacity

on the return-haul], was nowhere as; severe as in.thchase of the f

>

railway or the bcats where hundr¢ds of tons were reduired. If a
full load could not be duickigﬁséiéwed,'passenger traffic provided
a ready supplement;(kilby,-1969). Above all, the dramatic increase
i% road traffic after 1945 was made possible by public and private
i vestment‘in;pommercial‘yehicles-

Frbm a pre—war figure of 32,200 km the total mileage has
grown td more than 74,060 kilometres in 1960. Between 1945 and
1950, the number of cqmmercial vehicles impgrted into the country
.increased at g annual rate;of 26.4 percent, while the number of
passenger cars increased at an average of 46 percent The number
of bicycles 1mported shows a s;gnificant growth, too (Table 12)

The post—war econqmic boom resnlting_from the demand for
Nigerian-plnducts overseas gave more purcnasing power to many
Nigerians. New‘enterprises, mostly small scale, sprang up. The

trucking industry was one of the most attractive areas in which- to
- 1nvest

”~
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Table 11 .
.( ' — -
Railway Principal Feeder Recads Built in Northern
' and Western ‘Nigeria Between 1905 and 1930
Route Date . " Feeder to (Station/Line).
Western Nigeria
Ibadan-0yo - - 11905 - . - Raflway at Ibadan
Iwo-Ife - . ) 1906-07 — Ibadan-Lagos Line
Ibadan~Ilesha ﬁi . : 1917 [badan Railhead
Abeokuto-Kajola-Asha 1924 : Abeokuta Station
Northern Nigeria
Zaria-Sokoto BT T A . Zaria Railhead =
Kano-Katsina ' . 1924 ' "Kano Station -~ .
Kano-Daura o - 4924 _ . Kano Station '
Ilorin-Ado-Awtum ‘ - 1924-25 . - Ilorin Station )
Funtua-Yashi : : 1926-27 - . Funtua Station
Gusau-Anka - .. 1930 Gusau, Station
Zaria-Kafanchan - 1930 West-East Lines | .
Oturkpo-Katsina Ala | lpSO Oturkpg Station
) - ( . o ‘. | ‘ o .
Soygrces: Colonial Reports, Northern Nigerﬁa, and Nigeria; '

Annual Reports on the Nigerian Railway. '

Y
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_ Table 12 . T
' f Road Vehicles, 1939-1950 -, -
| I ' + No.®
Date ’/,P’Tfﬁﬁ¥§2;a1@ Cars - Kit Cars Bicycles :
Vehlcles
[ F -
Igséh’t‘ﬂ\\__,,/)217 - 626 6,647
1940 376 . s 5,766
1941 443 56 ’ 2,189
1942 ¢ \575 40 5,568
1943 N BRI 8,21
1944 1,61 ' 41 . 14,057
1945 : 65 - .67 | 14,935
1946 1,200 672 34,488
1947 - 1,684 - 1,740 7 50,085
1948 2,048 1,726 1041490
1949 2,867 2,142 | 129,546
1950 2,973 2,154 . . 154,632

"Source: Department of Statistics: Digest of Statistics, 1938-1950.



The' " trpckihg indusﬁry'largely re?iacedvtﬁe traditional
human'énd-animal carriers, especially n t?g'gphﬁre of inter-
regional trade. . . B |

. - . .

Rqad competi%ion was very Keen with nespect'éo short hauls.
.The'complete ggﬁeﬁbver of all cocﬁa ang palm kernel tréffic by
road transporfrin we;tern Nigéria between Ikirﬁnlgnd Lﬁgos about
1948, is a classic'example of_comﬁetition by a parallel road for
the traffig"for which the railway was bd%lt. and fgbmﬁareas which
that railway ﬁad developed. The road sysggh togg\SVgQ“Eecause
it.quoteﬁ a lower raég, 1.3 pennies and under per ton kilometre,
for this area than the railwa& (Nigerian Railways, 1949-50).

| Aﬁother example 9f the shift to road use is observed in
the mqyemen? of both imports and exports via Lagos and for im-
ports via Port Harcourt; Almost non-existant before i94$é the
growth of.road‘traffic at Lagos whaff had risen from eight pér—
cent of import tonnage in 1948-49 to 25 percent in 1952-53;
Corrésponding fiﬁhres for export were six pércent and 14 percent.
_At Port Harcourt wharf, nine percent of import tonnage was clear-
ed by road in 1948-49 and 27 percent in 1952-53 (IBRD, 1955).

In summary, the railways linked the'maiﬁ agricultural and
mineral produéing areas and cqgtfes to the two major‘equrt ports
pf Lagos aﬁd Port Harcourt. Through the feeder network, the rail;
ways reached out and tapped the hinterland of some inland centres.

The cocoa areas of Oyo (53 km) and Ogbomosho (103 km) were under

the influence of the railways via Ibadan, while far away places
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such as Katsina (175 km), Daura (132 km), Birnin Kudu (135 km), and
Sdkoto'(aal km), grbundnut and‘cotton areas, were served by Kanol‘
and Gusau stations, réspectively. The Jawa groundnut areagﬁ7q km )
was tapped by the Nguru railway statlon, while goods from the Potis-™®

kum area (230 xm) found their way to Jos station.

Transportation Cost

TQ\-sportatlon cost is an important modal characterlstic in
well developed transportation systems, In the less developed
epvironment of Nigeria the new availabi;ity_of transport seems to
have played a more important role than transportation cost in the
expansion of agricultural production for exﬁort.B.Qn the other hand
railway transportation c¢ost, though effectively subsidised‘by the
¢olonial administration, has'dpubtlessly moderated the spatial imp—"
act of railways.

Most short-haul movements are undertaken by the producers
themse}ves either to the local markéts, ports or railway stations
| and producers do not calculate tﬁe effective cost. Although it has

-

been observed (IBRD, 1974) thatltranqurf accounted for a; much as
30-40 perc;nt of total marketing costs for cotton, 35-55 perceht fof -
groundnuts, and about 20 pefcent for cocoa, these were mainly long-
haul\transportation cost., The producers-made some gain becaﬁse in
most cases the only cost they incurred was the long-haul transport-
ation cost. Also producgfﬁn\g:ziyb§fggfgve methods apparently is
valued at nil, a production be ay%gup/ﬁﬁmmgﬁ among Nigeriéh farmers
which is "uneconomic" in the Wesfern context, In such - -a situation

farmers continue to produce as long as their products can earn
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g e ot

some cash in the market. | o T e

In constructing transportation systems in Nigeria, the focﬁé
was primarily placed on access in genggél. The penetration of
the productive hinFerland, and tae linking .0of these resourdén‘
rich regions with tbé coast seemed mope‘importan% than the mere
consideration of cost,.épeed, etc., as independentlﬁariables in

the construction of the Nigerian railways.

4
i

Y



Notes

.

These quotations from Colonial Reports that form the basis
for the construction of Table 4 are arranged in a chrono-

~ logical order.

"The railway.has been constructed as far as
Abeokuta, and surveys to Ibadan, about 120
miles from Lagos Island, hare been made, It
is hoped that this town, the centre of
_ practically of all Yorgbaland, will in the
near future be within easy access from head-
quarters." .
(Colonial Report, Lagos, 189, p. 1l)

*.,. beyond Ibadan to the eastward very .

little o0il is prepared, ,and no attempt is

made to collect the kernels, though the
tElaiisGuineensis! abounds there. No doubt

when the railway to Ibadan is completed

these industries will receive a great
S impetus ... -

-(Colonlal Repqrt, Lagos, 1896, p. 13)

"The railway is being rapidly constructed,
and it is within the bounds of practical
politics to think hopefully of the time
when the railway will tap the underdevelop-
ed countries in the thinterland' of the -
Colony as well as on the Niger, thereby
expanding and developing the Colony and.
adding to its revenue."
(Colonlal Report, LagOS, 1897, .p. 10.).

"The interior resources will, no doubt, be

further developed, and the rich lands

turned to better account now that the rail-

way has been opened, passing, as it does,

through the most important distrlcts of

the Protectorate." _
(Cotonial Report, Lagos, 1900-0l, p. 18)

.
.



"So vast an area as Nigeria, comprising in

65

-

all some 380,000 square miles ... cannot
be commercially developed except by rail- =
ways." - -
(Colonial Report, Northern Nigeria,
' 1900-01, p. 19.)

"Every yard ... of a railway from the Niger
to Kano would, by superseding the present
caravan transport tend greatly to promote
the development of trade."
‘ (Lugard (1902), Colonlal Report,
North Nigeria, 1902, p. 20.)

The Zungeru-Barijuko (Kaduna) to Baro would

"traverse the greatest trade route-in Nigeria,

and render possible the export of cotton and

other produce grown in the Nupe province and

in Socuthern Zaria. Without it ceotton cannot,

s+ D& profltably exported from those districts!

: £C01on1al Report, Northern Nigeria,

1902, p. 58.)

", ., the extension of the railway to Oshogbo ...
when opened will give a new impetus to the ’
trade of the country, and in a mino rdegree
to the erection of the Customs, warehouses
and public officers guarters required in
connection with the amalgamation of the Colony
of Lagos and the Protectorate of Southern
Nigeria ..." ‘ ‘
- (Colonial Report, Southern Nigeria,
' Lagos, 1905, p. 13.)

"The increase in the export of this valuable

product (hides) is most gratifying, and as

communication with Northern Nigeria is facili-

tated, it is expected .to divert the greater

proportion of this trade, which at present

is said to go across to Tripoli." ]
(Colonial Report, Southern Nigeria,
Lagos, 1905, p. 22.)

"It is probabl e that this industry (groundnut

. production) will show a considerabl e develop-

ment when th e railway is constructed to Jebba ..."“
(Colonial Report, Southern Niggria,
1906, p. 31.)

-F
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"The construction of the Eastern Railways will
add, it is believed, enormously to the\ wealth
and prosperity of Nigeria."

(Colonial Report, Sou

1913,

™ 27.)

"The advenrt of the railway in May gave a con-

siderable impetus to the output (of coal) which

had previously been cutrtailed owing to the re-

stricted stacking space ..."

- (Colonial Report, Nigeria, 1916,
‘ ' p. '10.)

A

‘ o
P

This was computed from the identical rates adopted Qy two
of the three majob.gommercia; companies operating most of
”the Niger fleet-fThe United African Co@panx.Limited, and
John Holts Line Limited. The rates on the Calabar river
" averaged about 1.3 - 1.9 pennies per to;-km. Ratéﬁ to and
from the French Came;oons-on the Niger and Benue were 3.4
penﬁies‘per ton~-km for cotton goods and.l.o pennieg for_
grqﬁndn%ﬁs. Rates between the delté.and Baro varied from
2,5Jpennies per ton-km for cottan googs té 0.9 for ground-

nuts in 1948. (IBRD, 1955).

’ | “ 5
The "Middle Belt'" of Nigeria, which lies approximately

9°N and liON, cbntains about two-fifths of the country's

area but less than a fifth of the population.

The site-was chosen because its deep waters were suitable

for a port a bit inland and capable of taking ocean-going
. ) - o ’

= 1

vessels. . . S

Colonial Reports, Northern Nigeria,1913, pp. 20-21.
. i _

Colonial Reports, Nigeria,lQSO; b. 25.

rn Nigeria,
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~

Ministry of Tréde éﬁd.Industry, Northern Nigeria,_lgsé

op. ;cit. _ . o Py

In discussing the effects of transportation on economic

acti?ities, it is apparént that not only the provisioh of
faciiities, but also the charge made for fheir use, is of
conc;rﬂ for the prodﬁcen and cohsumer of goods, A parti- -

cularly exhaustive survey of the principlés of railway ,

rating has been provided by Locklin (1974)..Othé§ trans-

portation texts covering transportation costs include Y

Isard (1956), Location and épacé Economy, Marvin Fair and

E.K. Willtams (1960}, Economics of Transportation, D.P.

Lacklin (1960, 1966), The Economics of Transportation, and

R.J.‘Sémpson and M.,T. Farris (1966), Domestic Transportation:

e

Practice, Theory and Policy. In . the case of Nigeria such

general principles-of railway rating.do apply. Classification
and differential tarrif of commodities in particular greatly

assisted Nigeria's export crops.

»
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L . Chapter 5 ~

THE GROWTh OF AGRICULTURAL EXPORTS IN NIGﬁRIA

LY

Being an agricﬁltural country with over‘BO;pﬁrcent of her
labour ?orce in farming, Nigeria's econdmic"progress has been achie?ed‘in
‘%reat par£,.until necently; through the growthJOf_indigenous
peasnnt agricultural_productioanor export. About B0 percent of
~ t e total growth uas due to.expansion of :the cultivated area and
the‘renaindegito‘increased-yields (ud}il.the lateil§405).‘T

‘expansion in export-crop'trade is sho in Table l3.- .

This chapter is devoted to’ the examination of the prodyc-
tion and growth of the selected cash crops:.palm’ e, ground- .
'nuts,‘cotton, and cocoa. The historical evoluti and statistical“

description of each of the selected crops are presented w1th the -

hope that, in addition to assembling scattered historical facts

»

~of interest in themselves, this perspective will giVe rise te a,

—'lfuller understanding of some of the’ factors that contributed to

)

the growth or decline of the cropé examined. § o

Between 1900 a;d 1930, %fat sFrides were taken in the|

* expan51on of” the Nigerian export economy as . some of her, agri—

cultdral products gained significant positions in the world trade.

- -

By 1930 export volume had;increased more than fivefold and export ’

value sevenfold. Of particular significance is the tremendous o

.ﬂ

-

. growth in the’ importance of new;cash crops. This is indicated by - ° "

3

the Tact that the value of palm produce exports, which had !f

-'/gpdéunted for' , . . .80 to 90 percent of the total value of <
b-' .‘.~ ¢ , : "
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S . : ‘ Table 13
0 - ‘-; . . . X \
Five Year Average Rates of Exports of Palm Produce,
/ Groundnuts, Cocoa, an;'.d:‘ Cotton,-1900-1949
(tons)
ﬁ Years Palm Produce ) Groundnut.s (%' Cotton (lint)
“ 1900-04 - ,176.511 475 305 32
1905-09 195.418 4\) 1,531 - “1,147 1,383
1910-14 251,989 X (8,195 3,857 ° 1,884
: 191_5'-19 265,053 41,300 13,887 2,112
1920-24 293,373 - 44,286 27,279 - 3,951
1925-29 - 378,184 119,068 - 45,483 : 6.038
1930-34 396,888 | © 7188,745 ' 62,979 - 4,593
1935-39° 466,208 211,147 96,571 ' 8,331
" T 1940-44 . 454,984 181,838 - 82,379 9,913
S 1945-;15?\' 447,920 268,409 . 96,614 5,508
J * - )
'-/ E Sources: Department of Statistics (Nigeria Trade Reports).
¢ . ' ’
‘ ~
\’\ ‘
ool 7 .
« L i .
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. \
Q -
N R



70

'recorded:Nigerian exports,'had fallen to 47 percent by -1829,
‘while ihcreasing in absolute terms by 192 percent. The main new
export products were groundnuts, cocoa, cotton, hides and skins.
_These new products brought more and more farmers into contact .
with the world market and with outside ideas. Because of the new,
role of groundnuts, Northern Nigeria's participation in the
national export economy received a boost.

Generally speaking, Nigerian agricultural productionvexpanded

\ ~
throughout the Colonial period. Not only were new crobs intro-

—r

;”/"‘duced into the system, but more land was brought under cultlvatlon.

For instance land under groundnuts incre from an estimated

=

2,360 acres in lQOO‘to over 1.% million acres in 1949. The huge

..

volumes of crop -exports . conflrm this claim. The culti-
vation of food crops re eived‘ due attention, though there are no

/ figures to sgow their ctual growth (Census of Agriculture, 1950-
51).% - 4

since agrlcultural export products were not grown by foreign.

producers on capital 1nten81ve plantations, but’ by . 1nd1genous ’
farmers on small farms, converSion to total commercial agriculture
was very slow and rare. Over 90 percent of the faﬁ%ers who produced
cash crops also produced'food crops. Mgest of the cash crops served
local needs‘— substantial amounts of groundnuts, palm oil, and '

 cotton ohtputs were consumed locally;E Cocoalwas the only cash.

crop that'had no immediate and direc local use,'but the cash

o earned from its cultivat n was mor than enough to buy food

crOps locally. The introducti n of .a cash agonomy through agricultural

N

- -




. S o ‘ N
export gave the Nigerlan farmer more purchasmng power and thus
improved his standard of llVlng. Internal trade was enh'"ted rather
than hindered-because trade—by—cash replaced btrade-by-barter, which
was not an efficient form of exchange.

{" A closer examination of somé of the selected cash crops will
reveal the performance of individual crops and the huge success

- scored bv the agrlcultural sector in the economic development of

Nigeria. \ : ' - -
. i b . - f
_ - s . | . |

Palm Produce Production3

~.J

The 011 palm , is indigenous to West Africa and grows

w1ld The oil palm belt covers the whole breadth of Southern

r

ngerla, but the maln producing area is Eastern Nlperla (Map 3)}.
F

Although the East and West both produce palm products, the West
p}oduces more kernels than oil. The difference ih production
between the East andIWest ie due to the fact that the West produces-
low quality oil4 which does not command high prices in the world
market. On acccunﬁof this, and on account"oé alternative employ-
ment opportunitles for men cultivatlng cocoa, whlch is more
remuneratlve, a high proportlon of. the wild palm fruit is not
harvested, .but Tather left tc drop and rot on the groung with {

only the palm kernel eventually being extracted by the women.

(United Africa Company, 1947- Nwanze, 1961). The East, on the

other hand, produces high grade’ palm oil which has a very high E‘Hﬁ"‘\\

DS

>
market value. The production of high grade 0oil in addition to

the fack that the East .does not‘enjoy the alternative cultivation
- .. 7 r

T

&
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—r

of an export crop of high value, has led fo a thorough and more
systematic harvestinp:" of palm for oil in @e East than in the ~
West. 4 sampie of stétions on the railway with an annual ocutput
of 500 tons or mbre of kernels and pa;m oil ;espectively,.based
on the 1993 and 1934 figures, shows that the West had 13 stations
exporting palm‘kepnels and 1 stétion exporting palm oil, while
the_East_had 8 stations exporting palm Kernels and 9 stations o
exporting palm_oil.

. From the:bqginning pélm 0il has had a large internal as
"well as overseas export market, dil palm products are the oldest

.

established exports of Nigerian agriculture.fThe expansion of palm.
- . * } .

" products started in the 1840s in response to the decline in the

Slave trade,waé a substitute éxport, and to growing demands in
Europe and elszhere.forﬁbe‘etable oils. The export of palm oil
increased from 55 tons in i?ﬁ to some 20,000 tons in 1842 (The | ﬁ”
Central Office oﬁ Information, 1960). By 1900, exports had reached 3
45,508 tons..Palﬁ kernels became important around 1870 following
thé discovery‘of their usefulness for margerine. In 1900, 85,624
tons of palm kernels Qefg exported. Exports of both o0lil and A
kernéls maintained steady growth,, with only a siighf'drop during
‘the war period, 1940-45 (Table 13).

Together the oiliand kernels made up 80-90 percent of total
Nigerian exports at the véry earfy stages.'Tﬂey accounted for
large pfop;rtions of total world exports of these products: palm

0il accounted for 22.5 percent (1938) and 36.5 percent (1953),

and palm kernels for 45.5 percent and 56.7 percent (Helleiner,

ar

4



'1966) . ‘The United Kingdom and Germany were the prlncipal 1mporters.
The relative importance of palm produce in the overall total
exports diminished with the appéarance of important exports of

groundnuts and cocoa.

Gﬁbundnuta Production

Groundnuts were introduced into West Africa by the Portuguese.

Of the total amount of groundnuts grown in Nigeria, oy far the

-

-

greatest quantlty comegyfrom the Sudan prov1nces of the Northern
Region. The main groundnut belt stretches from Kano prov1nce
westward into gokoto and eastward into .Bornu (Map 3). Expansion
‘beéan in the Kanco area and then moved further and fuhther 'back; ’
wards' into Kateina, Sokoto, and Bornu provinces. In 1943-44

Kano province alone.produced over 56 percent of total marketed

output. o -\\\\\\\-

In recent years groundnuts have nade up from 17 to 24

-
.

percent of Nigeria's export. At the turn of the century groundnut
exﬁgrtg\vere very small with 203 tons' in 1901 The export d1d not .
reach any smgnlflcant volume unt11 1913 when 19 288 tons were
exported. There_after volume increased- rapidly. By 1929 groundnuts
'/ with 147,378 tons accounted for 14 percent of total exports as
against 2.6 percent in 1913 (Trade Reports). The 1930s and
1940s saw the continued expansion of groundnuts with an annual
average of ' 21%,142 tons between 1935-39,f and 268,409_tons
between 1945-43 (Table 13). | | |

~Most of the exports were produced on small peasant holdings.
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It has been estimated that -the .area planted in‘groundnuts_through—

out the country reached over one million acres in 1950 (Sample

Census of Agricﬁlture,‘lgso;Slj.

Cotton Production

Cotton is the second moat important peasant export crop in
Northern Nigeria. Originally cotfon was grown in both the Western
'ang Northern regions for the local textile industrﬁes. It was also
formerly érownffor export on a considerable scale in the dry-forest
zone of"Shuth-Qaatern‘Nigeria, but as a result of the supefior
attractions o{,cocoa as an export crop, and the ravapes of pests;

. "
export production in”the South has dwindled to insignificant
pPQpO{EfanS. In recent years, almost all cotton production fof.
export has taken place in the North,-principally in Zaria, Kano,
Katsina, and Sokotolprovihces (Map 3). The main producing area
forms a more or less continuous bélt, aligned along tpe railway.
from Kaura Namoda towards Jos- and c01n01d1np with the zone of <F\\r—_
Zaria-type 50115. On the bhasis of yield per acre5 (1948), total

-

~acreage under export cotton may be estimated at between 80,000

A}

and 170, OOO acres. o data.wereavallable on production for local

L

use, but thls has been egstimated to be at least as great as the

volume of productlon for export (Buchanan &+*Pugh, 1955%. So the

agpregate area under the crop would appear to be between 180, 000

and 340,000 acres. )
The Britiah”Cptton Growing Association did much to stimulate

the growth of cotion throuéh thepf?vision.of seeaé and ginniag

- : - . . .
x
A - [ AR
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. . 4 ~
facilities. .They did establish a few .plantations and experimental
cotton farms. The American*Allen long staple cotton which they
ntroduced into the: country found suitable soil in the Savannah

areas of the North.

Fd

y
The flrst recorded export of cotton from Nigeria was in

1856 (Johnsrud, 1960). It was not until 1906 that .the exports of
cotton begen to assume real‘importance; That yearf 1,826 tons were

Aexported. A volume of 5 721 tons was achleved in 1921. After the
depressmons of the early thlrtles, new records were reached in

« 1936 and 1942, There was'a'decline in production during the.war
years, but exports'elimbed agaln.in the 1950s. The'figures used
here are those for raw\cotton (1int). Cotton seeds were exported
too, and followed a similer pattern as cotton lint. The United !
Kingdoem was the greatest importer of ~Nigerian cotton, witt

about 95 percent. Like the other export crops, the cotton output

depended very much on peasant cultivation. .

Cocoa Production -

o
Yy

Cocoa was brought to Nlperla from Brazil by way of the
Spanish and, Portuguese islands of San &home, Principé and Fernando
Po in the latter half of the 19th century. The seeds were intro-
_ﬁuced toc the Ibadan and Ondo areas in the 18903. The lnltlal
response of farmers to cocoa was very slow because the crop had
nc démestic use., As the knowledge of the crop grew: and the external

demand for 1t 1ncreased, more and more -farmers in the Uest took

. to growing cg@coa.
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The cocoé belt covers alggtal area of er 16,100 square
km embracing the province of Oyo; and parts of Qndo, Abeokuta,
and Ijebu Ode provinces. Over 90 percent of Nigeria's cocoa
production takes place in this béz$» Géneralyﬁ, the rate of
éultiﬁation is abo;t one acre ip‘teq; but in ‘the heart of the
tcoeda belt! six cultivated acres out of tén are in ‘cocoa
(Galletti et al., 1956). Cultivation takes placé'upon smalI;f
peasant-owned holdings ranging from a little above 1 to 2.5
acres. The -rate of plantirig steadily rose to a maximum 19”1926-
31, when about 25,000 R 35,000 acres were planted per y?ér. Bet-
ween 1934-38, yearly plantingé tended to.decline. Scaréity'of
acCessiblé newland for plaﬁting cﬁntributed to deciine of plént—
ing (cf. IBRD} 19558). But‘the_situatiog'changed relativeiy in '
the late 1940s when it was estimated that there were 560,000
acres of‘qoéﬁa in Western Nigeria (1948), the bulk of which was
concentratéd in a fairly_limited area.around Ibgdan fIBRD, 1855;
see Map 5).£I£ is probable that as thé roads were extended away
from the kﬁ?iwa&s‘planters'of new cocoa fafms tended to .look for

land aiong the new road facilities (Map 5).

Cgcoé‘accountea for aboug 15-20 percent of the total value \\
. - : N

!

of Western Nigeria's agricultural oubput (Oﬁigbo, 1962), and_an
average of 18 percent df tbtal'prihcipal exports, rising from a
_mere 2.3 percent in 1813 to 21.5 percent in 1950. The first exports
of éocoa-wgré made ié 1895 ‘when 21 toﬁs were shipped (Udo, 1970).
?poml1901 o%, préduction rose rapidlyi(Table_lS)f‘Ln 1911, f-l,!Jf_Ol.‘&L

tons were exported, an increase of 729 percent over the 1904

figure. By 1937 an incredible 2245 percent increafe over 1911 had

1

3
- B N
.
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been attained. The greatest importers of I\Iigerién Cocoa xe

. United Kingdom and Geﬁany.
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’ - Notes

The view of Lappé and Colin (1977) that the Colonial

enforcement of exDort apriculture handlcapped future

development by orienting 1ndigenous productlon and trade

~ patterns to serve narrow export interests, and that ‘the

internal trade that might have served as the meens for.

autonomous development was disrupted or even destroyed - .

in the wake of all-encompassing colonial cash crop systems,*

is open to CPlthlsm. In thehugerian case there is little’

or no evidence for Lappe and Colin's claims. aThe prowth

~of agricultural prodaction for export did not result from.

"a reduction in producti®® of goods for domestic use, but

from the increased employment of the previaqusly under_lised

production factors of land and labour. The Agricultural

census data (1950-51) and Annual Report of the Forest ‘ ‘ T

Administration,- 1952-53, ihdicate that'the traditional
sﬁbsistence economy reﬁatned more or less intact in all
parts of the country, and that the.cultivation of food

crops was primary in the Nigerian agriculture. For example,

yams, cassava and grains (staple foodsjrconstituted 57 per-

cent of the total agricultural product in 1952, while palm

ops) accounted

average of

'land under tree and non-tree crops in 195 ~51 were 12.2 and

3.2 percent respectively (Table 1), while\areas under prlncipal

field crops shows that the’ staple (food) crops occzp}ed nearly

-
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75 percent,*and groundnuts (export) about five percent of
. : % .
the national average (Table 2). ' .

Helleiner (1966) suggests that about 30 percent of the
Nigerian output of groundnuts is consumed domestlcally.
They are valuable as a foodstuff because of thelr high
prote;n content. See Helleiner, 1966 , p.;los.,

: ;o ;“u.. }

For export purposes, o0il._ palm produce 1s composed of two

“elements -~ palm oil and.;aim kernels.
.Metnods'of extraotion:of;the palm—oii.are very'variable,
but-mayvbe grouped into "hard-oil" and "soft-oil methods.
In the §ormer'the fruit is softened by fermentation and
mashing,.and the oil partly runs out and iSLpartly squeezed
out of. the softened mass. In the "soft-oil" process the
_'frult is softened by b0111ng and pounding, and the 011 is
| separated by working the softened mass in water from Whlch
the oil is'skimmedroff..The "hard—oi}".method, which is
practised in the Western Region, gives a higher.extraction
rate, but the resultant oil is. less valuable to the overseas
manufacturer'and commands a 1ower prlce than soft oil. For
p

more 1nfornizzfn on methods of extraction see Annual

e Agrlcultural Department; Vol. l, (1922),

Bulletin of
' . -
ppo 30-' 2 . v

e T . ®

The prevailing estimates for cotton yields pér acre before *

1912, were 300-350 1b (Eicher & Liedholm, 1970).(The
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contemporary estimate of 1ong¥term average yiélﬁé with
traditional metheds is about 250 1lbs per .acre. Onlaccount
of the time span of the study, the average of the two

. -5

estimates, 287.5 1b per adre, is the unit,for the conversion

of cotton outpqt intolland-qse data, ‘ . ; ‘ -
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Chapter 6
. .

" . THE RELATIONSHIP BRFWEEN RAILWAY CONSTRUCTION
AND THE GROWTH OF EXPORT AGRICULTURE

— . . -

“At this point, it'is necessary to reiterafe thet the object-
ive of this thesie is not to determine whether the railway was' the.

.

only factor, or even the main factor that affected agricultural o '
'expansion during the Colonial era but rather to argue that the

access prov1ded by the railway network, helped the growth of

commercial agriculture in Nigeria between 1900 and 1.950. While
recognizing the role of land, labour, capital, and entrepreneur-

ship in economic developfnerit,l it is important to_recall that
transportation policy can be used as an instrument of economic

development and that the' distance between pdgnts of supply. and

demand is a factor which tends-to produce friction for the'move—

»

ment of goods between such points (Ullman, 1956).

In the early twentieth century there was a demand for the

]

" Nigerian agricultural exports overseas, but it was not economic-
2lly wviable to produc;‘and move certain goods from areas.cf .
supply to p01nts of demand, on account of the high cost cf _ -
transportatlont The incentives to produce more than what was deemed
necessary for reglonal consumptlon were etlfled The surge of productlon'
thatimmedlately followed the introduction and expansion of the rall-
ways played an instrumental as well as permissive;role_in the.

growth of production. For example, between”1912 and 1913, a year.

after the'pehetration of railways ihto Northern Nigeria, the

o :
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value of agricultural éxports from tﬁe North increased g;m#/}
£246,857 to £618,000, an increase of 150 percent; grdundnu"cé
export increased by 566 percent,‘followeq b& benniseed, 157
ﬁercent, gum arabic, 133 percent; cotton l%nt,l45 percent,
hides and skins, 41 percent and sheanut_ﬁroducts by 2Q'ﬁérqent
(Colonial Reports, Northern Nigeria, 1913).

The di§cﬁssi9n in this chagter is cenfered~on tpe.type of‘
access provided by'the rﬁilway;, how this access proQided prb_

duction incentives for the farmers, ané how it consequently affectéd

’ t

the pfoduction pattern of some of the individual cash crops.

- - o
Type of Access and .. Production Incentives -

/

i

The Nigerian railway system is mainly a goods s;rviée; Of.
the 3,842 unitssz rolling stock in use in.1934, 3,529 were
devoted to goods service while only 313 were. specifically for
coaching services (Table 14). In 1913, coaéhipg-sepﬁices con;
tri?uted.lS.G percent of ‘gross earnings, while goods Serviqeé
accounted for-79.5 pércent.hThe|contribﬁtién ofgoods‘ﬁervices
rose to 81.6 percent in 1930-31 and\é6.2 percént in 1933-34. Of‘
the total goods traffic in 1902, agricultural products contributed
64 percent (Nigerian Railway: 1933). This positioﬁ'remained
‘virtually unchanged through the éntire period with an averagé of

64.4 percent per annum in 1931-1850 (Table 15). Thus agricultural

products railed kept pace'yith the overall. growth. of railﬁay

L i

traffic.
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Table 15

85

-t

. Railway Goods Traffic
1931-32, 1946-47 -and 1949-50

e A mmma ¢ s — a2 s A

_ {tons)
Year - Total Goods (Paying): Total Agricultural % Agricultu--
‘ Traffic Products (Traffic) . ral to Total
' Goods
\\
1931-32 581,094 340,912 58.7 -
1932-33 613,550 . 395,521 64.5.
1933-34 599,546 394,036 * 65.7
1934-35 624,445 421,538 ’ 67.5
1935-36 709,102 429,680 60.6
1936-37 891,848 556,939 62.4
1946-47 . 967,206 660,726 68.3
1947-48 892,676° 580,726 65.1
1948-49 1,024,896 | * 660,008 64.4
1949-50 - 1,045,968 | - 696,016 66.5
R ' ) X = 64.4
Sources:  Adapted from Annual Reports oh the Nigerian Railway.
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-From fhe'point of external trade the mest impobtanf‘result.
, of railway construction was the establishment along the routes
of EunopEan firms and collecting-centres in ‘the manner of the
riverine and coastal stations. These-firms and~centres rapidly
attracted markets and trading communitiee erounq them and formed
the nuclei of expanding and new commercial towns. Some of gpe'
older towns with leng commercial tﬁa@ition develoeed into‘buying
gentres for agricultﬁral export goods..Ibedan\became a coc;a
centre, Zaria was associated with cotton and Kano.with grounénuts,
hides and skins féchatzl, 1973). Map 4 ehowe that there were 17
stations along.the railwaykproducing and handlieg over 4,000 -
tons of the sum of the twoJmajor' selected -cash crops during the
- 1932-34 and 1947-49 per:i.ocls.-2 It is evident from the map thaf-
therg2 are three major zones of relatively-intensive production,
_coinciding”b;gaﬁ%xﬁrith the NorthernLCotton and Greundnut Belt,
tﬁe Eeetern Palm(feﬂt, and the Cocpa Belt of weete;ﬂ\ﬁigeria.
The dominance op’the-Northern Region in general,:and/Kand in
particular, empﬁasises the‘role of the northern products,
especially gfoundnuts, in the export eeenomy'qf ﬁigefia before
the 1950s, It also indlcates the dependence of/the northern
products on the rallway for movement to the pgitéi Referrlng to
this dependence Lamb (1925, p. 19) writes: ‘

"In the Northemmn Pfovincesvphe.hiétory of

-'export cotton production, 1ik€ that of

groundnut production, has begn closely

linked with the history'of'railway
o, .
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. . B7a
Table 15a ’ - : -

Railway Centres Einoftiﬁg Over 4,000 Tons -of theﬂsﬁm'of
The Two Major Selected Cash Crops, 1932-34 and 1947-49r

( nearest Q00 tons)

.

- TENTRES - AVERASE - \ EVERAGE
| 1932/3-1933/4 1947/8-1948/9 :
) (GROUNDNUTS + COTTON) I

Maidobi . 6,000 _ - | 2,000

Kano . 93, 000 : 138,000 - .
akirai : 8,000 : ¢ + 4,000

Taura = 10,000 - ' L. 4,000

Ringim - 17,000 - v 14,000
Gagarawa 6,000 _ ' 13,000

Mallam Maduri < 10,000 S 27 g,000

"Nguru . 7,000 5 o - 8,000

Funtua o 000 c : 14,000

Gusau 940000 L , - 13,900

Kaura Namoda— 15000 . . . 19,000

Jos ' - L ai,ooo

‘Majia - ° - S © 8,000

(cOCOA + PALM KERNEL)

» -

Abeokuta = 6,000 "+ . . | 3,000
~ Ibadan, 13,000 T _ . 5,000
Oshogbo™ . 5,000 - 1,000 ,‘L

(PALM OIL + PALM KERNEL)

Aba 14,000 o ' 20,000 @
Nbawsi ° 7 6,000 .  _ - 15,000
Umuahia . 13,000 | 19,000
Port Harcourt = 12,000 . 8,000

NOTE: The above figures are obtained by sumaming the 2-year
averages of the two major selected cash crops at
each centre. v '

kl

" SOURCES: Annual Reports on the Nigerian Railway, 1932-3L4 and
1947=-49, : .

1
;} :
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expansion, andfit was not until the rail-
way reaehed.kano in‘;glé that the export:
cotton production_attained'any impertance."

" The locatien and spaciﬁg.ef these stations were determihed

{ - . .
primarily by the populati0n~density and the productivity of the

areas they serve. There is a strong\{elationship between pop-—

ulation densmty end the heavily cultivated areas. In the north,
settlements started arouqe thiafertgze'spots;ahd havé\continued

to grow from there. The heavily cultivated and densel} populated'

zone north of Zaria had a greater number and more closely spaced
statlons than the Kaduna and Jebba areas. In the latter areas the rail
passes through the less fertlle, less cultivated, and more sparsely
populated "Middle Belt" of Nigeria. The cocoa and palm belt —

sectlon between Offa and Lagos shows a‘high concentratlon of |
collecting stations also (Maps 1 and-?).

The provision and dlstribution of collectlng centres

. enabled more farmers in various parts of ‘the country to feach

national and international markets more effectively. The direct
i . . ) .
access to markets provided by. the railways offered the farmers

the hope of realising better prices for their products, and |
LR T—

thereby induced them to produce moré, Furthermore, theselstations

made possible the concentration of markets at certain points, and

thus helped the bulking of what is by nature a scattered and

small scale production.

\{ :
, .
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Coét, Speed, and Consistency of Movement

The prices payable to the brodupers deﬁended.heafii& upon -

'é}anspoft cost, Between 1900 and 1950 the estimated cost of
transport per ton km was 1.80d by river, 2.16d by rail. and L. 50d
by road 3 Because of the principle of low freight rates on the
railways and government subsidy, the netwo?k qompeted_favourably
with the river system., With only an 0.36d per ton kgwdifference
in freight rates between the‘two networks'iﬁ 1300-50, iﬁ additien
to the advantage of speed‘and frequency, #he railway waé able to

ivert most of the traffic {rom'theﬁiger and Benue. The average
of 4,50d per'tén km on the road system gave the rq;}ways,:with
2.16d per'fon km, an eas& edge over the road.%ransboftation in
‘long hauls. On the other hand thelroad competed vigorously with
the railway for short.hauls and especially. in those areas where~
there‘were.slight differenoes in the retes per ton km chefged

e, _'

The railways increased the. agricultural production of the

by the two systems.

hinterland by giviné the farmere access to the best markets at
low transportation.costs. The aim of the railways has always

been to supply transportation at the cheapest pqssible cost to
the community. To_encourage the natives to use the rallways, the
third class fares were fixed at an 0.164 per passenger-kllometre
and this included a luggage allowance of 25.4 kg for each :
passenger (Colomial Report, Northern Nigeria, 1934). The figures

of average receipts .



.Tab]e,16
‘Railway Freight Rates: Agricultural -
: rExponts, 1952-53 ’ s
o
o 0 Rate per Rate per
Commodity Distance k Ton Ton km
: pence)
Cocoa © 193 km (Ibadan-Lagos) o 32/6 2.03
* Cotton, Ginned - 1159 k m (Gusau-Lagos) ™ , 132/3 1.37 °
- Groundnuts - 1127 km {Zaria & North to the ports) 182/3 1.95
Groundnuts 560 km (Zaria & North to Baro) . 142/9 " 3.08
Hides & Skins 1357 km (Nguru-Lagos) 228/- . __2.03
Kola-nuts 1084 km (Ifo-Kano) __ 305/~ . .3.39
Palm 011 .6l m (Aba-Port Harcourt) | . 20/- 3.95 -
.. Yams _ }61.km ) o . " 16/- - 1.20
NYams 0 805 km . - 28/6 0,43
! X = 2.16

5o

Source: Adapted from International Bank for Reconstruction and
Development, 1955, p. 469.

4
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pgr passenger—kilometre,‘firﬁt, second, and third class combined4
show that cost per'paséenger—kilometre was still under 1d in
1950. Low transportation cost and the 25;4'kg éllowaqce per
passenger offered xhe‘farmefs_oppdrtun;ties to visit g larger number
of local, and sometimes distant pe:fiod.{c markets along the raillway to
dispose of small quéntities of férm products. .
The special rates for some principal‘exports and certain
. . , .
. local commodities along some sections 6f the line were efforts
to promote production, especialiy'in those areas whefe higﬁ cost
-of transportationrdeterred prodﬁction. Low costs atfcertéin
sections were setuﬁo attract traffic to\thé railway-network
(see Tablezi@. In an unsuccessful efforp to meet road competition
alohg the Ibadan-Laggs line, the rate for cocoa was reduced to
' 32/6d in 1952 from 45/- per ton in 1948. In‘éeneral the ratea;//”_\\
poliey favoured long distance freights and local food crops d '
was spec1ally designed to make the northern products accesslble
to the coast. Rates were slightly higher on exports comlng from
areas where there was no road or river competltlon (Zaria to
"Baro), and for exports moving short aistancés result of
high ferminal costs associated with the railways. For example
the.palm tree rate, was 3.95 Qennies per ton Km bétween Aba
and Port Harcourt. This may have contributed éo the low percéntage
of the product (palm oil) railed in this zone.
The £12 per ton paid for groundnut exports at buying

station on the railway and a minimdm‘ofggﬁ per ton at non-railway

>
L3
i
5,
L4
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locations. (in 1945), led to the concentration of buying activities

at certain centres alonglthe bailwey;fThe %3 difference‘in minimuam ~
'priceéxhiﬁﬁeeh the rei}way and non-railway location was ewgtrong
\\;incentive to draw producers to the railway buyihg stations. It
TT-{s Dot unusual in this part of the country for farmérs to sacri-
fice time and’ leisure in order to make a profit of a few pence.
The cost and time saving of ra;lways compered‘to alte;native
modes is illustrated in Hodder's‘(1959) study of tin—mining on
the Jos Plateau. He observes that Before the railway reached
the plateau in 1927, the road journey from -the mines to the coast.
took 35 days. With the railway connection to Port Harcourt, not
ohly was the journey reduced to ‘less than 35 hours but the cost
caﬁe'down by nearly 75 percent. To hring produce from Ibadan to‘
‘Ikorodu by foot took th}ee days. An eftra day must be added fof

the journey to Lagos. The railway reduced this te half., The

-

journey £rom Lagos to Zaria which used to take weeks,.was ~
. accomplished in a little‘over 38 hours, or to Rahama at the foot
of the Bauchi Plateau in a little oteh 44 hdﬁrs, after the .
completion of the Lagos-Kano line (Colonial Regorts, Northefn
Nigerie, 1912)..The punctuality of the trains was commendable.
The 1934 statistics show that only 2 percent of'the passenger
trains and 6 perceﬁt of the‘freight trains, were over 30 minutes
‘late (Nigeriah"Railway) . , ‘

The consistency of the railways in supplying access routes

throughout the year was welcomed especially in the Northern
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. . t .
region, where all season roads-were few in number and'rivers

-

~ prone to low water levels during the dry season. In Nigeria the

@

major demands for transport for most of the export crops are

concentrated in the period from November to February (the peak
harvest season) s whichlhappens to be the season when most

¥
sections of the inland waterways: are not, navigable With the

-

railweay it was p0551b1e to spread the movement of products in—

stead of over—taxing the facilltles in an attempt to clear the

-~
exports before the "bad season'" as was the case with river and earily

*

road systems,

Production Response to thHe Railways-

While it is true that the railway system has been effective
in promoting export crop production,'the response of the different‘
crops to and their, dependence on the system varled greatly. The'
varying response was due mainly fo the nature of the ‘erop, the
spatial configuration of its producing area, and demand for the
CTop. When the. rallway was extended to the producing areas of .
annual crops 11ke groundnuts, cotton, and sheanuts, the incéease
in output was notioeable within 18 months. For some tree
crops like oill palms,—rubber, and gum arabic that grew wild,
dncreased harvesting regulted almost immediately Qith the intro~
duction of rail lines and feeder roads. The response came much

later from crops such as cocea. Cocod had to be planted and

required between 4-7 years to reach producing é&age. The Ibadan
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L - S " Table 17
Percentage of Total Groundnut, Palm Produce,
‘ Cocoa, and .Cotton Exports Moved
by Rail, 1931-32 and 1949-50
.. Year Groundnuts Palm Kernel ~Palm 0i1 = - Cocoa Cotton
T 1931-32 84.0 °  15.6 25.5 34,1 .54.2
1932-33 - 97.0 24.2 23.2 o 37.3 67.8
1933-34 £ 840 15.9 29.7 44.9° 79,3
~— 1934-35 89.8 19.3 19.9 37.9 80.2
~71935-36 Co 89.4 1 22.3 Z4.9 s 840.2 60.5 .
1936-37 ., . 88.7 18.7 . 27.4 34.6 92.9
-v 7 1937-38 87.6 - 21.7 25.2 36.7 80.7
1946-47 . - ) .98.0 17.5 42.8 11.9. 91.2
©1947-48 o 95.6 16.2 43.3 8.0 ©95.9
1948-49 | 134. 4% 15.3 40.9. 3.8 92.3
1949-50 v 102.8* 10.3 36.9 !,% 99.0
averages  © 956  16.6 28.4 '26.4 81.3

* See Note 6 at thé end ofltpis_Chéptgr.

Sources: Adapted from Annual- Reports on the Nigerian Railway;

‘ ° Colonial Reports on Nigeria;Department of Statistics

_ (Trade Reports).for the various years,
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experience is a good exemple of this delayed response. The rail-

way .reached Tbadan in 1901 and the output of cocoa only started

prma——t,

to show marked increases about 1908. The market- value, trans-

& € -

portation‘cost and the location of the producing areas were also

~

icontributory factots:to.the response of individua sh orops to
the™ rallway. The productlon of northern export éii;:aseeﬁ to
have responded more rapidly and favourably to the system than
the southern export ‘erops, because the railway afforded the

i much needed dt;éot link with the coast and external market,

wh;ch untll‘then had ‘been pertially fulfilled by river trans-

v
-

" port.

Between 1902 and 1950 the average percentage railed stood
at 22.5 for: palm produce, 26.4 for cocoa, 81.3 for cotton, and
Y Al -

_95.67 for groundnuts (Table 17). The relatively low proportion

L . )
of palm produce railed was due to the following factors:'

l) The parm belt runs in a East to West dlrectlon in:the rain-
forest zone. - an area that does not permit extensive railway
constructidh on account of its numéerous rivers and cree&sJ_andA
its thick vegetation. The railway runs in a North to South
.oirection cutting through S?ly part Qf the ptoducing sreas. A |

A Y

similar ‘pattern is noticeable in the Western Region. é) The‘
rivers and road networks presented alternative and competitive
modes of transportation. The rallway frelght rates for short
hauls were higher in most cases (Table }6)..3) Thelbulking of

palm kernels, in particular, in bags or sacks made/them easily

transportable by simple means. Several bags could easily be carried



E ' clearly shown by the dominance of groundnuts in t

| . 96 .
“to the coast,faf a time, on Bicyclgé. | _ K
River tranépoff seems to havg been the main competitor for
_moﬁing'palﬁ’prodﬁcts to the coast. A comﬁarison of the river-ports
with the rail-poxts indicates that the rivef-ports handled an
avéfage of 54 pgrc;nt .while the rail~ports handled about‘#G
_ percent of the exports of palm produce between 1929méﬁd 1950 (Table 8).
~1t has been suggested that the railways handled about 23 éercent.
.of palm produce‘for'iﬁﬁerpgl trade (Annual Reports on;the Nigerian
Railway, 1947-48). If one assumes that the average percentages of .
| 16.6 (pélm kernel) and 28.4 (paim 0il) railed for export, and 23
' pebcén? railed for internal trade between 1902 and 1950 reflect thgﬂ\
- railway impact, it could be said that about 45.percgnt of all palm
products were mqvad by the ;ailway during this period. _
? ;The high dependénce of ggoundnut exports on the réiIWayé is’
l Je overall goods
and agricultural traffic by'the railways for selected years-(Tables
i? and 18),. Groundnuts became a major“export after'the c¢ompletion of
the rail link from Kano to Lagos in 1912, Previously, supplies from .
the producing areas of the North could only be evacuated via head
portpraéa.to thé Niger, and_from there py boat #o the coast. The 1929~
* 1950 comparisqn 6f the sharé of groun@ﬁut exports by rail and non-
rail ports (Table 9) int'iicates. that the rail-ports gained 13.7 percent
relative to the non-rail ports traffic, The dominance of the rail-ports
is remarkable, rising from 81,6 in 1929 to 99 ;ercent in 1950,
The groundnut exports from tﬁe Kano region'alone showed an
increase of 1,536 pércent'wifhin two years, from 1911, béfo?e the

¥

arrival of tﬁe railway, to 1913, a year after the railway
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Table 18

Percent¢age Contribution by Groundnuts,'Palm Produce,
Cocoa, and Cotton to Total Agricultural Goods
Traffic by Rail, 1931-32 to 1949-50

Year - - Groundnuts . Palm Produce Cocoa . Cotton
l

1931-32 - - 46.3 22.9 5.3 1.8

-, 1932-33 50,1 23.4 6.7 £.5
" 1933-34 : . 52.3 . 20.2 6.9 3.0
-1934-35 . 52.2 18.6 7.0 6.2
1935-36 . 38.3 24.5 8.2 10.5
1936-37 5].3 21.0 5.0 5.2
1946-47 4z2.4 13.3 10.9 2.2
1947-48 42.1 18,2 - 1.5 2.3
©1948-49 50.0 16.2 S 1.7
1949-50 ’ 56.0 14.6 1. 2.9
*Average 48.1 19.4 5.2 3.8

, 1933, p.87; 1934, p. 107;
~48, p. 16; and 1949-50,

Sources: Annual Reports on Nigerian Railwa
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rea yed.Kauo. TQ}S increase iS«attributabfg to.the extension of the
raiiuay hinterland }into the producing‘areés. Reactions of some;‘

of the contempor newspapers to the imprqwed trade around Kano |
in 1913 point‘tu L a cas él relationship between

"the arrival of the railway and ihcreased roduction and trade.
~

The ‘March 14 issue of Africa Mail reported that:

g

ST ComA really quite extrao dinary rush of
traffic has takert the’ lway by sur- ' :
urise ét‘gano,-anu alﬁhough it was Qiﬂ_//
‘fully expectedwfﬁat Kano trade would ‘
develop yet it was hardlyanticipated )
that during wha is practically the
) : first full season of the line beiug . “q'l
really open for traffic, a trade in
groundnuts'alone would tax the re-—
sources of the railwaf" (Mufel, 1813,
p. 238).
And Lamb (1913, p. 663) writes:
_ Mthe arrival of the railway at Kano
has within eighteen months given tre- o o
mehdous stimulus © to gruundnut culti-~
~vation in the neighuourhood...'EVery
available piece of land is'being
' planted with groundnuts...". B M
The increases observed in groundnut produgtion, particularly in

4

'1926, 1929 and 1933, are related to the expansion of planticg
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e
in areas .east of Sokoto province where the extension of thﬁfr

Bauchi R\¥lway to Funtua, Gusau (1926) d Kaura Namoda (1929), o
”’g/{ts feeder roads opened ap«f?EEar/éiz the new aresas thayi : -
were steadily developed on thg.Nguru Branch' Line (1930}, From -
the percentage railed it seems “that the rail@ay wae responsible

-

for stimulating most o£ ﬁhe production' increases :*fﬂeEBed duriné

this period. . - ‘ . | n a
Sma{izghbntities ofboOtton ’ about 11 tons in -1900, were exp-

.orfed:early in the century. Ié was not until 1906 4fter the

building of railweys and roads intd the Western Region, that

exports began to assume importance. The opeﬁing of the railway

link to the North in 1912, among other thiﬁgs, seemg to have

given cotton exports a further f‘llip. By 1916, a volume of

over 3,300-tons had been aphieved an increase of 135 percent

over 1906. Further increases were recorded in the lgéOs. These

Qere attributed to the extension of the railway hinterland and

more especiallyto the shiff in oroduction areas. By this time

_the North was -becoming a major oroducer of cozg;rcial cotton. \
1

v because the \Q:::

cotton pro%gced in the West was of low quality, and the high "

The shift in productioo'areas occurred primar

quality cotton introduced into Nigeria by the British Cotton
' Growers Association, latér in‘ghe oentury, adapted better to

the compact-silty-fine-sand-soil in the North. As the demand and‘

’

market value of this low grade cotton feil, some of the areas

traditionally reserved for cotton growing in the West were

—

being pIanted with cocoa which had become a more lucrative
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==

cash crop; . _ K

A 'avefage of 81 perceﬁt 6f export‘pqtton was railed to
fhe port; between 1931 and lQSb'(Table 17) . Based on this pro- .
portion railed, one can assume a-high dependencé of cotton
moveme it on the ra&lway system. As the production and“export of
~groundnuts and cotton did not begin.on a substantial scale until
aﬁter‘lglz,-it is_probably not an exaggeration to say that the.
availability of railwéy transport hashﬁeen the single:nost.im—
port;ht factor in the economic deve;oément of Northern Nigeria.

The railways played a major rolée in the cultivation and
.export of cocoa up to the early 1940s when éhe shipment by rail
declined from 37 percent in 1933-34 to 0.9 percent in 194§;504
The decline was caused by the intense competltion and virtual ‘
takeover of all short distance rail traffic by road, anglby the
fact that except between Ib&dan and Oshogbo, andlthe Abeokuta
province, the rail bypasses - the main p mducing areas. The
faii'was fed by a.feeder rOad_nétwofk. By 1921 a gervice of
motor 1orr;es connecting tﬁe towns of Ibadan, Oyo, Ogbdmosho
and Oshogbo, and between Oghogbo and Ilesha, was operating

(Colonial Report, Nigeria, 1921). ' ‘ﬁa ' ' -~
Since the second world war the railway has incréasingly become an
. Ny A
.auxiliary to the road transport system in ﬁhe’qocoa producing
aféas . The roag-system has expanded well into the main cocoa
producingr areas and is s rving them well. fggjfgig artery is

the trunk road running from Lagos to Abeokuta and ;badan, thence

to Ife and Ilesha, then south-east to Akure and té?augh the
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road runs to Oyo, Ilorinm, and the Northenn Region (Map 5)
The vo me of comTodities ship d betwaen Ikirun and Lagos by

" i, the rail is much less than befpgm the war and much less than at'

the principal stations in the Northern and Eastern RegiOns (Gal—J
letti et al., 1956)v The figures for cocoa and palm kernels show
‘thaﬁ the movement of cocoa and-balmkernels_by train has dwindled
away ETable‘20). The small duantity still carried by the railway
id probab%y confined to ﬁhat idégroduded in the areas;dﬁ close
proximity to the railway stations. The 1ow estimated acreages
under cocoa, ranging from 1,000 to 8,300 acres planted.an ually
between 1947 and 1950 suggest the shrinking hinterland imzact-*;/ﬁf\‘
of the railways id Westerh Nigerié as a result of the ‘road
.system operating independenply and no longer serving, in most
cases, as feeder network to the railways. This limiting of hinter—
“land is clearly shown in the lack of cocoa output at %RUse rail-

\ way statlons that. heav1ly depended on the feeder network in the

\“\~\\_Qast. The produclng stations- not so;ely dependent on feeders,
Ibadan, Ede, Oéhbgbo, Ilorin and Agbodo, show &a lesser decldne

of production railed.

»

~ Railways and L -Use

Using the volume -of cropé railed, an attempt has begn made
to estimaté the acreage under specific crops in the econom
hinterland of some railway étations (Maps 6, 7 and 8). It st

be emphasized that this type of measurement is not t best way
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. TabTe 19 _‘}l ‘

Estimate* of Acreage Under Cotton:
Railway Station Areas, 1932-33 to 1949-50

. L W N
] A . \.‘ /
: 1932-33 © “1934-35 . 1947-48
Stations 1933-34 . 1936-37 1949-50 (

Lafenwa - - 284 . 765 ' 179
[Tugun &-v” - 1,152 16
Adio - - 1,725 -
Ibadan ‘o 3,758 27,955 135
Iwo : - 737 2,569 -
Ede _ 996" 4,742 C 21
Oshogbo - . 2,002 " 8,604 . 114
Zaria 9,838 31,823 15,146
Gimi Dabosa 2,040 3,979 299

-Challowa // - _ 4,847 12
Kano 885 ' 1,996 1,244
Saba 1,297 2,282 423
Duchi-N-Wai - 8,469 10,801 2,285
Kudarw - 4,550 2,298
Rahama . 1,922 6,797 1,621
Funtua 27,755 51,869 44,478
Gusau ' 15,933 - 61,972 28,456
Kaura Namoda _ 3,222 6,451 . 2,657 .
Jos - - . 1,963
Zungeru - - 2,148

X 84,71 2447587 109,260

*Estimates -are based on the annual averages of crop output hoved by rail.
The figures are calculated by dividing the quantity of crop railed by
estimated yield per .acre. - ' -

Sources: Adapted from Annual Reports on the Nigerian Railways for the
- various_vyears.
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Table 20
: Estimate* of Acreage Under Cocoa:
7\\{} _ Railway Station Areas, 1932-3% to 1949-50° )
. . . . ‘ . '» . . ’
TP - *r832-33 1934-35- . 1947-48
Stations ; ;1933-34 © 1936-37 1949-50
= PR S " — =
. Abalabi . ( 4,825 - .,5,?66 | 382
" Abeokuta o 3,097 o ©7,000 - - 998 "’
Adio 3,363 4,878 -
Agbado’ ' 6.732 6,798 | 4,614
Agege .- 8,690 ’ 9,798 - -
Ede 8,844 5,328 1,386
Ibadan ; 58,049 75,367 8,288
Idogo- - 72 D 1,509 2,583
.Ifo_ y L . 7,830 - 10,244‘ |r‘ -
Ijoko. 7,839 - 7,986 -
Tkirun . 2,816 L 3,086 . 416
Iaro 7 3,437 10,368 : 2,585
Lalupon 8,755 : 5,038 - - 1,010
“Oshogho . 14,312 . 8,807 . 2,288
~Umyahia - - . 2,009 s
T ’ - -". ‘ .
Grand Total 160,525 © 184,87} 26,207

-

* Estimates are based on .the annual averéges of crop output moved by rail.
. .The figures are computed gy dividing the quantity of output railed by an ¢
=i estimated yield per acre. , : B . -

Sources: RBased on Anﬁual Reports -on the Nigerian RaiTways, for the
various years.
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Table .21 - - :
- " Estimate* of Acreage Under Commercial Groundnuts: ~ v
Railway -Station Areas, 1932-33 to 1949-50 | .
' . 1932-33 1934-35 1947-48
| Stations 1933-34 1936-37 1949-50 .
” Badeggi . 4,19 - . . 3,862 - %104
‘Birniwa - . 6,550 ~9,331 ' 6,873 B
Dabi © 6,717 : 7,409 o 3,700° ;
Funtua - 20,566 23,880 . 66,624 -
Gagarawa o 4,574 © 30,916 _ 58,681
Gusau : 18,867 24,296 . 56,963
Jos . 3,760 9,928 .. 69,900
Kano . 367,803 416,856 626,807
Kaugama 10,569 T 15,487 18,208 .
Kaura Namoda 58,977 - 69,443° . . 95,883 ., °
Mallam Maduri 37,815 31,972 , - 37,634
Nguris _~ 28,696 ~ . 33,338 129,965 i
Ringim 65,579 - 54,6%? 50,437 _J>5
K7 2,715 -

Zaria . - 3,176 4,5

-

* Estimates are based on the annual averages of crop output moved by rail.
The figures are computed by Sividing the quantity of output railed by
an estimated yield per acre. .

Sources: Based on Anhual Reports on_the Nigerian Railways for the various
years. : o : . -

B \\k
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determine'the'degree of iand—use or hihteriand delimitation of
an} particular area. In the absence of ?ctual land-use and
total‘agrieul ural predaction data,_the railway export data are
the besg alternative. The degree of interpretation and
generalisation is limited to what the data allowIn splte of‘
these f 1imitations, some general land use patterhs can be identi-
‘fied from the‘estimatea for the period before the 1940s. Acreage
under cultivation increased at all station areas, with greater
increases showing at the‘core areas., Fer instance, acreage uﬁder _
. g%tton rose from an annual average of 84,700 in 1932 34 to 7
244, 600 in 1935—37 Although there was a decline in the acreage
planted‘in cotton duringgthe period 1947-50, the area-epltivated
was still about 29 percent higher thanL:t_he 1932-34 pefiod (Table
19). This decline ia understandable if ye recall that in the
Western Regioni some cotton lands were being planteé in cocoa
during‘this period. Zaria, Funtua and Gusau show as core zonesfje
- Cocoa cultivation increased at an'ahnual rate of 15 ﬁercent
between 1932 and 1937, Ibadan:- Abeokuta, Agege, Ildro, Oshogbo

' .
“-arid %fo”were the main preducing areas (Table 20 and Map 7).
In aggregate tney had about 122,000 acres planted in'cecoa in
1937. In all, the railwagdagricultUral hinterland contributed
a@bout 27 pereent of all lamd planted in cocoa between 1932 and«
1937, ‘A simialr patterh Of‘increased land use shows at all major.
groundnut preducing areas, even in the 1940s. Acreages rose (from

2,360 in 1900 to over 1,249,850 in 1949-%50, accouﬁting for near
1 , - ’

84 percent of all land in groundnut production: for export (1949).
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A sinilar trend is observed in Kano, the centre of production,
where acreage almost doubled from 1932-34 to 1947-50 (Table 21
and Map 8). Funtua, Gusau and Kaura Namode areas show remarkable
increases_in land devoted to“groundnups.

There is also indication of & shift to new areas for
cultivatiop; Map 5 shows some new areas being plantéd in cocoa
in the,West. Umuahia in the East, featured for the first time
in the 1940s as a cocoa collecting centre where a new area of
at least 2,000 acres was peing planted with cocoa (Map 7). Cotton
was being exported from the Jos and Zungeru areas in the 1940s.
The cotton eiports recorded at Jos were produced in parts of
Bauchl and Bornu provinces and moved by road to the Jos railhead.
As more areas were planted in cocoa in Western Nigeria, cotton
production ceased to feature prominently ag\fn export at Ibadan,
Ede, Oshogbo, and other Western Stations that used to export
cotton, Export cotton growing had become the preserve of Northern
Nigeria by the late 1930s (Map 6).

The general pattern of land use decreasing with distance
frorn th e core ‘zones of any productic?ri‘efs also traceable from the
cotton estimates. Kadaru and Rahama mark the decline away from
Funtua and Zaria. The low acreage'under cotton at Kano was not
due e&sentially to groundnut competition for land, but to the N
fact that Kano lies at the fringe of the cotton belt. Funtua and
Gusald, which serve areas that lie within the main preducing zones
of both crops show signififant recordings ofﬂproduetion volume

which tend to suggest that proportionately large areas around

these stations were devoted to the cultivation of these crops
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~
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(Map G)The peripheralzones for cocoa are marked by Ikirum to the
North, Idogo to the West, and Ikeja to the South |

“ 'There is some evidence that the development of export orient-
ed agficulture Qas initially restricted to "the irradiation area.
of the railways, the'inter-regiongl-roeds ano auxiliary local
roads" (Schetzl, 1973, p.'sg). intense'cultivation seems to have
developed arcund the collecting stations-because of their nodal
location and initial access to external markets.

In summary, the argument presented in this chapter stresses

that byproviding better access to competitive markets, the rail-

A

ways have encouraged commercial agriculture especially in the
oreviously more isolated areas, woich were thought to be suitable
for the exploitation and marketing of the natural resources. The
market and supply areas became more extensive as railway trans-
portation expanded, thereby making production profitable over a
wider area. The production and distribution of commercial agriclture
which were plagued with inefficient transport fac111ties, tended

to be spatlally more concentrated around areas of greatest advant-
age (railway stations) with the construction.and subsequent exten-

sion of-the_railway network.




Notes

Myint's "vent-for-suiplus development hypthesis_ar
that effective demand was the major-constraint on ecoflomics
which:had_é“sparse populationfin relation to natural\€iii?r-
ces..The_opgqing up of trade ﬁrovides an opportunity for

" the profitable employment of hitherto idle resources. The
surplus land and under—employéd'labour weré utilized, wﬁen
new demands afose, to édd exporﬁ Erops fo the normal staple

food production with little risk involved (Myint, 1958

S.' S, Berry, 1970, pp. 16-17).

The figures are obtained by adding the g—yeér averages

of two of the selected export crops at each centret The
chbice of crops combined is based oh the two most important
(by quantity) crops exported from the station. For the )
Northern Centres groundnuts aﬂd cotton are summed, for the
Western Centreé, cocoa and palm kernels are summed, while
the Eastern stations feature the combination of palm oil

and palm kernels. The centres chosen are those that produced

and exported an average of 4,000 tons and over of the com-

bined crops, per year.

The estimated cost of transport in Nigeria during the 1900-50
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. period for the various modes was as follows:

< Railway " 2.16d per ton-km
River ‘ 1.80d per'ton—km
Road 4,50d per ton-km

Thé eétiméte was based on rates obtained from Colonial
Reports; Nigerian Railways; and Ministry of Trade and

Industry, Northern Nigeria ,1963 , p. 216.
. TN

4 " The average receipts per passenger-km, first, second, and

third class combined between 1934 and 1950 were .20d for
1834-35, .21d for i939—40, .43d for 1944-45, and .394d for

1949~50, Based on Nigerian Railway, 1949-50, p. 2.

See Hay; 1973;_p. 22,

The average of 89.3 p@aceﬁt for groundnut export railed hetween
' L

1931 and 1948 is closer to normal conditions than the 95.6
—___ Pexcent;between 1931-1950, bec usé the latter average is inflated

by the recordings for 1948-4§ and 1949-50, when the quantity

. railed exceeded the quantity exportgd. Considefable damage-

was done to groundnufs enroute to the pqrts because of Ead

loading and the poor condition of the tarpaulins covering

the bags during the 'rainy season. Slowness of manaal ??nd~

ling and lack of open space for sorting and rebagging limited

—~

the amount handled and shipped. Also the lack of a lighter-

age wharf caused delays in transshipments (see IBRD, 1955,

(
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p. 517). | ;; |

The railway economic hinterland accounted for 167,000.out

of 617,000 estimated acres under cocoa between 1932 and
1937. ‘

) . . \/5

A, recent estimﬁte of between 300-450 lb has been calculated

with due consmderations for all factors that generally

"control local cocoa pnoduction (Helleiner, 1966). Since,
the computations in this thesis required single figures

ather than ranges, the mean of 300-450, which is 375 1b
per acre, has been used for the calculation of land-use

under cocoa.

Estimates of groundnut yields per acre prevailling before(/"
1912 were 550-600 1b of shelled groundnuts (Helleiner, 1966).
A yield survey carried out By the Agricultural Department

in 25.districts of Kano province between 1943 and 1948

shows a six year average for yields in 1b shelled-nuts /
per acre as follows: : , & /'
wide spacing 512 1b N

Close spacing 612 1b . _
These yields were recorded from plots ﬁlantea by local
farmers and from small plots sown b; Agricultqral Department
“éi: f. The mean of the lows and highs of the estimated yields,
which\is computed as 568.5 lb per acre, is used for the

calculthtion o acreage under groundnut production.



Chapter 7

CONCLUSION: '

While various traditional means of transpSEtation existed
in Nigeria before the adveht f railways, tﬁe only feasible trans-
portatioﬁ of relativeiy lar%;?:hounts of goods was by waterwavs.

Given the low quality of overland transport this meant that economic
development was limited to areas in the immediafe neighbourhood of \%K
the coast and ﬁaviéablé inland waterwavs. The advent of railwavs

as ﬁajor benetration lings in the eariy 1900s, providing cheap

aﬁd rapid convevance of large quantities of goods, opened up new
possibilities for the Nigerian export trade, As a competitor the
railway system dutclassed the inland waterwayvs and held out success-
fully, during most of the period under,consideration, against tﬁe
road svstem in the movement of agricultural exports.

Thg evolution of the Nigerian railways induced locational
shifts not only in proguction zonesfﬁut also in the development and
grpwth of new economik centres. The locational shifts led to a
greater concentration of production and mérketing of agpicultural
export crops in the areas ﬁear the railways than in those far from
them. For exampig, the initial cdcoa farms were lbcayed principally
on both sides of{the line running between Ilorin and Abeokuta.

The geographical distribution of eXpéT%mcotton followed the
expansion of the railways into the provinces of Zaria, Kafsina,

and Sokoto in the late 1920s. Prior to that cotton cultivation was

centred around Ibadan, Ilorin and Lokoja. Groundnut proguction

e
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extended from the.main pfoduc;pg provinces of Kano and katsina

- along the railways and main réads into Sokoto and Bornu provinces in
the 1930s. On th e basis of this opening—up of the édﬁntry Ry ﬁhe
railways hand in hand with the creation of relakti ely efficient
feeders,'Kano; Nguru, Funtua, GQSau énd Kaura N became
important groundnut collectinﬁ andltfadinﬂ centres, while Zaria,
Kaura'Namoda, Funtua and Gusau became the maln cotton markets.
Ibadan, Abeckuta, Oshogbo and Iiéro developed as important cocoa
collecting centres along the rail. Tﬁé importance of Aba, Umuahia,
N'bawzgflnd Port Hafcourt as palm produce marketing centres grew
with the\deVelopmeﬁt of the railway system.

As inter-regional lines thé railways were of importance for
the etonomic structure . in so far as theﬁ fully integrated the
raplidly expanding and iﬁportant groundhut, gottdﬁ and cattle areés
of the Norﬁh, the cocoa areas of the West, . and t@e palm pfoduce
areés of the East: into the intérnatgonal economy and oriented
them towards the porté of Lagos and Port Harcourt. By linking the
agricultural regicns with the coast, the railways provided infer—
regional geographiéal linkages on which the flows of most of the
-exporf goods were channeled befwéen 1900.and 1950, |

New access routes and markets and reddéed transport cost
led to the expansion in cultivation and export of agricultural
prcﬁucts. The increase in agriculturél output is reflected in poth 4 .

"the quantitiées railed and exported before 1950. Because they aiééd

in the development of the export sector, the railways indirectly



117 ’

. ‘__hélped,generate new capital for internal devélopmenf of the country.;
éhis instrumental role of the railways in the expansion
of export agbiculture during the coidnial period cannot be .
replicated in the poét—cblonial era for the following reasons.
‘The demand pattern has greatly changed gs.the former importers
of Nigerian agricultural exports have found substitutes in the
form of synthetic materials and animal fats. The local consumption
of raw materials has increased with the establishment of pfocéss—
ing and ménufacturing industries. The textile industries at
Kano, Kaduna;\zzags and Aba now consume a significant proportion
of cotton output. The palm oil procqssing industries at Aba,
Sapele and ﬁenin; and the Soap Manufacturing industries located
ét Lagos, Aba, Kano, etc., absorbla substantial amount of palm
\ } produce 6utput: Furthermore,_the consumption of palm oii as
| 3;a food item has ihcreased considerahly as the population of the
| country grew from about 24 million in 1950 to an estimated 80
million 1n 1980 Equally important is the fact that the composition
of the Nigerian export economy has changed completgly since the&
diécovery of petroleum in the mid-1960s. Today crude oil contributes
nearly 95 percent of the . total eﬂﬁort Since the oil wells are
\\\ - 10cated in the coastal reglon gf the country, the railways are
of no great use in the movement of crude 0il. The scanty shipment-
of refined oil alone to the northern parts of the country is not

sufficient to maintain railway traffic as the agricultural export

crops did.

?
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However, attempts are being made recently to rejuvenate the
ngerian Rallwavs. The prov1sion of MN885 million ($1,858 million
Canadian) by the Federal Government for the modernisation of" the
railways both in physical and manpower aspects during the 1975-
1280 elopment Plan Pericd, was primarlly to ennable the rail-
ways to cope with‘%he new physlcal demands of the Nigerian economy
(Federal Ministry of Information, 1976). With this modernisation
aﬂd.spﬁe modifications the future role of the once outwarduiooking.
railways lies in the promotion of internal trade in both agricultural
and "imported pro&ucts. |

With respect to th(efutufe role of agriculture in Nigeria,
the policy of the present government is a cleer indicator of
what ie to be. The government's emphesis on increased production

of food crops througﬁ the establishment of larpe scale food pro-

duction projects, of agricultural co-operatives and group farming,

and the provisionlto farmers of improved seeds and seedlings,

and of fertilizers at subsidised pfices suggests that agriculture

' has still a vital role to'play in the .economic development of the

country. ‘The government policy aims at ensuring adequate fooe

. 1
supplies for the population and expanding productioun of export
cCrops with a view to increasing and further diversifying the
nation's foreign exchange earnings,‘and sigﬁificantly‘increasiné
tﬁe production of agricultural raw materials to'support domestic
manufacturing activities, Increasiﬁg food production is economically,
significant becaﬁse in 1975 alone over H300 million ($630 millien

Canadian) was spent on importation‘of foodstuff.

The present attempt to explain the relationship between

-
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railway deveioement end th growth of export agriculture leaves
many*probleme unsolved or partially treated. The difficulty to
demonstrate in.some detaillthe agricultural land-use development
'accompanying.the evolution of the railways and the role of trans-
portatidﬁ costs in the distributign of agricultural production
for export is the f@nction:of limited eﬁd inconsistentbdata.

Part of this is due_to-logistical problems which pfecluded visits
to archives in Brita;n and Nigeria and to the f;eld-areaz At the
initial stage of the research project it was hoped that the gaps
in the main data sources would be solved by locating the sources
and communicatina with the appropriate authorities and deparfments
both in Nigeria and ﬁritainl Despite repeated contaets and long
delays, the wish to bridge all the paps in data failed. The
sqbstitutipn of seconda?§.data weﬁjinappropriate in some cases
because the data have been tampere@;yith or re-arranged, thereby

making their reliability suspect.. T -

and unsopnisticated techniques, and above all led to a descriizive

rather than an analytical approach. In spite of these limitatdns -
some compelling relationships between railway developmeﬁt end the
growth of export agriculture in Nigeria Eetween 1900 and 1950
have emerged.
Where historical data are inadequate further research could
focus on cuprrent agriculture and'raiiway traffic in order to
.

deduce and simulate earlier relationships. This would facilitate

greater analytical depth.
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I have come to appreciate a remark of Carl Sauer

that may be applled to all works in historic geographical researgh:

”Let no one consider that historical
geography can b% content with what is
found in archive and library. It calls,

in addition, for exacting - field work"

o

(J. Leighly, 1963, ed., p. 367).
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