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INTRODUCTION

The 1dea of this study was suggested toc me by the con-
3uaéticn of three elements: The vital importance of the
problems of econcmic development; the recent awakening of
Africa, which draws the attention ¢f the new nations emerg-
ing on this continent; and my perscnal interest in questione
of transport.

It is often assumed that the lack of reliable transport
is one of the main cbstacles to economlie development; the
author wanted to investigate through practlical examples, how
much this development is related to available transport, and
to what extent the improvement of the transportation pattern
induces the economie growth of a country.

The purpose of this study, therefore, is tc survey the
transportaticn pattern of twoc countries in VWest Africa: The
republic of Guinea, and the republic of Ivory Coast; and to
investigate its role in thelr economle growth,

The author of this paper understands the terms, economic
growth, or economic development, in the broad sense, and has
adopted the position of the eo-authora}Yégigj?regoéal, that
“once nosieties are stirred from the lethargy of traditional
econcmic stagnation, thelr transition to mature, self-sustained

growth can be divided into three stages:"
1. Estadblishing the preconditiocns for growth.
2. The take off,

3. Self sustalined growth,.

1M111kan & Rostow, A Proposal. Key to an Effective
Foreign Poliey. New York, Harper, 1957. p. 49

iv




In this survey, the author will 1nveétigate mostly how
important the role of transportation has been in establishing
the precondltions for growth, and to what extent the count-
rles are entering the second stage, when "the forces for eco-
nomlc progress, which up to now have ylelded limited bursts
of activity, shall expand and become decisive factors."

According to these authors, the maln features of the
first stage are:

a. The ldea spreads that economic progress 1s posslble.

b. Educatlon, for some at least, wldens and changes to
sult the needs of modern economic activity.

¢, Enterprlise men emerge willing to mobllize savings
and to take risks in the pursult of profit,

d. Institutions for mobllizing capltal appear.

e. Basic capltal 1s expanded, notably ln transport,
communications and products such as raw materials
which can be s0ld in export trade,

f. The orbit of commerce, internal and external,widens.

g. Here and there, manufacturing enterprises are started,
The above will provide the background for the survey, and
will allow us to speak of economic development, although its
main aspect 1s not industrialization, but a substantial in-
crease in exports and imports, the development of commercial
activitlies, and the progressive establishment of a market
economy, in those two countriles.

Both countries are French speaking, and were member
territories of the former French West African Federation,

The author has chosen French speaking countries, because

v
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very little is known about them in English speakling countries
and, because, as a former part of a federation, they are al-
most completely unknown as individual nations.

The wrlter chose two countries because it seemed that
a comparative study could be more frultful than the survey
of a single territory. Those countries are sufficlently simi-
lar té allow a comparison, and sufficiently different to make
1t significant. |

Both are among the richest countries in West Africa,
but thelr development is quite recent and has occured at the
same time as important lnvestments were realized, mostly in
the fleld of transportation,

The great potential of these countries, especlally that
of Ivory Coast, has been known for a long time, Thelr iso-
lation and the obstacles of the surfacé features or the
climate prevented the establishment of an efficlent system
of cheap transportation. It is only in récent years that
the main obstacles were overcome and a great boom started.

The economie 1ife of both countries relies heavily
upon the exportation of primary products, mostly agricultu-
ral commodities, but also, in Gulnea, minerals, The compe-
tition on foreigp markets for the sale of such products is
racute, and the costs of transport will be a major factor in
determining thelr abllity to compete with other countries’
products.

This investigation will be divided into three parts.

The first three chapters will concern the general background:

vi



physical geographieal features, the political economic and
social conditions, and the early developments of the trans-
portation system,

The following chapters willl deal with each of the spe-
¢ific means of transport: BRallroads, roads, waterways, sea
transport, and alr transport,

The last part will deal with the general problems of
transport and their place in the life of the countries:
Investments, transportation and econcumic development and

transportation policy.
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CHAPTER I

Physical Geographlcal Features:
Climate, Vegetation, Relief, Coastlines, Rivers.

A, Surface Features.

Western Africa as a reglon. has the physical structure
of & rather flat country. However, a discontinucus mountain
range runs from northwest to southeast at a short distance
from the coast from The Futta Jallon Mountains to the Came-
roon volcanoes, VWhile Guinea gets the major part of the
Futta Jallon chain, and has a significant part of its terri-
tory lying above 3,000 feet, the Ivery Coast is situated in
the break in this mountainous c¢ostal range, and consequently
is mostly a low-lying plain with "rocky islands" dotted here
and there as a reminder of the old times when erosion had
not levelled the land so nmuch,

1. Guinea. From the viewpolnt of structure and con-
figuration, Guinea may be divided inte four main
parts:

a. Lower Gulnes, along the sea coast.

b. The plateaux and mountains of the Futta Jallon,
which are rather dry and healthy in the northern
part,

¢. The southeast corner: Guinea Highlands is cover-
ed by a rain forest simllar to that which is
found in nelghboring Liberla and the Ivory Coast.
In the very southeast, where the Ivory Coast,
Liberia, and Guinea borders meet, is found the

culminating point of the Futta Jallon mountains:
Mount Nimba, which 1is 5,800 feet.

~.



d. The northern Niger Plain.

As Fitzgerald says, "Though very close to the Atlantic
geabeard in French Guinea, Slerra Leone and Libera, the Futta
Jallon is easily the most important geographic “divide’ in
West Africa.” Down 1ts much-dissected, inward facing slope,
flow head streams of the Senegal and Nligor, which, merging
into the twe main streams of these systems, wmeander circul-
tously to the Atlantie, through indirectly opposite direc-
tions to each cther.

The Atlantic slopesof the Futta Jallon are wmore abrupt,
and on this side, many short but vigorous streams, fed by
torrential summer rains, are steadily cutting back
egearpments,

It 18 of note that the prominence of this mountaincus
part of Africa is not due to up-ralsing along a fault line,
but to weatherinz and streaw erosions which have degraded
the country arcund the more resistant slopes.,

That 18 the reason why the Gulnean Futta Jallon plateau
15 divided into two parts by a deep, profound valiey, running
north and south whieh 1z five to Pifteen miles broad, and
where the maximum altitude is less than one thousand feet.
Betuveon more abrupt chaing, there is height of up to four

or five thousand feet.

1?1tzgera1d in "Africa”., "A aceialﬁ economical and Politieal
Geo§§aphy of ita Major Regions", New York; Dutton; 1952,
Ps »



The existence of this north-south valley, aconstituting a
natural prolongation of the low cvastal plain, explains much
of the actual Guinean 1ife, especlally when transportation
is considered,

Because of rather recent changes in the geographlieal
structure of that part of western Africa, the actual maln
Cuinean rivers, and especially the Konkoure Hiver, do nct
follow the lines of the ¢ld zlopes, They flow westward,
eressing valleys of former rivers which are now dry. This
very special physical feature will contribute much in adding
difficulties to the establishment of areas of communications.
It 1s easy to understand therefore, why the Ronkoure River,
(young river) is cut frequently by rapids and 1s not suitable
for navigation,

As we have already ncted, the Lower Gulnean coastal
bvelt, fifty mlles acrosn, extends into and beyond the Futta
Jallon mountaine to the middle of the country,

2. The Ivory Ceast, Much simpler from the viewgbint

of surface features, is the Ivory Ceast., As a break in the
Vestern Sudanese Plateau, it is a low country, wmostly situ-
ated below 15 thousand feet. It 13 a vast plain with a
slight slope, southbound toward the Atlantie cocast. In scme
placea are found "rooky islands™ which are not of great im~
portance in the general pleture of the physical features,
The nature of the rellef does not permlt the existence of

big rivers. Ivory Coast rivers have not succeeded in cubtting



ary. delimited valleys. Desplite the heavy rainfalls, they
are rather inconsistent crecks because the country 1s too
flat and the rivers do not originate in mountainz. The
erceks are either cut by rapids when there is a "rocky is~
land", or expanding in broad swamps among the forest., In-
stead of being natural ways of penetration, they have been,

and gtlll are, chatacles to such a penetration,

B, The Coast Line,

Ap a whele, the coasts of western Africa are generally
unfavorable for navigation and the establishment of ports,
However, the situation 1s more satisfactory in Guinea., Here
you will find some natural anchorages, (more than ean te
sald for the Ivory Coast) but as Fitggerald pays:

4

There are ",..no first-class natural harbors between
Freetown (Sierra Lecne) and the Niger delta,?®
1. Guinea. The total ccast line of Guinea 4is about
170 miles from Pertugese Ouinea to Sierra Leone.Many sandy
rivers are found along this coast line which are not navig-
able more than a few mlles inland. Also, sand-bars are do-
posited almost everywhere along these rivers,

2, 7he lvory Coast has a tofal coast line of about 350

miles, and is quite similar to that of Cuinea. ",..alcng the
300 miles of the Ivery Cosst, there 18 no natural shelter

aFitzgeralé. Op, Cit, p. 12
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for shipping-~gand bars backed by lagoons extend continuoualy
and render inshore navigation extremely precarious."3

For shippers, the African coast is wmade still more
difficult by the existence of surf, polling waves breaking
on them from a hundred yards offshore. This particular
feature has prevented easy landings for a long time, and has
made necessary the costly construction of long plers, so
that ships could be unlcaded directly from the coast, or
lighters be utilized,

C. Climate.

Both Guinea and the Ivory Coast have a so-called
Tropical climate, the maln characteristlcs of which are an
almost consistently high temperature, heavy average rain-
fall, with one or two rainy seasons. However, there are
important differences between the two countries, due to the
different altitude and latitude,

1. vggzggg. Although it 1s a part of the "Sudanese"
reglon, the Guinean climate is closer to that of one of its
neighbors, Liberia, or the Ivory Coast, rather than that of
Senegal or Niger, As a consequence of the physical features,
one can contrast the wet and warm climate of the coastal
plain to the drler and cooler climate of the Futta Jallon
and Guinean highlands,

3Pitzgerald. Op. Cit, p. 351



The rainfall in Conakry and in the coazstal plain
averages 150-inches, and it i3 estimated that more than the
half of the low eccuntry experiences a rainfali of over 55
inches, The monsoon pericd brings heavy precipitation dur-
ing a single rainy season, extendlng frowm March to October.

A short wintervperiod, with dry northeast winds, replaces
the normal rain~bearing winds from the scuthwest.

The average temperature for the year is aimost constant,
and nowhere 1s there a wonthly mean lower than 70 degrees
fahrenheit. On the other hand, in the Futta Jallon plateau,
the ralny gseason la much shorter, and the average precipi-
tations are down to 40 to SO-inches. Further in the northern
part of the Guinea we £ind & "Scuthern Savanna” elimate,
with a rainy seascn of elght wmenths, from April to Nevember,

and wlder temperature ranges.

2. The Ivory Coast, 1s slituated in that part of Western
Africa where, for various reasons, ralnfalls are not as |
heavy as in other equatorlial regions. However, the average
precipitations are still high., An averaze of from 100 inches
along the seashore belt, to about &9 inches for the inland,
and due to the proximity of the Eguator, there 13 no really
dry season., Two lesa-ralny seascns are quoted by geographers;

they ares Decesmber te January, and July to August.

D, Vepetation.

"In the central zone ¢f Africa, the scils as & whole

arg more uniform in c¢haracter than in the case of many
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reglons of similar size, with the possible exception of the

Sahara., They tend to be light in texture,‘often sandy, and
reddish in color; while the sub-soil 1is usually of a much
heavier, frequently clay nature . "

1. Guinea. Most of Guinean territory is situated in
the "Sudan vegetation region", land of savanna and tall
grass, where blg trees are rare. Trees are more numerous
near the coast and In the southern plain where palm trees
and banana trees are found in great quantity.

Grass dominates in the Futta-Jallon plateau, cattle
ralsing is the maln activity, and some authors (Gautier? and
Du Jonchayﬁ) gsee this reglon as one of "ranching possibilities"
comparable to the great stock industry of the Argentina pampa
and the Australian downs,

The southeast corner 1s one of dense rainforest, simi-
lar to that found 1n Liberia or Ivory Coast. Because of the
rainfall, the possibllities for crops are the same as those
of the equatorial region: Coffee, cocoa, and rubber.

2, Ivory Ccast. The almost constant average rainfall

makes Ivory Coast a land of heavy, luxuriant rainforest. As
far as two or three-hundred miles inland, the land is covered

by a forest which 1s particularly rich in cabinet woods and

“Devent Whittlesey; Africa in the Modern World; Edited
by Calvin Stillman. University of Chicago Press, 1955. p.39.

5Gaut1er - Fg. L'Afrique Noire Occidentale; Paris LaRose
1943, p. 155

Spu Jonchay, Y. L'Industrialisation de L'Afrique Noire,
Paris Payot; 1954, p. 191




has abundant resources of troplcal productsi Cocom, coffes,
bananas, palm oil and plneapples.

The remaining part of Ivory Coast is a "Big Bush", re-
latlvely pcor susistence crop and cattle country.

A very particular feature of the vegetation for Ivory
Coast ls that the almost lmpenetrable rainforest is distrl-
btuted on elther gilde of the country, close to the Liberian
and Ghanean borders. TFor the central part of the country
the telt cof the rainforest is reduced to a strip of less
than 80 miles wlde, thus presenting a gateway between the

coast line and the inland grags lands,



CHAPTER II

The Eccnomle, Scelal and Pollitieal Backsround,

Populaticn, political statute and eccnoemics.

A, Population,

Africa as a wheole is an area of sparse setilement, due
to the fuportance of an unfavorable eclimate and vegetation
and the many wars of exteruination, c¢r the "production” of
slaves,

Agalnst the general patiern, Western Africa appears as
a hizghly pepulated area with & population density reading
cver G5 perscns per square wmile. {in such places as the
Niger mouth, Ghana Ccast, Sierra Leons). But within the
tvo countries censldered, density as well ag raclal groups
vary greatly.

1, Quinea. With an araa of 94,925 square miles,
utnea has a tetal pepulation of 2,650,000 inhabitents, ace-
cording te an estimate glven in 1958, which meang, an ave-
rage density of 25 inhabltanis per square mile, The dis-
tribution 1s unaven, the wmest densely pepulated area is te-
tueen the eentral Scuth and the Scuth Eastern, while the
“estern border as well as the Kortheast average under 12
inhabitants per square mile,

Fer a leng time, the nen-negroes; cattle ralsers of the
Futta-Jallon plateau, the Peuhls eor Fulla, dominated the
country which they had invaded from the North, Established
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in the central part of Guinea, they number about 1,200,000,
or nearly one-half of the population, and still play a doml-
nent role in the political and economic life of the country.
The fact that cattle ralsing was the main activity prevented
the growth of any important city in the region, though they
achleved a degree of civilization.

The other main groups are the Malenke, (700 thousand),
in the eastern part of the country, and the Soussou (500 thou-
sand), living in lower Guinea, along the coast. Although
statistics are very difficult to obtain in such a country,
Gulnea has one of the highest birth rates in the world, Six
perceﬁt in the country, and four and one-half percent in
Conakry; the death rate, although high, is far below that
figure, and therefore the populatlion increases quite rapldly,
(at least three percent per year) one of the highest rates
of increase in the world. Definiltely so for western Afrlca.

The European population in 1957 was close to 10 thousand,
mostly French, chlefly located in Conakry., It must be con-
gsidered that this long-time "white-man's grave" has never
had a heavy European settlement, Although it 1s possible for
Europeans to live theretoday, there is no "white settler"
problem in Guinea as there is in some other African countries.
The existence of important Syrlan and Lebanese minorities'
engaged in the wholesale and retail trade must also be con-
sidered since there 1s strong African resentment at belng
exploited by forelgn merchants,

Most Guinean, (about 80 percent) are moslems.
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2, ZIvory Coagt., The importance of the raln forest and

the absence of a healthy highland's climate has made the
exlgtence of a denge pattern of settlement impossidble, For
2 total area cf 124,503 square mlles, Ivory Coast has a
population estimated in 1957, as 2,607,000. This figure is
very similar to that of Guinea, vhich has an area of only

95 thousand square miles. Consequently the population den-
glty 1s quite low; about 20 per sqguare mile. The nature of
the climate and cof the vegetation has never permitted the
growth and develcprment of systemised politleal units such as
those focund in Yestern Sudan (Mali), Ghana, Nigeria, Dahomey
or even the Peuhl kingdon of the Guinean Futta-Jallon, in
this part of Western Africa. Settlements vere small in the
deep forests where baclkward tribes had a rather miserable life,
In the northern.area, natives were deminated by nelghboring
tribes. Thus, no clvilizatlion of lnportance, and no urban
civilizaticn ¢f any type developed in this area.

As in Guinea, Furopeanz are not a problem by their
numker, A Descember, 1955 estimate numbered them as 11,638,
¢f vhich two-thirds were living in Abidjan., Most of them
vere French., The seillement pattern in Ivory Coast 1is even
more unevenly distributed than in Guinea, A strip from the
Guinean border to the central part of the coastline (vhere,
ve have seen, there is a break in the rain forest) and an
area along the central part of the north border are the two

maln "dense areas.” Mest of the rain forests' western part
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and the eastern part of the country have a very sparse popu-
lation. (Less than 12 persons per square mile.)

Many Guineans, prlor to the introduction of industria-
lization in Guinea, émigrated to Dakar or to other regions
of French West Africa. Ivory Coast, on the other hand "im-
ports" workers from the Upper Velta and Niger reglons for
labor In industry and on the plantations. This inflow of
"de-tribalized" men from the inland regilon of Africa was a
major factor 1n the growth of Abldjan and from it arise many

social and even political problems for the country.

B, Polltical Statute.

Both countries were part of the Federation formed in
1904 from the various French territories of Western Africa,
which was known as A.0.F.l, or French West Africa.

French penetration in Gulnea was relatively easy, 1t
started in 1866 from the north. Boundaries of French influ-
enced were delimited after the Berlin conference of 1884-
1885, and the occupation completed in 1898,

Much slower was the penetration in Ivory Coast, although
1t was one of the territorles of the Federation when it was
founded in 1904, As late as 1924, a revolt of the forest
tribes shook the colony.

Both territories are artificially bounded units, espe-
clally Ivory Coast, with frontiers determined either by

14.0.F. Abbr, for: Afrique Occldentale Francaise.
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administrative convenience or by contacts with rival colonial
penetration. Ethnic groups are identical on both sides of
the selected frontiers, and racial inter-territorial solida-
rity was much more significant than "territorial" unity for
years. It 18 only recently that a national feeling has been
born, leading to a completely new political situation.

Before the second World War, the French colonial policy
emphasized direct French rule through the Federal organization.
Very little importance was glven to éach territory as a spe-
cific entity, and metropolitan interests always outweighéa
local African interests. The first sign of a change in this
colonlal policy was shown by the Brazzaville speech of General
de Gaulle in 1944, General de Gaulle formulated the basic
principle of a broader, looser, and more liberal French Union
to be established by the French Constitution of 1946, The
variocus territories of French Western Africa remalned a fe-
deral unit; although they were represented on the French as-
gsembly. Then, in 1956, the threat of growing nationalism
led the French government to provide for 2 progresaive in-
asresye in local governments' powers.

In September 1958, a new concept, The French Community,
was propogsed to African voters, The Western African Federa-
tion went out of existence and each territory had the choice
between three political organigations:

1, The maintenance of the status quo, a dependant ter-
ritory, part of the French Republie,
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2, To be an autonomous state, associated with France
within the framework of a "Community". In both cases, they
were to vote "yes" and get the actual legislation later on.

The third solution was secession, which meant complete
and immediate independence. If the latter was chosen, they
had to vote "no", Seven out of the elght countries which
were members of the Federation voted "yes" in approval of
the new constitution, with clear majorities.

Guinea, voted an impresasive "no" (98 percent), mainly
because of the position of trade unionist Sekou Toure, as
"strong man", Thus, it was the sole member to drop ocut at
this time and therefore became the third independent negro
state in Africa.

Ivory Coast, however, under the leadership of Dr.
Houphouet Boigny, (several times a minister in the French
Cabinet) gave an impressive "yes" (99 percent), with an el~
ectoral participation of 98 percent,

As a result, Ivory Coast government now deals with all
internal affairs. The French are in charge of international
relations, the Army and the money. It is to get more and
more autcnomy, Finally, "independence without secession" will
come within a short pericd of tinme,

Ve may ccnsider therefore, that both countries have the
possibllity of formulating thair own poliecies in the field of
economics and transportation., Ivory Coast has, {as much as
Guinea) the powers of a sovereign state in these two fields

under consideration,
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C. Economics.

We intend to glve only a very brlef;survey here of the
main economlc features of Guinea and Ivory Coast.

Both countries belong to the agricultural fringe of
vestern Africa which is particularly fitted for "tropilcal
foodstuffs" production, for which there is an increasing
demand on the western markets. They were the two richest
territories of the former French VWestern Africa; and with
Ghana, they are the richest countries in all West Africa,
Both countries have mineral resources, especlally Guinea,
where production is now starting. Lastly, prospects of in-
gustrialization are particularly bright in Guinea because of
the existence of river which can provide cheap electric
power,

1. Guinea. The main agricultural products for export
are "tropical focdstuffs” vhich are mainly shipped to France,
and are of rather high value, Coffee which was not even
mentioned as an important product in 1951 is now the most
valuable export. This has come about due to the opening of
the Guinean Highlands by the construction of several roads.

Bananas have been the major export for a long time,
Grown in the coastal fringe and in the valleys near the ratl-
road, they still account for the bulk of the tonnage of the
agricultural exports,

Palm kernels, produced on the coast, are third in value

among exports.
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Citrus fruits in the Futta-Jallon mountalns, and pine-
apples on the coast are produced in 1ncreasing gquantities.

Two important minerals are found in appreciable quantity:
Iron ore, found in the Kaloum Peninsula, near Conakry; and
bauxlte, found in various places. The local fabricabtlion of
alumina and aluminum begins in the southerm Futta-Jdallon.
Bauxite 1s directly exported from the Los islands, also near
Conakry.

The cattle raising industry on the Futta-Jdallon plateau
is of great importance for the economy of the country, as
there are substantial exports to neighboring countries. How-
ever, the soclal function of cattle, (the symbol of wealth
and dignity, rather than a commercial investment) slows down
the importance of thls venture. Due to the geographical
conditions, this could te a very flourishing activity provi-
ding there is a change in custom.

The 1958 figures for exports show the relative imporiance
of the various products in the economy of Guinea,2

Total Exports: 4,875 million Coast of French Africa (CFA) francs

Green coffee 10,264 metric tons 1,748 million CFA francs

Bananas 64,008 " " 1,067 nunn
Palm Kernels 19,667 " B 502 ° wnn oo
Pauxite 263,667 " n 337 t nun "
iron Ore 333,821 " " auy " nuw W

QSources: The Americana, 1960, $1 ® Frs CFA 250;
Fo CFA 1 = French Frs 2
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Cther exports consisted of cattle, dlamonds, gold,
orange essence, pineapples and other products in small quan-
titles.
The approximate figure for the cattle of the Futta-~
Jallen i3 950 thousand heads, and about 100 thousand are
slaughtered per year.

2. Ivory Coast. Thls is wmainly a rich agricultural

country with blg European plantations as well as small native
flelds, The richest areas are found in the southern forest
land where the areas can be cleared.

Coffee 1s by far the moat valuable export, It was in-
troduced in the 1910's . Af'ter a decline durlng the second
World War, the production has increased very much and stayed
at a high level during the past years,

Cocoa 18 the second major export, The production is
likely to increase in the future, (the present flgures re-
flect the consequences of the war crisis which led to a di-
minution in the acreages and in the number of trees,) As it
vakes seven to eight years for a tree to produce, the new
trees planted after 1948 are Just starting to produce.

Timber and hardwoods are the third in value, and the
first in tonnage of Ivory Coast's exports. The production
has considerably increased during the past years as a conse-
quence of the improvement of the waterway system of the
southern forest belt.

Bananas have been grown in small quantity for a long

time, but the productlon for export shows a considersble
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increase in the recent years. The 1958 figure is more than
tuice that of the 1954 figure,

For 1958, the importance of those products 4in the total
exports were as follous :3

Total Exports: 31,402 million of CFA Francs

Green coffee 112,505 metriec tons 18,780 million CFA francs

Cocoa boans }45, 333 " # 6,115 " wen "
Hardwoods 402,178 " " 3,316 " s "
Bananas 46,120 " " 1,274 n nun on

Other exports of Ivory Coast are, pineapples, palm ker-
nals and palm oll, and diamonds. 8o far, no important mine-

ral deposits, except gold and diamonds, have been found,

31bia.



CHAPTER III

The Early Development of Transportatlon

The early European interest in West Africa was in con-
Junetion with other tropical areas. The ports on the West
African coast were utilized as call points on the way to
Indla and the far-East.

Of greater significance, West Afrlca was a source of
slaves for the Amerlean plantations., To facllitate the
trade, contact "forts" were established on the coast of
Guinea. None of the European powers made important efforts
to control the inland before the end of the ninteenth
century,

All trade was limited because of the complete lack of
adequate transport. "Indigeneous Africans had never evolved
the use of the wheel and were singularly slow to adopt 1t
when they saw others employ it."1 Moreover, the area under
survey 1s largely infested by Tse-Tse fly, and domestlc ani-
mals could not, as a rule, survive, Porterage, the carrying
of goods by using man as an animal of burden, was therefore
used for carrying exports to the coast and carrying back im-
ports. Porterage was a soclal evil, a political danger, and

2

an economic waste, Tonnages viere extremely limited and only

high-value goods were exported, such as gold and ivory.

lﬁailey. An Afriean Survey. London, Oxford Univer-
sity Press, Rev, 10506, p. 1537,

Zﬂarriaon Church, West Africa. London; Longmans-Green
1957. p. 153.
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At the end of the nineteenth century, interest arose
among European nations about western African territories, and
at the Berlin Conference of 1884-1885, colonial areas were
distributed to various European nations,

The French, at that time, occupled some trading points
on the Guinean gulf and they were given the hinterland which
forms todays Guinea and Ivory Coast, It was held at the
Berlin Conference that a title to territory could be sustain-
ed only by effective occupancy.3 Therefore, to maintain
thelr claim, a2 stimulus was given to transportation construce
ticn, so that they had nominal control over the territory.

However, many difficulties hindered this development,
Some of them could not be overcome until substantial techni-

cal progress had been achileved,

A, Lack of Information and Geographical Knowledge of the

Areas, were among the difficulties tHe French were faced

wlith, They also faced the task of establishing communi-
cations in an almost unknown country, as rapldly as possible,
frlal surveys were unknown, S0 progress was slow toward the
mountains of Gulnea., Still more difficult was the advance
in the deep forest of Ivory Coast and the coastal belt. Very
often 1t was almest impossible to know how or what the best
route would be, where to bulld brldges, and even where to go.
As there were very few significant clties, the problem arose

to choose starting points for the rallroads to

3Hatley. Op. Cit. p. 1537



21
penetrate. Since the bulk of the exploiting vork was done
by the army, mllitarily strategle routesvwere chogsen for the
rallrcads. The compllcated geographlcal features of the
Futta-Jdallon plateau, whlle very exciting for a professional
gecgrapher, was a headache for the military englneers who had
te eross those mountains in order te reach the Sudanese hin-
terland. Problems were still more difficult in the swampy
rain-ferest of Ivory Coast, although, as we have seen, the
narrouling of the forest belt provides a natural passage
through all but 80 miles of dense forest, It has been esti-
mated that in such a densely forested area, clearing of the
forests to tulld a rallrcad means that about 80 thousand
trees wmay have to be cut for one hundred miles of railway.
Some of the {rees wmay be 30 feet 1In circumference and have

butresses also.“

B, Further difficulties were faced in the construection of

roads from the Nature of the Scoll and The Climate.

In most of these reglons, stone is rare or completely unknown,
so that for a very long time, surfaced rcads were impossible
$c bulld. However, tralls were unusable in the ralny season,
vhich had a duration of six months or more, With many rivers,
1t was necessary to bulld bridges, very often wooden, which

in the high humidity 4id not last long.

“w. S, and E, S, Woytinsky. ¥World Commerce and Qovern-
ments, Trends and Outlook, Twentieth Century Pund., New York,
1955. p. 355,
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Before 1930, there were almost no surfaced roads in
either country, although a very significant trall system had
been developed., In Guinea, tralls very often went along the
already existing natlive tracks. In Ivory Coast, the Tse-Tse
fly had prevented even the elementary track pattern, and all
had to start from scratch. Because of the lack of capital,
tralls had many twiests and turns as they surmounted the dif=-
ficultles of the configuration of the land.,

We have already noted the absence of important navi-
gable rivers ln both countries, In Guinea, wany rlvers are
found along the sea shore, but because of sand bars, no
navigable openings exist which would permit an easy penetra-
tion within the coastline. Along the Ivory Coast, there is
a lagoon, but unfortunately, it is cut in small parts by

tongues of land and does not have dlrect access to the sea.

C. The Goal and Purposes of a Transportetlon Pattern.

At the very beginning of the French occupation in Ivory
Coast and Gulnea, the countrles themselves were not consider-
ed very valuable. The main purpose was to provide access to
the "fabulous wealth of the Sudanese zone".? Railroads could
provide such a contact, and a very ambitious pattern was cone
ceived, which, from various points along the coast, would cone-
verge at the Niger River. Thus from the beginning, the come
merclal purpose of transportation in thils region was to reach

the Sudanese zone in the middle Niger basin,

5Thompson and Adloff. French West Africa, Stanford
University Press, 1957. p. 292.
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In Guinea, the army had made a reconnaisance of possible
routes as early as 1887. The construction of the railroad
from Conakry, Guinea's wmain seaport, was begun and reached
KanKan in 1914, A plan existed to extend the Guinea rail-
road to Beyla and to bulld a branch line to Younkounkoun,

80 miles in length, but this was never done. (See Picture.)

In Ivory Coast, the distance to the Niger was greater,
At the beginning, a rallroad was planned to link Grand Bassam,
then the main seaport, to Kong, rather than the Niger, Kong
is in the northeast of the territory, and an important cara-
van ¢enter, However, a study of the terrain showed the in-
advisablility of building through an underpcpulated forest
region, In 1902, Abidjan, the site of Ivory Coast's future
deep water port was chosen as the point of departure, and
the railroad was constructed through the narrowest part of
the forest belt. It is not until 1934 that it reaches Bobo-
Diculasso, 505 miles inland., At this time, it was declded
not to extend the line to the Niger, but to Cuagadougou, in
Mossl land, populated if not rich,

Gradually, the development of the country itself, which
was in the background in the early days became the main\goal
of the transportation pattern. Once it was realized that
Guinea and Ivory Coast themselves had great potentialitlies,
and these were more important than that of the Sudanese zong,
there has been a shift in the goals of the transportation

pattern, toward a more "territory centered" development.
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D, Human Froblems,

The coast of West Africa has long been called "the
wvhite mant's grave', and these countries did not have a very
good reputation in Europe. They were not appealing to the
average person, and their development was slowed down for a
long time by a shortage of qualified techniciqne. Cutside
civil servicemen, the only civilians to settle there were
usually unable to have a normel life back home,

Therefore, the main tasks, prellminary to any great
economic development, rested upon the army whose "pacifica-
tion" dutiesa included the opening of the country., Ve will
consider in more detall some of theconsequences of thils
fact on the evolution of the transportation system. Though
the competence of these men is not questlioned, their limited
resources prevented any large scale programs, It is only
during and after the second World War that civll engineers
and other qualified c¢ivillians became interested in working
in these countriea, Efforts to educate African Techniclans
to take their normal place in the development of thelr coun-
try 1s now going on, The ¥French are shifting from direct
leadership to "technical assistance”,

As we have already seen, the average popuiation density,
especially that of Ivory Coast, 1s relatively low. The con-
sequence 18 that, "There has always been a dearth of wage
laborers in the Federation."® The only means of getting labor

was the slavery of the negroes, or the war prigoners of the

6Thompson, Op. Cit. p. 491,
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Moslem conquerors. The French suppresaed»slavery, but they
were faced with the physical and psychologlcal obstacles to
the development of a labor force. After a brief and unsuc-
cessful experiment with importing a limited number of labor-
ers from Mexleco and China, the French fell back on forced
labdbor,

Every male between the age of 18 and 60, European and
African alike, was subjected to an annual tax which required
them to serve a certain number of days of labor in whatever
enterprise the adminlstrators assigned them., Experience
proved that the forced labor produced only medliocre results.
Deep resentments occured and lowered the country's agricul-
tural output. The general conscription was also used to
provide at least some of the labor force needed. But on the
whole, it was difficult to stabllize labor as the men were
not used to a permanent and fixed work,

On the other hand, it is worth noting that the
construction of railroads, even with narrow gauge, difficult
route, and low capacity, released labor for agriculture and
other activities which was previocusly necessary for porterage.
This had long been the only means of carrying imports and ex-
ports, especially in the countries we are discussing here, as
the Tse-Tse fly prevented any use of animals for transporta-
tion in most areas,

To summarize, we note that up to 1945, most of the routes
and ports had been established, although they were not of

great economie utility.
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Knowledge had been acquired of the main problems, and
a growing interest was shown in the countries' own economle

development or the potentlalities for such a development,



CHAPTER IV

RAILROADS.

Railroads were the first and fundamental means of
transportation in West Africa and remained so until 1914,
However, after World War L, truck transportation began to
attract much of the short distance traffic in valuable pPro=-
ducts and passengers. Though the era of the expansion of
the railroad seems closed today, (very few new routes are
planned) the economlc importance of the railroad continues
to be considerable, Great efforts have indeed been made |
since 1945 to improve and modernize African railroads. As a
result, thelr efficiency 1s increasing and transportation

costs are a lower part of the final price of the products,

A, The Exilsting Rallroad Pattern.

1. Guinea, has 410 miles of single track railroad from
Conakry to Kankan, which has been completed since 1914, It
was designated to link through the mountains of the Futta-
Jallon, the upper Niger and its navigable affluents with the
coast. Polifical considerations have indeed prevented the
building ofvthe line through the narrowest part of the high-
land mass, i.e,, the walst-line between the Futta~Jdallon and
the Guinea Highlands, lying on the boundary with the north-
eastern part of Sierra Leone. Because of an unfortunate
boundary, both railroads, (in Guinea and in Slerra Leone)
were bullt at a considerable cost and have only moderate

traffic to offset their high capital overhead.
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The Route. Starting from Conakry, capital of Guinea
and the only 1important port, the line runs southwest - north-
east, throush the coastal plalﬁ to the Futta-Jallon. The
city of Kindia, vhere it crogsses the great Gulnean Valley,
1s a creatlion of the rallroad and has become an 1lmportant
point for shipment ¢f bananas. Mamou, another creatlon of
the rallroad, 18 also an lmportant center and the outlet of
the citlies of the internal part of the Futta-Jallon. Then,
the rallroad reaches Dabola at the centact of the Futta-
Jallcn and the Nilger plain. The last section runs to Kou-
roussa, where the Niger 1s at the limit of the navigaticn;
then, cnto Kankan, the eastern terminus on the Mllo River,
The Milo is easler to navigate than the Nigzer, Kankan 1s
a center for road and airvays; a wmarket for lcecal products;
and for products coming and goingz to the Guinea Highlands,

As a single track rallrcad with a narrouw gauge, (1 me-
ter instead of the normal gauge of 1.44 meters) it traverses
an extremely difficult route. It rises toc 2,346 feet, hut
this figure gilves little idea cof the very frequent steep
zradients and sharp curves on the railway. Frequently, the
lines are on the edze of precipices.1

The first section, Conakry to Kindia, requires 148.5
kilometers, as againet a stralght line of only 106 kilometers.
The second section reqi-ired 151.5 kllometers from Kindia to
Mamou, and only 98 kilometer in a stralght line. The third
section, Mamou to Dabola, is 142 kilometers instead of 108,

lHarriscn Church. 0Op, Cit. p. 298



2. Ivory Coast. The main obstacle 1n_this country is the
rain forest. The railroad which was started at the beginning of the
céﬁtury to link Abidjan (on the coast) with the interior, has been
: modified. Bobo-Dioulasso, in Upper Volta, was reached in i93&,
making theé total length of the line S05 miles. A changa‘lﬁ plans
selected Ougadougou, instead of the initial goalef the Niéer River,
(Ougadougou 1s the populated Mossi country of Upper Volta) and is
now the interior terminus. The railroad i; still callgd'Abidjan-
Niger. Thé last part of the line was opened in 1954, making a total

length of 711 miles, of which about 450 miles are in Ivory Coast.

The line goes south and north through Ivbry Cogst. In the

120 miles of deep forest, it passes Agboville, a creation of the -
_rallrﬁad and an imporiant center of timber cutting, bananas, cocoa
and coffee production. After Dimbokro, (loéated at the edge of the
forest) it reaches Bouake, second largest city in the country.
Bouake is also an important marﬂet.and a road cneter. Through the
Sudanese plateau, it passes Férkessedougou, in the northern part
of the country and turns northeast to reach its terminal, Duaggdougou.
The technical characteristics are similar to those £ound in Guinea,
although the route 1s‘much easier, éspecially after the forest has

been crossed.

B. The New Conditions. Improvements of the Railroad.

The railroads of French West Africa emerged from World
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War II in extremely bad conditlons, 1l.e., technlcal deficilen-
cles, obsolete equipment and heavy deflclt. Then several

measures were taken to improve thils unsatisfactory situation,
1. An 1lmportant change was introduced in the Finan-

clal Situation and the Administrative Statukte of the Railroads.

Until that time, the Public Works Decpartment of the various
territories (Guinea, Ivory Coast ...), had run the line in
the territory, wlth special budgets, separate but annexed to
those of the territory. 1In 1947, a new organization, the

"Regie n2

was established, to run under a common dlirection

all the railroads of the Federation with an executive com-
mittee established having wide financial and administrative
powers.3 Supplementary decrees lncreased the powers of the
Director-General of the Regle over the territorial network
and extended 1ts authorlty over the Federatlon's pérts and

1ts highways and waterways, and general transportation system.
This, however, has been of little practical importance. |
Since 1956, the Regle has lost much of 1ts importance due to
the political evolution. In 1958, Guinea and Ivory Coast

recovered the complete control of their railroad system,

2Regie des Chemins de Fer de L'Afrique Occldentale Fran-
caise. i.e., Regle, (a type of legal organization in French
law) of the rallroads of French West Africa.

3Thompson. Op. Cit. p. 295. See details on the adminis-
trative reforms in Chapter 10, under "Transportation Policy".
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2. The Impertant Increase in the Amount of Investment,

which follows a change 1n the adminlstrative organization.
Successive plans have been developed for modernization, with
emphasis on improving the existing pattern and reducing the
costs, rather than achieving the grandiose scheme of build-
ing of a network of tracks from the coast, converging to the
Niger Rlver,

3. The Main Technlcal Progress realized has been the

introduction of diesel locomotives. Dieselisation has per-
mitted the replacement of wood fuel by oil. With faster
time tables, 1t reduces operating expenses. Progress was
alsc realized on the track in Ivory Coast, where post-war
Investments have been more 1lmportant than in Guinea. A com-
plete modernization has been carried out between AbldJan and
Dimbokro; thereby allowlng, reduced gradient, longer curves,
and double track on some sections,

4, Except for the completion of the half-finished
Mossi railroad (the prolongation of the Ivory Coast Railroad

to Ouagadougou in Upper Volta), no new routes have been

opened. Studles have been made of some extensions, but all
new construction has been delayed.

5. Important efforts to lmprove passengers satlsfaction

have been made in order to attract them to the railroads.
These improvements include: Introduction of dining cars;
sleeping cars; hotels in the main railway stations, (Kindia,

Mamou, KanKan, and Bouake). At the same time, many efforts
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and lnnovatlions were carried out to provide better services
to those ahipplng freight by rall, These include: Door to
door services by agreements wlth road carrlers; use of
bulldings, and storage facilities., The modernization of
the railroads enabled them to offer carriages better fitted
to the particular needs of the customer, In Ivory Coast, in
1955, an interesting experience of "Piggy Back" was inaugu-
rated which was a collaberation between the railway and the
roads, 1l.e., epeclal cars on the Abidjan-Niger line carry
trailers loaded with goods destined to citles whlch are not
on the raillroad; at the nearest station, the trallers are
unloaded and then towed by heavy tractors to their final
destination.u

C. The Traffic.

A ccmmon characteristic of both rallroads is that the
major part of their traffic iarises on a small portion of
the whole line, |

1. In Guinea, "untll the development of banana exports
on a large scale, the rallway had little traffic and its im-
portance was mainly adninistrative."” Even today, the most

trafflic originates in the banana growing area south of Mamou.

gBosc, J. Ph. Les Chemins de Fer en Afrique Francaise,
In: Chroniques d‘'Outremer, Ltudes et Informations, raris, No,
14, Rpril, 55.

SHarrison Church., Op. Cit. p. 298,
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Important efforts have been made to draw the cattle of the
Futta-Jdallon area, the rice of the Niger plain, and the
varicus productions cof the Guinean Hirhlands to the railroad.
As a means of economic development of the hinterland, the
railroad is used for the transportation of imported preoducts
such as textiles, treverases, c¢cement, and oil products.

2. In Ivory Ccast, "fast dlesel rail-cars crerate he-

tween Adbidjan and Bouake and most c¢f the passenzers and
freight traffic oricinates betveen the two towns. The econo-
tile value of the railway north of Bouake is debatable."6
The scuthern forest telt indeed is by and larse the richest
vart of the country and the preclongation of the rail to the
nerthern part of the country and te the Upper Volta was
mainly a political decision without ecconomie sipnificance,
The traffile going to and originating frcm Upper Volta
in 195&7, is low in absolute value and also unbalanced for

the present,

Freicht: 73,050 metric tons entered Uprer Volta
from Ivory Coast.

8,425 metric tons left Upper Volta
frem Ivory Coast,

for Passencers:(the opposite tendency is showvn)

21,339 entered Upper Volta from xvory Coast

47,205 left Upper Volta from the railrocad to
Ivory Coast,

61b14. P, 358
TBese. Op. Cit.



However, the disequilibrium in freight was partially offset by a
transport of cattle entixely southbound. i.e., 29,133 cattle and
42,280 gheep shipped to the Ivory Coast Terminal. Such small figures
for a whole year hardly justify the operating expenses of several
hundred miles of railroads as an economic condition.

The traffic on the whole line has increased considerably since
the war, and during the recent years the importance of freight is
greater as compared to the number of passengers. The latter fact

is the consequence of the opening of the port of Abidjan to deep-

wvater-ghips.
First Semester Only
1939 1952 1956 1957 1958
Pag ers/km. Million 78 167 70 65.2 85.4
Freight/metric tonsfm . 60 115 8  87.6 80.2
Milliona (8) (9

D. Economics of the Railroad Trangportation. Spacific Cases.

The table in "Revue d'Economie Pollthue"gn

shows that in French
West Africs, as a whole, the railroad is utilized only to one-fifth of
its capacity. Fixed costs are still higher than variable costs. Finane

cial equilibrium, experience has ghown, can be reached in West

(8)I.F.A.N. Pregentation de la Cote d°la Cote d’Ivoire.
Abidjan, 1953. p. 57.

(g)mmatere de la France d“Outremer. Bulletin de Conjoncture
des T.0.M. Paris, No. 17. October 1958.

(9!) » »,
Revue d Economie Politique. Spectal issue on L°Economie de
Lini6H Francaise d Outremer. 1954. p. 306
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Africa when fixed costs equal variable costs. Then, if the
traffic increases by 50 percent, average cost decreases by
17 percent; 1f the trafflc increases by 100 percent, average
cost decreases by 25 parcent.lo

A figure fer Ivery Ccastll, shows that in 1954 the ave-
rage ccst per ton/¥m was 15 francs (3 cents), while the war-
zinal cost was as low as 4 francs, (less than 1 cent).
Therefore, any increase in tralfic contributes to reduce the
average cost,

Maturally, the railroads try to atiract as much traffilc
as possible, but they face the growlng competiticn of road
traffic. Therefore, the railrcads are induced to lower thelr
rates 1n the reglons wherce ¢his competition is sharp, i.e.,
in the rich southern belt. But, at the same time, as public
servlices, they have a regulating role in the economy of the
country which means they should contribute to the eccnomic
develcpment of the hinterland by establishing regressive
rates for long distance transportation. Those two goals are
antagenistic, and the {irst has generally been preferred.

As for the building of new rallroads, two different
cases occured:

1. 1In the first case, studles have been made in Ivory

Coast concerning a proposal o bulld a new line in the

1°Bcsc. Cp. Cit,

Lpovue d'Economie Folitique, OSpeclal issue on L'econo-
mie de 1'union Francalse d'Outremer. 1954, p. 311,
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western forest belt requiring 150 miles of railroad from

Anamocuba, on the existing line, to Daloa, which 1s the center

of a potentlally rich agrlcultural reglon. The questlon of

whether or not a rallroad should be bullt was answered after

censidering:

a. The long run Increase in trafflic due to the
openling of the reglon, where it seemed that the most
realistic computation should be made on the coming
ten years.

b. The total cost of the new installations, with
conslderation to the speclal problem of embranchment
and lcw marginal cost on sectlons of the already exls-
ting line.

¢. The nature of the traffic, of the needs to
satisfy, and the speclfic Iinterest of utilizing rail-
roads to meet those requlirements,.

d. The mode of financlng and the alternative use
of funds. As capital would be provided by France, the
main question was that of the malntenance costs and the
comparatlve interest of bullding roads with this capital,

The traffic expected was important: mostly timber (50

thousand metric tons a year), but also coffee, cocoa, palm

kernels, cola nuts, rice, and on the other way, imported

goods., It was expected to reach 150 thousand tonsi? a year

very rapildly.

12Boac. Op. Cit.,

imanse s
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In 1952, the cost of the new section was estlmated to
be $6.5 million.® The low marginal cost on the sections of
the exlstling rallroad was an argument in favor of the con~
struction, this was partially offset by the conslderation
that most of the traffic already originated on that part of
the line which was utilized at nearly full caepaclty before
the additional trafflc was developed, however,

Sone difficulties were met in developing the exports of
¢imber which showed that even low raillroad rates would be too
high to allow the shipment of this product to the coast at a
competitive price., The other products were relatively high
value goods which could be handled by truck. As the mainte-
nance costs, to be carried by the country, wvere lower if a
road was built, excellent roads have been bullt in this
region, coffee and cocoa produgtion are expanding and the
ldea itself scems to have been abandoned.

2, In Guinsa, a second specific case was completely
different. The problem was not mainly to open a reglon of
which the output will increase due to the new facilitles
after some time, On the contrary, 1t was glven the total
output of alumina, and later on aluminum, which the planned
ingtallatlions would yield, How important a part of the
total investment would the railroad be? Compared to the
total investment, (about $400 miliion) the cost of 150 miles
of railroad to the coast was low (about $10 million), This
was congldered a part of the fixed cost of the huge enter-

prize, Any extra traffic whlch would necessarily arise
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would be a gain for the aluminum company.13 Therefore, the
construction of the line, from Conakry teo Fria, in the sout-
hern Futta-Jallon mountains started in 1958, There is a
geood probablility that an lwportant number of passengers will
be willing to go by train from the capital to the Futta-
Jallon mountains' area along this line. Consequently passen-
ger carriages could be introduced on the line and contribute
in turn to reducing the ratio of the fixed costs to the vari-

able cost.

E. Improvements and Shortcominzs,

As a result of the post-war efforts of investments, the
rallrcads of French VWest Afrlca offer mucn better services
than before, and at a lower cost. The productivity, in num-
ber of units of traffic as compared to the number of employees
has been increased: with a basis of 100 in 1938, 1t reaches
173 in 1954 for the whole French M‘rica.lu However, this im-~
provement is wmuch more on the Abidjan-Niger line, where most
investments have been realized, than on the Conakry-Niger
railroads, As a consequence, the financlal situation, which
vas extremely unfavorable in 1951, 1952, 1953, improved consi~
derably in 1954, While the Abidjan-Niger increased its pro-
fits, the Conakry-Niger still had a sizable loss,l?

130n the alumina and sluminium projects in Guinea, see
below Eccnomic developments on transportation, Guinean pro-
Jeets and perspectives.

Ypose. op. Cit.
15’1‘hompson. Op. Cit. p. 297. Also see Chapter X,
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The main defect of both lines 4is that, while the rail-

road 18 an incomparable means of transportation for heavy and
bulky products, thelr technical characteristics, especlally
the narrow gauge, makes such a transportation difficult, If
the route 1is extremely difficult, as it usually is in the
case of Guinea, the rail looses most of its advantages.
Secondly, the rates do not increase as rapldly as the gene-
ral level of prices and the wages of workers, therefore, the
competition of trucking is a major problem. Today, "by a
natural logle, the road is now the ploneer, and is normally
the precursor of the railroad. "6

Some exports can find a market abroad (for example, the
bananas of Ivory Coast), only if the rates are reduced. In
such cases, free competition by road transportation may, by
undercutting railway rates, entail a loss of revenues which
the taxpayer must make good. While the prohibition of the
transportation of goods (other than that of local producta)
on roads competing with rallroads may be a legitimate proce-
dure, when roads expand and follow clrcuitous routes, such a
prohibition can only be enforced to the prejudice of the eco-~

nomlc development of the country,.

lsLord Hailey. Op. Cit, p. 1597.



CHAPTER V

ROAD AND HIGHWAY TRANSPORTATION

"The definition of 'roads' in Africa is a very wide one,
It includes everything from an unimproved track to a bltu-
mized road."l This consideration must be kept in mind vhen
studying road transportation in Guinea and Ivory Coast. We
have to consider that mest of the mileage conslsts of wmere
tracks which would not be called roads in western countrles,
Roads are, hovever, of major importance in the economic life
of the countries under survey, even though many of them are
practicable only during the dry season.

As 1t is the case for the railroads, the major part
of the present road network in both countries was built be-~
fore VWorld VWar II, with insufficlent means and an elemen~
tary technlque. After the war, most expenses were destined
to improve the existing pattern, thus reducing the cost of
transport or making more rcads available during the whole
year,

At the beginning of the colonlal period, the only ex-
isting "roads" were tracks for the human porterage. They
were used by the slave traders, and in Guinea to carry the
products of the Futta-Jallon to the Europsan merchants es-
tablished on the "southern rivers". Since the Tse-Tse fly
prevented the use of animals, no large scale transportation

could exist. Then, when the French took over the country,

Ly Freudenberg. Africa South gg,the Sahara, ed, The South
%gg%can Iggg. of International Affalrs, Oxford Univ.FPress.
s P v
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roads were needed as a means of penetration of remote areas,
ahd as a means of linking the different regions with the
main port and the railrcad, through vhich they could export
their products. Thus they were desired, but as the very
small amount of caplital available was used for rallrcads and
ports, there were practically no funds available for roads'
construction.

Civil administrators of the territories, with abundant
and cheap forced labor, but without capital and equipment,
started the constructlion of a network of roads. These were
primitive, mere tracks or earthen roads, never surfaced, and
with steep gradients. Most were 1lmpassable up to eight
menths a year during the rainy season, FHowever, the exis-
tence of a network proved to be of extreme importance for
the future, and in thls respect, Ivory Coast had the great
advantage of an early governcr, Angoulvant, who was strongly
road-minded., Because of this, Ivory Coast had more roads
than most western African countries.

A feature of both road systems was the existance of much
better connecticns btetween various territories and foreign
countrles than those provided by the raillrcad. Although,
for a long time, "Cne of the main concerns of the French
authorities when buillding the inter-territorial network has
been to aveid the crossing of the boundaries of British

2

territories,"® progress has been made during the recent years.

2Lord Halley. Op. Cit. p. 1586
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Roads are more likely to ignore, or at least{ to overcome
artificlal political boundaries, and have a major importance
in inter-territorial and internatlonal communications,

Among the many difficultles to overcome when bullding
roads in those countries we can mentlon:

1. The "bueh encroachment’, in regions where natural
vegetation is luxurlant, so that the frequent removal of
gress and bush 1s essentlal uherever traffic does not have
a great density.

2. The abundance of water and atamps whilch often nakes
drainage a costly necesslty and creates the need Tor bridges,

Harrison-Church summarizes these problems when writing:

"Roads are costly to build and often more expensive to maine
tain than railways. Road Lransportation may be interrupted
in the wet season, Time devouring ferries also hinder road

transport.”"S

A, Recent Development, Goals and Achlevenents,

Repairs and maintenance on the lnsufficient road network
could not be accomplished during the second liorld War, so
that when the emphasis was put on in 1945, the development of
African territorles, the improvement of the system of trans-
portation was considered as its first condition, and roade be-
came naturally a major sector of all developuent projects,

The railroads were consldered the most approprlate

means of transportation for bulky products, but they requiréd

SHarrison-Church, Op. Cit. p. 158
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large investments, and the trafflc expected was not heavy
enough to Justify them,

Consequently the declsion was taken by the adminiaz-
trators of the fund for investment and Economlie and Scoclal
development (F.I.D.E.S.)u not to build any new railroad and
in turn to make important investments in the lmprovement
of roads,

Those improvements were mainly in two directions:

1, A reduction in the number of seasonable roads,
practicable only during the dry season, For the whole of
the Federatlon of French West Africa, the total of season-
able roads has been reduced between 1946 and 1952 from 32
thousand miles to 23,0600 miles.5

2. An Ilncrease in the number of bitumlzed or surfaced
roads, particularly on those sectlons where heavy traffic
exlsted or could be expected., It has been estimated that
the maintenance of an earthen road is "impossible" if the
traffic is heavier than £ifty vehleles a day.6 S50 surfacing
is justified on the sections of roads where this figure is

execeeded,

“Freneh organization for capital investment in overseas
territories. See below Investments.

SSource: French Economic and Technical Bulletin.
Ottawa, 1958, " ho. 2.

6A. Jourdain: Routes et Fistes, in Chronlques d'Outremer
Etudes et Conjoncture. raris,. No. 14, April, 1955,
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In Guinea, for example, the following figures were noted in 1953:7

Exit of Conakry: 6,000 vehicles per day
Road Conakry-Kindias 200 vehicles per day

Road of the southern
belt, Conakry-Boffat 250 vehicles per day

In Ivory Coast, according to the game sources:

Abidjan Bridge: 12,000 vehicles per day
Road Abidjan-Grand Bassam:4,000 vehicles per day
Road Abidjan-Dabout 2,000 vehicles per day

Road Dabou-Gagnoa: 400 vehicles per day

At the end of the first plan for modetnigation and equipment, the
following situation was found:s

January 1, 1934. Distances in Kilometers

Total 8a
Permanent (Bitumized  Seasonal Total
Roads Roads) Roads Roads
Ivory Coast: 8,600 (120) 8,100 16,700
Guineas 5,000 (193) 2,400 7,400

We may add 65 kilometers of surfaced roads in cities in Ivory

Coasg. and 9 kilomé:ers in Guinea.
In Guinea, the best permanent roads, including all the bi-
tumized sections ares
A road from Conakry to Mamou, running parallel to the rail
A xoad from N“zerekore to Diecke and Monrovia, in Liberia,

which i3 of major importance for the exportation of the ri
agricultural products of the Guinea Highlands.

7Ibidem.

athnmpson. Op. Cit. p. 301

B‘These Bitumized Roads are included in the Permanent Road

road.

ch
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. A rcad crossing the country from West to East, and
linking Guinea with Dakar and Ivory Coast.

In Ivory Coast, the most important roads aee:

. The road coming from Guinea and linking Abldjan to

this country and to Dakar,
. A road crossing the country from Abldjan to Upper
Volta and Sudan.

It can be noted that the road network, conslidering either
permanent roads or the total length is much more developed
in Ivory Coast than in Guinea.d

Although the existence of through roads between terri-
tories or within territories is of great interest, 1t must
be realized that the nature of road transportation gives an
outstanding importance to some sectlons for short or medium -
haulage between important citles or major areas of produc-
tion while only a very small part of the total traffic uti-
lizes the whole length of a definite road. In Western
Africa, 1%t has been estimated that one half of the total
traffic arises over 8 percent of the total network, and 80
percent over less than one-third of the system.lo That 1is
the reason why the declaicn was taken by the authorities to
scatter lmprovements, especially the construction of surfaced
parts of the roads, rather than bulld long inter~territorial
trunk roads wlth modern highways characteristics, from end

to end, in which certaln sections would have to carry only

9 &
ntless In Yoy cbaat, "] AYTET o RoRd  FoRT1508qules B8 e

10French Economic and Technical Bulletin. Op. Cit.
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insignificant traffic. It appreared essential to concentrate
their efforts on particularly heavily traveled trunk sections

where trafflc Justified required costs.

B. Traffiec, Vehicles,

The greater development of roads in Ivory Coast is both
a cauge and a consequence for the greater number of vehicles
and the greater importance of road transportation. In both
countries, the increase in the number cf veﬁicles has been
extremely rapid in recent years as shown by the differences

in 1954 and 1958 fipures,

Units
Private and
Commercial Truclks Total
11 Cars
Ivory Coast: 1954 3,040 7,490 11,1483
195812 9,541 13,746 24,317
Guinea: 195477 1,781 3,225 5,006
12
1958 3,763 5,524 9,638

The 1958 figures mean that there vas 95 motor vehicles for
10,000 inhabitants in Ivery Coast; and 40 motor vehicles for
10,000 inhabitants in Guinea. The Guinean figure'is the
gsame as that of the whole French VYest Afriea,

The ratio of private cars to the total number of vehlcles

appears strikingly similar in both countries:

11Thompson, Op. Cit. p. 302

leﬁulletin de Conjoncture des Terrltories d'outremer,
Op, Cit.
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38.75 percent private cars in Ivory Coast

39. percent private cars in Guinea,

when we consider that in a country like France, over
8ixty percent of the total number of vehicles consists of
private cars, we can see the essential role played by road
transportation in the econcmy of these countries,

It 1s difficult to measure precisely the overall im-
portance of road transport. The main difficulty arlses from
the fact that trucks are privately owned. They generally
belong to small enterprises, mostly African or Syrian. An
estimate for 1951 however, gilves a very ilnteresting and
rather surprising figure:13 Out of 115 thousand metric tons
of coffee and cocoa exzported from Ivory Coast during that
yvear: 42,000 had been shipped by railroad,

73,000 had bsed road transportation.
An important characteristic of road transportation is its
"African" aspect. Thompson notes,la that for the whole
French West Africa, 65 percent of all vehicles are owned by
Africans, and Africans tend to monopolize light truck

trangportation.

C. Economle Aspects of Road Transportaticn.

A maln section of the road program inaupurated in 1945,
wag to reduce the cost of transport between the regions where

the zoods for exports were produced and the ports (Conakry or

134, Jourdain. Cp. Cit.
lgThompson. Op. Cit. p. 300
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Abidjan) as well as the cost for 1ﬁ§orted goods shipped in
the hinterland. As we have seen, roads were preferred to
rallroads because they required a lower amount of fixed
capital,

The cost of building a new modern surfaced road 4in the
countries under survey was estimated in 195515to be between
$20 thousand and $40 thousand per kilometer. It was also es-
timated that the cost of modernizatlion of an already exlsting
track (an earthen road of bad quality) was almost the same

f1gurel®

plus the maintenance cost which was estimated to bve
from $400 to $600 a year per kilometer.
The malin elements in the overall cost were:

Topographic studies and preparation of
the ground:. . . + + « « « » .$ 6,000 to $14,000

Small art works: . . « o « o« o o o o+ o 2,000 to 6,000
BUPrfacIngt « « s « v & 5 s % &« ¥ 5 ¥ ® 12,000 to 20,000
TOTAL. o o « o o « o« o + « o $20,000 to $40,000
Sizable economies are realized by the lmprovement of
roads., In Ivory Coast, it has been estimated that the cost
of operating a truck was formerly 16 cents a kilometer, and
1t has been reduced to 8 cents on a modern Surfaced road,l7
The average savings realized by a modern road are,somewhat
lower, however. The figure given is about 50 percent of the

former cost.

155, Jourdain. Op. Cit.

61114,
317 Ibig.
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A general estimate has been wmade for French ilest Africal8
On a road which carries a traffic of 100 thousand metric tons
a year (l.e. 100 trucks loaded with three tons a day), the
yearly savings would be $1,700 per kilometer. If we con-
sider that the cost of the construction has been maximunm,
$40,000 per killometer, the return on the investment would be
4.25 percent a year, without taking intc consideration the
returns for the capital., If we add the maintenance, the
returns would be about three percent a yecar.

For an improved earthen road, the cost of building 1ls
only $5,000 to $8,000 per kilometer, and the maintenance
costa, $400 a year per kilcmeter, The econcmies realized are
about 30 percent of the cost of transport on the former
track. Only a light traffic houever, can be carried by such
roads.

The economic interest of imprecved or ney roads is not
limlted to the direct and immediate savings realized on the
cost cf transport. Reduced cost of transport leads to a
more than proporticnal increase in preducticn shipped. By
integrating new regicns in the market economy, 1t leads to
greater development and increased income which are still
more significant than the immediate savings realizadd.

An important problem arises when formulating a road

policy: the problem of the locatlon of roads. As a general

18, Jourdain. Op. Cit.
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rule, In countrles vhere capital is scarce, competition be-
teen road and railroad 1s a useless waste.

We find hovever, in both countries that ilwportant ex-
penditures have been made cn rcads running parallel to the
rallroad. This is especlally striking in CGuinea, where the
best road cf the country fcllcous exactly the same route as
the railrcad betieen Conakry and Famocu, The main reason for

this ccincldence is that Mamou 1s on the great {runk rcad Da

H

kar to Abldjan, consequently, pressure has been exercted by
private carriers to cbtain the lmprovement of the route
Conakry-llamou, which would enable them to bld for important
traffic »hile thelr expenditures wculd be lou,

In that case, as in many cthers, the private ownership
of trucks has produced strong pressure to favor road trans-
portation to the expense of the rallroad.

One consequence of the development of a satisfactory
read system in Ivory Coast has been a growing tendency among
the increasing number of relatively wezlthy African planters
to buy private cars. In purchasing these deprecilating ve-
hicles, they are spending most of thelr savings, in spite of
the capital formation being low, and the needs for produc-~
tive Investments extreme, Thls can be considered a very un-
favorable consequence of the development cof a satisfactory

rcad situation.



D. Specific Forms of Investment in Roads.

The general problem of investments will be dealt with
in a special chapter, but we can note here some sources of
funds eoncerning exclusively the road system,

1. In order to inerease the amount of money available
for road building and improvements, a permanent "road fund"
was c¢reated in French West Africa in 1952, wilth the revenue
of a tax levied on the gasoline and oil used in the Federa-
tlon. The money could not be used for the upkeep of the
roads, which remained the responsibility cf the ordinary
Federal or territorial budpets. Allocations from this fund
vere made to the territories on thh basis of their fuel con-
sunption for 90 percent cof the total, the last 10 percent
vere Lo be divided among territories having a limited nun-
Ler of roads and 1ittle traffic.

The fund raised surprisingly large sums: 35.6 million
a year.19 At the beginning of 1955, Ivory Coast had been
allbcated $3 milllon, and Guinea $1,240,000. This particu-
lar read fund occupied in the overall road building program
a poslition midway between F,I,D.E.S., which pald mainly for
Inter~territorial hilghways, and that of the local budgets,
vhich provided feor maintenance.

As for the way they could use the money, the various

territorles were allowed the wildest possible initilative.

19Thompson. Op. Cit. p. 300
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The sole yardstlck applled under the regulations of the fund
was that the proposed improvement on roads should be a dur-
able type, and contribute towards a reduction in the cost of
motor transport. Proposed programs were to be approved by
the territorial assemblies, and were to be integrated within
the general frame of the second four-year plan. The road
fund peclicy has created considerable finished road, especially
in Ivory Coast, vhere an important amount of money has been
made available.

Further, in Ivory Coast, special allowances from the
dutles levied on the export of cocoa'and coffee (one-third
of those dutiles), have been established for the improvement
of secondary roads and tracks in the regions where those
products are grown. In 1953, the sums provided amounted to
one million dollars.

Those funds have been responsible in part for a "road
of coffee", from Man to Gagnoa, and for a "road of cocoa",
from Abidjan to Abengourou,

Altogether, the road system is of maJor importance in
the economic development of both countries, Ivory Coast has
been favored from the beginning with a more developed net-

work than Guinea.



i e p—l i
g'ﬁ € SAE BUAKRIES b ¥ ‘h/‘?’
Y 1haCY GAE  DiPesiTS </ L
v . —
o2 BAvy/TE VEPasTS ,‘
f"“ ComAkry. maer l-ll;' /////
Mivsers, Audtynp : ) 5{'{(
”- """S / : /
| : 2 TR e eI
——: . ~§SﬂM,
s Vet 4 /
‘sr"‘ ; o (“‘ | Y
1f N 5 a \ g
H. QAN Loy, '-a (BT 2N \ g by S
¥ 14 (‘? K As A — 70
0 el oy o s T
27 i AR
) o syt
L-M,,.;”_ 1TSS EnvviBonss Avp M VERAL PE Pe $s 7€ ABiDJAN Av) THE vRID, CAwAL
Erete: tiaibian'dics: s Wesr pbieh. P 518 ARFTER WAARIS(V CwyRe W - wis TAEAIR
P, 301
FiGgvae 6 gl i
7
7/
. R A A e ‘
. : 't\ - ‘
TIASSALE ¢ - :
N k \
< X
‘ ‘
\ é.t '
Y | 4
4 y :
. — \ .‘
1 i ' l
\
| h f (
| & : f Borssy
l‘ : ¢ ’
/4 ‘ : / ’
ik y ’ ’ ;
. / ’ N
/
' 3 ‘ l' L Axé
—_ / « 4 ‘l‘
-"'h‘ =1 "Ny 7
l -4 ‘(ly“ 4 \
“ G Msmq o
Wev

ABIDIAN _AVD oTWgR [EANS OF CoMMumi <AT o0

LAGos v Sys7E N AROVND
4

~YAViGAbLE AivERS Ao CANALS st RARAOA D

+ TERNImAL PoiwT oF AIrER mAviGATIOW.

A~ ﬂ{VE“s

B ol PERAMAVENY~ ROAD

AFTER. "PREse~TATIIM 3¢ ca cote Divare ! 1EAN. 1953, ABIDIAW.

o SCALE GivE .

Fiovag &



CHAPTER VI

WATER TRANSPORTATION,

The outstanding importance of ports and sea transpor-
tation in the economic life 1s a striking feature of most
African countries. "During the first years of French occu-
pation of VWeat Africa, seaports played the paramount role,
and it was from the coast that Europeans penetrated into
the interior. Even after other means of transportation
became avallable, the status of the federation's ports con-
tinued to serve as a barometer of the economic development
of the individual colonies to which they were attached,"!
At the same time, as we have already noted, there are very
few natural ports on the coast of West Africa. Almost
everywhere the shore 1is dangerous to approach, and the few
ports whth are existant have been enormously expensive to
construct.

Some of the major features concerning water transpor-
tation are the following:

1, The insignificance of river navigation., There is
only a low mileage navigable., There are a few miles navi-
gable inland from the sea on the small rivers o¥ both coun-
tries, and a section of the upper Niger in Guinea.

2., The importance of the lagoon-coastal rivers system

in southern Ivory Coast.

lThempson. Op. Cit. p. 303
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3. The concentraticn c¢f almost zll the impert-export
traffic in a single pert in each country: Abldjan in Ivory
Coast, and Conakry in Guinea,

4, The high cost cf bullding and malntaining ports.

A, Internal Navigation.

1. The only extensive river system available for navi-
cation in elther country ls the Niger, betueen Kourcussa in
Culnea, and Bamako in the fcrmer French Sudan, Unfeortunate-
ly, the river is cut by raplds right belcw Pamako, and there
18 no navigation possible until Koullkore. Eecause of this,
most of the traffic originating in Sudan utllizes the Dakar
railrcad, the terminal of vhich 1s Koulikoro, instead of
coing up the Niger and them utilizing the Conakry rallrcad,
whleh 18 the shortest route.

The river is easily navigableby day and night for tow
boats and barges of 1€0 tons, carryinc 120 te 130 tons,2
oniy during four to six menths a year, the really high water
being from middle July to middle December, Several con-
paniea maintain steamers and lighters cn the Niger between
Bamako and Kouroussa,3 but during the perlcd of louw waters,
another type of becats, much smaller has tc be used.

The serlous econcmic preblem is the lack of cocordina-
tion of high waters and the greatest need for water trans-

pertation., Loecal crops are brought 1n between Cetoher and

gmouillot, Y, La NHavization en Afrique Occldentale. in
Chroniques d’'cutrerer. Btudes gg.lnformatlons, Aprll, 1955

SHatley, Op. Cit. p. 154k
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February, and are processed for shipment by the end of
February or lMarch, a perlcd c¢f insufficlent water. Conse-
quently, the average tonnage con the Niger tetwveen Pamako and
Kouroussa 13 extremely small: feor the year 1951-1952, it

did not exceed 5,000 metric tons.u RMirther Lord Halley notes?
that the traffic between the tuc cities declined betueen 1925
and 1935, cwing to the abandcenment of the measures previcusly
taken to maintain the navigaticon on the river, and also on
the acccocunt cof the extension cf the Dakar-Niger railway to
Koulikoro, The introducticn of speclal rates for the carri-
age of low priced soods by the railroad enccuraged traffic

to utillze the rail to Daker, where shipping facilities were
at the time, supericr te those of Conaliry, the port of the
southern Niger region, Even though Conakry is now an eicel-
lent port, the prespects are not geed for the lmprovement of
the navigaticn on that section of the Niger river,

2. HMuch brighter are the prospects offered by the
river-lazoon system of the scuthern Ivory Coast. In the
lewer part of the country to the scuth of the ferest belt,
there are lazoons whlch parallel the sea shere, Isolated by
sand bars a few wmiles :lde, these extend abeutb 220 mlles
from Freaco in the ¥West, to the CGhana border. As for the

coastal rivers, ncne 1ls navigable cver 45 miles from the sea,

Micuillot, Cp. Cit. p. 1

Sualley, Cp. Cit. p. 1544
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However, they are used for numercus zzricultural exploita-
tlcns.? Altezether, these rivers plus lagoon connections
provide an 1nterestlng g7stem of cheap fransport for heavy
produets, especlally since the port of Abldjan is situated
on the maln lagoon, Ebrie Lagoon., Iv became a sea port by
the opentinz of the Vreldi tnrough the sand bar.

A project of signlficance has been the realization of
the Agsinle Canal, linking the vast Aby Lzgcon in the east-
ern part of the country, near the CGhanean border, with the
tbhrle Lagoon and Abldjan, to increase the frade recion of
AbldJan., The prospzcets are bright for the region surround-
ingz the Aby Lazcon is rich. The exploitation ¢f the arri-
cultural petential was prevented only by the hizh ccsts of
trangpertaticn cverland to ibldjan. Only 29,000 metric tons
¢f timber, the west impertant product, cculd bte shlpped ihen
the gstudies were made, because of the hish coat of transport.
It was eatimated that this figure could be easlly inecreased
te 50,000 tong a year, when the canal was finished and in
additicn, the fellowing traffic was expected: Coffee,

13,000 tons; Cocoa, 11,000 tuns; Bananas. 15000 tong; Manlcec,
20,000 tens; vituwme, 10,000 tong; Iznawes, 5,000 tons; ang
liiscelleaneous, 1,500 tens. This means a total traffle of
72,500 tons a year, and Lf ve add the timter and «cod trade,
it is well cver 100,000 tons a yesar. The tctal length cf
the canal, finished in 195G was 4&.5 klleometers (about 30

miles), of whick 18 kilometers(12 miles) was the Assinie

o "
CI,F.8.N, Presentation de_ls Cote d'Ivoire. p. 58
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River. The maintenance costs were eatimated to be 250 mil-

1ion francs a year ($500,000), while the returns on the cus-
toms duties due to the increase in the imports and the ex-
ports.oly, were 240 million francs a year {$480,000), There-
fore, the mere increase in the production was almost enough
to pay for the maintenance. In addition, the economic ad-
vantages were numerous, to begin with, the inorease in the
traffic of Abldjan Port, for which great investments have

heen realized.7

B, _Sea Transportation., FPorts,

The difficulties arising from the nature of the coast,
which offers no broad estuaries of navigable rivers, mean
that practically all cargo intended for inland must be trans-
ported immediately as soon as 1t is 1anded, otherwise, con-
siderable congesticn develops in the harbor area. Conse-
quently, good rail connections are of vital importance for
Western Africen ports,

1. Quinean Ports. Conakry. The capital and main city
of Guinea, Conakry, is by far the most important port., It is
situated on Tombo island, an island two miles long and one
mile wide, connected b& & causeway to the mainland. It has
natural advantages as a port, i.e., no surf, and deep water
somewhat sheltered by the Los Islands and by breakwaters,
although the approach has to be from the South.

TMoutllot. Op. Cit.
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The first pler was established in 1900. During the
pericd from 1929 to 1936, important improvements were reali-
zed on funds borroved from the federal government., In 1946,
however, the total traffic was relatively low, due to the
slow economic development of Guinea. {About 120,000 metric
tons a year were handled; for exports and lmports both.)

The main equipment then consisted of several breakwaters,
tro concrete wharfs, with berths for only three ships at the
same time.

After the war, the decision was taken to exploit the
rich 1ron ore deposits of the Kaloum Peninsula. Tor that
purpose, 1t was necessary to iﬁcrease the capaclity of the
port of Conakry. The work started in 1951, and was partially
financed on F.I.D.E.S. funds.? New brealtwaters were added,
the banana and commercilal wharves extended, and a new mine-
ral port constructed. This "iron ore port" is directly
connected by a special railway to the deposits, and has a
belt conveyor which can {11l a 12,000 ton ship in less than
24 hours. It is hoped to achieve an annual rate of exports
of about one-million tons and a half. Elght ships of 8,000
tons have been specilally built for cre transport.lo The
avallable figures show the following exports of iron ore:

125611 1st semester 195712 1st semester 195812

832,712 metric tons 558,000 metric tons 243,000 metric tons

9See below Chapter on "Investments"
1OHarrison Church. Op. Cit. p. 300
11vBritanica Book of the Year", 1959
12Bulletin;g§ Conjuncture des Territories d'outremer"”
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The important decrease during the first semester of
1958 18 part of a general decline in exports of mineral
products in the world, related to the recession, and is cer-
tainly temporary.

The financing of the whole project, including the port,
has been realized by a “"socleté d'economie mixte", 1.e., part
of the funds have been provided by private capltalists, but
the majority belongs to the Guinean government, (The share
of which has been paid on F.I.D,E.S., credits.) However,
it is worth notingl3 that one-third of the total capital in-
vested in this vast undertaklng came from the British Iron
and Steel Corpcration, and nearly the totality of the pro-
duction is utllized in the United Kingdom,

In 1951, before the explolitation of the iron ore start-
ed, 96,000 tona were exported through Conakry port. Out of
that tonnage, 50 percent consisted of bananas, and 32 per-
cent palm products.13

The total traffic handled by the port reached a peak
in 1938, declined considerably during the war, reached again
the 1938 level in 1949, and increased since then, especlally
after 1952, when the exports of iron ore started.

The passenger traffic 1ls not very important: 5,800
passengers in the first semester of 19563 5,900 for the
first semester of 1957; and 9,400 for the first semester
in 1958.14

13Houls “La Gulnee Francalse.” p. 69
14vpiyietin de Conjuncture des Territories d'outremer

n
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Traffic of the Port. (In thousand of metric tons.15)
1938 1950 1951 1952 1953 1954 1957
Unloaded 104 140 194 206 138 - e
Loaded g0 101 96 137 834 - —
Total 184 241 290 343 a72 1,330 1,750

Other Ports of Guinea. Benty, in the eastern part of the

only other true port of Guinea, It is situated ten miles
from the sea, on the south bank of the Mellacoree River,
where 1t widens out into a drowned estuary. It is used as a
secondary port for the export of bananas.

Boké, in the west, which has today an unsignificant traf-
fic could beccme somewhat important 1f the bauxite deposits
of 1ts hinterland are exploited.

2. 1Ilvory Coast's Ports. Abidjan, If Comakry has de-

veloped rapldly, it 1s Abidjan that holds the record among
French West African ports for the rapidity of its growth,
particularly since the opening of the Vridi Canal in 1950.
The Vridl Canal permitted ocean golng ships to enter its la-
goon for the first time. It has become one of the busiest

ports on the gulf of Guinea.

15por 1938 to 1953: "Chroniques d‘outre mer - Etudes et
informations., For 1954: Richard Mollard, 'L'A.O.F." p. 188.
The tonnage of iron ore amounted to 1,050,000 tons in the
total figure, For 1957: "Documents de La Revue des Deux
Mondes! Nov. 1958,
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The opposite of Guinea, Ivory Coast, which also depends
heavily on sea transport, has no natural harbor., Until 1950,
the portuary equipment was precarious and rather dangerous,
Consequently, ships had to stay in the ports a very long
time, getting loaded and unloaded by primitive means., This
means a considerable Increase in cost of goods handled, which
is especially serlous where competition is acute, such as in
coffee, bananas and cocoa. A pier was started by a private
company at Grand-Bassam in 1897 and was in use in 1901, The
trarffie increased rapidly, and reached 172,000 metric tons
in 1929, the maxiwmun capacity of the pier.16 Then the de-
cision was taken to double the capacity of the harbor by a
nev wharf, which was completed in 1931. However, the raill-
road does not reach Grand-Bagsam, therefore, the new wharf
wvas bullt at Port Bouet, near Abidjan, but on the other side
of the "sand pit". Fourteen kilometers of track link Port
Bouet to the Abldjan rallroad. The new wharf was better e~
quipped, and 1t was connected wlth the rallroad, so it took
mest of the traffic which reached a peak of 200,000 tons in
1938.17
war: 250,000 tons in 1948, and 350,000 tons in 1950,

deelined during the war, lncreased agaln after the

In 1950, a drastic change occured in the economy of

the country by opening of the Vridl Canal which permitted a

Bsources: Houillot., Op. C1t.
114,
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coumunication between the Ebrie Lagoon on which Abidjan is
built, and the ocean, The vwharf of Port Bouet and the old
wharf of Grand Bassam were abandonned, and Abldjan became
the major port of Ivory Coast.

The Vridi Canal which has been called "one of the engi-
neering marvels of AfricaB 4g 2,700 meters long (almost
1.7 mile) 350 meters wide, (984 feet) and 15 meters deep,
(50 feet). A wharf already exlsted in Abidjan, and during
the time the canal was under construction, & moderm port was
bullt, This was completed by 1953. "Immediately after the
Vridi Canal was opened, traffic handled increased by over
50 percent, as compared with that handled by the old wharves."19
Further improvements were made, as it was decided to concen-
trate the total of the imports and exports of the country in
AbidjJan. Owing to the construction of a 3,281~foot long
water doclkt, Abldjan's annual traffic should eventually reach
2,500,000 tons, including 600,000 tons of timber,?® The
coastwise traffic, empeclally through the river-lagoon system,
the roads and the raillroad concentrate cn Abldjan, and 1t 1s
expectad that the economie prosperity will develop external
trade, so that the important investments made in the port
would be Justified,

The traffic of the port has been the following: (those)

1BHarrison Church, West Africa. p. 358
91v14. p. 349
20npprtoan Affairs" No. 15. April 1955.
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figures, especially before 1951 include not only Abidjan its-
elf, but the other ports of its "system": Port Bouet and
Grand Bassam.).

Figures in thousands of metric tons,2l (18t Sem)
1938 1950 1951 1952n 1953 1954 1957 1958

Unloaded 110 292 387 484 458 -- 565 304
Loaded 171 285 312 297 337 -- 504 342
Total 281 577 699 781 795 1013 1069 644

The passenger . traffic, as it is the case for Conakry
is small:s 11,000 for the first semester of 1956; 11,400 for
the first semester of 1857; and 12,900 for the flrst semes-
ter of 1958,°1

The other ports of Ivory Coast have comparatively a
very small traffic. Sassandra, at the edge of the forest
belt had limited activity as the export port of the little
developed western part of the country. I¢ handled 31,000
tons in 1950 and 1951, almost balanced between exports and
imports; this figure was reduced to 19,000 tons in 1952, and
there was almost no traffic during the following yeara.22

2lgources: for 1938 to 1953: "Croniques d'outre mer"”
Etudes et Informations’ Op. Cit.
For 1954: Mollard, R. R. . Cit, p. 188
For 1957: Documents de la Revue des Deux
Mondes” Nov. 1958.
for 1st. sem, 1958:"Bulletin Statistique de La France d'outre

mer" Oo, Cit,

22nohrontque toutre mer, Etudes et Informations"”
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However, Harrison Church notes that a wharf has Just been
built 4in Sasaandra23 to open this western region, which does
not have the benefit of the Lagoon navigation, and therefore
Sassandra should develop in the years to come.
The other ports of Ivory Coast are Tabou and Grand La-

hou, which have only coastwise iraffic.

C. Main Problems and conclusions on Ports,

1, Balaneing the Traffic. A very important problem in

many primary producing countries is that exports largely out-
welgh imports.

Such is the case for the port of Conakry, where statis-
tics show that since the traffic soared in 1953, as a conse-
quence of the devebpment of the iron ore production, exports
are much heavier than 1mports.2u

1953  1956(1st.Sem.) 1957(1st.Sem)1958(1st. )
Unloaded 138 101 113 187
Loaded 834 748 1007 551

Those figures are in thousands of metric tons,

A different trend is shown by Abidjan's traffic.as

23Harrison Chureh, Op. Cit. p. 359

2por 19531 "Chroni ' " op
ques d'outre nmer, . Cit.
For 1956-58:gBullét1n Statistique de La France 'outremer

25For 1953:"Chroniques d'outre mer." Op. Cit.
For 1956-58:%Bu113tin Statistique de La France d'outremer,"
For 1957:"Documents de La Revue des Deux Mondes" Nov, 19

3
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Traffic in thousands of metric tons,

1953 1956(1st.Sem) 1957(all yr.) 1958(1st Sem.)

Unloaded 485 203 565 304
Loaded 337 273 504 W2

It Is only for the first semester of 1953 that more goods
have been exported than lwmported,

The main reason for such a difference must be seen in
the faet that Gulnean exports are heavier, wmuch less valu-
able than the exports lag far behind imports.

1958 in Millione of Dollars26

Toports Exports

Guinea 52 19.5
Ivory Coast a1 126.0

Another fact contributes to increase the lack of balance
of Conakry's traffic: Li.,e., compared to their welght, Guin-
ean inports are more valuable than those of Ivory Coast.

This is due to the fact that Guinea imports a larger pro-
portion of equipment goods and semi-manufactured products out
of its total imports than Ivory Coast does, Especlally dure
ing the last years, the lmportant industrlal projects carried
¢'n - in Guinea led to the increase of the imports of 1light

but expensive egquipment.

26rpye Americana", 1960 under headlines "Guinea" and
"Ivory Coast™,
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Yercentage In the total value of imports of Cecnakry for the
first sewester of 1357 and 1958 ares27

1957(ist.Sem.) 1955(1st.Sen)

faw laterials, Semi-~finished 17 percent 20 percent
Geoda -~ -

Zgulpment goods 25 percent 30 percent
Total 2 percent 50 percent

In Ivory Ccast, during the same period, the percentasges were

2
much 1ower.“7

1957(1s8t.5em)  1955(1st.Sem)

Raw Haterials, Semi-finished 16 percent 16 percent
Goods - -

Equlpuent goods 22 percent 21 percent
Total 38 percent 37 percent

A& very good exanmple of the inerease in the value of
imports whlch does not increase significantly their volume,
is glven bty the increase of CGuinean lmports of machines and
eleciric equipnent., This inerease was only 2,500 metric
tons between 1G57 and 1958, but in value, it ras 510 million
C.F.A., francs (3$2.24% million), which was a sizable part of
the total value of Guinean imports.za

Being richer, Ivory Coast imports a greater quantity of
relatively heavy current ccnsumption goods {beverages, flour,

textiles, ete.} It also imports a much greater guantity of

27 "ulletin de Conjoncture des Territolres d'cutre mer”
28, Ibid.
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petroleum products, UWe may, therefore, draw the conclusion
that the industrllization of the countries is not likely to
produce more balanced traffic by increasing the welght of
imports, On the contrary, especlally in Ivory Coast, the
starving process of industrialization will lead %o an in-
crease 1n the value of the imports, while their tonnage 1s
bound to dlminish, as more and more consumption gocds will
be produced in the country, for it will be the maln form of
the industrialization,

2, Increased speclalization of the ships, The trend

toward the growing specialization of the ships in the trans-
port of a single definite commodity is likely to be increased
in the coming years, at least for primary products. Ve have
noted that eight special carzo boats had been bullt exclu-
slvely for the transport of the Guinean iron ore,

Ships especlally designed for the transport of bananas
have been used for & long time, It has been noted=d that,
after the introduction of boats specialized in the trangport
of bananas on the West African Coast in 1935, the exports of
this product increased during the following years,

There are two maln reasons to believe that this trend
wlll be increased durlng the comlng years:

a. Because of the unbalanced trafflc, most shlips have

a one way frelght, and therefore, it is profitable

to utlllize specialized dboats.

29Mo11ard, J.R. Op. Cit. p. 214

Pt Y
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b. The necessity of cutting down drastically the costs
of transport if the exports are to find 2z market
makes 1t necessary to cut, to a mlnimum, the time
spznt in ports by the ships, Every day spent in
port by a ship is extremely costly. Therefore,
highly mechanized loading and unloading is neces-
sary but possible, only 1f the ships are especially
equlped for a definite type of transportatlon.3o
3. As a consequence, there 1ls also a growing tendency to
concentrate all the traffic In a few well equlpped ports,i.e,
Conakry, in Guinea, and Abidjan in Ivory Coast, instead of
wasting time and money in loading and unloading a few hundred
tons in isolated and poorly equipped ports. The main excep-
tlon can be a small port in a reglon far from the main port,
but which produces important quantities of a single commodity,
and where, therefore the rule of speclalization can be applied.
Such 1s the cage in Ivory Coast for the bananas' export port
of Sassandra., Otherwlse, all the systen is oriented toward
the main port: coastwise navigation, roads, and railroad
all concentrate precducts {or export,
However, few porits can specialize in every commedity,
- and thusg, internationzl cooperation is necessary to attain a
really efficlient system of transportation of lmports and exe-
perts vhich will be of outstanding importance in the life of

both countries for a very long time.

3Oreqrer. Op. Cit. p. 123.



CHAPTER VII

AIR TRANSPORT

The speclal problems of climate, surface features, and
unequal distributlon of human settlements, mean that alr
transportation is bound to play an increasing rcle in the
general sgystem of transport.l As noted by Richard lollard,
"Not only do planes carry passengers and mall, but they take
over merchandise trafflc; on the way out, vezetables, sheep-
skklng, fishes, frozen wmeat, and even llvestock; on the re-
turn, canned food, drugs, insecticides, etc."2

Before the second world war, little alr development was
attained in the reglons under survey. The two main features
were the establishment of international lines between Abldjan
and metropolitan France, (However, only Dakar, in French
West Africa, had a first class airport.,) Alsc, the leading
role played by the wilitary authorities in establishing land-
ing flelds, the great majorlty of which were primitive and
unusable in ralny seasons, {as was the case for the rall-
ways.) Then, during the war, the strategic importance of
West Africa led to the lmprovement of key alr-fields.

Tor development purposes, the Federaticents ailrfields
viere grouped iIn three categorles of which Class A, (only

Dakar) international airfields, were to be the responsibility

lyvan du Jonchay. "L'Industrialisation de L'Afrique
Noire" Pawris. Payot. 1954, pp. 197-205

®Mollard, R. J. Op. Clt. p. 165
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of the metropolitan government; Class B, that of the Federal
Government General, and Class C, that of the territorial ad-
ministrations. During the first plan, Dakar received prio-
rity and got most of the inwestments made in airfields, but
after 1950, changes occured and more money was allocated to
Class B alrfields., Among them Abidjan was provided with
fields .capable of handling heavy planes and soon became
either the terminal or stop-over point on regular services
between France and Ivory Coast.

As part of the second plan, (after 1953) similar improv-
ments were made on Conakry alrport, The works on the Class
A alrports and those on the main class B, (Abidjan) were
directly financed by the French Department of Public Works,
while those on others were financed with F,I.D.E.S. funds.3
During the second plan, for instance, 320 million francs

were spend on F,I,D.E.S. credits to improve Conakry airport.u

A. International Airlines.

The greater wealth of the Ivory Coast, and its earller
start In the lmprovement of Abidjan's alrport, gave it a sub-
stantial lead on Guinea ln the development of international
airlines. 1In 1958, when Abidjan had several direct alr routes
between 1ts ailrport and France, Conakry did not have any,
and local passengers had to go through Dakar in order to fly

to Europe.

3see Chapter on Investments
Q"Chroniques d'outre mer," April, 1955, Op. Cit.




71

Harrison Church,5 outlines 1950 as the year when air
transportation established itself as a major factor in West
Africa, '"Passenger traffle,"” he sald, "is being increas-
ingly taken by airlines because French ships are too slow
due to many ports of call," More and more ships are going
to be patronized by lelsure passengers, cargo, sSecond class
mail., VYvan du anchay6 shares his opinion and emphesizes
the constant decreasing costs of transportation by plane as
compared with the increasing cost of other means of trans-
portation, and the heavy cost for employers<f havng their
qualified staff members and employees returning home for va-
cation on very slow boats, which thus increases the necessary
time for their leaves.

Another development to be forecasted is the lncreasing
use of alreraft for the transport over long distances of
light, expensive goods for which the main economic markets
arise from freshness and rapidity of transport. With the ine
creésing standard of living in Europe and in the countries
under survey, fresh frults, on one way, Chappagne, oysters,
cr other luxury goods on the retuyn way will be shipped in
inereasing quantity by air,

B. Internal Air Transportation.

Although many potenialaities exist, internal tramspor-
tation 18 very limited. Three aspects appear for future de-

velopment:

SHarrison Chueh, "West Africa” p. 161
SYvan du Jonchay. Op, Clt. pp. 211-212
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1. Alr Frelght. Ve have already noted the great

problems which challenge the bullders of roads and railroads;
the heavy investments and the insufficlent yilelds which often
result from a lack of concentration of the resources., To
check those difficulties, alr transport is far more flexible
than any form of land surface traffic. On the other hand,
1t 1s limlted by the avallability of landing grounds, radio
and meteorological services. "In the reglons of the interi-
or where the cost of transportation by road and railroad is
too high, the cargo plane such as the 50 ton "double deck"
Breguet with a 16-ton carrying capacity offers invaluable
advantages: 1n terms of speed, stralght runs, preservation
of expensive, fragile or perishable gooda.”7

In Guinea, where the nature of the surface presents
speclal difficulties, it seems that alr transport could be
used to a large scale to carry fresh meat from the Futta-
Jallon plateau and the Guinea Highlands to the citles on the
coast, especially Conakry and Monrovia. Such a transport ex-
1sts from Cameroon and Chad to the lower Congo clties of
Brazzaville and Leopoldville, and has proved successful.
Fresh frults and vegetables of the reglons of Guinea could
also utilize such a means of transportation. For the Ivory
Coast, the hinterland 1s less economically developed and

does not offer the products. Thefefore, prospects are not

_TAfrican Affairs. Op. Cit. No. 13, April 1955
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as bright. Some cattle movements could however, take place
between Upper Volta and Ivory Coast,

Although prospects are generally bright for the deve-~
lopment of meat transportation, we must be cautious in our
appreciation: "French West Africa's nascent meat industry is
being built up around rapld alr services, but how far this
17ill help the development of any of the hinterland process-
ing industriles, 1is problematliec. Most of thelr output is
bulky and of too low a value to make alr shipment a payling
proposition."8 This suggests that in improving the quality
of the product, cattle movements by alr will increase,

2, Coagtwlse Air Traffle. There has been a recent

developrent of a kind of "tramping" air service, or "taxil
planes" as most all medium size towns have a large second
clasgs airfleld. Thils means that planes can offer an Internal
transportation network. This includes, for example, the
transport of seasonal workers from the hinterland to planta=-
tions or processing factories on the coast; and the transe
port of tourists, (The number of tourists is expected to in-
creasge in Guinea, as it is a pleturesque area of Vestern Afri-
ca.)

3. Although some students of Vestern African problemsg
suggest that the greatest future relles on an increased use

of the huge, blg capacity flying boats, 1t does not seem that

CThompson. "French Mest Africa" Op. Cit. p. 308

9Yvan du Jonechay, "L'Industrialisation de L'Afrigque
Noire." Op. Cit. p. 198=203.
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they are likely to play a major role in the future because n ©
major plane firn is Interested in maklng flying boats.

They present many advantages, especlally because they can
allght on the numerous and completely free water surfaces
found almost everywhere, and thelr capacity 1s almcst "llmit-

less",

C. Main Airflelds. Traffic of Abidjan and Conakry.

In Gulnea, there 1s a class B alrfield at Conakry, now
equipped to recelve heavy planes. It has two landing tracks
of 2,000 meters long, and 50 meters wide, hangars and a wme-
teorological statlion, Aa we have seen, its developwment 1s
- quite racent., In 1951, its traffic was the following:lo

Planes: 1,005; Fassengers: 8,972; Freight; 157 metric tons;

(M2il amounted to 41 tens cf the freight hauled.)
In 1957, after the iuwprovements, its traffic was considerably
1ncreased.11

Planes: 2,040; Passengers: 35,000; Frelzht; 1,100 tons,

Kankan is the second airfield of the country. It has been
equlipped with two tracks of 11,500 meters on 60, a meteo-
rological station, and an aerostation, Regular services are
carried on between Kankan and Dakar, Abldjan, Klssldougou,

and Conakry.

1%4ouis. ©p. Cit. p. B7

1lpoeuments de La Revue des Deux Mondes" Nov, 1958,

Op. Cit. ™ ’

jems——
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A third airfield, Labe, vias a wmilitary alrport., Its
positiocn in the heart ¢f the Fubtva-Jdallen plateau could wmake
it play an iwmportant role in the cattle transportation,
Boke, Kissldougou, Siguiri, iHacenta, N'zerekore and Karouane
are the other wmain airports. However, they are unable to
receive heavy planes.

In Ivory Coast, Abldjan 1s now an lnternatlonal alrport,

which can receive heavy planes, up to the 78 ton French
"Armagnae”, but commerc¢ial Jets cannot land as yeb,

For 1957, the craffic Tigures for Chig alrfield are the
following:lz

Planess 3,400; Pasgsongera: 50,0003 Frelzhit: 2,500 metrle tens.

It 1s worth noting that the frelsghit handled by Abldjan 1s
two and a half tilmes as luportant as that of Conakry. The
main reason 18 probiavly the gpreater lwpertance of Abldjan's
Lurcpean pepulation,

Bouake Ls the c¢ther important Ivory Ceast elrport, Mo-
dern equipment has been recently intreduced, and a regular
sarvice estabvlished between Pouake and Abldjan, Szasandra

and Man have alsc malntalned airflelds.

D, Conelusions.

Air transport is llkely to play an important roie in
Loth couniries durlng the years to cowe., Hewever, today, ine-

ternational ¢traffic 1 gquite insignilicant, and in spite of

121 poeunents de 12 Revue des Deux Mondes" Op, Cit,
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the lmprovements of Conakry and Abidjan airports, internal
trafflic is still very low. The present status of other
means of transport in Ivory Coast will probably make alr
transport less important as a means of economic progress
that 1t will be in Guinea. Many people forget that air trans-
port will always be very expensive. It 1is not likely to make
up the deflclencies of the waterways or of the roads and the
railroads. "The future of air frelzht will depend on the
anount of high-value non-bulky cargo secking rapid trans-
portation, 13 Very little of the production of the two

countrles 1s non-bulky and cf high value.

13A. Freudenberg. "Communications"” Op., Cit. p. 222,

- —



CHAFTER VIII

INVESTMENTS

Untll a feiw years ago there was almost no formation of
capital wlthin the territories, and all investments, especti~
ally in ¢ransportation vhich could not yield an immediate
return, depended on capital from abroad.

France, hcwever, had invested very 1it¢le in West Afri-
ca befere VWorld war, II. The general principle adepted in
1900 by the French Parliment had teen that the colonles were

requlred to pay thelr cun way, After 1945, a drastic modi-

ficaticn develcped and French public funds »ere spent in
Uestern Africa, mainly in the realms of transportation.
Consequently, ve are led to ewmphasize the differences be-
tuween the pre-torld War, II perlced, and the recent evolution,

after 13845,

A, Investments before 1945,

1. The General Pclliecy, 1s well summarixéd Ly Mr, Theompe

scn's definivion of "the cclonial pact.” '"Hot only were the.
interests cof colonies subordinated to these cf the Mother
Country, but with only minimal aid from the latter: 1t was
frem thelr cwn rescources that such economie developmeni as has
cceured, was flnanced, ™ However, lcans frem the metropcle

were autherized in case cof emergency, at relatively high
rates ¢f interest,

lThompaon, Op. Cit. p. 249
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Therefore, the problem of inveatment in French Vestern Afri-
ca 1is the following: The federaligovernment undertakes pub-
lic utility construction (mostly in buillding rallroads)
through the use of forced labor, and finances them on its
own budget whose chlef revenues were sufficed by the head
tax and emergency loans from France,

Local initiatives, on territory or "eercle"? level,
tried to provide sowme of the means of cemmunicatlion necessary
for economic development, also through the use of forced la-
bor and with almost no cradit, as we have geen. The great
development of the road system in Ivory Coast ig mainly due
to the efforts of one of 1ts "Governors“3, Angoulvent.

"Most of the suceesses on the first hand are the result of
those individual, local and temporary efforts."u

2. The Pattern, The Results., By far the largest in-

vestments before 1945 were made in rallroad construction and
port development, Ve have already noted the extra-economle
importance attached to rallrcads by the colonial power,
Frankel”® sees as wldespread "An large parts of Afrlea, capi-
tal investment for military and administratlive purposes pre-

ceded every form of economlc development and exercilsed a

QCercle: Adminlstrative unit in the various territories.

301v11 administrator, named by the French CGovernment, at
the head of a territory.

4Bichar Mollard. Op. Cit. p. 194,

SFrankel., Capital Investments in Africa, Oxford Uni-
versity Press. 1938, D. 410,
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potent influence on subsequent economic activities," Most

of the investments in rallwsys were made prior to 1920 -~
Frankel estimates the approximate amount of capital invested
in French Western Africa as& .9°02 million to 1920, and only
éa 2°08 millions from 1920 to 19314.6 About half of the money
was spent for Guinean and Ivory Coast rallways.

After 1920, rozds began toc share with ports, the capi-
tal equally allocated. BRBesides the sources of rﬁnds repre~
sented by the (very low) head tax, and some other fiscal re-
sources inereasing witl = production (especially in Ivory
Coast) six French loans were made to the Federal Government
by the outbreak of World War II, There exlsted a separate
French loan budget from which were finanoed; nof only those
building of roads, railroads, habbors, but also some social
equipment and economic development projects (as the Niger
proaect). Mr. Thompson7 notes that by 1937 the sums actually
épent on such enterprises totaled 1,040,401,084 francs, of
which all but 16.5 percent came from the metropolitan loans,

It appears, however,‘that little of those funds went to
Ivory Coast and Guinea, The ports of Abidjan, and Conakry
were not particularly improved before the post-war period.
The roads were mostly tracks buillt by local funds, and the
railroad had been constructed by 1920, except for the last
part of the Abidjan-Upper Volta Railroad.

6Frankel. _Op. Cit. p. 414
7Thompaon. Op. Cit. p. 269
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Fany criticisma were ralsped agalnast these loans, ag
financing them was difficult for the Federation, especlally
during the depression years. These loans were made at the
interest rate of 5% percent: As matters worked out, the
percent came to over 6.2.7 The burden of the interest was
carried by all territories, vhlle many claimed, and this was
expeclally true of the Ivory Coast, that 2 burden so eruche-
ing for French West Afriez was unJustificd and that the ex-
penditures authorlzed under the loan were not made wholly
for the Federations benefit., Most investments at this time
went to projects undertaken for reasons of political pres-
tige of local interests (the port of Dakar) rather than
being spread over the whole Federation,

Private capital was mainly represented by commerclal
compénies; intereasted exclusively 1in immedlate profits, in-
vesting nothing in basic equipment and ex?orting almost all
thelr profits. Thelr acticns were so dictated because there
wvere no lmportant mineral deposits ¥mowm at that time, and
therefore, there wag no prospect of direct and important
vlelds by the construction of means of4transportation by
private companies. Thus, the vwhole burden was left to the
Federal and local governments whose financial possibilitles
were inadequate to meet elementary requirements of a modern

system of ¢ransportation,

TThompson. Op. Cit. p. 269
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B. After Yorld VYar, II, a Completely New Approach was ab-

solutely necessary if an important economic development was
to be attained,

A first condition uwas for France to get rid of the
principles of colonial exploitation as summarized by the
"Colonial pact” and to adopt a general bollcy of priority
for African Velfare and interests over all other considera-
tions. This was adopted in a resolution at the Brazzavlille
Conference in 1944, as the new trend of the French policy
toward black Africa.

A second condition was the adoption of economie plan-
ning both as regarding production and distribution; while
"Economie planning was consplcuous by 1ts absence’.}8 before
the war, the Brazzaville ccnference recognized the absolute
necessity of a plan for the development of territories.

As a consequence of this "New Deal"™ in French colonlal
policy, 1t was decilded that France would finance a very im-
portant part of the expenses necessary to provide the terri-
torles with basic equipment, develop industry, improve agrl-
culture, ralse the standards of living and the welfare of
the inhabitants.

An overseas portion of the French Plan for Hoderniza-

ticn and Equipment was established--"For the old principle

B"Funds d'Investissenent et de Development Economique
et Social'; Fund for social and Economic D velopment and In=-
vestment,

Thempsen, Op. Cit. p.249
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of colonlal self-sufficiency the paln substituted state
planning and state expenditure on a huge seale."? As for
communications, to overcome the inaceessibility of the hinter-
land, the plan envisaged for French VWest Africa a network of
communlicatiecna that would integrate the Federation into the
economy of the whole PFrench Union,

1. The mechanisms and Institutions. A law passed by

the French Assembly on April 30, 1946 required a ten-year plan
for the French dependencies and created the F,I.D.E.S8,9 "To
vhich France would supply funds in the form of outright sub-
sidlies through annual allocetions from the metropolitan bud-
get and to which the territories themselves would also
contributa, "10

At the same time, the Caisse Centrale de la France d!
outre-mer (.C.C.0.M,) which had been created during the war
wag empowered not only to handle the ¥, I.D.E.S, accounts,
but also to grant long-term loans at low interest rates from
other funds given 1t directly by the government. The "Caisge"
recelived an initial grant and 1t was supnlemented by annual
credits voted by the French Parliament, In theory it might
have recourse to the open market, but interest rates were
too low, 2.2 percent, snd the loans too long (20 years)!! mo

that 1t 4id not borrow from private sources,

PThompsen. Op. Cit. p. 249,

107p14. p. 253.

1;Ibid. p. 272.
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The maln objectives of the plan were to be determined
by agrecments between techniclans, administrators, and na-
tive representatives, Uhich, however, depended (in final
analysis) on the financial poosibilities and the goed will
of the French Assembly, as most of the funds were raised
from French taxpayers. 'France was to pay one-~half of the
expendlture on economic development, In practice, the
verritorles have financed the 1rest by borvoulng on very
favorable terms from the "Calsse Centrale'i2,

2, Realization of the bright prospecis of the immedi-

ate program were soon to be darkened by the actual develop-
ment.‘ Tirst, France ewmerged so exhausted from the war that
the ambltlous schemes had to be considerably reduced,
Second; then, the emphasls progressively shifted under
the greouwlng pressures in France, to the more tradiltional
French colonlal interests, |
Third; the survey of resources which was to be realized
before the plan started was not completed, Consequently,
during the first years, an lmportant part of the money spent
vas wagted on unnecessary, uneconomical, or less lmportant
works, for varlous polltical pressures had an important
role in determining where the money would be spent, ratherxr

than followlng a plan previocusly developed.

12andrew K. Kamarck. "The Unlted States and Afriea';
Columbla, 1953. p. 132,
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The ten year plan uas medified in 1549 into successive
four-year plans vhich were far more realistic,

The first plan ras designed Yo provide Irench VYest

Africa and especially the three coaataf territories of Sene-
gal, Guinea, and the Ivery Coast with the basic equipment in
the fileld of ccommunications, vhich the authors considered a
necessary step toward ceoncmle develepment and industrialie-
caticn, Under thie plan, sixty-four percent of the eredits
uere to te spent on railrcad improvement and =aterways,
ports, rcads, and alrports. The 1initial credits allcecated
for the ten-year pericd frem 1947 to 1957 had been 135 bil-
licna C.F.A, for the vhole of French West Africa.l3 In 1947,
a cut of 15 percent was decided upon.

From the funds investea during the first{ plan, an im-
portant part was invested direetly by France into "infra-
etructure" vorks, concerning the vhole federation--the main
purpcsee was to develop neans of communication basic te the
French Unicn. The mest impertant criterion was the stra-
tegic valus of rcoads, zirports, and porits bullt or improved,
The decislons were taken directcly from Paris and the invest-
nents realized without any intervention of local representa-~
tives, Mcst funds were spend cn Dakar’s port and sirport,
and as far as CGuinea and Ivory Ccast are ccnecerned, they

rwere malnly interested in the improvement of inter-terri-
torial reoads or the main internal routes,

13Thompson. Op. Cit. p. 255,
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Mest funds however, uere invested on a Federal cor ter-
rlterial basis. Speciflc projects were proposed by local
authorities and techniclans of the FIDES cemmitiee, and their
utllity as well as the overall return they vould yield were
then examined. To recelve the benefits cf the FIDES. funds,
they had to contribute te the basilc equipment of the terri-
torles; malntenance costs were always tc be carried by
local budgets.

During the flrst four years' plan, vhleh actually ex-
tended over a five-year pericd, from 1947 to 1952, the in-

vegtments were as i’ollows:1ZIL

FIDES investment on funds granted by France: $224 million
(64 percent being spent on transportation)
Participation of the Federation in the Plan:
For social equipment: 18 million

For economic equipment(Over half for
transport): 52 millicn

Participation of the various territories

in the plan: 52 mlllion

TOTAL: $346 million

Cut of those 346 million dellars, the amount spent on trans-

portatlion was roughly 200 millicn dollars.

14peimas. "Les Plans @'investissements Economiques et
Sociaux en A.O0,F," in Industries et Travaux D'Cutremer,
Feb, 1957,
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It 1s difflcult to know what has been the share of each
terricory, because, even when a project was basie to only a
single terrlitory, the accounting work vwas made on a federal
level. However, the coastal areas, namely the three terpri-
to;ies, Senegal, Guinea, and Ivory Coast received the bulk
of vhe money, bpecause there were more likely to develop ex~
port crops along thelr coastal belis., In Guinea, an impor-
tant rcad program was carried on, and the lmprovement of
Ccnakry port was started, In Ivory Coast, besldes the im-
provement of the road neilwork, the (wo major realizations
were the opening of Abldjan port and the medernization of
the raillroad.

The second plan, over the period from 1952 to 1956, gave
a great importance to communications alsc, but instead of
rather bread and ambliious projects which, for their wajor
part would not pay for their mgintenance costa lnalong time,
there was a marked shilft toward more lccal arlented projects,
whiech would yield an alwost certain and immediate retumrn.
Three clagses of investment were distinguished in this second
program,

Those concerning works of strategic importance for the
vhole French Unlon, mostly airports, Qere_directly pald fvcm'
the French Budget., Under a "common secticn” vere placed the
investments baslic to two territories or more, and finally,
“there were territcrial projects which received the most at-

tentlen and got the majer part of the money,



Page 87
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all orizins spent for projects interesting exclusively each
country het:een 1947 and 195 was:l6

In Guinea: 4 78,7 Million
In Ivory Coast: 109 million
The contributicn of the French FIDES grants in the terri-
tories was the folloning:17
In Guinea: $50.8 Million
7

In Ivory Coast: 6.4 million

These figures are quite significant and the money spend al-
loved extremely useful reallzations: especially the Port of
Abidjan, the development of the Lagoon system in Ivory Coast,
the modernization of the railroads, the improvement of the
port of Conakry, the development in both countries of a good
road and highway network, It should be commented that some
works, especially those achieved during the first plan,
failed to yleld important returns in a short period of time.
As the malntenance costs were to be carrled by the terri-
tories, complalints arose, mainly in Guinea agalnst the supple-
menéry burden for the country, which was not offset by a pro-
portional increase in the economic activity. In 1953, the
finance committee of the Federation reported that by 1957,
for the whole Federation, the additional revenues from works

carried out under the plan would fall short by $5.6 million
of meeting the operating costs.18

163ource: Americana, 1960 - Op. Cit.
17Source: Delmas, Op. g};,
18114,
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On the whole, it seems after the creation of additional
transportation, the additional production in Guinea and in
Ivory Coast, realized in those countries have been largely
profitable, and the yleld therefore, is sizable, especially
when we consider that most of the capltal inveasted has been
a free gift,

3. Local Sources of Financing. Although the formaticn

of capital 18 low in Western Africa, in the richest terri-
tories, especially Ivory Coast, but also Guinea, some in-
vestments in the flelds of transportation are possible, The
territories and Federation's participationlg in the plan has
bezn noted above. We have already described the role of the
road funds instituted in 1952, Each territory recelived as
part of the yleld of a tax on fuel, refunded on a basis of
fuel consumption, In.Ivory coast, where thils consumption
was high, the funds provided were quite significant, (over
$2 million a year). They could be used by each territory for
whatever project it needed, provided that project be the re-
alization of some lasting work on roads.

Also, in Ivory Coast, a coffee-cocoa assoclation railsed
money for the building and maintenance of roads in the regions
‘where those commoditles were produced. A road for coffee was
constructed in west Ivory Coast from Mangaghou, a road for

cocoa from Abidjan to Abengourou.ao

19gee "Road Transportation." Op. Cit.
201,F.A.N, Op._Cit. p. 53.
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The African savings are important on the Ivory Coast,
and provide for an increasing part of the vehicles used.

Not only do Africans buy cars, but most of the trucks beéong
to local farmers, owning 1,022 trucks and operating them,
However, the question arises as to whether there 1s not a
waste ln the use of those savings. The ownership of a pri-
vate car is a costly luxury in an underdeveloped country,
and the rapid increase in the number of private cars, al-
though it shows economic prosperity, certainly prevents lo-
cal investment in basic industries and equipment,

Lastly, Richard Mollard,21 notes the role played by the
F.E.R.D,E.S.(rural equipment funds for economic and soclal
development.) Those funds finance small works of rural com-
munication, bridges and roads etec. They are financed for
one-third by the general budget, one-third by local (terri-
torial) budget, and one-third by the interested collectivity,
(whien can provide workers, materials etc. rather than cash).
Twelve million dellars worth of work had been realized
through these funds in 1954 and their role was lncreasing.

4, Private Investments. In the field of transportation

thege are likely to azur when the enterprise 1s on such a
scale that the costa of transportation can be considered a
complete part of the whole. The goods will usually be bulk
onesg; therefore, the tendancy is tc restrict private invest-

ments practically to mining enterprises.

2lyollard. Op. Cit. p. 215
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It 18 only in Quinea that such circumstances occur, and there
the iron ore mining company has had to bulld its own port and
1ts own five-mlle railrcad track, although, in Guinea, the bau-
xite of the Los Islands is directly shipped through the instal-
lation of the mining company. Vhen one studies the costs in-
volved in the aluminum project at Fria, it 41s ilmportant to re-
member that the international invester's trust included the
cost of a new rallroad and of a new road in his expenses, In
Ivory Coast, as most production is agricultural, all invest-
ments must be publie, oxcept for transportation from a planta-

tion to a necessarily very close road,

5, International Investments in Public Transportation,
As the yield of most inveatments 1s extremely doubtful, very
few funds have been ianvested outslde of France. The interna-
tional Bank granted a loan of $7.5 million for the improvement
of P.W.A. Railroads. This loan was guaranteed by France,

It 18 worth noting that, of the funds provided by the
Marshall plan, a substantial part were transferred by France
to West Africa,.

Ags for the future, it i3 obvious that both Guinea and
Ivory Ccast will depend upon their own resources for most in-
vestments in the field of transportation, Strictly economice
criteria will have to be adopted, the potential ylelds within
a relatively short period of time carefully computed, OCut-
side some specific mineral projects in Gulnea, the prospects

are much brighter in Ivory Coast than Gulnea.



CHAPTER IX

ECONOMIC DEVELOPMENT AND TRANSPORTATION,

William Hance, in "African economic development"” quotes
Lord Ivgard's statement. "'The material development of Africa
| may be summed up In one word--transport.' Although this
statement 1s teco absolute, there can be no serious doubt that
improved transport and coumunication are fundamental to all
other types of development."t

Tranaporation determines economic development in man§
ways. On one slde ¢of the economic organization, 1t induces
further development of exlsting production by reducing the
costs of transportation and therefore making the products
more competitive,

On the other hand, once potential developuments have been
located, transportation shous the way to make them become
realitiss.

In between, there is a cumulative effect of the develop-
ment of transportation which creates both new needs and sup-
plementary means of satisfying them. |

In Guinea and Ivory Coast, the role played by transpor-
tation in economic development is first to allow an appropri-
ate apecialization of labor by providing the means for shift-
ing people to the areas where resources exist, bringing there
the foocd stuff that they need, which in turn, enables the de-

velopment of a market economy.

1Hance, ¥illiam. African Economic Development. p. 85
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A. Trangportation and Labor. Labor problems in Africa are

extremely difficult to solve. The unequal distribution of
the population, the low output per man, due in part to lack
of education and training as well as to the unfavorable cli-
mate and health conditlons create a constant shortage of
labor in the rich areas. Whlle in some other places, the
primitive state of the agriculture and the ppor soils create
a real "overpopulation" despite the low density per square
mile,

Laber shortage 1s particularly acute in the rich sou-
thern belt of the Ivory Coast. "Although one third larger
than the neighboring Ghana, the Ivory Coast has only one
half the populatinn."2 To overcome the effects of this low
population, the railroad track has been completed to Cuagou-
dougou, in Upper Volta, and carries some 21,339 passengers
going from Ivory Ccast to Upper Volta, but 47,205 going from
the Upper Volta to the Coast.d By 1956, there were some
320,000 northern laborers working on the Ivory Coast.u

In Guinea also, the most populated areas are often

those which are less likely to have an important production,

The Futta Jallon "oddly enough, it is the highest areas which

On

are the most densely peopled by the Fulanl: who were attracted

2Haprison Church, Op. Cit. bp. 344,

3"Chroniques d*outreégggg" Op. Cit. April, 1955
4Thcmpsen. Op. Cit. bp. 443

SHarrison Church. Op. Cit. p. 285.
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by the healthy conditions and pastures."” While there is
a slight shift of the population toward the coastal plain,

as shown by the growth of Conalr.ry6

on the whole, the situ-
ation is rather the opposite of that in Ivory Coast. People
from Upper Guinea move every year to the peanut lands of
Senegal, and Gambia;the number of these migrants has reached
from 40,000 to 45,000 a year since 1946, Thompson7 notes
that Guinea's unemployment problem has been partially im-
proved and that more opportunities for wage earnings exist
now than before the war. "Since the Plan was formulated in
1946 and a program of local development works undertaken,
the polley of the northerly territories has been to keep as
many laborers as possible at home . (To this end, free round
trip tickets previously provided to migrant workers going to
Senegal was suppressed.)

On the other hand, Ouagoudougou (on the Upper Volta)
has an offlcial bureau to centralize the recruitment of la-
borers for the coast(mostly going to the Ivory coast) and,
in conjunetion with Alr France, it has organized plane trans-
port for them.

Therefore, we can summarize the relationships between

labor problems and transportatlion as resulting in two oppo-

slte effects,

613,600 inhabitants in 1939; 52,400 in 1951
TThompson. Op. Cit. p. 493
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The growth of transportation by developing resources of local
centers and giving them some chance to reach a market by lowering the
costs of transport, contributes to establish population centers of
medium importance and therefore check the rush toward the cities.

At the same time, it makes this rush much easier (by
providing fast transport) and it hastens the pattern of concentration
by increasing the needs for labor in the most developed areas,
necessarily near the coast.

At the same time, the development of transportation provides
the necessary means of supplying the growing needs of the developing
interior specialization. In the coastal plains of the Ivory Coast
and in the "banana triange of Guinea", moat of the landa are utilized
to produce export goods which are preferred because they produce cash
(often hard currency, and therefore are encouraged by the administra-
tion). In return, basic foods are neglected and they must be produced
in other regions, and then shipped to the cities and the plantations.

In Ivory Coast, for example, yams (tha basic food of most of
the country) are produced, and also cassava and plantains, in the
north and the center of the country and are shipped to the southern
coastal belt to feed the workers producing "rich" crops for export.

Perhaps still more important is the transportation of meat

from the cattle raising areas to the coastal belts where
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cattle cannot be raised because of the TseTse fly. In
Guilnea, important trade routes have been established between
the Futta Jallon plateau and the coastal plain, especially
Conakry. The cattle are killed in a slaughterhcuse in Mamou
and shipped by train to the markets of lower Guinea. In
Ivory Coast, the rallroad handles important traffic between
the cattle ralsing areas of Upper Volta around EBobo Dionlasso
and Ouagoudougou and the coastal c¢ities and plantations, In
1954, the Mossi railroad transported from Upper Velta to
Ivory Coast 19,133 cattle and 43,280 sheep. Therefore, the
development of transport allows:

1, An increase in the production of the existing crops.

2. The development of new crops, both stable food and
export produces,

3. An increase in the number of wages earneré.

4., The development of a monetary economy, at the same
time breaking the old tribal situation of self-
sufficlent agriculture,

5. A wilder and more interdependent Economy,

B. [Transportation and Agricultural Development.

Both the Guinean and the Ivory Coast economies are ox-
- tremely dependent on the export of agricultural products,
The size and the value of agricultural exports determines
the prosperity of the countries, and is the major factor of

any future economic develcpment as was reported by Jaocques

BSource: "Chroniques D'outre mer" Op. Cit.
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Rlchard Mollard:? "The exportable agricultural products are

by far the major resources of western Africa. They show the
economic privileges of the "outside sector". As a matter of
fact, almost everything comes from regicns less than 180 miles
from the coast, first of all because of transportation.,”
Pedlerlo also emphasizes the role of the transport system:
{"The cost of tranaport of‘export produce determines the size
of the area within which, 1f the other necessary factors
exist, such as soll, elimate, etc., produce will be grown

for exports; 1t therefore, to some extent, determines the
volume of the crop."

In summary, it is the value of the product as compared
to the weight vwhich plays a major role in determining the
relationship between transport and producticn. The type of
commodity and the difficulties of handling it 1s also to be
taken into consideration,

1. Quinea. For a very long time, Guinea's main export,
both in weight and in value has been dbananas. Today, coffee
exports are more valuable, and mineral exports represent a
larger tonage, but banana production 18 still a basic element
. of the Guinean economy.

Bananas are a relatively low-value, bulky product and
therefore thelr production depends upon available inexpen-

sive transport to a very large extent. TFor that reason,

‘SRichard Mollard, Op. Cit. p. 204

10?edler. Economie Geograggx of Vest Africa. London,
Longmans-Green , 1955, P.125.
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and because the type grown in Guinea is delicate and requires
careful handling, railroad transport is the best means of
shipping bananas to the exporting ports, therefore, banana
production has been heavily concentrated near the rallroad.
The lmportance of transport extends to sea transport, as
ghown by the very significant increase in exports after 1935,
when specialized boats were introduced for the transport of
bananas to European markets, |

At present, there are over 11,000 acres under bananas
in Guinea, the main area is within the triangle Ouassou-
Benty-Mamou., Commercial production started first in valleys
on the Futta-Jallon, where the production conditions are
better, but the cost of transport to the port is higher.11
On the coastal plain, conditions are far less satiafactory,
but "transport i1s quiclk and easy"l2 and so new plantations
are being set up here rather than in the highlands. The
maln locations of the banana: area, therefore, are along the
rallroad between Mamou and Conakry, and around Benty, east
of Ccnakry, which is "easlly accessible to banana boats up
to about 8,000 tons and has no bar."12

Exports started during the first world war, became

sizable arocund 1930, increased very much after 1935, as noted,

1garriscen Church., Op. Cit. p. 293
12761dem. p. 284
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they vere considerably resturicted during the war and after

1846, reached 60,000 to 80,000 metric tons a year for the
last years, depending on the climatic conditions and the
demand of the foreign markets, especlally the French market,
The figures for exports are the followlng:1l3

Year Metric Tons Year Metric Tons
1920 266 11937 55,000
1925 1,534 1936 54.765
1930 9,133 1943 233
1934 26,075 1947 26,545
1935 30,908 1952° 62,000
1936 45,054 1954 83,251
1958 64,908

However, even though these are impressive figures their re-~
lative 1mportance has declined. In 1958, banana: export
amounted to about 20 percent of the value of the Guinean ex-
ports, as compared to 50 percent in 1954,

The leading export precduct cf the country in 1958, ac-
counting for about 40 percent of the total export value was
not even mentioned in the 1951 figures: it is coffee. The
development of its production is a striking example of the

- importance of transport.

133curces: For 1920 to 1538: Harriscn Church, p. 242
Op. Cit. . For 1938 to 1958: Richard Mollard, p. 215
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The intrcduetlion of coffee is directly related to the
cpening of the Quinean Highlands, in the northeastern part
of the country by an efficient system of road transport. In
this region, the soll is falrly rich, and staple food, expe-~
cially rice, as well as cash crops, mainly coffee, are possi-
tle. Unfortunately, all developuent was prevented for a long
time by the lack of adequate transport, “Until recently,
the French attemptod %o route ¢raffic from that part of
Guirea lying behind Siebra Leone and Liberia via KanKan and
Conakry, despite the much greater distance involved. " Re-
cently, a change was intreduced in the French pplicy, and a
gsories of rcads was bullt to shorten the distances to the
ccast and reduce the cost of transport. Tor the western part
of the reglon, a goed road was built from Klasidougou to
Hameu, vhere it is connected with the raillroad, instead of
having ¢o go te KanFan, Ancther road was built from Macenta
to Freetown, in Sierraz Leone, through which some products
are exported. The most ¢lgnificant road was between N'zere~
kere 4in Guinea, and Menrovia in Liberia, “"From parts of
Urper Guinea, this gives accaess to the port of HNenrcvia by
200 miles of roeoads, instead of 150 miles of rcad te KanKan
folloved by 410 miles of railway to Cenakry."!5 The road
vas copened in 1951, and asearly as 1953, 15,000 tona of rice

and palm kernele were shipped to Liberia, and coffee

1“Hance. Cp. Cit. p. 133
15pagiler. Op. Cit. p. 113
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plantations were started.l6

The exports of coffee reached
7,000 tons in 1955,17 and 10,264 metric tons in 1958,%°

Today, palm kernels are the second by tonnage and the
third by value of the agricultural exports. On the coast,
large plantations around Boke and Boffa send their products
by road to Conakry. The greatest prospects of the future,
however, 18 in the Guinean Highlands, where the construc-
tion of the road from N'zerekore to Monrovia has made possi-
ble a vast increase in the exports of kernels from that re-
gion. In 1958, 19,371 tons of palm kernels were exported
from Guinea.le

The other agriéultural exports are mainly pineapples
and cltrus fruits. Both brovide an example of the adapta-
tion to conditions of transport. Exportation of citrus
frults has been experimented with before the war, but the
costs of transport to Europe were too high, Therefore, they
have turhed to processing the fruits, especially to produce
orange essence, which is a heavy value product and is used
by perfumers,

Pineapples are grown near the railroad around Kindia,
and on the coast. Here again, it is the processed product
which is exported instead of the fresh fruit to France, be-

cause of cost.

16Ho1s. Op. Cit. p. 65
YHarrison Church, Op. Cit. p. 204
181n Americana, 1960, Op. Cit.
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B. Ivory Cecast.

Ivory Coast today is one of the richest ccuntries in
Africa., 1Its development is erxtremely recent, for during a long
time, the country could not be exploited because of the dif-
flculties of the penetration. Ivory Ceest indeed had two
major defects: It did not have any good natural port, and
the raln forest along the coast was almost impenetrable,
"Few, if any, territorles in West Africa were so isolated by
hostile coast, useless rivers, and dense forest."19 But,
the same author adds: "Yet no land has been so much changed
by man's communicatioms, and the Vridi canal ranks as one
of the engineering marvels of Africa."

The outstanding influence of transportation 1s revealed
by the extremely unbslanced concentration of the agricultur-
al production for exports in phe coastal area, up to 120
miles frem the sea, while the hinterland has st1ll a primi-
tive self-sufficient agriculture.

The scuthern belt owes its develcpment to the conjunc-
tion of several favorable factors:

The geographical conditions favorable te rich crops,

The efficient and modernized railroad.

The well developed road network,

The ccastal rivers and lagoon aystem.

The openling of Abldjan to ocean-going ships,

The mest important production of Ivory Coast by value, 1is

coffee., It started in the 1520's in the forest in the East,

198arrison Church. Op. Cit. p. 358
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but rapidly extended with development of the roads, and

coffee is now produced from the Man Mountains to the Ghan-
ean border. The present main areas of preoduction arezao

Near the north-south railroad and road systems at

Boauke, Dimbokkro and Agboville,

Around Grand-Lahou, linked to Abidjan by a road and

the lagoon system,

Along the new highway from Man to Gagnoa and AbidJjan,
which has been built for its major part with the funds raised
by the "coffee and cocoa association”, and is called "The
Road of Coffee”, Man, Daloa and Gagnoa; and around fben-
gourou which héa been also recently linked to Abidjan dy a
foéd financed by the funds of the "coffee and cocoa associa-
tion", The production has increased steadlly after the se-
cond world war, although it seems somewhat stabilized now.
The coffee 18 s0ld in the protected French, but also in the
American market,

'~ Cocoa 1s the second by value of the Ivory Coast exports,
and depending on the years, accounts for one-third to one-fifth
of the total exports. The price of cocoa shows wide varia-
tions from year to year, but generally it is lower than that
of coffee, and therefore, the distance to the exporting port
and the cost of transport will have more influence on the area
of production than is the case for coffee,

The main production districts are around Abengourou,

linked to AbidJjan by the new rcad we have mentioned, and

2Harrison Church. '92, Cit. p. 354.



104
around Dimbokro, on the raillroad. These two districts
account for half of the production. All cocoa is produced
in the eastern region, and the area under cocoa does not ex-
tend in the West farther than Gagnoa.

The production was already very important before the
war, and after a sharp decline during the war, it revived
with the peace, Present figures are below the potential
production of the cominé years, because of an unfavorable
world market, and because the new trees planted after 1947
and 1948 are jJust beginning to produce,
| The figures for ®mcoa and coffee exports for selected years

(in metric tons) are the following:21

Years: 1938 1955 1949 1951 1952 - 195& 1258
Coffee 14,&79 39,205 61,913 62,900 71,381 11&,910 112,505
Cocoa 53,729 26,943 56,195 55,477 50,221 52,704 U6,333

In 1958, the value of coffee exports was $75 million, and

that of cocoa exports $26 million.

Bananas have been a small part of the total Ivory
Coast's exports, Production lagged far behind that of Guinea
untll very recent years, when a very significant increase
took place. "Because of the fragile and perishable nature of
the products, what concessions were in the Ivory Coast were

located near the railway, roads or lagoons in the Abidjan

4

21
Sources: For 1938 to 1954: R, Mollard, Op.Cit. p. 210
For 1958: The Americana, 1960,
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district and the Agboville district from which the distance
to the port is small, However, there are develcping areas
around Gagnoa and around Sassandra, served by the vharf at
the latter."22 fTherefore the recant increase in exports of
bananas is due to the direct shipment of the western produc-
tion by the wharf as Sassandra, and the opening of Abidjan
and its lagoon system which provides the indispensable cheap
transport for this relatively bulky product.

The exports figures are the followlng:23

1939 14,285 Metrie Tons. 1952: 17,991 Metric T.
19483 15,000 Hetrie Tons, 1954 20,939 Metrie T,
1950 22,505 Metric Tons. 1958 46,129 Metriec T.

Bven mere dlrectly related to the lmprovement of the trans-
portation éystﬁm is the increase in the exports of timber,
"It ie reported that there are probably creater stands of
useful timber in the Ivory Ccast than in any cother west
African territory, and they are the neareast to Europe."gq
The main problems of exploitation are those of labor
and transport., Exploitation began this century, and at first
was mainly confined tc the lowest navigable reaches and along

the lageons., Logs were flcated to Assinie, Crand-Lahcu and

22x9rrison Church. Cp. Cit, p. 355

23Sources: For 1933 to 1954: R, Mollard., Op.Cit. p. 215
For 1958: The Amerleans, 1850,

Harrison Church, Op. Cit. p. 355.
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to Grand-Bassam, wlth the opening of Abldjan pert, together
with the cpening of the Assink canal in 1954, it was possible
to float the logs f{rom the rich timber cutting area around
Aby Lagoon to AbldJjan, and there was a consideradble increase
In timber shipped,

The exports figures are the following:25

1948 40,533 Metric Tons 1954: 131,501 Metric Ton s
1951: 130,000 Metric Tons 1958: 402,178 Metric Tors
. 1953: 127,621 Metric Tons

In 1958, the value of hardwoods exports reached $13 million,
and timber ranked third among exports,

To asummarize the main aspects of the relationship be-
tween transportation and agricultural exports in Ivory Coast
we nete: |

. A1l exports crops are produced within a reglon less
thar 150 miles from the sea. ‘

. Banana groﬁing arcas and timber cutting districts
are aluays at a very short distance from the port, or along
a waterway.

. Cocffee and cocoa, although more widespread are pro-
duced where thére'are good rocads, or near the raillroad and
along the waterways.

.The opening of Abldjan port and of the Assinie canal have
had a major effect on extending the development of expo:ts,
while the less developed southwest and west are being opened

up by the wharf at Sassandra.

QSéigures: 1948 to 1956: R. Mollard. Cit. p. 208
1958, The Americana, 1960{924'““
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C. Industrial Development.

Bothe countries are still in the early phase of their
industrial development, but the outlook is different in
Guinea and Ivory Coast.

In Guinea, bdesides the development of "light".indusw
trialization, based on the processing of foodstuffs bdefore
exportation, there has been the normal processing of impor-
ted goods in the port of eﬁtry (Conakry) for shipping
through the country. The fabrication of various types of
consumption goods for the satisfaction of local needs is de-
veloping. However, a new "heavy” industrialization is start-
ing, based on the transformation of raw materials, only alumi-
num today, possibly iron ore later. In the first cases,
transportation 18 the maJor'factor; in the second case, trans-
port is only a derivative factor; the main factors are the ex-
istence of mineral deposits and the potential of cheap hydro-
electric power, ,

.In Ivory Coast, ohly the first type of industrialization
has oeccured, concentrated at AbidJjan and to a certain extent
at.Bouake,

1. Ouinean prospects and realizations,

~ The hajor feature of the "light"™ industrialization in Guinea
1s the processing of foodstuffs., The food processing is
strictly for local consumption, However, the extremely high
cogt of transporting consumption gbods through the country
;a l1ikely to induce not only the development of processing

industries at Conakry, which is favored by its position as a
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main import and export, but also is encouraged in other cen-
ters of consumption, especially in the Niger plain. As soon
as a product is relatively bulky, the cost of the internal
transport 18 greater than the price "C.A.F." of the imported
product in Conakry port. In such a case, the fabrication of
the product at Conakry or in Europe or America does not re-
duce much of the local price. Such is the case for cementzes

The various parts of the cost of cement sold for 100

percent at Kankan in 1954 were as follows:

Price F.0.B.: 22 percent
Assurance-Freight: 8 percent
Price CAF at Conakry 30 percent
Duties and Taxest 11 percent
Internal Transport: 44 percent
Commercial Expenses: 15 percent

Total Cost: 100 percnet

With a cost of 4l percent per sack, there are obvious reasons
to produce the commodity as close as possible to where it is
utilized.

In the case of the more elaborated commodities, on the

contrary, the cost of the internal transport is only a small

2GCapet Marcel: Traite D'Economie Tropicale., Les Economies
D'A.0.F.7Y Paris, Libralrie Generale de Droit et de Juris pru-
dence, 1958. p. 136.
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part of the totzl cost. Therefore, it is much more profi-
table to buy such ltems {or current use in an industrialized
ceuntry. An example parallel to that of cement, and con-

cerning sone types of houschold furnitures shows the

difference: Price. F.0.B.: G4 percent
Asgurance Frelght: 6.6 percent

Price C.A,F.: 70.6 percent

Duties and Taxes: 14, percent

Internal Transport: 8.3 percent

Commercial e:xpenses: 7.1 percent

Total 100, percent

Put vhat is expected to trancfcrm the Guinean cconomy en-
tirely, 1s the completion of the Konkoure dam and the build-
Ing of & huge aluminum plant on the southern Futta Jallon.,
The tetzal amount of investment, which includes the ereation
of a elty of 7,000 inhabitants, (Frla) and the bullding of a
road and a railrcad have been ecstimated at between 40 billion
francs,27 or 50 billiocn francs.28 The project was scheduled
tc be finished in 1960, and the production would be 480,000
tons a year, vhich could be increased to 1,200,000 tons when
it reaches its full capacity. 1In a further staze, an alumi-
num plant would be bullt, to preduce 150,000 tons a year;

the supplementary cost would he 120 billicen franes, for the

27ou Jonchay. Op. Cit, p. 170.

28More Recent estimate in "Documents de La Revue des
deux Mondes" Nov, 1958,
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nlant arnd 8 ne dam.29 As for transportation, ve are restly
cencerned with the fuet that in such a projeet, the main
foctor is the low cost of electricity, and the cost of trans-
portation 1s computed on the basis of an inttial investment
(creation of a road of 40 mlles to 1link Conalery, abcut 150
miles away and then normal operating eccets.) The impact of
such a prejJeet wlil be extremely important for the total
budget of Cuinea amounted to slightly mere than G billion
franes in 1952. The new means of transportation could fos-
ter the development of additicnal production in that region.

In addition there are cother baurxite devosits and hydro-
eleetrle scurces around Bolke and near Findilg, and these
cculd be utilized In the future. Easpecially at Kindia, near
to the vaillroad there micht be a3 future center cf production.3°
As uwa have already noted, there is ircn ore of the
Kaleun geninsula five niles from Cenakry vhich 1is direotly
exnorted, as well as the baunlte of the Los Islands also
dlrectly exported, (500,000 tens a year)., In the case of
the Los Islands, the axcentional site has permitted the ex-
nleltation, for the actuzl reserves are not very ilmportant,
(10 m111icn tons) and would not have Justified the costly
conatruction of means of transpertation, _
Altogether, the major fzetor in faver of the industriali-

zaticn of Guinea 18 the abundant hydro-electric potential,

291114,
3%arrison Chureh. 05.C1t. p.296
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along with the natural resources. Two main things can be forseen:
large investments on aluminum, and possibly other transformation,
and a growing development of industry around Conakry, from which the
production would be shipped.

2. Ivory Coast. The light industrial development of Ivory
Coast is quite significant, as emphasized by the IFAN?1 However,
except for the sawmills and the industrial center of Bouake, all in-
dustries are gathered ground Abidjan, which makes easier the supply
and shipment of production to consumers. A primary group of industries
processing agricultural products before exportation is alveady related
closely to the activities of the Abidjan port. There are pineapple
canneries, and palm oil, cocoa butter and coffee are processed. A
second group processes imported raw materials and then ships them
within the country and in a few cases re-exports them, but it seems that
the greatest development would be reached by supplying the growing de-
mand of the internal market, rather than exporting most of the products.
The only other industrial center is Bouake with sisal processing
factory and a textile industry.

Altogether, it seems that industrial development 1is likely to
become an important factor in the Ivory Coast, but for a long time,
the leading sector will be agricultural productionj industrialization
will reflect the agricultural prosperity rather than being an inde-

pendent entity.

]311FAN. "Presentation de La Cote d’Ivoire." Op. Cit. p. 54«56.
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2. Chanses and Qutleck, It saems that the impact of

transportaticn has been much more important in Ivory Coast
than in Guinea., The tranaportaticn systen, especially roads
and the ccastal river-lagocn system, 1is muéh more efflcient
and develcped in the Ivery ccast and this country is develop-
ing faanter. In Guinea there hag boen less development and
the future depends mostly on ambitious projects of foreign
origin, of which the imvact 15 difficults to appreclate as
yet, The economle developnent of the Ivory Coast 1ls shoun
by an urban growth, which can be seen in Eouake, the popu-~
iation of vhich soared from 3,000 in 19356 teo 40,000 in 1954,
But Abidjan inereasoel also with an smazing speed; in
1936, there were 17,000 inhadltants; In 1947, after the
var which drew to the elty many peasants, there vere 50,000
inhadbitants, and in 1954, 3-years after the cnening of the
nort, 100,000, among which were 7,000 Eurcpeans, and today
there are over 125,000. There iz a continucus {flow of
workers coming from Upper Velta or the nerthern part of the
country, lcoking for Jobs in this busy city. Some scholara
emphasize the dangercus agpacet of the urban grewth: artifi-
cial activities {i.e. the commereial and financial activi-
tles of the in-betveen men are more numercus than necessary),
price inflation, then transmitted to the country., Rilchard
Mollard32 underlines the danger of concentrated industriali-

zatlen., It 48 cobkvicus that there are dangers, tut on the

32R1ichard Mollard. Op. Cit. p. 227.
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cther hand, the couniry cculd afford cnly one gocd port, and
therefore, it 1s difflicult to prevent the dovelopment there,
Howvever, by staying in cities people learn the mechanisms of
modern econcmie 1ife, and therefore, are abie to work at
ccunomie tasks,

In Guinea, the development is slower, tut seems to be
based ¢n basic equlpment and heavy industry. Perhaps, in
the leong run, a harmonlgsed growth will be possible; never-
theless, tho lower dagree of development of transportation
has reduced the development of a market cconomy. Self suf-
flelency 18 stlll the goal of most people, and theregore 1t‘
121111 be difficult "to male pessible the entry of African
peeple into the modern type of econcmic develepment,d3"

Conakry's pepulation does not show the tremendous in-
creape of Abidjan; 13,000 in 19363 33,090 in 1946, and
52,900 in 1951.3% Kankan, the second eity in the country,
rasg about 20,000 inhadbltanta,

33Tn _"Afrieca Scuth of the Sahara" by the "South African
Institute for Forelgn Affairs,” p. xxiii,

3&Harrison Church. Op. Cit. p. 284



CHAPTER X

TRANSPORTATION POLICY

All through our survey, government policy has been an important
factor in the development of transportation, and therefore in the ecoe~
nomic development. In this last chapter, we will try to outline the

main aspects of this policy.

A. The Colonial Era.

The period extending from the early French occupation to the
last years before World War II could be summarized in two wordss
Illusions and Administration.

Illusionst Because the main African empires had developed in
the interior while the coastal populations were very backward, there
was a8 general belief that "fabulous wealth" existed in the Sudanese
zone, and the main problem was to reach that zone from the coast where
the first European settlements had been established.

Administration: The development of tramsportation was necessary

to discover the country and firmly establish a political domination
for the European and at the same time the railroad was necessary to
strengthen the positions of each European power against colonial

rivals. Therefore, "the railways of French West Africa were in the
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first instance designed for strategic purposes."1 Last, the railroad
had to link together the various territories of the huge French West
Africa region and therefore sacrifice the interests of a single terri-
tory to those of the whole Federation. Altogether this does not pro-
vide a sound basis for the development of transport as a means of
economic development.

As there were no important rivers that were navigable from
the coast to the hinterland which could be used for penetration, at
that time the economic development of the Sudanese region could be
envisaged only in terms of railways, so a grandiose scheme was cone
ceived for "the building of a network of tracks from the coast con-
verging at the Niger River."2 That is why the Guinean Rallroad is
called Conakry-Niger and the railroad in Ivory Coast is called the
Abidjan-Niger (although it does not actually reach the Nigér River).
But, as we have seen, this section of the Niger has very little economic
interest. "The French planned to use the upper and middle Niger as the
major axis for tranapoft in the steppe arca of French West Africa, but

it is no longer considered practicable."3

1Lord Hailey. Op. Cit. p. 1536.

zThompson. Op. Cit. p. 292

3Hance. African Economic Development. p. 104
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The consequences are the existence of a serlies of separate
lines running from the ccast to the hinterland through regions
of extremely limited economlc interest.
Furthermore, “"at that time, railroad construetion could
be undertaken only by a few military engineers, who were then

in the oountry.”n

Consequently, the routes chosen were those
presenting strategic importance, rather than economie, con-
sldering both local and international problems. We have al-
ready noted the problem in Guinea where the easiest route

for a rallway is on the boundary with the north-eastern part
of the British territory, Sierra Leone, In Ivory Coast, how-
ever, after considering the construection of the railroad from
Grand Bassam to Kong, (in the north-eastern'part of the coun-
try) which was then an important trade cehter, & study of the
terrain ahowed the inadvisability ofkbuilding a rail-line
through this underpopulated area of dense forest, So, in
1902, Abidjan, the site of Ivory Coast's future deep water
port,was chosen as the polnt of departure, Cohsequently,

the railroad offered some economic possibilities in its low-
er portion. Another consequence of the role of the army in
the building of the railroads has been the fact that the
rallroadas had to be bullt as rapidly as possidble, and as
cheaply as possible. Ve have already mentioned the technieal

4thompson. Op. Cit. p, 292
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and economic consequences of such a policy; narrow gauge,
steep gradients, single track, sharp curves and slow traffig,
and consequently little economic value,

As for roads, Thompson summarizes the road building
policy as follows: "Just as French Weat Africa's railroads
were designed to link the coast with the navigable portions
of the Federation's two main navigable rivers, so its road
system was later developed either as a prolongation of the
rallroads or to connect various sections of the rall network",5
Of the other roads, most depended on local initiative, and
there too, Ivory Coast had the advantage over Quinea of
being governed by Angoulvant for many years. Angoulvant
wvas strongly road minded and with forced labor built up an
important network of tracks and rocads before the Second
World VWar,

In port constitution, the "pay your own way" policy de~
layed the building of modern ports considerably. The need
was well known that they were necessary 4f the countries
were to reach a higher stage of development. Conakry had
natural advantages, but remalned a minor port because of the
relative poverty of 1ts hinterland. Abidjan, vhich had been
chosen as the future deep water port of Ivory Coast remained
a lagoon port after the unsuccessful attempt at digging a
canal in 1907 and 1909. A vwharf had been bullt at Grand Bassam,

5Thompson. Op, Cit. p. 298,
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but loading and unloading of steamers anchored in the opsn
roadstead was done by means of small boats that ply between
pler and steamer, crossing and recrossing the bar. This was
a8 costly, slow and hazardous procedure., Costly indeed, be-
cause of the slowness of operations, boats had toc stay seve-
ral days or even weeks, and a boat which is not moving is

very coatly.6

Furthermore, this hazardous procedure made
impossible the importation of certain types of very heavy
ltems, 1.e., blg locomotives, because it was materially im-

possible to handle them,

B, The New Era, Post World War II Policy.

During the war, the transportation facilities of the
Federation ports, roads bullding, motor vehicles and-so-forth
"gradually deteriorated through continued use without ade-

quate maintenance and replacements."!

61n "L'economie de L'union Fransaise D'outremer". Revue
D'economie Politlque" Paris, April 1954,

TThe Changine Economic Structure of French West Africa”
IN The Annals of the American Academy of Follitical and Soclal
Seiences. Harch 1955. D. 57.
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Therefore, French policy at the end of the war was

theoretically summarized by the words: Plan, Investment,
African oriented development, Vhen the {irst studies of
the Commission for the MHodernization of the over-seas terrle
tories uere made, these who made them were extremely opti-~
mistic, I[fuch money was expected, and very important pro-
Jects of developuent were laid out.

The Commission made, in 1946, the followlng rccommenda=

"One concern should always predominate, that of
obtalning maximum ylelds. Returns (on the invest-
ments made f'or means of transportation) do not ne-
cezgarily have to be lmredlate or direct, but efforts
must be made to achleve a maximum reduction in the
costs of services and loans,

"The transportatilion system must satlafy econoule
needs, l.e., 1t must be organized so that the coat
per kilometen/ton wlll decrease as the dlstance in-
creases, lHere is the baslce problem in territorles

with low concentration."8

Therefore the necesslty of bringing in heavy equipment
meant an emphasis on the development of routes for heavy

transport, whether raillroads, roads, rivers or a combination,

8In African Affairs. Op. Cit.
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This was partially offset by the decision to postpone
the bullding of new railrcads. The only exception was the
completion of the Mossi railrcad prolongation of the Ivory
Coast Rallrcad to Ouagadougou in Upper Volta, which was
reached in 1954, On rallroads, therefore, the main finan-
clal efforts were directed to the improvement of the existing
lines, the adoption of Diesel locomotives on the Abidjan-
Niger (the cpening of the Vridi canal, making possible im-
portasicnsg of fuel at lower cost helped the Ivory Coast raile-

way very much), and vworks of modernization. Thompson9

remarks
that the Ivory Coast Rallroad received second priority, after.
that of Senegal in the bidding for equipment, and its moder-
nization was much more complete than in Guinea.

In the administrative fleld, a major change occured
when the "Regle des chemins de fer de L'Afrique Occidentale

Francaiae"lo

was ereated on July 17, 1946, The four-railroad
system of French Vest Africa, including the Conakry-Niger and
the Abidjan-Niger, was put together as an "organization of
commercial and industrial character, having financial auto-
nomy and a ¢ivil personality."ll A committee established to
rule the "regle", and its Director-General had authority over
the Federation's ports and its highways and waterways trans-
port system., In this way, the Federation's means of trans-

portation were better coordinated, but at the price of a top

SThompson., Op. Cit. p. 298

10Eng14sh Translation: "Organization of the Railroads of
Prench Vest Africa.”

llthempson. Op. Cit. p. 298.
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heavy and highly centralized administration. The "regle"
inherited obsolete equipment and a precarious financial
status, It was required indeed to pay annually into a re-
neval fund, 8 certain proportion of its revenues, This re-
newal fund received only a portion of the revenues legally
due to it in the first three years it was created. So,
twice during 1947, the first year after it began functioning,
the "regle" raised railroad rates. However, this only met
the current expenses. The deficlt continued to be heavy.
After a five month strike in 1948, the PFederation loaned
140 million of C.F,A. to the "regile", but never granted a

permanent subsidy. The "regie's" equipment has been financed
by loans transacted through its Paris office (as the $7.5
million loan granted by the International Bank), and all a-
mortization and interests payments were to come from the
"pegle's" own budget. In addition, the "regle" had been re-
quired to pay annually from aix-hundred to seven-hundred-mil-
lion of C.F.,A, Francs out of 1ts revenues into the renewal
fund; and at the same time, they were required to meet rising
wages and operating costs. "The upshot has been a steady in-
crease in the rates for both passengers and gocds traffic,
desplite the growing competition from road transport".l2 By
1951 and 1952, a drastic change in the railroad policy was

necessary.

12Thompson. Op. Cit. p. 298
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For Roads, important investments were utilized to con-
struct scme sections of heavy traffic roads, and the bullding
of some ilmportant bridges, mostly in Ivory Cocast. In Guilnea,
some sections of roads were also greatly improved. It should
be noted thus that Guinea and Ivory Coast received an impor-
tant part of the credits because they were countries where
export crops were grown and the "basic infra-structure” in
their southern belts was of important economie value, How-
ever, the road bullding program came under sharp c¢riticlsm:
in France as well as in Africa. In France, errors, miscal-
culations and waste were emphasized. In Kfrica, its motiva-
tions and its orientation were criticized. "That the road
program had been determined by reascns of military strategy
rather than economic development, was loudly alleged by
leftist elements hostile to the Western bloc's defense plans,
Many moderate Africans regretted the program's concentration
on regions growing export crops and would have preferred
that it served to open up the inaccessible hinterland."13

C. The Second Plan and the Reeent Evoclution.

The years 1952 and 1953 brought very important changes
in the general transportation poliecy as well as in its spe-
cific aspects, especially roads and railroads.

The second year plan, although it allccated an extreme-

1y important part of the total investments to be made in

13mempson, op. Cit. p. 299
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transportation (50 to 55 percent of the credits), made a
shift of its emphasis from the "basic infra-structure” to
investments "for equipment serving to move agricultural and
industrial products and to improve communications with the
less developed reglons".l¥ That meant more specifically the
abandonment of the building of brand new and spectacular roads
and bridges, in favor of a mere improvement of the existing
network withcut changing the essential routes or the general
aspect. "Because the policy had been almost systematically
to neglect these local aspects in favor of ambitious programs,
extremely 1lmportant investments had been misdirected during
the first plan."15 Therefore, more emphasls was put on loeal
needs and each territory could see 1ts specific problems dealt
with nore closely. At the same time, the share of the terri-
tories in the expenses of F.I.D.E.S., which was originally 50
percent for all economic projects, was reduced to 25 percent,

and the rocad fund was created.

The Railroad Policy was the object of many discussions in

1952 and 1953, and political questlons were mixed up with pure-
ly economic onesa. The deficit was heavy, the costs of trans-
portation wera high, and some detractors of the "regile" urged:
that bus and truck operators be subsidized, rather than keep
the raillroad alive at such heavy cost. The risks were too
great however, and the impact too important, so that the "re-

gle" was continued, and a higher council of transportation

%pprican Affairs. Op. Cit.
151p14
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was created in Dakar, with advisory committees in Abidjan and Conakry.
A new policy of lowering long-haul railroads rates on certaln hinter-
land imports and exports was inaugurated. This new policy, in connec=-
tion with the 7.5 million dollar loan from the International Bank and
the effects of the improvements initiated some years earlier brought
a much brighter picture in 1954. The volume of passengers and freight
traffic increased at the same time that operating costs were being
brought down, largely by widexr use of desel power and the budget was
balanced for the whole "regie.”

But there was a striking contrast between the situation in
Guinea and that in Ivory Coast. In Guinea, where fewer improvements
had been made, the deficit of the Conakry-Niger system was 178 million
of C.F.A. francs, which was about the same figure as that for the pre=
ceding year.16 In Ivory Coast, on the contrary, the Abidjan-Niger rail-
road shows the biggest profit of the "Regie System": 187 million C.F.A.
francs, as compared with a profit of 41 million in 1953. It was,
therefore, in the country where the roads and motorired traffic were
the most developed that the railroad made a substantial profit.

The main result of the read policy was: the improvement of the
Guinean Highlands road system and of the network in Lower Guinea, es-
pecially the important road Dubreka-Ouassou-Boffa.

In Ivory Coast, many roads have been built or improved in the
coffee and cocoa areas, especially in the eastern part end also around
Man and the extreme southwest.

At the sseme time as more autonomy was granted to the territories
in regard to their economic development, and their transportation
policy, more international cooperation was at last

16Th°mp8°no ge- Cit. P 2“70
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achieved., This was important for Guinea, which depends nore
and more on Slerra Leone and Llberia for the economic deve-
lopment of its eastern part (Guinea Highlands), We have al-
ready mentioned the role of Monrovia as an export outlet by
the road from Nizerekore to Monvovia, Although there is no
immediate prospect for the prolongation of the Sierra Leone
rallway from Pendengou te¢ the Guinean Highlands, a growing
quantity of products is likely to be shipped by road from
that region to Freetoun.

In Ivory Coast, the international ccoperation is not so
important, although some agreements will have bo be reached
with Upper Volta now that both countries are independent of
each other,

D, Conclusions, Roads and Railroads.

The evolution of the transportation policy shows a gradual
shift from ambltious and often uneconomic projects to more di-
rect and practical achlevements on a smaller scale. The great
task of opening the hinterland by & developed system of trans-
pertation for bulky freight has progressively been given up
and replaced by the concentration of 1nvestmehts in the regions‘
where they could yield important and immediate returns.

Both Guinea and Ivory Coast, but especially the latter,
drew great profit from that shift, as it alloved a great in-
crease in the agricultural production of their southern belts.
This was howvever, at the Qlsadvantage of the northern parts
of their territory, and there are striking contrasts, especi-
ally in Ivory Coast between the booming South and the stag-
nation in the North.
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In order to achieve immediate improvements in some
reglons, an Increased lmportance was glven to the develop-
ment of the road system, and the competitlon between roads
and rallroads has been growing since 1945, However, such a
competltion inrelatively poor countries 1s a pure waste and
should not be allowed, but the problem 1s difficult to solve.

The theoretical complementarity of the two means of
communication 1s somewhat unrealistic. Political pressures
tend to increase the number of roads and as the number of
vehicles increases there 18 a growlng tendency to go all the
nay by trucks, instead of utllizing the raill for a part of
the route.

In the countries under review, no definite policy has
been adopted. Roads have been bullt by the public authori-
tles, running parallel with the rallway, and the exlstence
of the road fund makesprofitable in the short run an increase
in road traffic.

The railroads have met the competltion by cutting theilr
rates and modernizing (in Ivory Coast) their equipment. They
are not however, utilized at their full capacilty, and some
kind of regulations may be necessary to keep most of the
traffic for the rall where 1t exists, while the road trans-
port would be used in the rest of the country and for the

door to door haulages.



CONCLUSIONS

Our survey has shown a significant development of the
resources and the production of two western African countries,
This development is closely related to the improvement of the
transportation system, as indicated by the time at which it
took place and 1ts location,

It occured mainly since the Second World War, when great
efforts and heavy investments were made in the field of
transpofation,

It ococured in those regions near the cozst where cheap
transport to the exporting port was possidble to provide for
"The history of the development of commercial é&rop produce
tion in French West Afrlica 1s directly linked with the pro- |
vision of transport facilitles,il

Ivory Coast had wmore agricultural possibilities, and
better transports were poovided earlier, its davelopment is
therefore especially impressive,

Significant differences exist between the patterns of
dovelopment of Guinea and Ivory Coast.

Several distinctive features may be pointed ocut in the
development of those countries,

A. The develcpment of the transport facilities, and
therefore, the economic potential has been extremely slow,
and until world war two, non-economic considerations out-

welghted economic ones., The location of the railroads and

lNeumark. S.D. in "The United States and Africa" The
Awerican Assembly, Colum » e DPe .
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of the few good roads were mostly determined by military,
political and administrative purposes; for the rest of the
transport facilities, almost everything depended on loecal
and individual initiative,

The "colonial pact" system almed exclusively iat the
production of a few cash crops, snd all investments for eco-
nomic purposes vere made only in the flelds where they could
yield immedlate, direct and important returns. No long term
projects were ever carried out before the war., On the whole,
Ivory Coast had some advantages over Guinea, (Locai initia-
tive was most important. There was no major problem of avoid-~
ing foreign borders which could have led to an obvious mis-~

allocation of resourses as was the case for Guinea.)

B. Natural Obstacles to Development Were Great In Both Cotintries,

but, Just the opposite of what happened in the uvest of
the United States. It is not easy transportation which induced
econcmic developuent, but rather, the strupgle for economic
development was first of all a struggle for lmproved transports,
Guinea's main obstacle was 1ts mountainas, and although
the railroad has overcome 1¢, it never reached a real econo-
mic efficiency. For that reason, the great advantage of the
pogsession of a2 natural harbor: Conakry did not play,in the
economic development of Guinea, 88 important a role as cculd
be expected. In Ivory Cecast, the main obstacle was the
forest belt. But it was also the richest part of the country
and once transportation was provided 1t became a major advan-

tage. Another handicap to Ivery Coast was the absence of a



128
natural port, It was overcome in a radical way by the open-~
ing of the Vridi C.nal, which made Abldjan a great port open
to ocean going ships and the same time, the center of the
lagoon navigation,

Ivory Coast also took a lead over Guinea in the field
of investments in transport. Not only dd it get more money
from France, but also it developed its own sources of finan-
cing, and through the "rcad fund" and the "coffee and cocoa
fund", its own interior was opened.

C. There 1s a sharp contrast between those needs of Trans-

porting heavy and bulky goods at low cost in West Africa, and

The actual possibilities which make 1t impossible for transpor-
tation to be a low cost factor. Except for the waterway sys-

tem of southern Ivory Coast, the nature of the reclief, the

solls and the climate do not allow cheap transports, IFurther,

the railway itself 1s not the high capacity and relatively

cheap means it 1s in the United States. In any case, the high
cost in capital of the rallways and the lack of concentration

of the production outside limited areas along the coast has in-~
duced the authorities to postpone the bullding of new routes.

D. Road Transportation therefore plays a major role, and the

greater development of the Ivory Coast's network gives it
another advantage. Coff'ee, which has a high value per pound,
can be transported by road, therefore, the quantity exported
increases rapldly when adequate road transport 1s provided.

An 1llustration of the case is the rapid and recent development
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of the production cf the Guinea Highlands, once this remote

region was open by good roads,

E., The Processing of Local Agricultural Products is likely

to inecrease, to reduce the cost of transport., But industri-
alization 1is to be limited to a very small number of areas,
l.e,, the main ports and their immedlate hinterland. Here,
lmported raw and semifinished goods are cheaper, all exports
are handled by them before being shipped, and labor as well
as consumers are 1in abundance,

Industrialization will also occur in the area where an
important factor of production is found at low cost and in
great quantity. In the case of the countries under survey,
this means mainly the hydro-electric power in Guinea. In
such a case, transportation will have to be provided, and is
not a leading factor in the creation of an industrial regilon
but a mere consequence,

The industrial development will be thgrefore, extremely
unequally distributed. In Guinea, 1t will occur at Conakry
and in the aluminum production centers. In Ivory Coast, it
will affect Abidjan and its reglion, and perhaps Bouake, on
the railway, at the northern fringe of the forest belt, as a

center for the processing of goods for local consumption.
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F. 1Ivory Coast has experienced an extremely rapid growth, but with

a lack of equilibrium.

The agricultural sector is by and large the leading sector,
and it is likely to be so for a long time. At the same time, the
development concerns almost exclusively, the southern belt, about one-
third of the country, because an adequate system of transportation has
been provided in a region which had a high potential. In the future,
the main efforts now will have to be directed toward an increase in the
quality of the products and a reduction in the cost of transport, to
make those products more competitive on foreign markets. There are
few prospects in the short run for a development of the northern part
of the country. As long as Ivory Coast depends so heavily on its ex~
ports, only the most favored region may be fully developed.

On the other hand, Guinea has a slower economic development,
but more chances exist for an equilibrated growth between sectors: As
mineral production increases, and important hydro-electric potential
is developed it will induce the development of other industries.

Also, the Guinea Highlands and the Futta-Jallon Plateau have
potential resources which are rapidly developing when transport is

provided.

G. The role of the ports is of outstanding importance. Most develop~
ments have occured as a consequence of these port facilities, especially
in the case of the Ivory Coast's boom after 1950, and the opening of

the Vridi Canal: "The opening of the Vridi Canal has been a vital

step toward this potential, but the distance to the port is the major

factor in the economic development of a region. '"Ahead of any other
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considerations, the integration of French West Africa's regions to the

world market is directly proportionate to the distance to the sea

port."3

H. Both countries will still depend for a very long time and to a very
great extent on exportation and foreign markets. On those markets, the
competition is more and more severe and it will be of vital importance
to keep down the costs of transportation. Thus, the new and self-
governing countries, Guinea and Ivory Coast will have to find the best
way to reach efficiency and their real economic interest, and the
political and administrative considerations will decrease in importance

in the appraisal of the transportation problems.

In most cases however, this statement holds true and could be a
summary of this survey: "Economic development is still patchy and de-
pends upon available transport rather than upon utilizing the most
sultable soils in the best climatic region."4

A relatively good start has been taken in xrecent years in both
countries. The pattern of development and the resources are quite
different, but the prospect of an integration in the world economy is
rather good. A great deal has been realized for the establishment of

the pre-conditions for self sustained growth.

3.R0 Mollardc OE- Cit. pe 1920

A'H' Church. Op. Cit. p. xxv
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