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INTRODUCTION 

The idea of this study was suggested to me by the con­

junction of three elements t The vital Importance of the 

problems of economic development! the recent awakening of 

Africa, which draws the attention of the new nations emerg­

ing on this continent! and my personal interest in question® 

of transport. 

It 1® often assumed that the lack of reliable transport 

is one of the main obstacles to economic development! the 

author wanted to investigate through practical examples, how 

much this development is related to available transport, and 

to what extent the improvement of the transportation pattern 

induces the economic growth of a country. 

The purpose of this study, therefore, is to survey the 

transportation pattern of two countries in West Africa? The 

republic of Guinea, and the republic of Ivory Coast| and to 

investigate its role in their economic 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 co-authors) n-r A Froposal. that 

once societies are stirred from the lethargy of traditional 

economic stagnation, tneir transition to mature, self-sustained 

growth can be divided into three stages?" 

1. Establishing the preconditions for growth. 

2. The take off. 

3. Self sustained growth. 

^Hillikan & Eostow, A Proposal. Key to an Effective 
Foreign Policy. New York,~Harper, 195?• p. % 
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In this survey, the author will investigate mostly how 

Important the role of transportation has been in establishing 

the preconditions for growth, and to what extent the count­

ries are entering the second stage, when 15the forces for eco­

nomic progress, which up to now have yielded limited bursts 

of activity, shall expand and become decisive factors." 

According to these authors, the main features of the 

first stage are: 

a. The idea spreads that economic progress is possible. 

b. Education, for some at least, widens and changes to 

suit the needs of modern economic activity. 

c. Enterprise men emerge willing to mobilize savings 

and to take risks in the pursuit of profit. 

d. Institutions for mobilizing capital appear. 

e. Basic capital is expanded, notably in transport, 

communications and products such as raw materials 

which can be sold 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 is not industrialization, but a substantial in­

crease in exports and imports, the development of commercial 

activities, and the progressive establishment of a market 

economy, in those two countries. 

Both countries are French speaking, and were member 

territories of the former French West African Federation. 

The author has chosen French speaking countries, because 
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very little Is known about them In English speaking countries 

and, because, as a former part of a federation, they are al­

most completely unknown as Individual nations. 

The writer chose two countries because it seemed that 

a comparative study could be more fruitful than the survey 

of a single territory. Those countries are sufficiently simi­

lar to allow a comparison, and sufficiently different to make 

it significant. 

Both are among the richest countries in West Africa, 

but their development is quite recent and has occured at the 

same time as important investments were realized, mostly in 

the field of transportation. 

The great potential of these countries, especially that 

of Ivory Coast, has been known for a long time. Their iso­

lation and the obstacles of the surfacfe features or the 

climate prevented the establishment of an efficient system 

of cheap transportation. It is only in recent years that 

the main obstacles were overcome and a great boom started. 

The economic life of both countries relies heavily 

upon the exportation of primary products, mostly agricultu­

ral commodities, but also, in Guinea, minerals. The compe­

tition on foreign markets for the sale of such products is 

acute, and the costs of transport will be a major factor in 

determining their ability to compete with other countries' 

products. 

This investigation will be divided into three parts. 

The first three chapters will concern the general background: 
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physical geographical features, the political economic and 

social conditions, and the early developments of the trans­

portation system* 

The following chapters will deal with each of the spe­

cific means of transport * Railroads, roads, waterways, sea 

transport, and air transport. 

The last part will deal with the general problems of 

transport and their place in the life of the countriess 

Investments, transportation and economic development and 

transportation policy. 
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5 1 1 Î r ' HT --4 
L E O N E  L  ̂  1  

/> u mi a r \ ̂  
_ed£ 

f ~ ( 6 VR E 2. 



$ fTt //d fit i s><"v 

\\J0 k\j C of! "7 

W£JJ D FA ic f\ 

p i G "fi 6 2 



CHAPTER I 

Physical Geographical Features? 

Climate, Vegetation, Belief, Coastlines, Rivers• 

A. Surface Features. 

Western Africa as a region, has the physical structure 

of a rather flat country. However, a discontinuous mountain 

range runs from northwest to southeast at a short distance 

from the coast from The Futta Jallon Mountains to the Came­

roon volcanoes. While 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 Ivory Coast is situated in 

the break in this mountainous costal 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 much. 

1. guinea. From, the viewpoint of structure and con­

figuration, Guinea may be divided into four main 

parts t 

a. Lower Guinea, along the sea coast. 

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

e. The southeast corner: Guinea Highlands Is cover­
ed by a rain forest similar to that which is 
found in neighboring Liberia 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 is 5,800 feet. 

1 
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d. The northern Niger Plain* 

As Fitzgerald says, "Though very close to the Atlantic 

seaboard in French Guinea, Sierra Leon® and Libera, the Futta 

Jallon is easily the most important geographic 'divide1' in 
«i West Africa*' Down its much-dissected, Inward facing slope, 

flow head streams of the Senegal and Niger, which, merging 

into the two main streams of these systems, meander eircui-

tously to the Atlantic, through indirectly opposite direc­

tions to each other* 

The Atlantic slopes of the Futta Jallon are more abrupt , 

and on this side, many short but vigorous streams, fed by 

torrential summer rains, are steadily cutting back 

escarpments* 

It is of note that the prominence of this mountainous 

part of Africa is not due to up-raising along a fault line, 

but to weathering and stream erosions which have degraded 

the country around the more resistant slopes* 

That is the reason why the Gulnean Futta Gallon plateau 

is divided into two parts by a deep, profound valley, running 

north and south which is five to fifteen miles broad, and 

where the maximum altitude is less than one thousand feet. 

Between more abrupt chains, there is height of up to four 

or five thousand feet* 

^Fitzgerald in "Africa". nh social» economical and Political 
Geography of its" Major Regions * New York; Button; l$5%$ 
p« 19 * 
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The existence of this north-south valley, constituting a 

natural prolongation of the low coastal plain, explains much 

of the actual Guinean life, especially when transportation 

is considered, 

Because of rather recent changes in the geographical 

structure of that part of western Africa, the actual main 

Guinean rivers, and especially the Konkoure Hlver, do not 

follow the lines of the old slopes# They flow westward, 

crossing 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 is easy to understand therefore, why the Konkoure Hlver, 

(young river) Is cut frequently by rapids and is not suitable 

for navigation. 

As m have already noted, the Lower Guinean coastal 

belt, fifty miles across, extends into and beyond the Futfca 

Jailon mountains to the middle of the country. 

2* The Ivory Coast# Huch simpler from the viewpoint 

of surface features, Is the Ivory Coast# As a break In the 

Western Sudanese Plateau, it is a low country, mostly situ­

ated below 15 thousand feet# It is a vast plain with a 

slight slope,southbound toward the Atlantic coast. In some 

places are found "rooky Islandsf? which are not of great im­

portance In the general picture of the physical features. 

The nature of the relief does not permit the existence of 

big rivers. Ivory Coast rivers have not succeeded In cutting 



arty delimited valleys. Despite the heavy rainfalls, they 

are rather Inconsistent creeks because the country Is too 

flat and the rivers do not originate In mountains, Hie 

creeks are either cut by rapids when there 1® a "rocky Is­

land , or expanding In broad swamps among the forest. In­

stead of being natural ways of penetration, they have been, 

and still are, obstacles to such a penetration, 

B, The Coast Line, 

As a whole, the coasts of western Africa are generally 

unfavorable for navigation and the establishment of ports. 

However, the situation Is morns satisfactory In Guinea, Here 

ycu will find some natural anchorages, (more than can be 

said for the Ivory Coast} but as Fitzgerald says* 

There are "...no first-class natural harbors between 

Freetown (Sierra Leone) and the Niger delta.V2 

1, Guinea. The total coast line of Guinea Is about 

170 miles from Portugese Guinea t© Sierra Leone.Many sandy 

rivers are found along this coast line which are not navig­

able more than a few miles inland. Also, sand-bars are de­

posited almost everywhere along these rivers. 

Ivory Coast has a total coast line of about 350 

miles, and Is quite similar to that of Guinea, "...along the 

300 miles of the Ivory Coast, there Is no natural shelter 

Fitzgerald. Op, Clt, p. 12 
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for shipping—sand bars backed by lagoons extend continuously 

and render inshore navigation extremely precarious."3 

For shippers, the African coast is made 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 piers, so 

that ships could be unloaded directly from the coast, or 

lighters be utilized. 

C. Climate. 

Both Guinea and the Ivory Coast have a so-called 

Tropical climate, the main characteristics 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. Guinea. Although it is a part of the "Sudanese11 

region, 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 drier and cooler climate of the Futta Jailon 

and Guinean highlands. 

%itzgerald. Op. Cit. p. 351 
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The rainfall in Conakry and in the coastal plain 

averages 150-inches, and it is estimated that ©ore than the 

half of the low country experiences a rainfall of over 55 

inches. The monsoon period brings heavy precipitation dur­

ing a single rainy season, extending from March to October, 

A short winter period, with dry northeast winds, replaces 

the normal rain-bearing winds from the southwest. 

The average temperature for the year Is almost constant, 

and nowhere is there a monthly mean lower than TO degrees 

fahrenheit. On the other hand, In the Futta Jallon plateau, 

the rainy season 1© much shorter, and the average precipi­

tations are down to ho to 50-inches, Further in the northern 

part of the Guinea we find a Southern Savannan climate, 

with a rainy season of eight months, from April to November, 

and wider temperature ranges, 

8. The Ivory Coast, Is situated in that part of Western 

Africa where, for various reasons, rainfalls are not as 

heavy as In ether equatorial regions. However, the average 

precipitations are still high. An average of from 100 inches 

along the seashore belt, to about 60 inches for the inland, 

and due to the proximity of the Equator, there 1© no really 

dry season. Two less-rainy seasons are quoted by geographer©! 

they are i December to January, and July to August, 

D, Vegetation, 

"In the central gone of Africa, the soil© as a whole 

are more uniform in character than In the case of many 
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regions 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 is usually of a much 

heavier, frequently clay nature.11"1' 

1. guinea. Most of Guinean territory is situated in 

the "Sudan vegetation region", land of savanna and tall 

grass, where big 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 

raising is the main activity, and some authors (Gautier;' and 

Du Jonchay^) see this region as one of "ranching possibilities" 

comparable to the great stock industry of the Argentina pampa 

and the Australian downs. 

The southeast corner is one of dense rainforest, simi­

lar to that found in Liberia or Ivory Coast. Because of the 

rainfall, the possibilities for crops are the same as those 

of the equatorial region: Coffee, cocoa, and rubber. 

2, Ivory Coast. 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 is particularly rich in cabinet woods and 

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

'Gautier - F0. L'Afrlque Noire Occldentale; Paris LaBose 
1943. p. 155 2 

°Du Jonchay, Y. L'Industrialisation de L'Afrlque Noire. 
Paris Payot; 1954. p. 191 ~~ 
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has abundant resources of tropical products; Cocoa, coffee, 

bananas, palra oil and pineapples. 

The remaining part of Ivory Coast Is a "Big Bush", re­

latively poor suslstence crop and cattle country, 

A very particular feature of the vegetation for Ivory 

Coast Is that the almost impenetrable rainforest is distri­

buted on either side of the country, close to the Liberlan 

and Ghanean borders. For the central part of the country 

the belt of the rainforest is reduced to a strip of less 

than 80 miles wide, thus presenting a gateway between the 

coast line and the inland grass lands. 



CHAPTER II 

The Economic, Social and Political Background, 

Population, political statute and economics. 

A. Population, 

Africa as a whole is an area of sparse settlement, due 

to the Importance of an unfavorable climate and vegetation 

and the many wars of extermination, or the "production?t of 

slaves* 

Against the general pattern, Western Africa appears as 

a highly populated area -with a population density reading 

over 65 persons per square mile, {in such places as the 

Niger* mouth, Ghana Coast, Sierra Leone). But within the 

two countries considered, density as well as racial groups 

vary greatly, 

1, Guinea. With an area of 9^*925 square miles, 

Guinea has a total population of 2,650,000 Inhabitants, ac­

cording to an estimate given in 195S, which means, an ave­

rage density of 25 inhabitants per square mile. The dis­

tribution is uneven, the most densely populated area is be­

tween the central South and the South Eastern, while the 

Western border as well as the Northeast average under 12 

inhabitants per square mile. 

For a long time, the ncn-negroes,cattle raisers of the 

Futta-Jallon plateau, the Feuhla cr Fulla, dominated the 

country which they had invaded from the North, Established 
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tn the central part of Guinea, they number about 1,200,000, 

or nearly one-half of the population, and still play a domi­

nant role in the political and economic life of the country. 

The fact that cattle raising was the main activity prevented 

the growth of any important city in the region, though they 

achieved 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, 

Guinea has one of the highest birth rates in the world. Six 

percent in the country, and four and one-half percent in 

Conakry; the death rate, although high, is far below that 

figure, and therefore the population increases quite rapidly, 

(at least three percent per year) one of the highest rates 

of increase in the world. Definitely so for western Africa. 

The European population in 1957 was close to 10 thousand, 

mostly French, chiefly located in Conakry. It must be con­

sidered that this long-time "white-man's grave11 has never 

had a heavy European settlement. Although it is 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 Syrian and Lebanese minorities 

engaged in the wholesale and retail trade must also be con­

sidered since there is strong African resentment at being 

exploited by foreign merchants. 

Most Gulnean, (about 80 percent) are moslems. 
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Xvory Coast, The importance of the rain forest and 

the absence of a healthy highland *3 climate has made the 

existence of a dense pattern of settlement impossible. For 

a total area of 12 ,̂503 square miles, Ivory Coast has a 

population, estimated in 1957> as 2,607,000. This figure is 

very similar to that of Guinea, v/hich has an area of only 

95 thousand square miles. Consequently the population den­

sity is quite low| about 20 per square mile. The nature of 

the climate and of the vegetation has never permitted the 

growth and development of systemised political units such as 

those found in Western Sudan (Mall), Ghana, Nigeria, Dahomey 

or even the Peuhl kingdon of the Guinean Futta-Jallon, In 

this part of Western Africa. Settlements were small In the 

deep forests where backward tribes had a rather miserable life. 

In the northern,area, natives were dominated by neighboring 

tribes. Thus, no civilisation of importance, and no urban 

civilization of any type developed in this area. 

As in Guinea, Europeans are not a problem by their 

number. A December, 195$ estimate numbered them as 11,638, 

of which two-thirds were living in Abidjan. Most of them 

were French, The settlement pattern in Ivory Coast is even 

more unevenly distributed than in Guinea. A strip from the 

Guinean border to the central part of the coastline (where, 

we have seen, there is a break In the rain forest) and an 

area along the central part of the north border are the two 

main 1 dense areas.f' Most of the rain forests1 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, prior to the introduction of industria­

lization in Guinea, emigrated to Dakar or to other regions 

of French West Africa. Ivory Coast, on the other hand "im­

ports" workers from the Upper Volta and Niger regions for 

labor in industry and on the plantations. This inflow of 

"de-tribalizedrf men from the inland region of Africa was a 

major factor in the growth of Abidjan and from it arise many 

social and even political problems for the country. 

B. Political Statute. 

Both countries were part of the Federation formed in 

1904 from the various French territories of Western Africa, 

which was known as A.O.F.1, or French West Africa. 

French penetration in Guinea was relatively easy, it 

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 

it was one of the territories 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

cially Ivory Coast, with frontiers determined either by 

-A.O.F. Abbr. for: Afrique Occidentals 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 is only recently that a national feeling has been 

bom, 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 given to each territory as a spe­

cific entity, and metropolitan interests always outweighed 

local African interests. The first sign of a change in this 

colonial 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 

various territories of French Western Africa remained a fe­

deral unit; although they were represented on the French as­

sembly. Then, in 1956, the threat of growing nationalism 

led the French government to provide for a progressive in­

crease In local governments1 powers• 

In September 1958, a new concept, The French Community, 

was proposed to African voters. The Western African Federa­

tion went out of existence and each territory had the choice 

between three political organizations: 

1. The maintenance of the status quo, a dependant ter­

ritory, part of the French Republic. 
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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 eight countries which 

were members of the Federation voted "yes" in approval of 

the new constitution, with clear majorities. 

Guinea, voted an impressive "no" (93 percent), mainly 

because of the position of trade unionist Sekou Toure, as 

"strong man". Thus, it was the sole member to drop out at 

this time and therefore became the third independent negro 

state in Africa. 

Ivory Coast, however, under the leadership of Dr. 

Houphouet Bolgny, (several times a minister in the French 

Cabinet) gave an impressive "yes" (99 percent), with an el­

ectoral participation of 99 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 gat more and 

more autonomy. Finally, "independence without secession" will 

come within a short period of time. 

We may consider therefore, that both countries have the 

possibility of formulating their own policies 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 give only a very brief survey here of the 

main economic features of Guinea and Ivory Coast. 

Both countries belong to the agricultural fringe of 

Western Africa which is particularly fitted for "tropical 

foodstuffs" production, for which there is an increasing 

demand on the western markets, They were the two richest 

territories of the former French Western Africaj and with 

Ghana, they are the richest countries in all West Africa. 

Both countries have mineral resources, especially Guinea, 

where production is now starting. Lastly, prospects of in­

dustrialization 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 11 tropical foodstuffs" which are mainly shipped to Franc®, 

and are of rather high value. Coffey 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 rail­

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 Putta-Jailon mountains, and pine­

apples on the coast are produced in increasing quantities* 

Two important minerals are found in appreciable quantity? 

Iron ore, found in the Kaloura Peninsula, near Conakryj and 

bauxite, found in various places* The local fabrication of 

alumina and aluminum begins in the southern Futta-Jallon. 

Bauxite is directly exported from the Los Islands, also near 

Conakry, 

The cattle raising industry on the Futta-Jallen plateau 

Is of great importance for the economy of the country, as 

there are substantial exports to neighboring countries* How­

ever, the social function of cattle, (the symbol of wealth 

and dignity, rather than a commercial investment) slows down 

the importance of this venture * Due to the geographical 

conditions, this could be a very flourishing activity provi­

ding there is a change in custom. 

The 1958 figures for exports show the relative Importance 

of the various products in the economy of Guinea,2  

Total Exports? 4,875 million Coast of French Africa (CPA) francs 

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

Bananas 64,908 " w 1,067 " wttw n 

Palm Kernels 19,667 11 " 502 n """ B 

Bauxite 263,667 ,f R 337 " 11 

Iron Ore 333,821 * n 244 !t nwM " 

2 'Sources s The- Americana, i960* $1 » Frs CPA 250$ 

Fg CPA 1 - French Frs 2 
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Other exports consisted of cattle, diamonds, gold, 

orange essence, pineapples and other products in small quan­

tities. 

The approximate figure for the cattle of the Futta-

Jallon is 950 thousand heads, and about 100 thousand are 

slaughtered per year. 

2* Ivory Coast. This is mainly a rich agricultural 

country with big European plantations as well as small native 

fields. The richest areas are found in the southern forest 

land where the areas can be cleared. 

Coffee is by far the most valuable export. It was in­

troduced in the 1910?3 « After a decline during the second 

World War, the production has increased very much and stayed 

at a high level during the past years. 

Cocoa is the second major export, The production Is 

likely to increase in the future, (the present figures 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 

takes seven to eight years for a tree to produce, the new 

trees planted after 19^8 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 production for export shows a considerable 
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increase in the recent years. The 195B figure is more than 

twice that of the 1954 figure. 

For 1958, the importance of those products in the total 

exports were as follows 

Total Exports: 31,492 million of CFA Francs 

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

Cocoa boans 46,333 M M 6,415 " nnw " 

Hardwoods 402,1?8 " " 3,316 " "t,M " 

Bananas 46,129 r< 1,2?4 M ,u,n n 

Other exports of Ivory Coast are, pineapples, palm ker­

nels and palm oil, and diamonds. So far, no important mine­

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

3IMd. 



CHAPTER III 

The Early Development of Transportation 

The early European Interest In West Africa was in con­

junction with other tropical areas® The ports on the West 

African coast were utilized as call points on the way to 

India and the far-East. 

Of greater significance, West Africa was a source of 

slaves for the American plantations. To facilitate 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 nlnteenth 

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 it 

when they saw others employ it."* Moreover, the area under 

survey is largely Infested by Tse-Tse fly, and domestic 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 social evil, a political danger, and 
2 an economic waste. Tonnages were extremely limited and only 

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

*Hailey. An African Survey. London, Oxford Univer­
sity Press. Rev. 19W". pTT337. 

o 
'•Harrison Church, West Africa. Londoni 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, occupied 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 

their claim, a stimulus was given to transportation construc­

tion, 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 achieved. 

A, Lack of Information and Geographical Knowledge of the 

Areas, were among the difficulties the French were faced 

with. They also faced the task of establishing communi­

cations in an almost unknown country, as rapidly as possible. 

Arlal surveys were unknown, so progress was slow toward the 

mountains of Guinea. Still more difficult was the advance 

in the deep forest of Ivory Coast and the coastal belt. Very 

often It was almost impossible to know how or what the best 

route would be, where to build bridges, and even where to go. 

As there were very few significant cities, the problem arose 

to choose starting points for the railroads to 

%ailey. Cit, p. 1537 



penetrate. Since the "bulk of the exploiting work was done 

by the army, militarily strategic routes were chosen for the 

railroads. The complicated geographical features of the 

Putta-Jallon plateau, while very exciting for a professional 

geographer, was a headache for the military engineers who had 

to cross those mountains in order to reach the Sudanese hin­

terland. Problems were still more difficult in the swampy 

rain-forest of Ivory Coast, although, as we have seen, the 

narrowing of the forest belt provides a n̂atural 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 build a railroad means that about 80 thousand 

trees may have to be cut for one hundred miles of railway. 

Some of the trees may be 30 feet in circumference and have 

butresses also,1* 

B« Further difficulties were faced in the construction of 

roads from the Nature of the Soil and. The Climate. 

In most of these regions, stone is rare ox* completely unknown 

so that for a vary long time, surfaced roads were impossible 

to build. However, trails were unusable in the rainy season, 

which had a duration of six months or mora, With many rivers 

it was necessary to build bridges, very often wooden, which 

in the high humidity did not last long. 

4 W. S. and E. S. Hoytinsky. World Commerce and, govern-
merits, Trends and Outlook. Twentieth Century Fund. New Vork, 
1955- P. 355. — — 
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Before 1930# there were almost no surfaced roads in 

either country# although a very significant trail system had 

been developed. In Guinea, trails very often went along the 

already existing native 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, 

trails had many twists and turns as they surmounted the dif­

ficulties of the configuration of the land. 

We have already noted the absence of important navi­

gable rivers in both countries. In Guinea, many rivers 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 out in small parts by 

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

C. The Goal and Purposes of a Transportation Pattern. 

At the very beginning of the French occupation in Ivory 

Coast and Guinea, the countries 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 con­

ceived, which, from various points along the coast, would con­

verge at the Niger River. Thus from the beginning, the com­

mercial purpose of transportation in this region was to reach 

the Sudanese zone in the middle Niger basin. 

^Thompson and Adloff. French West Africa. Stanford 
University Press. 1957» p. 292. ~ """ 
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In Guinea, the army had made a reconnalsance of possible 

routes as early as 1887. The construction of the railroad 

from Conakry, Guinea fs main seaport, was begun and reached 

KanKan In 191**. A plan existed to extend the Guinea rail­

road to Beyla and to build 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 railroad 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 center* However, a study of the terrain showed the in-

advlsabillty of building through an underpopulated 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 193** that it reaches Bobo-

Dloulasso, 505 miles inland• At this time, it was decided 

not to extend the line to the Niger, but to Ouagadougou, 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 potentialities, 

and these were more Important than that of the Sudanese zon#, 

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 

white man'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 technicians. Outside 

civil servicemen, the only civilians to settle there were 

usually unable to have a normal life back home• 

Therefore, the main tasks, preliminary to any great 

economic development, rested upon the army whose "pacifica­

tion" duties included the opening of the country. We will 

consider in more detail some of the consequences of this 

fact on the evolution of the transportation system. Though 

the competence of these men is not questioned, their limited 

resources prevented any large scale programs. It is only 

during and after the second World War that civil engineers 

and other qualified civilians became interested in working 

in these countries. Efforts to educate African Technicians 

to take their normal place in the development of their coun­

try is now going on. The French are shifting from direct 

leadership to "technical assistance". 

As we have already seen, the average population density, 

especially that of Ivory Coast, is relatively low. The con­

sequence is that, "There has always been a dearth of wage 

laborers in the Federation."0 The only means of getting labor 

v?as the slavery of the negroes, or the war prisoners of the 

62homp8on. Og.. Cit. p. 491. 
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Moslem conquerors. The French suppressed slavery, but they 

were faced with the physical and psychological obstacles to 

the development of a labor force. After a brief and unsuc­

cessful experiment with Importing a limited number of labor­

ers from Mexico and China, the French fell back on forced 

labor. 

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 administrators assigned them. Experience 

proved that the forced labor produced only mediocre 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 stabilize 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 previously 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 19 5̂, most of the routes 

and ports had been established, although they were not of 

great economic utility. 



Knowledge had been acquired of the main problems, and 

a growing interest was shown in the countries' own economic 

development or the potentialities 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 I, truck transportation began to 

attract much of the short distance traffic in valuable pro­

ducts and passengers. Though the era of the expansion of 

the railroad seems closed today, (very few new routes are 

planned) the economic 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, their efficiency is Increasing and transportation 

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

A. The Existing Railroad 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-

Jallhn, the upper Niger and its navigable affluents with the 

coast. Political considerations have indeed prevented the 

building of the line through the narrowest part of the high­

land mass, i.e., the waist-line between the Futta-Jallon 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 Sierra Leone) 

were built 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 Important port, the line runs southwest - north­

east, through the coastal plain to the Futta-Jallon. The 

city of Kind la, v;here it crosses the great Guinean Valley, 

is a creation of the railroad and has become an Important 

point for shipment of bananas. Mamou, another creation of 

the railroad, Is also an important center and the outlet of 

the cities of the internal part of the Futta-Jallon. Then, 

the railroad reaches Dabola at the contact of the Futta-

Jallcn and the Niger plain. The last section runs to Kou-

roussa, where the Niger is at the limit of the navigation; 

then, onto Kankan, the eastern terminus on the Kilo River. 

The Milo Is easier to navigate than the Niger. Kankan is 

a center for road and airways; a market for local products; 

and for products coming and going to the Guinea Highlands. 

As a single track railroad with a narrow gauge, (l me­

ter instead of the normal gauge of 1.44 meters) It traverses 

an extremely difficult route. It rises to 2,346 feet, but 

this figure gives little Idea of the very frequent steep 

gradients and sharp curves on the railway. Frequently, the 
1 lines are on the edge of precipices. 

The first section, Conakry to Klndla, requires 148.5 

kilometers, as against a straight line of only 106 kilometers. 

The second section required 151.5 kilometers from Klndla to 

Mamou, and only 93 kilometer in a straight line. The third 

section, Mamou to Dabola, Is 142 kilometers instead of 108. 

1Harrison Church. Op. Cit, p. 298 



2- Ivory Coast. The main obstacle in this country is the 

rain forest. The railroad which was started at the beginning of the 

century to link Abidjan (on the coast) with the interior* has been 

modified. Bobo-Dioulassot in Upper Volta* was reached in 1934* 

making th& total length of the line 505 miles* A change In plans 

selected Ougadougou* Instead of the initial goal of the Niger River* 

(Ougadougou is the populated Mossi country of Upper Volta) and is 

now the interior terminus* The railroad is still called Abidjan-
i 

Niger* The 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 Ivory Coast. In the 

120 miles of deep forest, it passes Agbovllle* a creation of the 

railroad and an Important center of timber cutting* bananas* cocoa 

and coffee production* After Dimbokro* (located at the edge of the 

forest) it reaches Bouake* second largest city in the country* 

Bouake is also an important market and a road cneter* Through the 

Sudanese plateau, it passes Ferkessedougou* in the northern part 

of the country and turns northeast to reach its terminal* Ouagadougou 

The technical characteristics are similar to those found in Guinea, 

although the route is much easier* especially 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 conditions, i.e., technical deficien­

cies, obsolete equipment and heavy deficit. Then several 

measures were taken to improve this unsatisfactory situation. 

1. An important change was introduced in the Finan­

cial Situation and the Administra11ve Statufce of the Railroads, 

Until that time, the Public Works Department of the various 

territories (Guinea, Ivory Coast ...), had run the line in 

the territory, with special budgets, separate but annexed to 

those of the territory. In 19̂ 7* a new organization, the 

"Regiewas established, to run under a common direction 

all the railroads of the Federation with an executive com­

mittee established having wide financial and administrative 

powers.3 Supplementary decrees Increased the powers of the 

Director-General of the Regie over the territorial network 

and extended its authority over the Federation's ports and 

its highways and waterways, and general transportation system. 

This, however, has been of little practical importance. 

Since 1956, the Regie has lost much of its importance due to 

the political evolution. In 1958, Guinea and Ivory Coast 

recovered the complete control of their railroad system. 

^Regie des Chemins de Per de L'Afrique Occidentale Fran-
caise. i.e., Regie, (a type of legal organization in French 
law) of the railroads of French West Africa. 

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

v.'hich follows a change In the administrative 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 River. 

3. The Main Technical Progress realized has been the 

introduction of diesel locomotives. Dieselisation has per­

mitted the replacement of wood fuel by oil. With faster 

time tables, it reduces operating expenses. Progress was 

also realized on the track in Ivory Coast, where post-war 

Investments have been more important than in Guinea. A com­

plete modernization has been carried out between Abidjan and 

Dimbokro; thereby allowing, 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. Studies have been made of some extensions, but all 

new construction has been delayed. 

5. Important efforts to improve passengers satisfaction 

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 innovations were carried out to provide better services 

to those shipping freight by rail. These includes Door to 

door services by agreements with road carriers) use of 

buildings, 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. i.e., epecial cars on the Abidjan-Niger line carry 

trailers loaded with goods destined to cities xvhich are not 

on the railroad) at the nearest station, the trailers are 

unloaded and then towed by heavy tractors to their final 
a 

destination. 

C. The Traffic. 

A common characteristic of both railroads is that the 

major part of their traffic arises on a small portion of 

the whole line. 

1. In Guinea, "until the development of banana exports 

on a large scale, the railway had little traffic and its im­

portance was mainly administrative.Even today, the most 

traffic originates in the banana growing area south of Kamou. 

lfBosc, J. Ph. Les Chemins de Per en Afrique Francaise. 
In: Chroniques dfOutremer, Etudes et InFortnafelons/ FarTST""No. 
14, April, I§S5~ 

^Harrison Church. Do. git, p. 298, 
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Important efforts have been made to dray the cattle of the 

Futta-Jallon area, the rice of the Niger plain, and the 

various productions of the Guinean Highlands to the railroad. 

As a means of economic development of the hinterland, the 

railroad is used for the transportation of imported products 

such as textiles, beverages, cement, and oil products. 

2. In Ivory Coast, "fast diesel rail-cars operate be­

tween Abidjan and Bouake and most cf the passengers and 

freight traffic originates between the two towns. The econo-
6 nic value of the railway north of Bcuake is debatable." 

The southern forest belt indeed is by and large the richest 

part of the country and the prolongation of the rail to the 

northern part of the country and to the Upper Volta was 

mainly a political decision without economic significance. 

The traffic going to and originating frcra Upper Volta 

in 1954^, is low in absolute value and also unbalanced for 

the present, 

Freicyht; 73*050 metric tens entered Upper Volta 
from Ivory Coast. 

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

for Passengers;(the opposite tendency is shown) 

21,339 entered Upper Volta from Ivory Coast 

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

6Xbid. P. 356 

vBosc. Op. Clt. 
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However, the disequilibrium in freight was partially offset by a 

transport of cattle entirely southbound* i.e., 29,133 cattle and 

42,280 sheep 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* 

water*ships. 

First Semester Only 

19^9 1952 1956 1957 1958 

Passengers/km. Million 78 167 70 65.2 85.4 

Freight/metric tons/rat • 60 115 84 87.6 80.2 

Millions (8) (9) 

D. Economics of the Railroad Transportation. Specific Cases. 
q« 

The table in "Revue d*Economic Politique"' shows that in French 

West Africa, as a whole, the railroad is utilised only to one-fifth of 

its capacity. Fixed costs are still higher than variable cents. Finan­

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

" I.F.A.N. Presentation da la Cote d#la Cote d'lvolre. 

Abidjan, 1953. p. 57. 

(9) 
* Ministers de la France d 'Outreaer • Bulletin da Conloncture 

stes T.O.M. Paris, No. 17. October 1958. 

(9a) % d'Economic Politique. Special issue on L'Economic de 
I*vuhibn Francalse d Outremer. 1954. p. 306 
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Africa v;hen fixed c ost3 equal variable costs * Then, if the 

traffic increases by 50 percent, average cost decreases by 

17 percent; if the traffic increases by 100 percent, average 

cost decreases by 25 percent.*^ 

A figure for Ivcry Coast1™, shews that in 195^4 the ave­

rage cost per ton/km was 15 franos (3 cents), while the mar­

ginal cost was as low as h francs, (less than 1 cent). 

Therefore, any increase in traffic contributes to reduce the 

average cost* 

Naturally, the railroads try to attract as much traffic 

as possible, but they face the growing competition of road 

traffic. Therefore, the railroads are induced to lower* their 

rates in the regions where thl3 competition is sharp, i.e., 

in the rich southern belt. But, at the same time, as public 

services, they have a regulating role in the economy of the 

country which means they should contribute to the economic 

development of the hinterland by establishing regressive 

rates for long distance transportation. Those two goals are 

antagonistic, and the first has generally been preferred. 

As for the building of new railroads, two different 

cases occured: 

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

Coast concerning a proposal to build a new line in the 

IObcsc. Op. Clt. 

J,ARevue d 'Economic Politique. Special issue on L'econo-
tnie de 1'union Francaise d'Outremer. 195** • P. 311. 



36 

western forest belt requiring 150 miles of railroad from 

Anamcuba, on the existing line, to Daloa, which is the center 

of a potentially rich agricultural region. The question of 

whether or not a railroad should be built was answered after 

considering: 

a. The long run increase in traffic due to the 

opening of the region, 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 

consideration to the special problem of embranchment 

and low marginal cost on sections of the already exis­

ting line. 

c. The nature of the traffic, of the needs to 

satisfy, and the specific interest of utilizing rail­

roads to meet those requirements. 

d. The mode of financing and the alternative use 

of funds. As capital would be provided by Prance, the 

main question was that of the maintenance costs and the 

comparative interest of building 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 tonsx a year 

very rapidly, 

i<;:*Boac, Op. Cit. 
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In 1952, the cost of the new section was estimated to 

be $6.5 million.12 The low marginal cost on the sections of 

the existing railroad was an argument in favor of the con­

struction, this was partially offset by th© consideration 

that most of the traffic already originated on that part of 

the line which v/as utilized at nearly full capacity before 

the additional traffic was developed, however. 

Some difficulties were met in developing the exports of 

timber which showed that even low railroad rates would be too 

high to allow the shipment of this product to th© coast at a 

competitive price. The other products were relatively high 

value goods which could be handled by truclc. As the mainte­

nance costs, to be carried by the country, were lower if a 

road was built, excellent roads have been built in this 

region, coffee and cocoa production are expanding and the 

idea itself seems to have been abandoned. 

In Guinea, a second specific case was completely 

different. The problem was not mainly to open a region of 

which the output will increase due to the new facilities 

after some time. On the contrary, It was given the total 

output of alumina, and later on aluminum, which the planned 

installations would yield. How important a part of the 

total Investment would the railroad be? Compared to the 

total investment, (about $400 million) the cost of 150 miles 

of railroad to the coast was low (about $10 million). This 

was considered a part of the fixed cost of the huge enter-

prize. Any extra traffic which would necessarily arise 
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would be a gain for the aluminum company.*3 Therefore, the 

construction of the line, from Conakry to Fria, in the sout­

hern Futta-Jallon mountains started in 1956. There is a 

good probability that an important 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 arid Shortcomings. 

As a result of the post-war efforts of investments, the 

railroads of French West Africa offer much 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 1936, it reaches 

173 in 195̂  for the whole French Africa.1̂  However, this im­

provement is much more on the Abidjan-Niger line, where most 

investments have been realized, than on the Conakry-Niger 

railroads. As a consequence, the financial situation, which 

was extremely unfavorable in 1951, 1952, 1953, improved consi­

derably in 195̂ . While the Abidjan-Niger increased Its pro­

fits, the Conakry-Niger still had a sizable loss.i:5 

^iOn the alumina and aluminium projects in Guinea, see 
below Economic developments on transportation. Guinean pro­
jects and perspectives. 

^Bosc. Op. Cit. 

"^Thompson. Op. Clt. p. 297. Also see Chapter X. 
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The main defect of both lines is that, while the rail­

road is an incomparable means of transportation for heavy and 

bulky products, their technical characteristics, especially 

the narrow gauge, makes such a transportation difficult® If 

the route is 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 rapidly 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 logic, the road is now the pioneer, and Is normally 

the precursor of the railroad.tlJ^ 

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 products) 

on roads competing with railroads may be a legitimate proce­

dure, when roads expand and follow circuitous routes, such a 

prohibition can only be enforced to the prejudice of the eco­

nomic development of the country. 

16 
Lord Hailey. Op. Cit. p. 1597. 



CHAPTER V 

ROAD AMD HIGHWAY TRANSPORTATION 

"The definition of Toads' in Africa Is a very wide one. 

It includes everything from an unimproved track to a bltu-

mized road,This consideration must be kept in mind when 

studying road transportation in Guinea and Ivory Coast, We 

have to consider that most of the mileage consists of mere 

tracks which would not be called roads in western countries. 

Roads are, however, 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 it is the case for the railroads, the major part 

of the present road network in both countries was built be­

fore World War II, with insufficient means and an elemen­

tary technique. After the war, most expenses were destined 

to improve the existing pattern, thus reducing the cost of 

transport or making more roads available during the whole 

year. 

At the beginning of the colonial 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 European 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, 

% Freudenberg. Africa South of the Sahara, ed. The South 
African Inst, of International Affairs, Oxford Univ.Press. 
1951* P. 222. 



roads were needed as a means of penetration of remote areas, 

and as a means of linking the different regions Kith the 

main port and the railroad, through which they could export 

their products. Thus they were desired, hut as the very 

small amount of capital available was used for railroads 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 construction of a network of roads. These were 

primitive, mere tracks or earthen roads, never surfaced, and 

with steep gradients. Most were impassable up to eight 

months a year during the rainy season. However, the exis­

tence of a network proved to be of extreme Importance for 

the future, and in this respect, Ivory Coast had the gr eat 

advantage of an early governor, 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 connections between various territories and foreign 

countries than those provided by the railroad. Although, 

for a long time, "One of the main concerns of the French 

authorities when building the inter-territorial network has 

been to avoid the crossing of the boundaries of British 

territories,"2 progress has been made during the recent years. 

2Lord Hailey. Op. Clt. p. 1586 
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Roada are more likely to Ignore, or at least to overcome 

artificial political boundaries, and have a major importance 

in inter-territorial and international communications, 

Among the many difficulties to overcome when building 

roads in those countries we can mentions 

1* The "bush encroachment% in regions where natural 

vegetation is luxuriant, so that the frequent removal of 

grass and bush is essential wherever traffic does not have 

a great density. 

2. The abundance of water and avarnps which often makes 

drainage a costly necessity and creates the need for bridges# 

Harrison-Church summarizes these problems when writing: 

"Roads are costly to build and often more expensive to main­

tain than railways• Road transportation may be interrupted 

in the wet season# Time devouring ferries also hinder road 

transport. 

A# Recent Development. Goals and Achievements. 

Repairs and maintenance on the insufficient road network 

could not be accomplished during the second World War, so 

that when the emphasis was put on in 1945, the development of 

African territories, the improvement of the system of trans­

portation was considered as its first condition, and roads be­

came naturally a major sector of all development projects. 

The railroads were considered the most appropriate 

means of transportation for bulky products, but they required 

^Harrison-Church. 0&. git, p. 153 
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large investments, and the traffic expected was not heavy 

enough to justify them. 

Consequently the decision was taken by the adminis­

trators of the fund for investment and Economic and Social 

development (F.I.D.E.S.)** not to build any new railroad and 

in turn to make important investments in the improvement 

of road3. 

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 Federation of French West Africa, the total of season­

able roads has been reduced between 1946 and 1952 from 32 

thousand miles to 23>600 miles.^ 

2. An increase in the number of bitumized or surfaced 

roads, particularly on those sections where heavy traffic 

existed or could be expected. It has been estimated that 

the maintenance of an earthen road is "impossible" if the 
6 traffic is heavier than fifty vehicles a day.* So surfacing 

Is justified on the sections of roads where this figure is 

exceeded. 

"-French organization for capital investment in overseas 
territories. See below Investments, 

^Source: French Economic and Technical Bulletin. 
Ottawa, 195B. Ko. 2. 

°A. Jourdain: Routes et Pistes, in Chronlques d*Outremer 
Etudes et ConjonctureT Paris. No/14*1 April, 1955• 
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7 In Guinea, for example, the following figures were noted in 1953: 

Exit of Conakry: 6,000 vehicles per day 

Road Conakry-Klndla: 200 vehicles per day 

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

1x1 Ivory Coast, according to the same 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 modernisation and equipment, the 

following situation was found: 

Total 
Roads 

16,700 

7,400 

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

Coast, and 9 kilometers in Guinea* 

In Guinea, the best permanent roads, including all the bi-

tumised sections are: 

A road from Conakry to Mamou, running parallel to the railroad* 

A road from Nzerekore to Diecke and Monrovia, in Liberia, 
which is of major importance for the exportation of the rich 
agricultural products of the Guinea Highlands* 

^Ibidem* 

8 Thompson, Op. Cit* p. 301 

SaThese Bitumlzed Roads are Included in the Permanent Roads* 

January 1, 1954* Distances in Kilometers 

Total g 
Permanent (Bitumlzed Seasons 
Roads Roads) Roads 

Ivory Coast: 8,600 (120) 8,100 

Guinea: 5,000 (193) 2,400 
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• A road crossing the country from west to East, and 
linking Guinea with Dakar and Ivory Coast, 

In Ivory Coast, the most important roads see: 

• The road coining from Guinea and linking Abidjan to 

this country and to Dakar. 

• A road crossing the country from Abidjan to Upper 

Volta and Sudan. 

It can be noted that the road network, considering either 

permanent roads or the total length is much more developed 

in Ivory Coast than in Guinea.^ 

Although the existence of through roads between terri­

tories or within territories is of great Interest, it must 

be realized that the nature of road transportation gives an 

outstanding importance to some sections for short or medium 

haulage between important cities 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, it 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.10 That Is 

the reason why the decision was taken by the authorities to 

scatter improvements, especially the construction of surfaced 

parts of the roads, rather than build long inter-territorial 

trunk roads with modern highways characteristics, from end 

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

-In Guinea, we find about one mile of road for 20 square 
miles| Zvory Coast, 1 mile of road for 12 square miles. 

XOFrench Economic and Technical Bulletin. Op. Clt, 
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insignificant traffic. It appeared essential to concentrate 

their efforts on particularly heavily traveled trunk sections 

where traffic justified required costs. 

B. Traffic, Vehicles. 

The greater development of roads In Ivory Coast is both 

a cause and a consequence for the greater number of vehicles 

and the greater importance of road transportation. In both 

countries, the increase In the number of vehicles has been 

extremely rapid in recent years as shown by the differences 

in 1954 and 1958 figures. 

Units 

Private and 
Commercial Trucks Total 

n Cars 
Ivory Coast: 1954 3,644 ' 7.499 11,143 

195812 9.541 13.746 24,317 

Guinea: 1954Jr 1,781 3,225 5.006 

5̂ 524 2JL§3§— 

The 1958 figures mean that there was 95 motor vehicles for 

10,000 inhabitants in Ivory Coast; and 40 motor vehicles for 

10,000 inhabitants in Guinea. The Gulnean figure is the 

same as that of the whole French West Africa. 

The ratio of private cars to the total number of vehicles 

appears strikingly similar in both countries: 

IlThotnpson, Gp. Pit, p. 302 
1 p 
Bulletin de Conjoncture des Territories d'outreraer. 

Op. Git. 
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33,75 percent private cars In Ivory Coast 

39, percent private cars In Guinea. 

When vie consider that in a country like Prance, over 

sixty percent of the total number of vehicles consists of 

private cars, we can see the essential role played by road 

transportation in the economy of those countries. 

It is difficult to measure precisely the overall im­

portance of road transport. The main difficulty arises from 

the fact that trucks are privately owned. They generally 

belong to small enterprises, mostly African or Syrian. An 

estimate for 1951 however, gives a very interesting and 

rather surprising figureOut of 115 thousand metric tons 

of coffee and cocoa exported from Ivory Coast during that 

year: 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,that for the whole 

French West Africa, 65 percent of all vehicles are owned by 

Africans, and Africans tend to monopolize light truck 

transportation. 

C. Economic Aspects of Road Transportation. 

A main section of the road program inaugurated in 1945, 

was to reduce the cost of transport between the regions where 

the goods for exports ware produced and the ports (Conakry or 

â A. Jourdain. Op. Clt. 

Thompson. Op. Clt, p. 300 
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Abidjan) as well as the cost for imported goods shipped in 

the hinterland. As we have seen, roads were preferred to 

railroads because they required a lower amount of fixed 

capital. 

The cost of building a new modem surfaced road in the 

countries under survey was estimated In 19551̂ to be between 

$20 thousand and $40 thousand per kilometer. It was also es­

timated that the cost of modernization of an already existing 

track (an earthen road of bad quality) was almost the same 
*L6 figure^ plus the maintenance cost which was estimated to be 

from $400 to $600 a year per kilometer. 

The main elements in the overall cost were: 

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

Small art works: • . » • . 2,000 to 6,000 

Surfacing: . 12,000 to 20,000 

TOTAL $20,000 to $40,000 

Sizable economies are realized by the Improvement of 

roads. In Ivory Coast, it has been estimated that the cost 

of operating a truck was formerly 16 cents a kilometer, and 

it has been reduced to 8 cents on a modem furfaced road.1? 

The average savings realized by a modem road are,somewhat 

lower, however. The figure given Is about 50 percent of the 

former cost. 

*5a. Jourdaln. 0 .̂ Clt. 

l6Ibld, 
J.7 Ibid. 
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A general estimate has teen made for French XIqbt Africa*® 

On a road which carries a traffic of 100 thousand metric tons 

a year (i.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 maximum, 

$40,000 per kilometer, the return on the Investment would be 

4.25 percent a year, without taking into consideration the 

returns for the capital. If we add the maintenance, the 

returns would be about three percent a year. 

For an improved earthen road, the cost of building is 

only $6,000 to $8,000 per kilometer, and the maintenance 

costs, $400 a year per kilometer. The economies realized are 

about 30 percent of the cost of transport on the former 

track. Only a light traffic however, can bo carried by such 

roads. 

The economic interest of improved or now roads is not 

limited to the direct and immediate savings realised on the 

cost of transport. Reduced cost of transport leads to a 

more than proportional increase in production shipped. By 

integrating new regions in the market economy, it leads to 

greater development and increased income which are still 

more significant than the immediate savings realized. 

An important problem arises when formulating a road 

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

*®A. Jourdain. Op. Pit. 



rule, In countries where capital Is scarce, competition be­

tween read and railroad ie a useless waste. 

We find however, in both countries that important ex­

penditures have been made en roads running parallel to the 

railroad. This is especially striking in Guinea, where the 

best road of the country follows exactly the same route as 

the railroad between Conakry and Hamou. The main reason for 

this coincidence is that Kamou is on the great trunk read Da­

kar to Abidjan, consequently, pressure has been exerted by 

private carriers to obtain the improvement of the route 

Conakry-Mamou, which would enable them to bid for important 

traffic while their expenditures would be low. 

In that case, as in many others, the private ownership 

of trucks has produced strong pressure to favor road trans­

portation to the expense of the railroad. 

One consequence of the development of a satisfactory 

road system in Ivory Coast has been a growing tendency among 

the increasing number of relatively wealthy African planters 

to buy private cars. In purchasing these depreciating ve­

hicles, they are spending most of their savings, in spite of 

the capital formation being low, and the needs for produc­

tive investments extreme. This can be considered a very un­

favorable consequence of the development of a satisfactory 

road situation. 



Specific Forms of Investment In Roads. 

The general problem of Investments will be dealt with 

in a special chapter, but v:e can note here some sources of 

funds concerning exclusively the road system. 

1• In order to increase the amount of money available 

for road building and improvements, a permanent "road fundn 

was created in French West Africa in 1952, with the revenue 

of a tax levied on the gasoline and oil used in the Federa­

tion. The money could not be used for the upkeep of the 

roads, which remained the responsibility cf the ordinary 

Federal or territorial budgets. Allocations from this fund 

were made to the territories on thh basis of their fuel con­

sumption for 90 percent of the total, the last 10 percent 

were to be divided among territories having a limited num­

ber of roads and little traffic. 

The fund raised surprisingly large sums: $5.6 million 

a year .3-9 At the beginning of 1955# Ivory Coast had been 

allocated $3 million, and Guinea $1,240,000. This particu­

lar road fund occupied in the overall road building program 

a position midway between F.I.D.E.S., which paid mainly for 

inter-territorial highways, and that of the local budgets, 

which provided for maintenance. 

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

territories were allowed the widest possible initiative. 

^Thompson* Op. Cit, p. 300 



52 

The sole yardstick applied 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 policy has created considerable finished road, especially 

in Ivory Coast, where an Important amount of money has been 

made available. 

Further, In Ivory Coast, special allowances from the 

duties levied on the export of cocoa and coffee (one-third 

of those duties), 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 AJbengourou. 

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. 
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CHAPTER VI 

WATER TRANSPORTATION. 

The outstanding importance of porta and sea transpor­

tation in the economic life is a striking feature of most 

African countries. "During the first years of French occu­

pation of West 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 available, 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."*1 

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 is dangerous to approach, and the few 

ports whbh are existant have been enormously expensive to 

construct. 

Some of the major features concerning water transpor­

tation are the followingt 

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 of 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. 

1Thompson. Op. €lt. p. 303 
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3. The concentration of almost all the import-export 

tx^afflc In a single port In each country: Abidjan in Ivory 

Coast, and Conakry in Guinea. 

4. The high cost cf building and maintaining ports. 

A. Internal Navigation, 

1. The only extensive river system available for navi­

gation in either country is the Niger, between Kouroussa in 

Guinea, and Eamako in the former French Sudan. Unfortunate­

ly, the river is cut by rapids right below Bamako, and there 

is no navigation possible until Koulikorc. Because of this, 

most of the traffic originating in Sudan utilizes the Dakar 

railroad, the terminal of which is Koulikoro, instead of 

going up the Niger and them utilizing the Conakry railroad, 

which is the shortest route. 

The river is easily navigable by day and night for tew 

boats and barges of 160 tons, carrying 120 to 130 tens,2 

only during four to six months a year, the really high water 

being from middle July to middle December. Several com­

panies maintain steamers and lighters on the Niger between 

Bamako and Kouroussa,3 but during the period of low waters, 

another type of beats, much smaller has tc be used. 

The serious economic problem is the lack of coordina­

tion of high waters and the greatest need for water trans­

portation. Local crops are brought in between October and 

%'ouillot, Y. La Navigation en Afriquc Occidentale. in 
Chroniques d;outremer. Etudes et Informations, April, 1955 

3Hailey, Op. Cit. p. 1544 



February, and are processed for shipment by the end of 

February or March, a period of Insufficient rater. Conse­

quently, the average tonnage en the Niger between Bamako and 

Kouroussa 13 extremely small: for the year 1951-1952, It 

did not exceed 6,000 metric tens/4 Rirther Lord Hailey notes-5 

that the traffic betvvcen the two cities declined between 1925 

and 1935# owing to the abandonment of the measures previously 

taken to maintain the navigation on the river, and also on 

the account cf the extension of the Dakar-Niger railway to 

Kculikoro. The introduction of special rates for the carri­

age of low priced goods by the railroad encouraged traffic 

to utilize the rail to Dakar, where shipping facilities were 

at the time, superior to those of Conakry, the port of the 

southern Niger region. Even though Conakry is now an excel­

lent port, the prospects are not good for the improvement of 

the navigation on that section of the Niger river. 

2. Much brighter are the prospects offered by the 

river-lagoon system of the southern Ivory Coast. In the 

lower part of the country to the south of the forest belt, 

there are lagoons which parallel the sea shore. Isolated by 

sand bars a few miles wide, these extend about 200 miles 

from Fresco In the West, to the Ghana border. As for the 

coastal rivers, none is navigable over ^5 miles from the sea, 

"''Mouillot, Cp, Cit. p. 1 

^Hailey, Oj^ Clt. p. 15^ 
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However, they are used fee numerous agricultural exploita­

tions.0 Altogether, these rivers plus lagoon connections 

provide an Interesting system of cheap transport for heavy 

products, especially since the port of Abidjan la situated 

on the main lagoon, Kbrie Lagoon. It became a sea port by 

the opening of the Vridi through the sand bar. 

A project of significance has been the realization of 

the Assinle Canal, linking the vast Aby Lagoon tn the east­

ern part of the country, near the Ghanean border, v.-1th the 

Ebrie Lagoon and Abidjan, to Increase the trade region of 

Abidjan. The prospects are bright for the region surround­

ing the Ahy Lagoon Is rich. The exploitation of the agri­

cultural potential was prevented only by the high costs of 

transportation overland to Abidjan. Only 20,000 metric tons 

of timber, the most important product, could be snipped vhen 

the studies were made, because of the high cost of transport. 

It was estimated that this figure could be easily increased 

to 50,000 tons a year, when the canal was finished and in 

addition, the following traffic was expected: Coffee, 

10,000 tons) Cocoa, 11,000 tons; Bananas, 15000 tons; Manioc, 

20,000 tons; bitume, 10,000 tons; Ignames, 5*000 tons; and 

Mlscelleaneous, 1,500 tons. This means a total traffic of 

72,500 tons a year, and If we add the timber and wood trade, 

it is well over 100,000 tons a year. The total length cf 

the canal, finished in 195° was AS.5 kilometers (about 30 

miles), cf which IS kilometers(12 miles) was the Assinle 

°I.F.A.N. Presentation de la Cote d'lvoire. p. $8 
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River. The maintenance costs were estimated to be 250 mil­

lion francs a year ($500,000), while the returns on the cus­

toms duties due to the increase in the imports and the ex­

ports: only, 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 increase in the 

traffic of Abidjan Fort, for which great investments have 

been realized.^ 

B, 'Sea Transportation. Ports. 

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 it is landed, otherwise, con­

siderable congestion develops in the harbor area. Conse­

quently, good rail connections are of vital importance for 

Western African ports. 

1. Quinean Ports. Conakry. The capital and main city 

of Guinea, Conakry, is by far the most important port. It is 

situated on Torabo island, an island two miles long and one 

mile wide, connected by a 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. 

^Mouillot. Og. Cit. 
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The first pier was established in 1900. During the 

period from 1929 to 1938, important improvements were reali­

zed on funds borrowed 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 -.'ere handled; for exports and imports both.) 

The main equipment then consisted of several breakwaters, 

two concrete wharfs, with berths for only three ships at the 

same time. 

After the war, the decision was taken to exploit the 

rich iron ore deposits of the Kaloum Peninsula. For that 

purpose, it was necessary to increase the capacity of the 

port of Conakry. The work started in 1951, and was partially 

financed on F.I.D.E.S. funds.9 New breakwaters were added, 

the banana and commercial 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 fill 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. Eight ships of 3,000 

tons have been specially built for ore transport.10 The 

available figures show the following exports of iron ore: 

1956l { 1st semester 195712 1st semester 1958-^2 

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

9See below Chapter on "Investments" 

-^Harrison Church. Co.. Cit, p. 300 
11 "Brltajiica Book of the Year", 1959 
•^'Bulletin de Conjuncture des Territories d'outremer" 



59 

The important decrease during the first semester of 

1958 is 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 "soclete d^conomie mixte", i.e., part 

of the fund3 have been provided by private capitalists, but 

the majority belongs to the Gulnean government. (The share 

of which has been paid on F.I.D.E.S., credits.) However, 

it is worth noting-3 that one-third of the total capital in­

vested in this vast undertaking came from the British Iron 

and Steel Corporation, and nearly the totality of the pro­

duction Is utilized in the United Kingdom. 

In 1951$ before the exploitation of the iron ore start­

ed, 98,000 tons were exported through Conakry port. Out of 

that tonnage, 50 percent consisted of bananas, and 32 per­

cent palm products.*3 

The total traffic handled by the port reached a peak 

in 1938, declined considerably during the war, reached again 

the 1938 level in 19^9, and increased since then, especially 

after 1952, when the exports of iron ore started. 

The passenger traffic is not very important s 5,800 

passengers in the first semester of 1956; 5#900 for the 

first semester of 1957; and 9,400 for the first semester 

in 1958.14 

13Houis "La Oulnee Francal3e.11 p. 69 

"Bulletin de Conjuncture dee Territories d'outremer" 
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Traffic of the Fort, (in thousand of metric tons.*5) 

1938 195,9 1951 .1952 1953 mi 

Unloaded 104 140 194 206 138 — — 

Loaded 80 101 96 137 834 — mm mm 

Total 184 241 290 343 972 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 Kellacoree River, 

where it widens out into a drowned estuary. It is used as a 

secondary port for the export of bananas. 

Bokl, in the west, which has today an unsignificant traf­

fic could become somewhat important if the bauxite deposits 

of its hinterland are exploited. 

2. Ivory Coast's Ports. Abidjan. If Conakry has de­

veloped rapidly, it is 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 Vridi Canal permitted ocean going ships to enter its la­

goon for the first time. It has become one of the busiest 

ports on the gulf of Guinea. 

,JFor 1938 to 1953• 'Chronlques d*outre mer -Etudes et 
informations. For 195̂ s Richard MoIiardT "LfA.0.F." p. 18b. 
The tonnage of iron ore amounted to 1,050,000 tons In the 
total figure. For 19575 "Documents de la Revue dee 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 serious 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 

traffic increased rapidly, and reached 172,000 metric tons 

in 1929, the maximum capacity of the pler.3*^ Then the de­

cision was taken to double the capacity of the harbor by a 

new wharf, which was completed in 1931. However, the rail­

road does not reach Grand-Bassam, therefore, the new wharf 

v;as built at Port Eouet, near Abidjan, but on the other side 

of the nsand pit". Fourteen kilometers of track link Port 

Eouet to the Abidjan railroad. The new wharf was better e~ 

quipped, and it was connected with the railroad, so it took 

most of the traffic which reached a peak of 200,000 tons In 
17 1933* declined during the war, increased again after the 

war: 250,000 tons in 1948, and 350,000 tons in 1950. 

In 1950, a drastic change occured in the economy of 

the country by opening of the Vrldi Canal which permitted a 

-^sources: Mouillot. 0^. Clt. 

17Ibid. 
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communication between the Ebrie Lagoon on which Abidjan la 

built, and the ocean. The wharf of Port Bouet and the old 

wharf of Grand Bassam were abandonned, and Abidjan became 

the major port of Ivory Coast. 

The Vridi Canal which has been called 11 one of the engi­

neering marvels of Africa"1® is 2,700 meters long (almost 

1.7 mile) 350 meters wide, (984 feet) and 1$ meters deep, 

(50 feet). A wharf already existed in Abidjan, and during 

the time the canal was under construction, a modem port was 

built. 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.n1̂  

Further improvements were made, as it was decided to concen­

trate the total of the imports and exports of the country in 

Abidjan. Owing to the construction of a 3,281-foot long 

water dock, Abidjan's annual traffic should eventually reach 

2,500,000 tons, Including 600,000 tons of timber.The 

coastwise traffic, ©specially through the river-lagoon system, 

the roads and the railroad concentrate on Abidjan, and It is 

expected that the economic 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) 

^^Jarrison Church. West Africa. p. 358 

19Ibld. p. 349 

20"African 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.2- qpn\ 

1933 1950 1951 1952n 1953 1954 1957 1958 

Unloaded 110 292 337 484 458 — 565 304 

Loaded 171 285 312 297 337 504 342 

Total 281 577 699 781 795 1013 IO69 644 

The passenger traffic, as it is the case for Conakry 

is small: 11,000 for the first semester of 1956; 11,400 for 

the first semester of 1957; and 12,900 for the first semes-

ter of 1958.21 

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. It handled 31,000 

tons in 1950 and 1951, almost balanced between exports and 

Imports; this figure was reduced to 19,000 tens in 1952, and 

there was almost no traffic during the following years.22 

23-Sources: for 1938 to 1953 s "Cronlaues d* outre raer" 
Etudes et Informationsir"0p. Git. 

For 1954: Kollard, R. R. Op, Cit", p. 188 
For 1957: Documents de la Revue des Deux 

Mondes11 Hov. 1958. 
for 1st. sem. IQ58:"Bulletin Statlstlaue do La France d'outre 
msz!! Oo. Cit. 

22"Chrontqueg d * outre mer. Etudes et Informations" 
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However, Harrison Church notes that a wharf has Just been 

built in Sassandra 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 traffic, 

C, Main Problems and conclusions on Ports, 

1• Balancing the Traffic, A very important problem in 

many primary producing countries is that exports largely out­

weigh 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 development of the iron ore production, exports 

are much heavier than imports,2̂  

1252. 1956(l8t.Sem.) 1957(lBt.Sem)l958(lat.} 

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.2̂  

^Harrison Church. Op, Clt, p. 359 

2/4For 1953* "Chreniques d'outre mer.n Op, Clt. 
For 1956-58: 'Bulletin Statlstlque de La France DToutgeiner 

Sfpor 1953:"Chronlquea d'outre mer." Op. Clt. 
For 1956-3 3: Bulletin Statlstlque de_£a France d 'outremer,'1 
For 1957:"Documents de 1m v̂ue^EFTSeuFlfondea""' Nov.' 1958. 
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Traffic In thousands of metric tons. 

1953 1256(1 at,Sera) 1957(all yr.) 1958(lst Sera.) 

Unloaded 485 293 565 304 

Loaded 337 27; 504 3**2 

It is only for the first semester of 1953 that more goods 

have been exported than imported, 

The main reason for such a difference must be seen in 

the fact that Guinean exports are heavier, much less valu­

able than the exports lag far behind imports. 

1958 In Millions of Dollars20 

Imports Exports 

Guinea 52 19.5 

Ivory Coast 91 126.0 

Another fact contributes to increase the lack of balance 

of Conakry's traffic: i.e., compared to their weight, Gain-
/ 

ean imports 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. Especially dur­

ing the last years, the important industrial projects carried 

e n - in Guinea led to the Increase of the imports of light 

but expensive equipment. 

2̂ "The Americana", i960 under headlines "Guinea" and 
"Ivory Coasts ' 
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Percentage in the total value of imports of Conakry for the 

first semester of 1957 and 1958 ares2? 

1957(1st.Sem.) 195B( 1st .Seta) 

Haw Materials, Semi-finished 17 percent 20 percent 

Good 3 

Equipment goods 25 percent 30 percent 

Total U2 percent 50 percent 

In Ivory Coast, during the same period, the percentages were 

much lower.2? 
l25Z(lat .Sem) 1958C 1st .Setc) 

Haw Materials, Semi-finished 16 percent 16 percent 

Goods 

Equipment goods 22 percent 21 percent 

Total 38 percent 37 percent 

A very good example of the Increase in the value of 

imports which does not increase significantly their volume, 

is given by the increase of Guinean imports of machines and 

electric equipment. This increase was only 2,500 metric 

tons between 1957 and 1958, but in value, it was 610 million 

C.F.A. francs ($2.2U million), which was a sizable part of 
OR 

the total value of Guinean imports. 

Being richer, Ivory Coast imports a greater quantity of 

relatively heavy current consumption goods (beverages, flour, 

textiles, etc.) It also imports a much greater quantity of 

2?"Bulletin de Conjoncture dea Territolrea d1outre raer" 
28. Ibid. 
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petroleum products. We may, therefore, draw the conclusion 

that the industrllization of the countries is not likely to 

produce more balanced traffic by increasing the weight of 

imports. On the contrary, especially in Ivory Coast, the 

starting process of industrialization will lead to an in­

crease in the value of the imports, while their tonnage is 

bound to diminish, as more and more consumption goods will 

be produced in the country, for it will be the main form of 

the industrialization, 

Increased specialization 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. We have 

noted that eight special cargo boats had been built exclu­

sively for the transport of the Ouinean iron ore. 

Ships especially designed for the transport of bananas 

have been used for a long time, It has been noted2̂  that, 

after the Introduction of boats specialized In the transport 

of bananas on the West African Coast in 1935* the exports of 

this product increased during the following years. 

There are two main reasons to believe that this trend 

will be increased during the coming years; 

a. Because of the unbalanced traffic, most ships have 

a one way freight, and therefore, it Is profitable 

to utilise specialized boats. 

29flollara> J.R. 0£. Sit, p. 214 
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b. The necessity of cutting down drastically the costs 

of transport If the exports are to find a market 

makes it necessary to cut, to a minimum, the time 

spent in port3 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 if the ships are especially 

equlped for a definite type of transportation.^ 

3. As a consequence, there is also a growing tendency to 

concentrate all the traffic in a few well equipped 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

tion can be a small port in a region far from the main port, 

but which produces important quantities of a single commodity, 

and where, therefore the rule of specialization can be applied. 

Such is the case in Ivory Coast for the bananas1 export port 

of Sassandra. Otherwise, all the system is oriented toward 

the main port: coastwise navigation, roads, and railroad 

all concentrate products for export. 

However, few ports can specialize in every commodity, 

and thus, international cooperation is necessary to attain a 

really efficient system of transportation of imports and ex­

ports which will be of outstanding importance in the life of 

both countries for a very long time. 

3^Pedler. Ogu Cit. p. 123. 



CHAPTER vii 

AIR TRANSPORT 

The special problems of climate> surface features, and 

unequal distribution of human settlements, mean that air 

transportation is bound to play an increasing role in the 

general system of transport.1 As noted by Richard Mollard, 

"Mot only do planes carry passengers and mail, but they take 

over merchandise traffic; on the way out, vegetables, sheep­

skins, fishes, frozen meat, and even livestock; on the re-
o 

turn, canned food, drugs, insecticides, etc. 

Before the second world war, little air development was 

attained in the regions under survey. The two main features 

were the establishment of international lines between Abidjan 

and metropolitan France, (However, only Dakar, in French 

West Africa, had a first class airport,) Also, the leading 

role played by the military authorities in establishing land­

ing fields, the great majority of which were primitive and 

unusable in rainy seasons, (as was the case for the rail­

ways,) Then, during the war, the strategic importance of 

West Africa led to the improvement of key air-fields. 

For development purposes, the Federation^ airfields 

were grouped in three categories of which Class A, (only 

Dakar) international airfields, were to be the responsibility 

'ifvan du Jonchay. "L1 Industrialisation de L'Afrlque 
Noire" Paris. Payot, 1954. PP* 197-205 

"Mollard, R. J. 0£. 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 investments made in airfields, but 

after 1950,changes occured and more money was allocated to 

Class B airfields. Among them Abidjan was provided v/ith 

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

ements were made on Conakry airport. The works on the Class 

A airports 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.^ 

A. International Airlines. 

The greater wealth of the Ivory Coast, and its earlier 

start in the improvement of Abidjan's airport, gave it a sub­

stantial lead on Guinea in the development of international 

airlines. In 1958* when Abidjan had several direct air routes 

between its airport and France, Conakry did not have any, 

and local passengers had to go through Dakar in order to fly 

to Europe. 

^See Chapter on Investments 

^"Chroniques d'outre mer,n April, 1955* Op. Clt. 
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Harrison Church,5 outlines 1950 as the year when air 

transportation established itself as a major factor in West 

Africa, "Passenger traffic," he said, "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 leisure passengers, cargo, second class 

mail, Yvan du Jonchay5 shares his opinion and emphasises 

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 c£ ha\flng 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 increasing 

use of aircraft 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 in­

creasing standard of living in Europe and in the countries 

under survey, fresh fruits, on one way, Chappagno, oysters, 

or other luxury goods on the return way will be shipped In 

increasing quantity by air. 

B, Internal Air Transportation. 

Although many potenialaities exist, internal transpor­

tation Is very limited. Three aspects appear for future de­

velopment : 

^Harrison Chuch. "West Africa" p. l6l 

bYvan du Jonehay, Op, Clt. pp. 211-212 
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1. Air Freight. V/e have already noted the great 

problems which challenge the builders of roads and railroads; 

the heavy investments and the insufficient yields which often 

result from a lack of concentration of the resources. To 

check those difficulties, air transport is far more flexible 

than any form of land surface traffic. On the other hand, 

it is limited by the availability of landing grounds, radio 

and meteorological services. ?lIn the regions 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: in terms of speed, straight runs, preservation 

of expensive, fragile or perishable goods."• 

In Guinea, where the nature of the surface presents 

special difficulties, it seems that air transport could be 

used to a large scale to carry fresh meat from the Futta-

Jallon plateau and the Guinea Highlands to the cities on the 

coast, especially Conakry and Monrovia. Such a transport ex­

ists from Cameroon and Chad to the lower Congo cities of 

Brazzaville and Leopoldville, and has proved successful. 

Fresh fruits and vegetables of the regions of Guinea could 

also utilize such a means of transportation. For the Ivory 

Coast, the hinterland is less economically developed and 

does not offer the products. Therefore, prospects are not 

^African 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 

appreciations "French West Africa!s nascent meat industry is 

being built up around rapid air services, but how far this 

will help the development of any of the hinterland process­

ing industries, is problematic. Most of their output is 

bulky and of too lov? a value to make air shipment a paying 

proposition.This suggests that in improving the quality 

of the product, cattle movements by air v/ill increase. 

Coastwise Air Traffic. There has been a recent 

development of a kind of "tramping" air service, or "taxi 

planes" as most all medium Bize towns have a large second 

class airfield. This 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 coastj and the trans­

port of tourists. (The number of tourists is expected to In­

crease in Guinea, as it is a picturesque area of Western Afri­

ca.) 

3. Although some students of Western African problems^ 

suggest that the greatest future relies on an increased use 

of the huge, big capacity flying boats, it does not seem that 

^Thompson. "French West Africa" Op. Clt. p. 303 

^Yvan du Jonchay. UL1Industrialiaatlon de L'Afrique 
Noire." Op. Clt. p. 19b-20ji 
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they are likely to play a major role in the future because n o 

major plane firr. is Interested in making flying boats. 

They present many advantages, especially because they can 

alight on the numerous and completely free water surfaces 

found almost everywhere, and their capacity is almost "limit­

less". 

C. Main Airfields. Traffic of Abidjan and Conakry. 

In Guinea, there is a class B airfield at Conakry, now 

equipped to receive heavy planes. It has two landing tracks 

of 2,000 meters long, and 50 meters wide, hangars and a me­

teorological station. As we have seen, its development Is 

quite recent. In 1951* its traffic was the following:*0  

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

(Mail amounted to 41 tons of the freight hauled.) 

In 1957# after the improvements, its traffic was considerably 

increased.11 

Planesi 2,040; Passengers: 35#000; Freight; 1,100 tons. 

Kankan is the second airfield of the country. It has been 

equipped 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, Abidjan, Kissidougou, 

and Conakry. 

x0Houis. Op. Cit. p. 87 

11"Documents de La Revue des Deux Mondes" Nov. 1953. 
op. citr^—~ — —- — - ~ 
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A third airfield, Labe, v;as a military airport. Its 

position In the heart of the FuUa-Jallcn plateau could make 

it play an important role in the cattle transportation. 

Boke, Kissidougou, Siguiri, Macenta, N'zerelcore and Karouane 

are the other main airports. However, they are unable to 

receive heavy planes. 

In Ivory Coast, Abidjan is now an international airport, 

which can receive heavy planes, up to the JQ ton French 

"Armagnac but commercial jets cannot land as yet. 

For 1957# the traffic figures for this airfield are the 

following 

Planes i 3,^00; Pasgangers; 50,000; Freight ? 2,500 metric tons. 

It is worth noting that the freight handled by Abidjan is 

two and a half times as important as that of Conakry. The 

main reason is probably the greater importance of Abidjan's 

European population. 

Bouake is the other important Ivory Coast airport. Mo­

dern equipment has been recently introduced, and a regular 

service established between Bouake and Abidjan. Sassanclra 

and Man have also maintained airfields. 

D. Conclusions. 

Air transport is likely to play an Important role in 

both countries during the years to come. However, today, in­

ternational traffic ie quite insignificant, and in spite of 

1<2"Documents do la Revue des Deux Sondes" Op. Cit. 
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the improvements of Conakry and Abidjan airports, internal 

traffic is still very low. The present status of other 

means of transport in Ivory Coast will probably make air 

transport less important as a means of economic progress 

that it will be in Guinea. Many people forget that air trans­

port will always be very expensive. It is not likely to make 

up the deficiencies of the waterways or of the roads and the 

railroads. "The future of air freight will depend on the 

amount of high-value non-bulky cargo seeking rapid trans­

portation. ilJmJ Very little of the production of the two 

countries is non-bulky and of high value. 

1̂ A. Freudenberg."Communications" Cp. Cit. p. 222. 



CHAPTER VIII 

INVESTMENTS 

Until a few years ago there was almost no formation of 

capital within the territories, and all investments, especi­

ally in transportation which could not yield an Immediate 

return, depended on capital from abroad. 

Franco, however, had invested very little in West Afri­

ca before World War, II. The general principle adopted in 

1900 by the French Parl&ient had been that the colonies were 

required to £a£ their own way. After 19**5, a drastic modi­

fication developed and French public funds were spent in 

Western Africa, mainly in the realms of transportation. 

Consequently, we are led to emphasize the differences be­

tween the pre-World War, II period, and the recent evolution, 

after 1945. 

A. Investments before 19&5. 

1- The General Policy, is well summarised by Mr. Thomp­

son's definition of "the colonial pact.51 "Hot only v.ere the 

interests cf colonies subordinated to these cf the Mother 

Country, but with only minimal aid from the latter: it was 

from their own resources that such economic development as has 

Gccured, v.-aa financed.n2- However, loans from the metrcpole 

were authex'ized in case of emergency, at relatively high 

rates cf interest. 

*Thompson, Op. Clt. p. 249 
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Therefore, the problem of investment in French Western Afri­

ca is the following: The federal government undertakes pub­

lic utility construction (mostly in building railroads) 

through the use of forced labor, and finances them on its 

own budget whose chief revenues were sufficed by the head 

tax and emergency loans from France. 

Local initiatives, on territory or "cercle",d level, 

tried to provide some of the means of communication necessary 

for economic development, also through the use of forced la­

bor and with almost no credit, as we have seen. The great 

development of the road system in Ivory Coast is mainly due 

to the efforts of one of its "Governors"3, Angoulvent. 

"Most of the successes on the first hand are the result of 

those individual, local and temporary efforts. 

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

vestments before 19^5 were made in railroad construction and 

port development. We have already noted the extra-economic 

importance attached to railroads by the colonial power. 

Frankel^ sees as widespread "in large parts of Africa, capi­

tal investment for military and administrative purposes pre­

ceded every form of economic development and exercised a 

-Cercle: Administrative unit in the various territories. 

'Civil administrator, named by the French Government, at 
the head of a territory. 

4Bichar Mollard. Cp. Git. p. 194. 

^Frankel. Capital Investments in Africa. Oxford Uni­
versity Press. i93&, p". 416. 
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potent Influence on subsequent economic activities," Most 

of the investments In railways were made prior to 1920 — 

Frankel estimates the approximate amount of capital invested 

in French Western Africa asd^ .9*02 million to 1920, and only 

2*08 millions from 1920 to 1934.^ About half of the money 

was spent for Guinean and Ivory Coast railways. 

After 1920, roads began to share with ports, the capi­

tal equally allocated. Besides the sources of funds repre­

sented by the (very low) head tax, and some other fiscal re­

sources increasing with ^ production (especially in Ivory 

Coast) six French loans were made to the Federal Government 

by the outbreak of World War II. There existed a separate 

French loan budget from which were financed, not only those 

building of roads, railroads, habbora, but also some social 

equipment and economic development projects (as the Niger 

project). Mr. Thompson1 notes that by 1937 the sums actually 

spent on such enterprises totaled 1,040,401,084 franca, 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 built by local funds, and the 

railroad had been constructed by 1920, except for the last 

part of the Abidjan-Upper Voita Railroad. 

%rankel. Op. Clt. p. 4l4 

T̂hompson. Op. Clt. p. 269 



Many criticisms were raised against these loans, as 

financing them was difficult for the Federation, especially 

during the depression years. These loans were made at the 

interest rate of percent: As matters worked out, the 

percent came to over 6.2.1 The burden of the interest was 

carried by all territories, while many claimed, and this was 

expecially true of the Ivory Coast, that a burden so crush­

ing for French West Africa was unjustified and that the ex­

penditures authorised 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 commercial 

companies, interested exclusively in immediate profits, in­

vesting nothing in basic equipment and exporting almost all 

their profits. Their actions were so dictated because there 

v;ere no important mineral deposits known at that time, and 

therefore, there was no prospect of direct and important 

yields by the construction of means of transportation by 

private companies. Thus, the whole burden was left to the 

Federal and local governments whose financial possibilities 

were inadequate to meet elementary requirements of a modern 

system of transportation. 

?Thorapaon» 0g> Cit. p. 269 
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After V/orld Har, XI, & Completely New Approach vms ab­

solutely necessary If an important economic development was 

to bo attained, 

A first condition was for Prance to get rid of the 

principles of colonial exploitation as summarized by the 

"Colonial pact" and to adopt a general policy of priority 

for African Welfare and interests over all other considera­

tions, This was adopted in a resolution at the Brazzaville 

Conference in 1944, as the new trend of the French policy 

toward black Africa, 

A second condition was the adoption of economic plan­

ning both as regarding production and distribution; while 

"Economic planning was conspicuous by its absence*^ before 

the war, the Brazzaville conference recognized the absolute 

necessity of a plan for the development of territories. 

As a consequence of this "Hew Deal" in French colonial 

policy, it was decided that France would finance a very im­

portant part of the expenses necessary to provide the terri­

tories with basic equipment, develop industry, improve agri­

culture, raise the standards of living and the welfare of 

the inhabitants, 

An overseas portion of the French Plan for Moderniza­

tion and Equipment was established—"For the old principle 

^"Funds d1Investissenent et de Development Economique 
et Social111 Fund for social and Economic D velopment and In­
vestment, 

^Thompson, Op. Cit. p.249 
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of colonial self-sufficiency the pain substituted state 

planning and state expenditure on a huge scale.As for 

communications, to overcome the inaccessibility of the hinter­

land, the plan envisaged for French V/est Africa a ne twork of 

communications that would Integrate the Federation into the 

economy of the whole French Union. 

1. The mechanisms and Institutions. A lav; 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.S,^ "To 

which France would supply funds in the form of outright sub­

sidies through annual allocations from the metropolitan bud­

get and to which the territories themselves would also 

contributs.1110 

At the same time, the Caisse Central© de la France d» 

outre-mer (.C.C.O.M.) which had been created during the war 

was empowered not only to handle the F.I.D.E.S. accounts, 

but also to grant long-term loans at low Interest rates from 

other funds given it directly by the government. The "Caisse* 

received an initial grant and it was supplemented 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, and the loans too long (20 years)11 so 

that it did not borrow from private sources. 

^Thompson. €£.• £*£* P* 249. 

10IMd. p. 853. 

**Ibld. p. 272. 
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The main objectives of the plan were to be determined 

by agreements between technicians, administrators, and na­

tive representatives, bhich, however, depended (in final 

analysis) on the financial possibilities and the good will 

of the French Assembly, as most of the funds were raised 

from French taxpayers, "France was to pay one-half of the 

expenditure on economic development. In practice, the 

territories have financed the rest by borrowing on very 

favorable terms from the "Caisse Centrale" 2̂. 

2, Real Station of the bright prospects of the immedi­

ate program were soon to be darkened by the actual develop­

ment, First, France emerged so exhausted from the war that 

the ambitious schemes had to be considerably reduced. 

Second; then, the emphasis progressively shifted under 

the growing pressures in France, to the more traditional 

Fi'ench colonial interests. 

Third; the survey of resources which was to be realized 

before the plan started was not completed. Consequently, 

during the first years, an important part of the money spent 

was wasted on unnecessary, uneconomical, or less important 

works, for various political pressures had an important 

role in determining -where the money would be spent, rather 

than following a plan previously developed, 

-12Andrew K. Kaiaarck, "The United States and Africa"; 
Columbia, 1953, p, 132. 



The ten year plan was modified In 19 9̂ Into successive 

four-year plans which were far more idealistic. 

The first plan was designed to provide French West 

Africa and especially the three coastal territories of Sene­

gal, Guinea, and the Ivory Coast with the basic equipment In 

the field of communications, which the authors considered a 

necessary step toward economic development and industriali­

sation. tinder this plan, sixty-four percent of the credits 

were to be spent on railroad improvement and waterways, 

ports, reads, and airports. The initial credits allocated 

for the ten-year period frcm 19*17 to 1957 had been 135 bil­

lions C.P.A. for the whole of French West Africa.1' In 19^7, 

a cut of 15 percent was decided upon. 

From the funds invested during the first plan, an im­

portant part was invested directly by France into "infra­

structure" works, concerning the v?hole federation—the main 

purpose was to develop means of communication basic to the 

French Union. The moot important criterion was the stra­

tegic value of roads, airports, and ports built or improved. 

The decisions were taken directly from Paris and the invest­

ments realised without any intervention of local representa­

tives. Host funds v:ere spend on Dakar?8 port and airport, 

and as far as Guinea and Ivory Coast are concerned, they 

were mainly interested in the improvement of inter-terrl-

torial roads or the main internal routes. 

-Thompson. Op. Cit. p. 255. 
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Most funds however, were invested on a Federal or ter­

ritorial basis. Specific projects were proposed by local 

authorities and technicians of the FIDES committee, and their 

utility as well as the overall return they would yield were 

then examined. To receive the benefits cf the FIDES funds 

they had to contribute to the basic equipment of the terri­

tories; maintenance costs were always to be carried by 

local budgets. 

During the first four years' plan, which actually ex­

tended over a five-year period, from 19*17 to 1952, the in­

vestments were as follows 

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 million 

Participation of the various territories 

in the plan: 52 million 

TOTAL: $346 million 

Out of those 346 million dollars, the amount spent on trans­

portation v;as roughly 200 million dollars. 

l4uexmas. "Les Plans d'investissements Economiques et 
Scciaux en A.O.F." in Industries et Travaux d'Outremer. 
Feb. 1957. 
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It is difficult to know what has been the share of each 

territoryj because, even when a project was basic to only a 

single territory, the accounting work v.as made on a federal 

level. However, the coastal areas, namely the three terri-

tories, Senegal, Guinea, anu Ivory Coast received the bulk 

of the money, because there were more likely to develop ex­

port crops along their coastal belts. In Guinea, an impor­

tant road program was carried on, and the improvement of 

Conakry port v;as started. In Ivory Coast, besides the im­

provement of the road network, the two major realisations 

were the opening of Abidjan port and the modernization of 

the railroad. 

The second plan, over the period from 1952 to 1958, gave 

a great importance to communications also, but instead of 

rather broad and ambitious projects which, for their major 

part would not pay for their maintenance costs in along time, 

there was a marked shift toward more local crleritod projects, 

which would yield an almost certain and immediate return. 

Three classes of Investment were distinguished in this second 

program. 

Those concerning works of strategic importance for the 

whole French Union, mostly airports, were directly paid from 

the French Budget, Under a ''common section" were placed the 

investments basic to two territories or more, and finally, 

there v ere territorial projects which received the most at­

tention and got the major part of the money. 



Page 8 7 
is missing. 
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all origins spent for projects interesting exclusively each 

country between 19^7 and 1957 uas:15 

In Guinea: $ 78,7 Million 

In Ivory Coast: 109 million 

The contribution of the French FIDES grants in the terri-
17 tories •••as the folloving:~f 

In Guinea: $50.8 Million 

In Ivory Coast: 70.4 million 

These figures are quite significant and the money spend al­

lowed extremely useful realizations: 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 yield Important returns in a short period of time. 

As the maintenance costs were to be carried by the terri­

tories, complaints arose, mainly in Guinea against the supple 

menfary 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.^ 

^Source: Americana, i960 - Op. Cit. 
1'Source: Delmas, OP. Cit. 
l8rbld. 
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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 yield therefore, is sizable, especially 

when we consider that most of the capital Invested has been 

a free gift. 

3. Local Sources of Financing. Although the formation 

of capital is low in Western Africa, in the richest terri­

tories, especially Ivory Coast, but also Guinea, some in­

vestments In the fields of transportation are possible. The 

territories and Federation's participation1̂  In the plan has 

been noted above. We have already described the role of the 

road funds instituted in 1952. Each territory received as 

part of the yield of a tax on fuel, refunded on a basis of 

fuel consumption. In Ivory coast, where this 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 association raised 

money for the building and maintenance of roads in the regions 

where those commodities were produced. A road for coffee was 

constructed in west Ivory Coast from Mangagnou, a road for 
20 cocoa from Abidjan to Abengourou. 

^See "Road Transportation." Op. Clt. 

20I.F.A.N. Op. Clt. 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 bebng 

to local farmers, owning 1,022 trucks and operating them. 

However, the question arises as to whether there is not a 

waste in 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.H.D.E.S.(rural equipment funds for economic and social 

development.) Those funds finance small works of rural com­

munication, bridges and roads etc. They are financed for 

one-third by the general budget, one-third by local (terri­

torial) budget, and one-third by the interested collectivity, 

(which can provide workers, materials etc. rather than cash). 

Twelve million dollars worth of work had been realized 

through these funds in 1954 and their role was Increasing. 

4. Private Investments. In the field of transportation 

these are likely to acur when the enterprise is on such a 

scale that the costs of transportation can be considered a 

complete part of the whole. The goods will usually be bulk 

ones; therefore, the tendency is to restrict private invest­

ments practically to mining enterprises. 

21Mollard. Og.. Cit. p. 215 
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It Is only in Guinea that such circumstances occur, and there 

the iron ore mining company has had to build its own port and 

its own five-mile railroad track, although, in Guinea, the bau­

xite of the Los Islands is directly shipped through the instal­

lation of the mining company. Vfhen one studies the costs in­

volved in the aluminum project at Fria, it is important to re­

member that the international investor's trust included the 

cost of a new railroad and of a new road in his expenses. In 

Ivory Coast, as most production is agricultural, all invest­

ments must be public, oxcept for transportation from a planta­

tion to a necessarily very close road. 

5• International Investments in Public Transportation, 

As the yield of most investments is extremely doubtful, very 

few funds have been invested outside of Prance. The interna­

tional Bank granted a loan of $7*5 million for the Improvement 

of F.W.A. Railroads. This loan was guaranteed by Prance. 

It is worth noting that, of the funds provided by the 

Marshall plan, a substantial part were transferred by France 

to West Africa. 

As for the future, it is obvious that both Guinea and 

Ivory Coast will depend upon their own resources for most in­

vestments in the field of transportation. Strictly economic 

criteria will have to be adopted, the potential yields within 

a relatively short period of time carefully computed. Out­

side some specific mineral projects in Guinea, the prospects 

are much brighter in Ivory Coast than Guinea. 



CHAPTER IX 

ECONOMIC DEVELOPMENT AND TRANSPORTATION. 

William Hance, in "African economic development" quotes 

Lord Ivgard's statement. f,,The material development of Africa 

may be summed up in one word—transport.' Although this 

statement is too absolute, there can be no serious doubt that 

improved transport and communication are fundamental to all 

other types of development.f,i 

Transporation determines economic development in man# 

ways. On one side of the economic organization, It induces 

further development of existing production by reducing the 

costs of transportation and therefore making the products 

more competitive. 

On the other hand, once potential developments have been 

located, transportation show3 the way to make them become 

realities. 

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 food stuff that they need, which in turn, enables the de­

velopment of a market economy. 

*Kance, William. African Economic Development, p. 85 
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A, 'Transportation 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 conditions create a constant shortage of 

labor in the rich areas. While 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. 

Labor shortage is 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 population, To overcome the effects of this low 

population, the railroad track has been completed to Guagou-

dougou, in Upper Volta, and carries some 21,339 passengers 

going from Ivory Coast to Upper Volta, but 47,205 going from 

the Upper Volta to the Coast.^ By 1956, there were some 

320,000 northern laborers working on the Ivory Coast. 

In Guinea also, the most populated areas are often 

those which are less likely to have an important production. On 

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

are the most densely peopled by the Fulanis who were attracted 

Harrison Church• 0P. Cit. p. 344, 

"Chronlaues d*outre mer.l* Op. Cit, April, 1955 
^lompscn. Op. Clt. p. 443 

-Harrison Church. Op. Clt. p. 285. 
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by the healthy conditions and pastures."5 While there is 

a slight shift of the population toward the coastal plain, 

as shown by the growth of Conakry" 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, Thompson' 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 Flan was formulated in 

1946 and a program of local development works undertaken, 

the policy 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 official bureau to centralize the recruitment of la­

borers for the coast(mostly going to the Ivory coast) and, 

in conjunction with Air France, it has organized plane trans­

port for them. 

Therefore, we can summarize the relationships between 

labor problems and transportation as resulting in two oppo­

site effects, 

613,600 inhabitants in 1939J 52,400 In 1951 

Thompson. Op. Clt. p. 493 



The growth of transportation by developing resources of local 

centers and giving then) 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 specialisation. In the coastal plains of the Ivory Coast 

and in the "banana triange of Guinea", moat of the lands are utilised 

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 (the 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 produc ing "rich" crops for export. 

Perhaps still more important is the transportation of meat 

fro® the cattle raising areas to the coastal belts where 
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cattle cannot be raised because of the ToeTse fly. In 

Guinea, important trade routes have been established between 

the Futta Jallon plateau and the coastal plain, especially 

Conakry, The cattle are killed in a slaughterhouse in Maraou 

and shipped by train to the markets of lower Guinea. In 

Ivory Coast, the railroad handles important traffic between 

the cattle raising areas of Upper Volta around Bobo Dionlasso 

and Ouagoudougou and the coastal cities and plantations• In 

195^, the Mossi railroad transported from Upper Volta 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 earners. 

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

5. A wider and more Interdependent Economy. 

B. Transportation and Agricultural Development. 

Both the Guinean and the Ivory Coast economies are ex­

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 development as was reported by Jacques 

Q 
Source: "Chronlques D'outre mer" Op. Clt. 
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Richard 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 regions less than 180 miles 

from the coast, first of all because of transportation," 

Fedler*^ also emphasizes the role of the transport systems 

lfThe cost of transport of export produce determines the size 
( 

of the area within which, If the other necessary factors 

exist, such as soli, climate, etc., produce will be grown 

for exports; it therefore, to some extent, determines the 

volume of the crop." 

In summary, it is the value of the product as oompared 

to the weight which plays a major role in determining the 

relationship between transport and production. The type of 

commodity and the difficulties of handling it is also to be 

taken into consideration, 

1. guinea. For a very long time, Guinea's main export, 

both In weight and in value has been bananas. Today, coffee 

exports are more valuable, and mineral exports represent a 

larger tonage, but banana production Is still a basic element 

of the Gutnean economy. 

Bananas are a relatively low-value, bulky product and 

therefore their production depends upon available inexpen­

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

^Richard Mollard. Op. Clt. p. 204 

"^Pedler. Economic Geography of West' Africa, London, 
Longmans-Green , 1955. p.125* 



98 

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 railroad, 

The Importance of transport extends to sea transport, as 

shown 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 coat of transport to the port is higher.11 

On the coastal plain, conditions are far less satisfactory, 

but "transport is quiok and easy"12 and so new plantations 

are being set up here rather than in the highlands. The 

main locations of the banana area, therefore, are along the 

railroad between Kamou and Conakry, and around Eenty, east 

of Conakry, which is "easily accessible to banana boats up 

to about 8,000 tons and has no bar.**12 

Exports started during the first world war, became 

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

"UHarrison church. Op, Cit, p. 293 

i2IMdem. p. 284 



they v:ere considerably restricted during the war and after 

1946, 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, especially the Frenoh market. 

The figures for exports are the following:^3 

Year Metric Tons Year Metric Tons 

1920 266 1937 55,000 

1925 1,534 193S 54.765 

1930 9,133 1943 233 

1934 26,075 1947 26,5^5 

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 importance has declined. In 1958, banana export 

amounted to about 20 percent of the value of the Gulnean ex­

ports, as compared to 50 percent in 1954. 

The leading export product of 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, 

^Sources: For 1920 to 1933: Harrison Church, p. 242 
Op. Clt. For 1938 to 1953s Richard Mollard. p. 215 
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The Introduction of coffee is directly related to the 

opening of the Gulnean Highlands, in the northeastern part 

of the country by an efficient system of road transport. In 

this region, the soil is fairly rich, and staple food, ©xpe~ 

cially rice, as well as cash crops, mainly ooffeo, are possi­

ble. Unfortunately, all development was prevented for a long 

time by the lack of adequate transport. "Until recently, 

the French attempted to route traffic from that part of 

Guinea lying behind Sierra Leone and Liberia via KanKan and 

Conakry, despite the much greater distance involved."1** Re­

cently, a change was introduced in the French pplioy, and a 

series of roads van built to chorion the distances to the 

coast and reduce the coot of transport. For the western part 

of the region, a good road was built from Kissidougou to 

Mamcu, where It is connected with the railroad, instead of 

having to go tc KanKan. Another road was built from Macenta 

to Freetown, in Sierra Leone, through which some products 

are exported. The most significant road was between N'zere-

kcre in Guinea, and Monrovia in Liberia. "From parts of 

Upper Guinea, this gives access to the port of Monrovia by 

200 miles of roads, instead of 150 miles of read to KanKan 

followed by **10 miles of railway to Conakry,"1̂  The road 

was opened in 1951, and as early as 1953, 15,000 tons of rice 

and palm kernels were shipped to Liberia, and coffee 

^Hance. Op. Clt. p. 133 

15Pedler. Op. Git, p. 113 
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plantations were started.* The exports of coffee reached 

7,000 tons In 1955,1T and 10,264 metric tons In 1958.1 

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, is In the Qulnean 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.*® 

The other agricultural exports are mainly pineapples 

and citrus fruits. Both provide an example of the adapta­

tion to conditions of transport. Exportation of citrus 

fruits has been experimented with before the war, but the 

costs of transport to Europe were too high. Therefore, they 

have turned 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. 

lSHole. 0£. Cit. p. 65 

Harrison Church. 0j>. Cit. p. 294 
18 In Americana, i960. 0j>. Cit. 
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B. Ivory Coast. 

Ivory Coast today Is one of the richest countries in 

Africa. Its development is extremely recent, for during a long 

time, the country could not be exploited because of the dif­

ficulties of the penetration. Ivory Coast Indeed had two 

major defects: It did not have any good natural port, and 

the rain forest along the coast was almost impenetrable. 

"Few, if any, territories in West Africa were so isolated by 

hostile coast, useless rivers, and dense forest. But, 

the same author adds: "Yet no land has been so much changed 

by man!s communications, and the Vridi canal ranks as one 

of the engineering marvels of Africa.11 

The outstanding influence of transportation is revealed 

by the extremely unbalanced concentration of the agricultur­

al production for exports In the coastal area, up to 120 

miles frcm the sea, while the hinterland has still a primi­

tive self-sufficient agriculture. 

The southern belt owes Its development to the conjunc­

tion of several favorable factors: 

The geographical conditions favorable to rich crops. 

The efficient and modernized railroad. 

The well developed road network. 

The coastal rivers and lagoon system. 

The opening of Abidjan to ocean-going ships. 

The most important production of Ivory Coast by value, Is 

coffee» It started In the 1920*s in the forest in the East, 

1̂ Harrison Church. Op. Cit. p. 358 
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but rapidly extended with development of the roads, and 

coffee Is now produced from the Kan Mountains to the Ghan-

ean border. The present main areas of production ares20 

Near the north-south railroad and road systems at 

Boauke, Bimbokkro and Agbovllle. 

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

the lagoon system. 

Along the new highway from Man to Gagnoa and Abidjan, 

which has been built for its major part with the funds raised 

by the "coffee and cocoa association", and is called "The 

Road of Coffee11. Man, Daloa and Gagnoa? and around Aben-

gourou which has been also recently linked to Abidjan by a 

road financed by the funds of the "coffee and cocoa associa­

tion". The production has increased steadily after the se­

cond world war, although it seems somewhat stabilized now. 

The coffee is sold in the protected French, but also in the 

American market. 

Cocoa is 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 Abidjan by the new road we have mentioned, and 

"^Harrison Church, 0&. Cit. p. 354. 
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around Dimbokro, on the railroad. 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 Qagnoa. 

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 coming years, because of an unfavorable 

world market, and because the new trees planted after 1947 

and 1948 are just beginning to produce. 

The figures for cocoa and coffee exports for selected years 

(in metric tons) are the following:21 

Years: 1938 1945 1949 1951 1952 1954 1958 

Coffee 14,479 39,205 61,913 62,900 71,381 114,910 112,505 

Cocoa 53,729 26,943 56,195 55,477 50,221 52,704 46,333 

In 1958, the value of c o f f e e  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 

until 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 

& - . 

^Sources: For 1938 to 1954: H. Mollard. Op.Clt. p. 210 
For 1958: The Americana, i960. 
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district and the Agboville district from which the distance 

to the port is small. However, there are developing areas 

around Gagnoa and around Saasandra, served by the wharf at 

the latter.Therefore the recent 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 following 

1939t 14,285 Metric Tons, 1952s 17,991 Metric T. 

1948i 15,000 Metric Tons, 19541 20,939 Metric T. 

1950! 22,565 Metric Tons. 1953: 46,129 Metric T. 

Even more directly related to the improvement of the trans­

portation system is the increase in the exports of timber. 

:!It is reported that there are probably greater stands of 

useful timber in the Ivory Coast than In any other west 
pi; 

African territory, and they are the nearest to Europe, 

The main problems of exploitation are those of labor 

and transport. Exploitation began this century, and at first 

was mainly confined to the lowest navigable reaches and along 

the lagoons. Logs were floated to Asslnie, Grand-Lahcu and 

2'c>Harrison Church. Op, Clt. p. 355 

2-Sources: For 1938 to 1954: B. Mollard. Op.Clt. p. 215 
For 1958: The Americana, I960* 

ofo 
Harrison Church. Op. Clt. p. 355. 
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to Grand-Bassanw with the opening of Abidjan port, together 

v.lth the opening of the Asslnfe canal in 1954, it was possible 

to float the logs from the rich timber cutting area around 

Aby Lagoon to Abidjan, and there was a considerable increase 

in timber shipped. 

The exports figures are the following 

1948: 40,533 Metric Tons 1954: 131*501 Metric Ton s 

1951: 130,000 "Metric Tons 1958: 402,178 Metric Tom 

1953: 127,621 Metric Tons 

In 1958, the value of hardwoods exports reached $13 million, 

and timber ranked third among exports. 

To summarize the main aspects of the relationship be­

tween transportation and agricultural exports in Ivory Coast 

we note: 

. All exports crops are produced within a region less 

than 150 miles from the sea. 

. Banana growing areas and timber cutting districts 

are always at a very short distance from the port, or along 

a waterway. 

. Coffee and cocoa, although more 'widespread are pro­

duced where there are good roads, or near the railroad and 

along the waterways. 

.The opening of Abidjan port and of the Asslnie canal have 

had a major effect on extending the development of exports, 

while the less developed southwest and west are being opened 

up by the wharf at Sassandra. 

25Figures: 1948 to 1956: R. Mollard. Op^Clt. p. 208 
1958. The Americana, I960. 
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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, besides the development of "light" indus­

trialization, based on the processing of foodstuffs before 

exportation, there has been the normal processing of impor­

ted goods in the port of entry (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 is 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, only the first type of Industrialization 

has occured, concentrated at Abidjan and to a certain extent 

at JBoaake. 

1. Gulnean prospects and realizations. 

The major feature of the "light" Industrialization in Guinea 

is the processing of foodstuffs. The food processing is 

strictly for local consumption. However, the extremely high 

cost of transporting consumption goods through the country 

is likely 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, ©specially in the Niger plain. As soon 

as a product is relatively bulky, the cost of the Internal 

transport is 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 cement 

The various parts of the cost of cement sold for 100 

percent at Kankan in 1954 were as follows s 

With a cost of 44 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 

Price F.O.B.J 

Assurance-Freight j 

Price CAF at Conakry 

Duties and Taxes t 

Internal Transport j 

Commercial Expenses j 

22 percent 

8 percent 

30 percent 

11 percent 

44 percent 

15 percent 

100 percnet Total Cost: 

p6 
vCapet Marcel: Tralte D'Economle Tropical©. Les Economies 

D'A.O.F.? Paris, Librairie fenerale de Droit et de Juris pru­
dence, 1958. p. 136. 
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part of the total coot. Therefore, it Is much more profi­

table to buy such Items for current use in an Industrialized 

country. An example parallel to that of cement, and con­

cerning some types of household furnitures shows the 

difference: Price. F.O.B,: Gh percent 

Assurance Freight: 6.6 percent 

Price C.A.F.: 70.6 percent 

Duties and Taxes: 14. percent 

Internal Transport: 8.3 percent 

Commercial expenses: 7.1 percent 

Total 100, percent 

But "what is expected to transform the Gulnean economy en­

tirely, is the completion of the Konkoure dam and the build­

ing of a huge aluminum plant on the southern Futta Jallon, 

The total amount of investment, which includes the creation 

of a city of 7,000 inhabitants, (Frla) and the building of a 

road and a railroad have been estimated at between 40 billion 
27 OR francs, or 50 billion francs* The project was scheduled 

to be finished in I960, and the production would be 80,000 

tons a year, which could be increased to 1,200,000 tons when 

it reaches its full capacity. In a further stage, an alumi­

num plant would be built, to produce 150,000 tons a year; 

the supplementary cost would be 120 billion francs, for the 

Du Jonchay. Op. Cit, p. 170. 

' ^lore Recent estimate in "Documents de La Revue des 
deux Mondes" Nov, 1953• 
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plant and a new An for transportation, v.e are mostly 

concerned with the fact that in ouch a project, the main 

factor is the lew cost of electricity, and the cost of trans­

portation is computed on the basis of an initial Investment 

(creation of a read of ^0 miles to link Conakry, abcut 150 

miles away and then normal operating coots.) The impact of 

ouch a project will be extremely important for the total 

budget of Guinea amounted to slightly mora than 6 billion 

francs in 1952- The new means of transportation could fos­

ter the development of additional production in that region. 

In addition there are other bauxite deposits and hydro­

electric sources around Dolce and near Kln.dia, and these 

could be utilized In the future. Especially at Kindla, near 

to the railroad there might be a future center cf production,## 

As wo have already noted, there is iron ore of the 

Kalcun peninsula five miles from Conakry which is directly 

exported, as -well ao the bauxite of the Los Islands also 

directly exported, (500,000 tens a year), In the case of 

the LOG Islands, the exceptional site has permitted the ex­

ploitation, for the actual reserves are not very important, 

(10 million tons) and would not have Justified the costly 

construction of means of transportation. 

Altogether, the major factor in favor of the industriali­

zation of Guinea is the abundant hydro-electric potential, 

£9lfcld, 

Harrison Church. Op.Clt, p.296 
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along with the natural resources* Two main things can he 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 

31 Coast is quite significant, aa emphasised by the IFAN. However, 

except for the sawmills and the industrial center of Bouake, all in­

dustries are gathered around Abidjan, which makes easier the supply 

and shipment of production to consumers* A primary group of Industries 

processing agricultural products before exportation is already 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 Is likely to 

become an important factor in the Ivory Coast, but for a long time, 

the leading sector will b® agricultural production; industrialisation 

will reflect the agricultural prosperity rather than being an inde­

pendent entity. 

131 
' IFAN. "Presentation de La Cote d#Ivolre*" Op. Cit. p. 34-56. 
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3. Changes and Outlook, It seems that the Impact of 

transportation has been much more Important In Ivory Coast 

than in Guinea. The transportation system, especially roads 

and the coastal river-lagoon system, is much more efficient 

and developed In the Ivory coast and this country is develop­

ing faster. In Guinea there has boon less development and 

the future depends mostly on ambitious projects of foreign 

origin, of which the impact is difficult to appreciate as 

yet. The economic development of the Ivory Coast is shown 

by an urban growth, which can be seen in Eouake, the popu­

lation of which soared from 3,000 in 1936 to 40,000 in 1954. 

But Abidjan IncrenacWalso with an amazing speed; in 

1936, there were 17,000 Inhabitants; In 1947, after the 

war which drew to the city many peasants, there were 50,000 

inhabitants, and in 1954, 3-yearo after the opening of the 

port, 100,000, among which were 7,000 Europeans, and today 

there are over 125,000. There is a continuous flow of 

workers coming from tipper Volta or the northern part of the 

country, looking for Jobs in this busy city. Some scholars 

emphasize the dangerous aspect of the urban growths artifi­

cial activities {i.e. the commercial and financial activi­

ties of the in-between men are more numerous than necessary), 

price inflation, then transmitted to the country. Richard 

Mollard 2̂ underlines the danger of concentrated Industriali­

sation. It Is obvious that there are dangers, but on the 

32Rlchard Mollard. Op. Ctt. p. 227. 
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other* hand, the country could afford only one good port, and 

therefore, it is difficult to prevent the development there. 

Hov-ever, by staying in cities people learn the mechanisms of 

modern economic life, and therefore, are able to work at 

economic tasks. 

In Guinea, the development Is slower, but seems to be 

based on basic equipment and heavy industry. Perhaps, in 

the long run, a harmonised grov?th will be possible; never­

theless, tho lower degree of development of transportation 

has reduced the development of a market economy. Self suf­

ficiency is still the goal of moat people, and therefore It 
r 

will be difficult "to make possible the entry of African 

people into the modern type of economic development,33" 

Conakry's population does not show the tremendous in­

crease of Abidjan; 13,000 in 1936; 33,000 In 19**6, and 

52,900 in 1951-31* Kankan, the second city in the country, 

has about 20,000 inhabitants. 

33in "Africa South jqT the Sahara" by the "South African 
Institute for Foreign Affairs," p. xxiii. 

^Harrison Church. Op. Clt. 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 eco­

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 wordst 

Illusions and Administration. 

Illusions» Because the main African empires had developed in 

the interior while the coastal populations were very backward, there 

was a 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 transportation 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."** 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 con­

ceived for "the building of a network of tracks from the coast con-

2 verging at the Niger River." That is why the Guinean Railroad is 

called Conakry-Niger and the railroad in Ivory Coast is called the 

Abidjan-Niger (although it does not actually reach the Niger 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 transport in the steppe area of French West Africa, but 

3 it is no longer considered practicable." 

*Lord Hailey. Op. Clt. p. 1536. 

^Thompson. Op. Clt. p. 292 

fiance. African Economic Development, p. 104 
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The consequences are the existence of a series of separate 

lines running from the coast to the hinterland through regions 

of extremely limited economic interest. 

Furthermore, "at that time, railroad construction could 

be undertaken only by a few military engineers, who were then 

in the country,n Consequently, the routes chosen were those 

presenting strategic Importance, rather than economic, con* 

siderlng both local and international problems. We have al­

ready noted the problem in Guinea where the easiest route 

for a railway is on the boundary with the north-eastern part 

of the British territory, Sierra Leone, In Ivory Coast, how­

ever, after considering the construction of the railroad from 

Grand Bassara to Kong, (in the north-eastern part of the coun­

try) which was then an Important trade center, a study of the 

terrain showed the inadvisability of building 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 point of departure. Consequently, 

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 

railroads had to be built as rapidly as possible, and as 

cheaply as possible. We have already mentioned the technical 

^Thompson. Ojs. Pit, p, 292 
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and economic consequences of such a policy* narrow gauge, 

steep gradients, single track, sharp curves and slow traffic, 

and consequently little economic value• 

As for roads, Thompson summarizes the road building 

policy as follows? 11 Just as French West 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 

railroads or to connect various sections of the rail network".5 

Of the other roads, most depended on local initiative, and 

there too, Ivory Coast had the advantage over Guinea of 

being governed by Angoulvant for many years. Angoulvant 

was strongly road minded and with forced labor built up an 

important network of tracks and roads before the Second 

World War. 

In port constitution, the "pay your own way11 policy de­

layed the building of modern ports considerably. The need 

was well known that they were necessary if the countries 

were to reach a higher stage of development. Conakry had 

natural advantages, but remained a minor port because of the 

relative poverty of its hinterland. Abidjan, which 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 wharf had been built at Grand Bassam, 

^Thompson. 0|u Clt. p# 298. 
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but loading and unloading of steamers anchored In the open 

roadstead was done by means of small boats that ply between 

pier and steamer, crossing and recrosslng the bar. This was 

a costly, slow and hazardous procedure. Costly indeed, be­

cause of the slowness of operations, boats had to stay seve­

ral days or even weeks, and a boat which is not moving is 
g 

very costly. Furthermore, this hazardous procedure mad© 

impossible the importation of certain types of very heavy 

items, i.e., big locomotives, because it was materially im­

possible to handle them. 

B. The New Era, Post World gar XI Policy. 

During the war, the transportation facilities of the 

Federation ports, roads building, motor vehicles and-so-forth 

Hgradually deteriorated through continued use without ade­

quate maintenance and replacements /^ 

%n wIi'economic de L'union Fransalse D'outremer". Revue 
D1 economle~Politlque """^arls. April' 1954/ ™ ~ 

%he Changing Economic Structure of French Mast African 
IN The Annals of the American Academy oF Political and Social 
Sciences. MarcF T535~PT37.-~^ ~ ___ _ __ 



118 

Therefore, French policy at the end of the war was 

theoretically summarized by the words: Plan, Investment, 

African oriented development. VJhen the first studies of 

the Commission for the Modernization of the over-seas terri­

tories were made, those who made them were extremely opti­

mistic. Much money was expected, and very important pro­

jects of development were laid out. 

The Commission made, in 1946, the following recommenda­

tions : 

"One concern should always predominate, that of 

obtaining maximum yield3, Returns (on the invest­

ments made for means of transportation) do not ne­

cessarily have to be immediate or direct, but efforts 

must be made to achieve a maximum reduction in the 

costs of services and loans. 

''The transportation system must satisfy economic 

needs, i.e., it must be organized so that the coat 

per kilometer/ton will decrease as the distance in­

creases. Here is the basic problem in territories 

with low concentration."8 

Therefore the necessity of bringing in heavy equipment 

meant an emphasis on the development of routes for heavy 

transport, whether railroads, roads, rivers or a combination* 

%n African Affairs. On. Cit. 
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This was partially offsot by the decision to postpone 

the building of new railroads. The only exception was the 

completion of the Mobsi railroad prolongation of the Ivory 

Coast Railroad to Ouagadougou in Upper Volta, which was 

reached in 195**. On railroads, therefore, the main finan­

cial efforts were directed to the improvement of the existing 

lines, the adoption of Diesel locomotives on the Abidjan-

Niger (the opening of the Vridi canal, making possible im­

portations of fuel at lower cost helped the Ivory Coast rail­

way very much), and works of modernization, Thompson^ remarks 

that the Ivory Coast Railroad 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 field, a major change occured 

when the "Regie des chemins de far de L'Afrlque Occidentals 

Francaise,,i0 was created on July 17, 19**6, The four-railroad 

system of French West Africa, including the Conakry-Niger and 

the Abidjan-Niger, was put together as an "organization of 

commercial and industrial character, having financial auto-
m11 nomy and a civil personality, A committee established to 

rule the "regie", and its Director-General had authority over 

the Federations 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 

9Thompson, Ot>. Cit, p. 298 
1^English Translations "Organization of the Railroads of 

French West Africa," 
^Thompson. Og> Clt, p. 298, 
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heavy and highly centralized administration. The "regiem 

Inherited obsolete equipment and a precarious financial 

status. It was required indeed to pay annually into a re­

newal fund, a 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 19 7̂, the first year after it began functioning, 

the "regie" raised railroad rates. However, this only met 

the current expenses. The deficit continued to be heavy. 

After a five month strike In 19 8̂, the Federation loaned 

140 million of C.F.A. to the "regie", 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-

mortlzatlon and interests payments were to come from the 

"regie's11 own budget. In addition, the "regien had been re­

quired to pay annually from aix-hundred to seven-hundred-mil-

lion of C.F.A. Francs out of its revenues into the renewal 

fundi 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 goods traffic, 

deoplte the growing competition from road transport".12 By 

1951 and 1952, a drastic change in the railroad policy was 

necessary. 

^Thompson. 0^. Clt. p. 298 
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For Roads, Important Investments were utilized to con­

struct some sections of heavy traffic roads, and the building 

of some Important bridges, mostly in Ivory Coast* In Guinea, 

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 economic value. How­

ever, the road building program came under sharp criticism; 

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 reasons 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. 

C. The Second Plan and thm Recent Evolution* 

The years 1952 and 1953 brought very important changes 

in the general transportation policy as well as in its spe­

cific aspects, especially roads and railroads. 

The second year plan, although it allocated an extreme­

ly important part of the total investments to be made in 

^Thompson* 0£. Clt. 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 
* h 

less developed regions . 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 without 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 important investments had been misdirected during 

the first plan.Therefore, more emphasis was put on local 

needs and each territory could see its specific problems dealt 

with more closely. At the same time, the share of the terri­

tories in the expenses of F.I.D.E.S., which v/as originally 50 

percent for all economic projects, was reduced to 25 percent, 

and the road fund was created. 

The Railroad Policy was the object of many discussions in 

1952 and 1953* and political questions were mixed up with pure­

ly economic ones. The deficit was heavy, the costs of trans­

portation were high, and some detractors of the "regie" urged' 

that bus and truck operators be subsidized, rather than keep 

the railroad alive at such heavy cost. The risks v/ere too 

great however, and the impact too important, so that the "re­

gie" was continued, and a higher council of transportation 

1 African Affairs. Op. Cit. 
4MWMMS 

15ibid 
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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 certain 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 wider use of dLeoel 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-

16 ceding year. 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 

Han and the extreme southwest. 

At the same 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 

16 4 Thompson. Op, Clt. p. 247. 
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achieved. This was important for Guinea, which depends more 

and more on Sierra Leone and Liberia 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 N'zerekore to Monrovia. Although there is no 

immediate prospect for the prolongation of the Sierra Leone 

railway from Pendengou to the Guinean Highlands, a growing 

quantity of products is likely to be shipped by road from 

that region to Freetown. 

In Ivory Coast, the international cooperation is not so 

important, although some agreements will have bo be reached 

with tipper Volta now that both countries are independent of 

each other. 

D, Conclusions. Beads and Railroads. 

The evolution of the transportation policy shows a gradual 

shift from ambitious and often uneconomic projects to more di­

rect and practical achievements on a smaller scale. The great 

task of opening the hinterland by a developed system of trans­

portation for bulky freight has progressively been given up 

and replaced by the concentration of investments 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 allowed a great in­

crease in the agricultural production of their southern belts. 

This was however, at the disadvantage 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 

regions, an increased importance was given to the develop­

ment of the road system, and the competition between roads 

and railroads has been growing since 19^5. However, such a 

competition Inrelatively poor countries is a pure waste and 

should not be allowed, but the problem Is difficult to solve. 

The theoretical complementarity of the two means of 

communication is somewhat unrealistic. Political pressures 

tend to increase the number of roads and as the number of 

vehicles increases there is a growing tendency to go all the 

way by trucks, instead of utilizing the rail for a part of 

the route. 

In the countries under review, no definite policy has 

been adopted. Roads have been built by the public authori­

ties, running parallel with the railway, and the existence 

of the road fund makes profitable in the short run an increase 

In road traffic. 

The railroads have met the competition by cutting their 

rates and modernizing (in Ivory Coast) their equipment. They 

are not however, utilized at their full capacity, and some 

kind of regulations may be necessary to keep most of the 

traffic for the rail where it 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 shewn 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 Its location. 

It ©soured mainly since the Second World War* when great 

efforts and heavy Investments were made in the field of 

transportation. 

It occured in those regions near the coast where cheap 

transport to the exporting port was possible to provide for 

"The history of the development of commercial crop produc­

tion in French West Africa 1® directly linked with the pro­

vision of transport facilities.!1 

Ivory Coast had more agricultural possibilities* and 

better transports were provided earlier* Its development is 

therefore especially Impressive• 

Significant differences exist between the pattern® of 

development of Guinea and Ivory Coast. 

Several distinctive features may be pointed out in the 

development of those countries. 

A. The development of the transport facilities* and 

therefore* the economic potential has been extremely slow. 

and until world war two* non-economic considerations out-

weighted economic ones. The location of the railroads and 

^Neuaark. S.E. in 'The Chi ted States and Africa" The 
American Assembly. Columbia* 1958. pT~9b. 
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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 local 

and individual initiative. 

The "colonial pact" system aimed exclusively .at the 

production of a fevr cash crops, and all investments for eco­

nomic purposes were made only in the fields where they could 

yield Immediate, 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. (Local 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. Matura! Obstacles to Development Were Great In Both Countries, 

but, Just the opposite of what happened In the west of 

the United States. It is not easy transportation which Induced 

economic development, but rather, the struggle for economic 

development was first of all a struggle for Improved transports. 

Guinea's main obstacle was its mountains, and although 

the railroad has overcome it, it never reached a real econo­

mic efficiency. For that reason, the great advantage of the 

possession of a natural harbor: Conakry did not play,in the 

economic development of Guinea, as Important a role as could 

be expected. In Ivory Coast, the main obstacle was the 

forest belt. But it was also the richest part of the country 

and once transportation was provided it became a major advan­

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



128 

natural port. It was overcome in a radical way by the open­

ing of the Vridl Cunal, which made Abidjan 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 dLd it ge t more money 

from France, but also it developed its own sources of finan­

cing, and through the "road fund" and the "coffee and cocoa 

fund", Its own interior was opened. 

C• There is a sharp contrast between those needs of Trans** 

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

fhe actual possibilities which make it impossible for transpor­

tation to be a low cost factor. Except for the waterway sys­

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

soils and the climate do not allow cheap transports. Further, 

the railway itself is not the high capacity and relatively 

cheap means it is in the United States. In any case, the high 

cost in capital of the railways and the lack of concentration 

of the production outside limited areas along the coast has in­

duced the authorities to postpone the building 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. Coffee, which has a high value per pound, 

can be transported by road, therefore, the quantity exported 

Increases rapidly when adequate road transport la provided. 

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

region was open by good roads. 

E. The Processing of Local Agricultural Products is likely 

to Increase, to reduce the cost of transport. But industri­

alization is to be limited to a very small number of areas, 

i.e., the main ports and their immediate hinterland. Here, 

imported raw and semifinished goods are cheaper, all exports 

are handled by them before being shipped, and labor as well 

as consumers are in abundanoe• 

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-eleotrio 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 region 

but a mere consequence. 

The industrial development will be therefore, extremely 

unequally distributed. In Guinea, It will occur at Conakry 

and in the aluminum production centers. In Ivory Coast, it 

will affect Abidjan and its region, 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. Ivory 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 & 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 sectors2 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. Host 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 Canal2 "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.113 

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 s elf** 

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 

4 suitable soils in the best climatic region." 

A relatively good start has been taken in recent 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#R. Mollard. Op. Cit. p. 192. 

4. H. Church. Op. Clt» p. xxv 
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