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Hecently there has been a renewed interest in the large Europ:.:
trading companies which operated in West Africa during the ccloniu.
period. Sir Frederick Pedler wrote about the United Africa Cowmpauvw &
iis "principal predecesscer firms", (1) Catherine Coguery-Vidrav.ich
about CFAO and SCOA, (2) Colin Newbury about the Niger Compsany, {3} and
Régis Robin about Peyrissac. (4) These studies of individual fivyas are
a welcome addition to the work of authors who dealt with the firms 1
general. Sir Keith Hancock portrayed them as the dynamic elemanty i woy
pean expansion in West Africa, (5} John Mars analysed their cost &.rug
ture, (6) Jean Dresch presented them as the chief investors iun the ¢
way trade, (7) and Peter Bauer dealt with their market strategy. {3}
More recently Anthony Hopkins discussed the effect of the business zycle
on their investments and operations (9) and assessed their role in w0~
pean imperialism. (10) In my own study on the Lebanese in Si<rra Leone
(11) I discussed the policies of the firms in as far as they affected
other traders.

The modernization of transport has been a powerful factor in eco-
nomic development in many parts of the world. In West Africa it bhegsan
towards the end of the 19th ceéntury. There is a general consensus that
modern transport, by permitting long-haul trade in bulky produce, ied
to an expansion of production and trade in this region. (12) There i~
little doubt that the firms (as well as other traders) benefited fron
the new and cheaper transport. These macro-economic effects are, how-
ever, not discussed here, they are simply taken for granted. In th..
paper I have a different objective; I want to investigate the dire«t
effects of modern transport on the firms, namely on:

a. their advance into the interior (sections 1 - 4)

b. their structure and organization (sections 5 - 7)

c. their withdrawal from the interior in the 1950's and 186%'g

(sections 8 and 9)



1. Modern transport and the advance of the firas

Modern transport was a European introduction inlo West Africa. The new
means of transport were Luropean-designed and constructed, and also, -
at least in the early decades, European-cowned aund controiled. There was
a conspicuous difference between modern European and existing African
transport. (This dichotomy was blurred in the 1520's when significant
numbers of Africans and Lebanese boughl lorries and launches. We return to
this later.) African trapsport was partly replaced by European transgort
but in many places it continued to play a role, normaliy ia what was called
the early stages of collection. In fact, it is useful to distinguish an
Quter Zone with African transport and an Inner Zone with Buropean trans-
port and to call the boundary between the two the "European" frcntier.
During most of the 18th century this frontier was on the coast. Then,
with the introduction of modern transport, the European firms advanced
inland and the Inner Zone expanded rapidly. (13)

The term advance reminds us of military operations but there is
a curious difference with regard to logistics. While the rate of
advance of an army depends on the ability of the quartermasters to
send supplies up, the advance of the firms was restricted by the
opportunities to send supplies back. Much of the firms' thinking
about this matter was condensed in the term '"produce evacuation'.

In general the firms did not want to buy and store produce unless

it could be carried back by European transport. Going farther up-
country meant that they would have to rely on African transporters,

a possibility which they seem to have rejected out of hand. This
attitude determined the location of their produce buying stations
up-country. Virtually all of them were built along navigable water-
ways, railways, or motor roads. (14) These buying stations (or trading
posts, or factories, or factoreries in French) demarcated the Euro-
pean frontier, (15) which was a transportation as well as a trading
frontier. I may add that it must not be confused with the frontier of
the two-way trade, i.e. the far frontier of the Outer Zone.

Many years ago Hancock pointed out that the European firms made
use of three forms of transport: river, rail, and road. (16) From the
macro-economic point of view there is no need to elaborate this distinc-
tion but in this paper it will be used repeatedly. Its significance was

brought home to me by a related distinction which the employees of the



ciwven usevd in conversation, When iLhey talked about the buy’

stutions of therr firm, ithey distinguished river stations, iine =ta-

{l.e. along Uhe railwayy  and road o0 outstations. Av Firss .

e that this referved merely to localion Lut later T undersios
thao L derived frum the method of preduce evacuation. A river sio-

3 designed and built to rely on water Llransport; &« line stu-~

&

Lica, olLen wiith a seporvate rallivey siding, depended ow rail trauivcowf,

sl noroad station on evacuaticu by lorvy.
It is ithercfore desivable to distinguisn three types oif advan o

and a road-based ons

of <he fivms: a river-based, & rallway

Daca of these will be discussed in turn in the nexi three sections.

Since the new means of transport 4id oot become availahls at

tTime we can also recognize three Giffercatl phases of advaoce: tha v v .r -

)

e ratlway-~based one soon after 1DOG

hased advance started around 1E8G,

and the road-based one in the 1920's. Since conditions in Wesi Africa

3

<

aried Irom country to country, the years given nere should Do geen as

& rough indication only.

Z. The river-based advance

Ta the courge of the 19th century iniand navigation of the Furapesy type

was introduced on the West African rivers. Luropean firms and govern-
ments began to send vessels to West firica in order to employ them thers
permanently. In this seciion I want to trace this new development. 1
note at once that this is more difficult for West Africa than for East
Africa, where the start of European inland navigation was Spectacular
because the first European vessels had to be carried in sections over-
land before they could be launched con the lakes. And the same was (rue
for the Congo. Some West African waterways resemple the East Africau La-
kes because they are also cut off from the sea. On these the beginning
of European navigation is properly recorded. On the Middle aad Upper
Niger it began in 1884 (see below)} and on the Nyong in South Cameroun
in 1906. (17) But most of the West African rivers stood in open counec-
tion with ihe sea, which mekes it difficult to distinguish ianlanc
from sea navigation.

Since none of them used this distinction, the books I consultea
could help me only indirectly, namely by their references to vessels.
Apparently, there were many "sSteamers", but this term referred to

oceangoing ships as well as large river vessels. Technically, there were



SO L dhdah
Gophgy ST T

R ad W

m.v

Andng

asaty BITOA

I93TN (X89m0T)

8TOA Y
M e8INQINOY =
IaATY ouusg o wosny sty 22ddn
v
! '
3 “ \
S oxewed 1oaTH BTAWED
I’ .HO&HH.S.O& px
o . .
-
-
’
\
A
f/ gakey
v ‘1S
’l/ gtael
- STN °TPPTH >
reBTN nw@p:mvmpmmwm 0JO¥TTUOY PUB zoATY 1e32U3S
b prdex oyl “€°N o'

oyswed uoamiaq S
133ty 2TPPIH



thrvee categourles of steancr: Scue were propelled by screws, scme Ly sid:

and some by paddles {(or wheels) al the stern. The ve

H

Lhie lasl category, i.e. sternwheeliers and guarier-wheelers, were nog
vou-worthy., They were good cxampics of vessels that were permanentiy

stationed in Africa. Other exanmples were the parges. Unfortunately,

e vessels made their first awn-

none of my sources indicated when the

searance in West Africa. (18) It seems that the composition of the river

rodvelle chonead in o the earty pericd: the number of oc2un oy
ships decreased and the nunber of river vessels, i.e. vegsels ithul aeps
not sesaworthy, increased. This tread was fostered py developments in
stesm ship design which favoured the construction of targer ships As
these were too big for the West African rivers, ithe separation of sea
and inland navigation became complete. (19)

Another consequence of the creation of river fleets was ihe amai-
cence of entrepdt ports at the mouths of the rivers., On most rivers
existing ports assumed this new function but on the Higer a new port,
Lkassa, was established in the late 1870's. {(20) It served as s dDasa
for Luropean navigation on the river and contributed to the decline
of the island of Fernando Po, which had sesyved as a kind of bridge-
head and entrepdt for earlier expeditions on the Niger.

I suggested in section 1 that tie vriver-based advance of the
firms started around 1880. Indeed, I think that European inland navi-
gation on the open rivers of West Africa began at that time. Below 1
review five areas for which the evidence points in this directicn.

We may start with the Niger and tire Benue in Nigeria, two water-
ways which, for half a century, were dominated by one company, sac-
cessively known as the United African Company (1879-1882), the Natlional
African Company (1882-~1886), the Royal Niger Company (1886-1899), and
the Niger Company (1900~1929). It was formed in 1879 as an amalga-
mation of four British firms which had traded ou these rivers for
several years. At about the same time a French company, the Compag-—

nig frangaise de 1’Afrique équatceriale {CFAE) was formed, also for

the purpose of trading on the Niger and Benue. (21) Apparently, it
invested a great deal because by the end of 1882 it was equal, if
not superior in strength to the National African Company, as the
RBritish firm was then called. (22) The latter was drastically reor-

ganized in 1882 and was able to double the number of its steamers



and buying sStations in the following year. (23) CFAE was unable or
unwilling to match this effort and gave up in 1884, selling its

assets to.the NAC. (24) Thus, a commercial monopoly emerged which

has received much critical attention in the literature, toc much atiern-
tion perhaps. A re-examination of the sources is desirable, in which
more attention should be given to transport technology, logistic., and
the actual investments of the British and French businessmen.

The river Senegal acquired a new significance in 1879, when the
French governmeni declared its support for the Senegal-Niger railway.
The French envisaged an enormous transportation axis into the heart of
West Africa, which entirely relied on "European' transport: navigation
on the Senegal from Saint Louis to Kayes; a railway from Kayes to the
Niger; and inland navigation on the Middle Niger. The French must have
been confident about the possibilities for European navigation on thisg
river; otherwise the decision to build a railway made little sense. Con-
struction began in 1881 (25) but progress was slow. To strengthen their
claim on the Middle Niger the French decided to launch a vessel on the
river before the railway was completed. For this purpose they organized
an expedition which carried a launch in parts from Kayes to Bamako. In
August 1884 this vessel made its maiden voyage on the Niger. (26) A
second launch was transported in the same way in 1888. (27) Although
these were military vessels, they indirectly served a commercial purpose
because they confirmed the navigational possibilities of the Niger. The
advance to the Niger boosted navigation on the Senegal, which, inter-
estingly enough, remained a mixture of sea and inland navigation. In the
short high-water season ocean-going ships ascended the river to Kayes
but there was also a proper river fleet which operated from Saint Louis

and belonged to the Compagnie des Messageries Africaines. It was supple-

mented on the upper river by two government-owned sternwheelers. (28)

In the Gambia the leading British firm, the River Gambia Trading
Company, bqught_a river steamer and a steam launch in 1882, (29) It
was this firm which had started buying groundnuts on the upper river
three years before, after local wars had kept European traders away
for a long time. (30) The new steamer was expected to speed up ground-
nut evacuation, enabling the firm to take the lead over its French
rivals. (31)

In the Niger Delta and adjacent areas Miller Brothers established

a great many trading posts in the 1880's and early 1890's. Much is



nowi: aboeul the coatrflict o which Mitier Bros. was forced to pive

LD these posts in 1893 (32) buit practically nothing about the way ‘n

o

wivk ol they, were establsshed. Tt is likely, however, that the firas used

Lt own voesscels to carry prodece from these buying statiocns to che ex-

*

por. harbours at Opobo and Calabar. Perhaps nonc of Miller Bros
stacions was farther frol the sea than a hundred miles. Yet logisti-

Cally if was ml advydinoce

iniand. Purtiier research is needed to show

whet this advance began and on what vessels i1t depended.

I Ghana the Volta offerved opportunities for inland aaviga-
tict: between Ada on the ccast and Akuse up~stream. In 1891 there
Wers unches ‘ating on this part of the River. (33} Accor-
din they belonged to the firm of Swanzy. (34}

an echo of these developments at the Berlin Conferer oo
of 1884-5, Navigation was one of ths points on the agendsa, and TtTwo o~
ver i, the Niger and the Congo, were mentioned »ny name; the Senegal

wnas deliberately omitted. (35) Historians have described the negotia-
tio1s about the freedom of navigation cn these rivers -- a irecdon wip .o
was accepted in theory but denied in practice. (36)It is significani
thar much time and effort was spent on this topic. Apparenily, many
peonta Telt that the prospects of European navigation in Africa were
ros /. But why were thesc prospects so good? Or so much better than
ten or twenty years carlier? If the explanation had been technical, i
would probably have been mentioned in the literature. {(37) From the
abs:nce of such references [ conclude that tlhie explanation must be
maily psychological. There was o change of mood among the investors.
And presumably the optimism was infectious.

The prospects of European navigation largely determined the shupe
of zolonies such as Nigeria, Gambia, and Senegal (in its pre-1903
bouidaries). We might call these territories river colonies becaus«< the
carly commercial and administrative policies of the Europeans were
geaced to the navigable water-ways. The French Soudan (now Mali) was
another river colony. Commercial development in this territory was slow
until the completion of the Kayes-Niger railway in 1904. (38) The trading
firas rapidly invested in river vessels in the following years. By 1910
they owned 700 tons on the Upper Higer and nearly 600 tons on the Middle
Nig=r. (39) It is interesting to remember that this country, which is

now considered underprivileged hecause of its landlocked position, once
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uar i b factittated the unloadiog of rallway muterials and in the ionyg
ras it lowesred handling chuarges on the exporits which the railway gens:
dived. In gencral these better harbours also had superior communicatioo.
with Lurope: the mail sSteamers called regularly and the under-—-sez oo
griph cable could be used for urgent messages. AS a result these ports
weve also preferred as a place of residence by the colonial govern:o v,
Only the Sekondi-Kumasi line ({see table 1) did not originate in & co-
lonial capital.

These four faciors: a good harbonr, the mail beoat, the telegrnu.a

4

cabie to Durope, and proximity to the colonial adainistrat.on, waste
these towns excellent byidgeleuds for the commercial advanca into the

interior. At the same time, where one or twe of these factors weroe

missing, like in Sekondi, the firms werc handicapped. This may exr’
why they were slow to move inland in ihe Gold Ceoast. (42)

Having sketched the circumstances we should now try to dozum=ni
the actual advance of the firms. Unfortunately, there is very littls
speeific information. There arce a few useful regional studies, such ao
that on Hanc, where the advent of the firms is given in detail, io--

cluding the competition for superior siteg cliose to the railway station.

i

{(43) Yot a fairly complete reconstruction of the advance seems possible,
)

b

Tirst, there are the reports and avchives of the big firms. (429
guess that about half the desired information can be found there, but,
of course, data on unincorporated enterpirise and firms that failed
lorg ago, will be missed in this way. Secondly, in nost countries lani
rights were registered by the colonial administration. From these regisie:
we <cuan learn which firms obtained land in the rail towns. Such a stady
on Sierra Leone is now in course of preparation., (45) Thirdly, one can
sewrch contemporary pericdicals for news, possibly in the form of ad-
vertisements. The search can be limited to a few years following the
op¢ning of the various railway stations. Finally, ome can visit the
railway towns to see how many buying stations are still there. Photlo-
griephs and the memories of elderly inhabitants may yield information
on the buildings that have heen demolished.

My own observations in the railway towns of Sierra Leone ia 1970
supgest that all buying stations had been made from imported building
maierials: sawn timber, corrugated iron sheets, and cement for the floor.

Since these materials were presumably carried by rail, construction



must have taken place after the railway had been opened to traffic.
The construction techniques were sound because many buildings weatn-
ered the storms for sixty years. My impresssion was also that the
buildings were rather large. Presumably the firms were optimistic
about the volume of trade. Another remarkable feature is the height
of these buildings. 1 understand that a high roof enhanced ventilatiun
and helped to dry produce. On the whole the firms took the investment
in line stations seriously.

Some further observations must be made here, althoughk they may
not apply to all railway lines. The firms assessed the prcduce potential
of an area before they decided to build. If it was low, they shied away
from the area. It was possible therefore to find railway towns (or even
a string of them) without a single buying station. But in some pro-
mising towns one could find a dozen firms represented. For the big firms
it was a matter of policy to open a station in every promising town.
The majority of firms, however, could not afford such a comprehensive

network.

4: The road-pbased advance

The third significant representative of modern inland transport
in West Africa was the lorry. The teething troubles of the early models
made them unattractive for private owners; indeed, public ownership was
the rule before 1914, The railways in Nigeria for instance established a
motor transport service in 1907, which was intended to increase rail
traffic. (46)

A better and lighter type of lorry, developed by the Ford Company
in the 1910's, reached West Africa soon after World War I. As private
enterprise was quick to appreciate the advantages of the new models, most
of the lorries put on the roads in the 1920's were privately owned. When
the British and French rulers realized the value of the new lorries, they
switched over from rail to road construction, although several pre-war
rail projects were still continued. (47) Since roads, complete with
bridges and ferries, took time to build, the decisive advance of the
lorry in trade did not occur before the mid-1920's., (48)

The traders -- not only the European firms, as we shall see later -—-
responded to the motorable roads by establishing trading posts along them.
This formed the road-based advance. We must distinguish an early advance,

based on government lorries, from a later advance based on privately-
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ewited luirries. The small pre-1911 advance will be passed vvey here so
as tu concentrate on the major advance of the 1920's. There is no
doubl that this advance was successful in stimulating the produce irade
hecause produce exports continued to increase. But details on the
advaice are hard to obtain. And the chances for a fairly complete iita-
torical reconstructicn are much poorver than with the rail-based ad-
vance.
Fortunately we may deduce somc {eatures of the road-based advasue
Lol vhe geograpiy oi the new motor roads. In general they were shoert,
isolated stretches of road, which originated in & rail or river town.
This starting point was important for two reasons. First, it madu i
gasizr for the P.W.D. engineers to begin construction. (The snalogy
with the harbours and railway construction is obvious). Seccopdly, it was
in these towns that a lorry was unloaded from the train {or » sieaunr:
in order to start its operations on the new road. Normally a lorry would
stay on "its" road until it was beyond repair. (49) The new rocads vevre
conczived as additions to the existing rail (or river) transpory systen
In kezeping with the European preoccupation with produce evacuation. they
were called feeder roads because they were intended to feed more producs
to the railways (or the river fleets). (50) Many roads were built =2t
right angles to the railway line (or the main course of the river}. This
was the most promising way to reach areas which until then had not parti-
cipated in trade.
When a firm decided to establish one or more road stations aloung o
new feeder road, the station manager in the town where the rocad began
was normally responsible for the execution of this plan. He also became
the boss of the men who were put in charge at the new road stations,
which were often seen as satellite stations. This hierarchy —-- also
reflected in produce bulking -- led to the use of the term ovutstaticn.
Northern Nigeria was an area in which the firms established many
road stations. Pedler speaks of a "massive invasion" of the African &
Eastern Trade Corporation in this area soon after its formation in 1819.(51)
He also describes the way the Gottschalck men constructed road s:iations.(52)
When UAC was formed in 1929 it was in possession of about eighty cutstations
in this area. (53) It should be remembered that Northern Nigeria was part
of the Sudanic belt, where the new lorries could use existing tracks, which

had been made for people and pack animals.
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5. The typical river firm

In this section we define a river firm as a trading firm which relies
exclusivel§ on water transport for the evacuation of its produce and which
uses its own vessels to effect the evacuation. The Royal Niger Company and
the River Gambia Trading Co, two firms which we encountered in secticn 2,
were such river firms but they did not remain so for long. When the Niger
Company began to use lorries in Northern Nigeria, (54) it ceased to fit
our definition. Tt was further common for a firm to be a river firm in
one colony and a railway firm in another one. CFAO for instance was a
river firm in the French Soudan but a railway firm in the Gold Coast.

It may be objected that a river firm as defined here is merely an
analytical construction. This is true indeed for most periods and for
most firms but such a construction may nevertheless prove helpful to
understand the history and operations of the real firms, as I hope to
show in this and the following sections. Below 1 want to make a number
of observations on such a fictitious river firm. Afterwards 1 hope to
relate these to the experiences of the real firms.

A river firm needed a great many assets. First, there were the
vessels (steamers, launches, tug boats, barges, etc.). Secondly, there
were ancillary facilities such as fuel dumps (with wood, coal, petrol,
or diesel 0il) and repair and maintenance yards. Thirdly, there had to
be warehouses and loading and unloading equipment at the seaside end
of the river. If there was much traffic, a complete entrepdt port de-
veloped. Most of these were on the coast (at Saint Louis, Bathurst,
Akassa and Burutu) but some were in the interior (at Bamako, Koulikoro
and, outside West Africa, at Leopoldville and Kisumu). Fourthly, buying
stations had to be established along the rivers; some of these required
wharves and jetties.

These assets required the investment of large sums of money, which
were irrevocably committed because most of these assets could not be re-
moved and taken back to Europe. Even the steamers were not so movable
as they seemed at first sight. This was especially true, if they had
been designed to cope with the problems of a particular water-way. Such
vessels could not be used elsewhere. An investor had to be quite con-
vinced before he poured his money into a fleet of river vessels somewhere
in Africa. On the other hand, having built up a river firm an investor

was extremely reluctant to reduce or abandon it.
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The personnel of a river firm consisted of the crews, the men
in the buying stations, and those in the c¢ntrepdt port. Normally, the
headqguarters were locialed in the cntrepd! port, thus concentrating
many empioyees 1n one town. The directors had to take many decistops
with regard to their personnel. What kind of people should they r—ocoait
for the fleet and the stations? If they wanted Africans, did they (o2
local men or strangers? How many Buropeans were needed on each vessel
and in each station? Could Africans be put in charge of some vasSselrs ang
stations? The selection of station managers was a special proidlem be-
cause they had to work independently as they could not readily contact
their boss. At the same time a general manager wanted to retain overalii
control by giving them detailed instructions before they assumed duii. .
Messages from the general manager to the station manager and vice-verss
were carried by the firm's vessels. This assured regularity, while in
emergencies vessels could be diverted to carry a message. On some rivaers,
such as the Benue and the upper Senegal, navigation was impossible f{or
part of the year. The station managers along these rivers were cut off
for many months. It was in the interest of the firm to send steady,
experienced and loyal employees to these places.

The period without navigation also complicated the evacuatioca cf
produce. It was particularly unfavourable if the low-water season
occurred just after the harvest season because in that case the station
manager could not despatch the quantities he had bought until several
months later. He needed a large store, and the firm needed additional
capital to finance such immobilized stocks. It is clear that a river
firm needed a great deal of working capital. If a firm kept its fleet
small, it was bound to use a lot of working capital to finance stocks
up-river. On the other hand, if it speeded up evacuation in order to
save working capital, it needed more vessels. And the optimum solution
for this exercise depended on a fluctuating produce price! We must
remember that two groups of people were involved in this exercise: the
directers in Europe and the general manager in Africa. I expect that
the latter was more concerned about fixed capital and its deployment and
the former about working capital, bank loans, and liquidity. Frequent
contact between the two groups by letter and cable was essential in
order to have a consistent policy.

How does this picture of a fictitious river firm compare with
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the historical evidence? Let us first take the Royal Niger Company,

a river firm, about which a fair amount has been published. Flint and
Pearson provide information on the finances of the R.N.C. but note that
the company operated two accounts, a trading and an administrative one,
and they warn that the directors had every reason to debit expenses
against the administrative account, which reduces the reliablity of

the figures. (55) Pedler discusses the personnel policies of the R.N.C.;
they employed many Africans in responsible positions, (56) they put
great emphasis on loyalty and trust, and abstained from strict conzrol.
(57) Pedler also discusses the produce evacuation programme (58) but
does not mention the absorption of working capital in stocks up-river. (89)

What I found lacking in the published accounts is the matter of inter-
nal communication. How were messages sent from London to Akassa before
1889. (60) How important was Bonny after it was connected by cable to
England in 1889.(61) How were messages sent from Bonny to Akassa and
from Bonny to the headquarters at Abutshi? And between Akassa and
Abutshi? And how was this wide-spread organization in the interior kept
together, and efficiency maintained? (62)

River transport on the Gambia River was characterized by free com-
petition. Quite a number of firms participated: in 1960 there were still
seven. (63) It is interesting that in this area the firms were prepared
to use sailing vessels. (64)

There is reason to expect a different type of river firm in the
French colonies. Some firms, as we have seen, used ocean carriers to
collect export consignments of produce at Kayes; (65) they did not
have to invest in a river fleet and could send their ships to other
parts of the globe in the ten-months' period in which they could not
be used on the Senegal. Other firms -- small ones in general -- relied
on public carriers for the evacuation of their produce. We have seen

that the Compagnie des Mesgsageries Africaines operated on the Senegal

in 1910. In the inter-war period it was replaced by the Société des

Messageries du Sénégal, also a public carrier. On the Middle Niger the

Société des Messageries Africaines, established in about 1910, provided

services to the public. (66)

6. The typical railway firm

A railway firm may be defined as a firm which relies exclusively

on rail transport for the evacuation of its produce from a particular



terrvitory. A railway firw, unlike a river firm, did not have to invest

in mesns o!f rtransport. In general, the railway firms therefore needod

less capital for a given volume of produce trade than the river {iraur

Econonric theory suggests that more new entrants may be expected ian sguar
a situvation. It is iwmportant to distinguish new entrants who were cown
pletely new to Africa from those wic had operated in West Africa befaor:
but were nevertheless new to a particular territory. Such "lateral oy
Pduncion | Lung e LoaSt wccodiited for many cwew’” railway firme.

Since it was impossible Lo operate a rallwey efficientlt without

a telegraph, the colonial governments c¢quipped the new railwav lines
o 3 g L M

with a telegraph system. In nearly all cclonies this system was cpensd

to the public. (67) This created ideal circumstances for internal cow iasila-

tion in the firms. A general manager could easily send brief message. o
his station managers and the latter could reply at once. Changes in Ll
prices could be passed on without delay. Moreover, with up-to-date k0w
ledge of up-line stocks and purchases a general manager could improve h.s
exportation programme.

It is probable that superior commuvication infiluenced ths rocrul -
ment of perscnnel. It was no longer necessary to have experienced men
as station managers. Even a newly arrived young man could be put ia
charge. If he ran into trouble, he could cable his boss for 1astructiors.
Or a senior man could be sent up te help him. It must be remembered that
the health situation of Europeans improved greatly in this period. vrior
to this employers preferred men with African c¢xperience, not only becauss
of their knowledge but also because they had shown a certain resistanc
to tronical diseases. After about 1800 the firms' reluctance to employ
a newly; arrived European became less. And, of course, more and hetter
candidites were willing to go out. Not only was the overall risk less
but an employee of a railway firm had a better chance to get proper
medicai care. 1f he fell ill, he could be put on the train and travel
in comfort to a hospital. All these changes probably led to a process
of "europeanization” in the railway firms in the period before 1914.

As the railways operated regardless of the seasons, the managers
of the line statious could rail produce to the export harbour regularly
and frequently. The general managers did not have to worry therefore
about stocks up-country, unless a big harvest exceeded the capacity of

the ra:lway. It seems likely that the railway firms made full use of
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the opportunities for rapid produce evacuation. (68) In this way they had
to finance their up-country purchases for a shorter period, which meant
that they could use their working capital several times in succession
during a buying season, with favourable effects on annual profits.

How much evidence is there to confirm the suggestions just made?

I noted several instances of lateral expansion in the years before World
War I. Two firms from Sierra Leone moved to Lagos: Paterson Zochonis in
1898 (69) and G.B. Ollivant in 1900. (70) But there were also "Nigerian"
firms which moved westwards: Lever Bros., until then operating in the
L.agos area only, entered Sierra Leone in 1912 (71) and the African
Association did the same in 1914. (72) Elsewhere CFAO moved south and
east along the coast. (73)

I have suggested that railway firms were more efficient tham river
firms and that they required less investment and carried fewer risks.

If this is so, did the firms show a marked preference for rail opera-
tions? Here again I found some evidence in Sierra Leone. G.B. Ollivant,
practically a new firm after the Chadwick family took over in 1902, in-
vested along the railway but kept away from the Sherbro area, although
the older firms possessed many river stations in that area; five

other new firms did the same. (74) More interesting than Sierra Leone
are Nigeria and Senegal because in these colonies new railways replaced
the existing river transport systems to a large extent. (75) When the
line from Dakar reached Kayes in 1923, the produce from the French
Soudan was diverted from the Senegal River to the new railway. The
diversion saved the firms working capital beéause the Soudan produce
used to arrive in Kayes after October. (76) Before 1923 it had to lie
in storage until the following August, when the ocean carriers could
ascend the Senegal River. After 1923 it could be railed through to
Dakaf or Kaolack. (77) The significance of Kayes as an entrepdt town
'disappeared almost completely, and the capital invested there in ware-
houses had to be written off by the firms.

In Nigerié fail and river began to compete in 1912, when the line
from Lagos to Kano was opened to traffic. In this competition the trade
of Northern Nigeria was at stake. Several Lagos firms established buying
stations in the north to profit from the unexpected groundnut boom. (78)
Fortunately for the Niger Company, until then the unchallenged commercial
leader of the north, mainly smaller firms moved up, whereas two big ones,

Miller Bros and the African Association, were prepared to wait because



-17-

of a pooling agreement with the Niger Company. But as these twe ifiras
felt that the Niger Company was not active c¢nough in Northern Nigerisa,
they broke‘the pool in 1917 and began to c¢stablish their own buying
stations in the north. (79) It is necessary to point out that these
two firms, although long established in Nigeria, had moved t¢ Lagos
only recently, Miller Bros. in 1903 and the African Association in
1907. (80) By this move they had become'railway firms. In the laght

of the analysis above it is clear tha* the Niger Company as a Deita-
based river firm was seriously handicapped in its struggle agaiust

the Lagos-based railway firms. The directors presumably realized

that they could never operate as efficiently as the railway firms. ut
the same time they could not give up their principal investment, the
river fleet. (81) It must have been a great relief {for them when a
buyer appeared on the scene. The story of the take-over by Lever Be-og.
in 1920 is well-known, as well as the fact that it was a poor bargain
for Lever. (82) After the take-over the headquaters of the Niger Com-
pany were moved from Burutu to Lagos; (83) the river port gave way to¢
the railway port.

To be fair we must add that the preference for the railway was
neither general nor permanent. When produce prices werc very 1ow, as
they were in the 1930's, the firms turned again to evacuation by water,
for instance in the Sherbro area in Sierra Leone. (84) Again, the removal
of price risks by the government seems to have revived interest in water
transport: UAC re-invested a great deal of money in its Niger fleet in

the late 1940's. (85)

Not much has been published about the recruitment policies of the
early railway firms. If the number of European employees increased, s
1 suggested above, it may not have attracted attention because thera was
a similar trend in the colonial administrations. A retired emplyee of UAC
told me once that many station managers in Sierra Leone in the 1220's
were in fact Europeans. (86)

The immediate effect of the railway and the telegraph on the or-
ganization of the railway firms is hard to document. Pedler tells us
about the accounting systems introduced in MacIver between 1910 and 1920
and afterwards applied to the Niger Company. (87) They represented a
great improvement and were probably inspired by Lever Bros., the industrial
parent company. But MacIver may not have been so much ahead of the other

railway firms. In fact, there are many suggestions that paper-work multi-
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plicd fn ihe fiews o the inter-war period. There was a tendency towsrds
burenucracy usnd centrubization, which greatly impressed John Mars, vhen
he dgiten ‘i dn the late 193067s. (88) At that time the geneval

managers tn Africa resented the strict control which their diresvors

exe o them. (89) But, of course, there must have been =r esrl o1
phase 1n which Lhe general managers themselves increased their pows o ovar

the exient of centralization in the firms is well illustratzd by the

CUC 0 eament of 1837, The signatories to the agreem=nt undor-
took th identical price schedules, which could be adjuscerd £rom

on price changes were taken in London {by oue wman!)

day to day. Decisio

and relayved by telegraph to the station managers in the Gold Coast znd

Nigeria, (803 § would iike to suggest that river firms could nevaer have
achleved guch centralization. Indeed, the image of the heavily contyalizen

expatriate firm was strongly influenced by the railway firms.

7. The typlical road firm

A

firm may be defined as a trading firm which employs only :orric

tion of its produce. This definition excludes hybrid firms

for the
which comblned road with rail or river transport in their evacuation pro-
graameg. It gimo excludes lorry-owning firms which carried producs to an
up-couniry buying centre but not to an export harbour, Road firms emerged
in the 18208, They were not very numerous and most of them remained

small.

Geographilcal factors were largely responsible for the stunted growth
of the vond firms. As we saw above most of the new roads were built as
feeder roads to the railways or rivers and were therefore separated from
the export harbour by a stretch of railway or river. This was a deliberate
policy in most countries. (91) As a result road firms did not emevrge 1in
the big ports but in the small ones. We must remember that there had been
a process of port concentration in West Africa in the period before World
War I: the ports served by a navigable river or railway grew rapidly, while
the others declined. (92) Some of these declining ports got a new lease of
life in the 1920's, when roads were built in their immediate hinterland.
When, woreover, shipping lines were willing to. call it became worth-
while for traders to organize the export of proeduce from these ports, In
southern Sierra Leone the ports of Sulima and Mano Salija experienced a

revival in the late 1920's because the Woermann Line called regularly and
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the government began to build roads. (93) Other ports, such as Lace UGasi
and Winneba in the Gold Coast, and Calabayr in Nigeria, saw a Sim:iar turp
in their fgrtunes when motor roads were built in these areas. {(24) & ro-
vival of canoe transport often contributed to the growth of irads in thez.
towns. But in general the reviving ports could count on a small bhia-er-
land only, because the rail and river poris had annexed most oy *ha nuas
try as their hinterland. (95) The left-overs were for the road {irus.

The owners of the road firms were mainly Africans and Lebanese but
there vere also a iew EBEuropcans whe settlec w1 the revivipg poris 2ad
started ar export firm. (96) None of these reached the sive oi fhe
earlier firms. For this reason river and railway firms continued o

dominate the commercial scene of West Africa.

8. The halting frontier of the European firms

The advance of the firms could not go on indefinitely, but when
and where did it stop? Or, to use the terminology of Hanceck apd Hop..onos,
where and when did the traders' frontier come to a halt? Hancock is 2u-
tremely vague about this question but he presumably believed that tle
frontier was still moving forward when he visited West Africe iu 1534,048.
I think that this was incorrect. Hopkins, referving to a wider gousap
than Hancock's traders, states: "By the 1920's the frontiers of expatriate
business had met in the interior of Africa." (97) I agrec¢ with the daie
but have my doubts about the geography of this statement.

Hopkins made his statement in an article which ccnsiders exysiriate
enterprise from the top. One could say that he adopted the director’'s
view. (98) I imagine that the average director had a map of Africa in
his office, whereas a general manager had a map of the territory irn
which he was responsible for the firm's opcrations. This refiected =z
difference in scale. I want to argue below that the attitude of the
general managers towards the road-based advance was lukewarm and that
therefore the frontier of the firms came to a halt during the period oif
motor road construction.

The frontier remains a vague concept unless it is related to ad-
tivities or investments which can be plotted on a map. This turns <cur
atterntion to the buying stations, which, mor: than anything else, de-
marceted the firms' frontier. What changes occcurred with regard to buy-
ing stations? Some information is available on two large French firms.

Considering the number of buying stations they possessed we may con-
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clide that SCUA ceased 1o advance in 19824 and CFAQ in 1933. (89} In
Sierra Leone very few stations were built after 1930 (1003 and theirs
constructign could normaily be explained in terms of particular lo2ai
requirements. (101} Research on other firms and countries is still
necded but SCGA's example proves that the crisis of 1930 was not thao
only factor which brought the forward policy of the firms tc¢ an i,
although this is often believed.

My own rescarch in Sierra Leone shows that the participation of tue
firms in the road-based advance was minimal. (102) In an attempt ©o ex-
Plain thig I will argue that the general managers weré reluctzunt to

operate road staticons and confident that they could do without them and

nevertheless benefit from the new motor roads. This explanation cau bs
applied to the firms everywhere in West Africa.

Road stations had several disadvantages for a railway firm. First,
they could not be properly run unless the firm also owned lorries. And
these assets brought a whole set of complications. How could proper
maintenance and repair be provided? There were very few motlor mechaniczs
in Africa at the time, while the roads caused a lot of mechanical
trouble. And who was to drive the lorries? The British firms sceem toc
have felt that lorry driving was '"below the dignity of the white man"
and they never employed British drivers in Sierra Leone. (103) I assume
that they adopted this policy for the whole of West Africa. (104) It is
interesting that other firms thought differently about this: I have
héard of French and Swiss lorry drivers in Sierra Leone in the intzr-war
period but T must add that these men were not employed by CFAO or SCCA.
If a firm rejected the idea of European drivers, it had to find African
drivers, of whom there were very few, The firms were hesitant to employ
them, even if they were experienced, because a lot of responsibility had
to be delegated to them, for instance in case of breakdowns and accidents.
(105) It was also found that instructions not to carry passengers put
African drivers in an awkward position., (106)

Poor communication was another problem of the road stations. We have
seen that the telegraph was a boon for the railway firms, who found the
road stations, which were not on the telegraph, a step backwards.
Messages had to be sent by lorry or, if these broke down or if the roads
were impassable, by runner. This reduced overall control by the general
manager; if the buying price had to be changed, he could pass the new

price on to the managers in the line stations within 24 hours but he coulc
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only guess when the managers in tiie Ouistations would get the pews, Ting
was an unwelcome complication for s centralized firm. But tne sitootics fox
the station manager was not ideal either. He felt isolated "in the sy
He had to take many decisions on his own and, 1f he fell 111, he bad (<

travel in a shaking lorry to get proper medical care. I suspect visi

European employees disliked the idea of beiang posted to an outstats
The general manager could, and did, resort to African candidates {107}
but, as with the dvivers, I suspect a certain reluctance 1O &iEHiiniy Larm

at this level. All reasons to have us few ocutstutions as Noessivia,

But was it necessary for the firams to sunen vpad staticns? 1 ens
independent traders were prepared to esgtabiish trading posia along toe
new motor roads, the volume of produce would rise and, with ths Zeeo o
roads being cul-de-sac roads, all of it was Lound to bz offored fuy sol.
at the line stations of the firms. The general manageirs Jjudged il
emergence of the intermediaries, as I propose to call these -omall tradave,
wourld save them the trouble of advancing along the motor vowds; CoO-Ope a-
tion between the firms and the intermediaries seemed the ideal formulz
for increased trade. The general managers may have aimea at valuantary
co-operation but, at the back of their minds, they koew ithat they cuouia
enforce their will, if necessary, because the geographical dopeadence of
the feeder roads entailed the economic dependence of the intermediaries
on the firms.

The considerations which I have attributed to the general managers
are not easily verifiable but fortunately one feature of the inter-war
produce trade is amply discussed in the literature. The firms suppoeried
the intermediaries with capital, not indiscriminately but on a contvactiual
basis. If an intermediary signed & contract with a {firm, he became a ""lied”

trader (or sous-traitant in French). Tc be tied to a well-known firm was

a reason for pride. (108) A tied trader undertook to gell all his produce
to "hig" firm and to buy all his merchandise from it. The transport situa-
tion narrowed this down to a personal relation between the intermediary

and the station manager of "his" firm in the railway town. The intermediary
was willing to sign the contract because he obtained capital in this way:
advances to buy produce, credit to buy merchandise ahd hire purchase terms,
if the firm sold lorries. (109) The firm was willing to sign the contract
because it prevented competition: tying created as many separate marketis

as there were firms represented in the railway town. Tying promised the



firms indirect bul effective coantrol over the produce of the feeder roads
The considerations above seen Lo provide a complete explanati-on 0
the ﬁaltiné traders’ frontier. 1 suppose thot the general manzgors advized
the direcrtors to go slow on investment in road stations and that the
latter agreed but, of course, they may have reached this decision o coi -
pletely differvent grounds. {(The capital scarcity caused by the war and the

losses suffered in the crigsis of 1920 may have made them cauticus wihtn zll

b,y Duthier reses. ch may show which view was more imporiant:
the “Ruropean'" view of the directors or the "African" view ¢f the general
managers. But whatever the explanation, the halting frontier ¢f the ira-
ding firms had significant implications for the organization »f the puc-

duce trade, as we shall sec now.

9. The intermediaries and the firms

The intermediaries, who filled the vacuum when the firms did now
advance along the new motor roads, were a mixed group. Africans pre-
dominated in the Gold Coast, Dahomey, and Nigeria. I assume that most
of them came from elsewhere, that is, they were "stranger traders" and
not iocal traders -- a difference which might easily escape the noctice
of European observers. Farther west, from Ivory Coast to Senegal, there
were many Lebanese and a sprinkling of Europeans. (110) This social
variety should not blind us to thé economic homogeneity of the group.
It is alsoc necessary to distinguish the 19th century "middlemen’ from
the 20th century intermediaries. While the former had their base on the
coast, the latter operated in the interior. Again, the former used in-
digenous modes of transport (caravans, canoes, and boats) but the latter
used the imported lorry. Finally, the former had traded on equal terms
with Europcans for many decades, while the latter developed from a po-
sition of dependence on them. Of course, some of the old middlemen or
their sons may have become intermediaries but it remains useful never-
theless to make the distinction.

The intermediaries were successful, much more so than is generally
recognized. If we try to measure their success in absolute terms, the
deprossion of the 1930's tends to distort our findings. It is therefore
more appropriate to measure in relative terms, for instance in relation
to the firms. I have come to the conclusion that the intermediaries as
a group were more successful than the firms in the inter-war period and

that their growing economic strength became a matter of great concern



for the firms. 1 arrived at this conclusion on the basis of my reszapcch
in Sierra Leone; later | found confirmation for my viewpoint in pubiica-

tions on other West African countries.

Before going into detail I would like to argue that the firmg' :e-
¢ision not to advance along the motor roads was a mistake because i tinis
way they created favourable conditions for potential rivals. If the &iras
had studied their own history, they would have recognized the danger. Why
did they themselves deride nn 2 forward policy in the period 1880-:4:240

Presumably because of the economic advantages. But then it was plausib: =
that the intermediaries would benefit just as well from a forwardt policy
For, if in the past it had been advantageous to buy produce from Litiecto
isolated and commercially inexperienced farmers, the intermediariex “.-.e
now meeting farmers in the same condition. In short, the nocu-Euvor =l .
intermediaries were following the European example. It was probabk.': -1
this would pay off.

Turning to actual developments we must first mention another aspec:
of produce evacuation. In the literature the typical pattern of evacuva
tion has been compared with the drainage system of a river, (111 Al}
water reached the sea at one point and any drop of water had a pro-
determined route whereby i1t reached the sea. So also with produce: eay
parcel of produce had a pre-determined route along which it reached the
export harbour. It was on this that tihe firms relied when they left the
feader randa tn the intermedinrvies: Rhk it pervad n miandtdalwtisnn, o W
shall see now.

The early motor roads were built primarily for produce evacuation
but, of course, they could be used by travellers as well. Most of these
were Europeans, who knew how to present their views to the government.
They complained about the cul-de-sac roads and asked for connecting roads
to link the feeder roads to each other. These were built in due course.
This change in road building policy meant that the old one-direction
evacuation pattern was mutilated. Henceforth parcels of produce could
be carried to the export harbour along more than one route. Apparently,
alternative routes with more miles of road were preferred because the
share of lorry transport increased. We know this because several colonial
governments became concerned about the falling share of the railway. (112)
The officials thought in terms of road-rail competition, which also
occurred in Europe at that time. They wanted to restrict lorry traffic

by taxation, licensing, and road tolls in order to preserve railway
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revenue. (113}

It is faciie, however, to analyze this problem simply in terms o1
transpori computition. It should be seen in the context of ithe produc:
trade. {(114) The inteimediaries seem to have discovered that it was pxo-
fitehle o use alternative evacuation routes. Whereas formerly there fLiad
beer. only one town wvhere they could offer their produce for gale, th.oLo
were now two or morce. It is unlikely that we can reconstruct the huying
schedules of the firmg for all their line and river staticns. Goly those
schedules could show beyond doubt why produce was diverted. In the absenc:
of such proof we simply assume that the intermediaries discovered sone
maryins and made the most of it. The men who possessed their cwn loyry e
the begti chance to discover these margins but they could not keep thair
lucl: secret. Scon the flexibility of the lorry helped the great majoeriiy
of the intermediaries to escape from the rigid one-direction evacuai.on
patiern. Thus, the economic dependence on the firms disappeared to =
large extent. (115)

In the cocca areas of the Gold Coast the intermediaries fcund
another way of getting the better of the firms. They began to keep an
eye on the world market and discovered how to benefit from price
changes. They held back cocoa in a rising market and delivered it in a
faliing market. {(116) Since the firms were obliged by their own tradi-
tions to accept delivery at the time chosen by the seller (117) they
could not avoid losses (at least if the intermediaries hdd cervectiy
foreseen the direction in which prices were going). (118) The losses
of the firms became disastrous in the 1930's. (119) Being forced intc
a defensive position the firms decided to join forces. In 1937 they
signed a cocoa buying agreement with two significant elements. The first
was the fixing of common buying prices and the consequent restriction
of competition. This aroused a storm of protest in the Gold Coast and
led to the downfall of the scheme. (120) The second element concerned
the link between buying prices and world prices. The firms felt that
changes in the latter should be reflected in Africa as soon as possible.
A top employee in London was charged with studying the world market and
changing the basic price when this seemed necessary. The new price was
then cabled to Accra (and Lagos) and relayed to the station managers, who
adjusted their buying prices at once. (121) (We mentioned this earlier as
an example of extreme centralization). It was hoped that speed of communi-

cation would give the firms an advantage over the intermediaries when it



came to furcoasting price trends. in this way "speculation” by the
intermediaries could be prevented. This sccond element was never proper-
ly tested b?cause of the early dissolution orf the agreement .

I believe that the concept of countervailing power (12Z) iz thy
appropriate one to describe the power of the intermediaries vig-a-vig
the firms. 'the mere presence of the firms or rather the continuity 10
which they were committed by their material assets and goodwill, ouro-
vided a stepping stone for these new-comers. While the firms formed s
80lid, stable element in the produce trade, with many long-established
rules and practices, the intermediaries could change their pollc:. g
over-night and often did so. In the eyes of the firms they were oup-
portunistic and disloyal, always looking for the quickest way Lo profi.
from the umbrella provided by the firms withcout contributing to the
cost. In retrospect we see that the power of the firms wai grestiy
reduced in the 1930's, not because of new rivals at the expoc:it stage -
thers were very few at the time -- but because c¢f the countervazliing
power of the intermediaries in the early stages of the produce trade.
They used their power to drive a better bargain on produce pr.ces &g Lo
shift as many cost elements as possible to the firms.

The firms grew weaker in the inter-war period, not so muchk in lhe
export harbour, where they appeared stronger than ever, but at the
periphery up-country. Even there, however, they managed to maintain the¢
frontier, the high-water mark of their advance, for soms tweniy-five
years. (123) Then they began to withdraw from up-country. They either
sold or let their buying stations to independent traders (124) and
confined their operations to the ports and a few central towns up-
country. As their turn-over did not fall, the firms saw nothing dramatic
in their withdrawal. In historical perspective, however, it was a major
change. The advance of the period 1880-1920 was followed by a reireat in
the 1950's and 1960's. The withdrawal has often been explained by the
emergence of the Marketing Boards (125) but I feel that the firms wouid
also have withdrawn, if these organizations had never been establisheaq.
Since the firms were no longer in direct contact with the farmers, tne
reason for the advance into the interior had disappeared. Again, =2
network of stations meant that a firm had to meet a large number of
shrewd and experienced intermediaries at many points. Was it not better

to shorten the lines and meet them at only a few points?
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The withdrawal of the firms should finally be related tc a change
in iransport. The number of lorries in West Africa increased quickly
when post-war shortages came to an end. Moreover, the carrying capacitly
greyws; in Sierra Leone three—ton lorries were in the majority in 1249 but
five-ton lorries in 1955. (126) But more important was the change :n
road~-building policy. Many governments embarked on the construction of
trunk roads, which led to the capital city. (127) If this alsoc happened
to be the export harbour, produce could be lorried straight to thaz
docks. (128) As lorries became more competitive, their share in the
transport market increased at the expense of the railways and thse river
fleets. (129)

‘The new situation can be interpreted in terms of the analysis of
section 1. Non-European transport (the lorries were mainly owned b
Africans and Lebanese) grew at the expense of European traasport (ths
railways and the river fleets). In most countries these modes of trans-
port, once the "modern" transport of West Africa, could not survive
unless they were subsidized by the government. At the same time, the oli¢d
pattern of produce evacuation broke down, Produce bought by the firms at
their line and river stations was increasingly evacuated by lorry (13G)
-~ these buying stations became road stations in terms of our definition.
It could be said that the Outer Zone swallowed up the Inner Zone, and
the intermediaries were the great benificiaries of the change. In these
civcumstances the firms saw no point in retaining their up-country

stations. And so withdrawal cancelled the advance of the past.

10. Concluding remarks

Concentrating on technical and economic questions this paper has
examined the literature on West Africa in order to find material rela-
ting to modern trahsport and the firms. As was to be expected, the re-
sults are uneven: some topics received attention from many authors while
other topics were practically overlooked. This paper may help to re-
dress the balance. More important, however, is the fact that some of my
findings deviate from the views expressed or implied in the literature.
I would like to review these briefly.

First, from the narrow perspective adopted in this paper it appears
that the firms reached their zenith in the 1920's, that is about half-way
the colonial period. By that time the retreat and decline of the firms

could have been forecast because they allowed a vacuum to arise, which



acled as an incubator for the intermediaries. Aithough ciher parspscti

may be adopted leading to a different date for the zenith, {131 the piru-

sent perspective is an important one in i comprehensive history oy ke
firms,

Saceondly, I have grouped a sumber of topics under the hesd... "rav

s

based advance'. Some of thesce topics have appealed to general histood s

because they occcurred when the BEuropean powers woere not yet fuily <ouailw
to a policy of territorial expansion in Africa. I have nocw argued thuwt
for economic historians the river-bhased advance is the aast ntorasting

because, proportionately, it demanded more canitel then eitber thw ruil-

way~ or the road-based advance. Butl 1o thess investaoents Ly
we have to distinguish inlarnd aavi SCEAN pavigation any sius)
the composition and growth o i{he This may heln us Lo

understand better the aspirations {aud fears) of he lnvestiiy B

well as their attempts to persuade thelir home governments to cooupy »hd

interior.

£

Thirdly, I have shown that the fiims may e divided into railway zud

Zirms wers more nodert

-
o
w

river firms. And I have argued that
and efficient. The distincticon is porticularly useful when one =2idaics
the firms in countries such asg Senegal, Sierra Leone, and Hireriw, where
firws of either type have operated. Bul broader hypotheses may be con-
sidered as well: it is likely that the greater efficiency of the raiiway
firms was an advantage Tor the countries in whieh they aperated. This
may also have bencfited the produce farmer.

Tourthly, it is instructive to distinguish a separate group of
intermediaries and to define them in ecconomic terms, namely as producs
traders who depended on lorries for transpori. This enables us to dis-
tinguish them from the older "middlemen”. It is tThen possible to recog-
nize a decline of the middlemen during the firsc two phases of the ad-
vance of Lhe firms as well as the ascent of the intermediaries during
the third phase. In my analysis the early downward and the later uapward
trend do not present a paradox any more. (132)

Fifthly, I have argued that the intermediaries became a sevious
threat to the firms in the 1930°%s., (This contrasts with the gene—al
view that low prices and the crisis of 1930 were the principal problen
of the firms -- one which they successfully overcame by reorganization,
amalgamation, and co-operation among themselves.) If the firms were

really worried about the intermediaries, we may expect that their
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attitude towards government intervention changed during the inter-war
period. I suspect that they wanted the government to assume the roie
of umpire in the produce trade to protect them against the iater-
mediaries. I would therefore plead for a systematic study of govern-
ment intervention in this field from the beginning of the colonial
period till the establishment of the Marketing Boards. This is no
mean task but it is essential to supplement ocur picture of the or-

ganization of West African trade during the colonial period.
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