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ABSTRACT

The problem focused on in this study is the assessment of
previous road development plans which were supported by
Governments® budgets 1n the two States of Borno and Yobe.
Therefore, effortse are geared toward assessing the consistency in
successively formulated development plans and to see the degree
of success Iin plan implementation within the two States and to
identify factors inhibiting plan implementation.

As a means of determining how much had been achieved in
terms of road development in the study area, as a way of
comparing, toad densities for all the States in the Country were
determined and found that the national average was ©.181km/kmZ,
while in the study area Borno State has an average of 0.03%m/km2
and Yobe has 0.042km/km? Thus, road densities of the two states
in the study area were below the national average.

It was also found that all the tiers of government have
contributed to road development in the study area but the state
governments efforts appears to be most significant. There was a
wide gap, in each plan period, between plan proposals on road
developments and actual project execution. Polilical instability
due to frequent changes in administration, demarkations into
States and switching from military to civilian regimes, was found
to have negatively impacted plan implementation. Political
considerations were found to have blased plan implementation.
Projected costs were generally lower than actual costs and thus

earmarked funds could not match project costs. Road developmernt
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has generausly been funded in the different development plans. A
range of 15% to 22% of total expenditure found to have been
earmarked faor transport infrastructures from which roads gulped
about 80%. Thus, considerable expansion of roads had been
undertaken in the country, especially in the seventies and
eighties when petroleum yielded huge revenue to governments’
coffers. Lately, there has been a down turn in the economy with
government resources much reduced. Since the massively expanded
roads are now in dire peed for maintenance interventicon, a strong
case has been made for maintenance.

A widened scope for planninag with better skilled personel
utilising improved methodologies, including public participation,
has been proposed.

A case has al=so been made for the National Highway authorily

to be established at both States and Naticnal level.
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CHAPTER ONE

1.0 INTRODUCTION
1.1 BACKGROUND OF THE STUDY

For rapid economic, industrial and culltural agrowth of any
country, a good system of transportaltion is very essential.
Transportation system should normally comprise of good network of
Roads, Raillways, well developed water ways and &1rways. Al rways
and Water ways, generally help, to some extenlt. in fTacilitating
transportation wilthin a Country, but are the least utilized modes
of transport within MNigeria.

In big Metropolitan cetres, reaching the working places
requires a good system of Lransportation which may be 1n the form
of urban railway system, or road system. A farmer can transport
his product to nearby markets through a good system of roads.
Nowadays, a good system of transporltation has actually become a
measure of a Country’'s economic and social developmend . Thus
while analysing the general eftects of good transportation, it
may be said that they increase productivity and enhanced
afficiency A good transpartation system can lower the cost of
production, since transportation cost is always an influencing

Ffactor on cosi of Commodi ties

1.2 PREAMBLE

Nigeria 15 a Country of Villages and more than 70% of its

(ﬁb‘u ssLic UNTVERSTTT
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population is dependent on agriculture.

The mast demanding fact for Nigeria is that proper iroad
links should be established between villages and markets with
better transportation Tacilities so that farmers can get better
market values for their products. Similarly, education will
reach the remotest regions and help remove illiteracy. If bellers
road facilities are developed the present trend whereby people
shift to cities and consequently over-stretch infra-structival
facilities can be reversed and the incremental concentration of
population in cities can be minimized. Infact, the root cause of
draw backs in agriculture, commercial, and industrial sectors is
attributable to the lack of good system of roads. I'ndustry and
agricul ture are inter-dependent sectors Lo some extent-
Industries requiring raw-materials from agricul ture. However,
industrialists would like to set up complexes outside the urban
areas only if such places have infrastructural facilities and
have well connected system of reads. In this way. they may not
face difficulty 1n marketing their fFfinished products. This
aspect is wvery important for the decentralization of the
industry.

Developing Countries including Nigeria., should plan their
transpor tation system against higher demands in anticipation to
the increased demand likely to be generated by implementation of
development plans.

It will reflect improvement in the overall economy of the

Country. Both the State and Federail Governments have over the

N



years made earnest efforts to improve the road system of the
Country. Various new projects were undertaken and executed.
Moreover, because Nigeria 1s so vast, that the effect of small

developments 1 often localised.

1.3 PROBLEM DEFINITION

There 1s a general concern that i1t 1s very difficult to
recancile presently available facilities with previously
farmulated development plans. Hence. eiforts will be geared
towasrds assessing the consistency 1n the pgreviogusly formulated
development plans at both the national and the lacal levels.

Therefore the problem focused on in this research work 15
the assaessment of previous development plans enumerated by
various development plans and suppoirted by Government budgets In
old Borno State {(1e present Yobe and Borno States ) of Nigeria.
It is also to Tind the degree of success 1n plan implementation
within the defined area. Other factors inhibiting plan
implementation will be discussed, determined. examined and

discussed.

1.4 DESCRIPTION OF STUDY AREA

Figures. 1.1 - 1.4 show the study area. Fig. 1.1 shows, in
shaded portion, both Borno and Yobe States, while f(ig. 1.2 shows
Yobe State only and fig 1.3 shows Borno State only. Fig. V.4

shows tourists attraction of Borme Slate. The study area 1s

3
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located at the North Eastern part of Nigeria approximatelyv, lies
between latitude 10.41% and 13.51° North and tonai tude 9.5°% and
14.5% Fast. It previously had about eighteen (18) Local
Government Areas. seven of which made vp the newly created Yobe
State. These Local Governments in both Borno and Yobe State have
since been further sub-divided into 20 and I3 respectively. The
darea could be reached by rail, roads or air.

Maiduguri, 1ts former capital, which 15 still the capital of
Borno State 1s 434km from Yola, 464km from Bavchi and 598km rom
Kano (Rorno State 1990 diary) Maiduguri had served as the
Headquarters of Kannem Borno Empire after 1t's founders, the
Kanuries migrated from Kukawa in 1903 and up to date is the
Headquarters of Rorno Emirvate Council headed by his Royal
Highness, the Shehu of Borpe. Traditionally, Borne State has
four Emirates comprising of Borng, Bade, Fika and Biu of which
Barno Emirate iIs predominantly Kanuri's and in places like
Damatiry, Fune, ceidam, Nguru and Guiba, which were carved ocut of
Rorno Fmirate Lo Yobe State, had some tribes like Mausa/Fulani
living side by side with the Kanuris. While in Fika Local
Government now split into twe Nangare and Fika have tribes like
Ngzim, Karal - Karal., Ngamawa. Bolewa, Hausa and Fulani. And in
Rade EFmirate, we have rthe Badawas, with their capital in Gashua.

Fresently., all other tribes of the fFederation could be found
fiving i1n major towns of the study areaqa, engaged in Local tirading
with them. The major accupation of the ppople 15 subsistence

farming and handcrafl work invoiving leather wotks, dyving efc.

a



There are traders of all sorts and Borne State is credited with
producing mest of the meat transported to the Southern Part of
the Country.

The study area has twenty four hospitals and several private
clinics. It has an international airport. Airforce base,
seventeen motor parks, a University, College of Agriculture, four
Colleges of Fducation. both State and Federal Polytechnics, Four
fFederal Govermment Colleges, School of Nursing and Midwi fery,
Federal Training Cantre, Callege of Administration and Social
Studies, ete.

There are cattle markets located at various local Gavernment
areas in the State. Maiduguri has two markets with a modern
shopping compiex and also catering. Il also has rest houses
located at all (ocal Government Headquarters. There is also an
international Hotel, The Malduguri Shevaton Hotel, which is
completed now and a modern stadium complex which is under
construction.

The 1992 Census gave the population of the States unde
study as 4,008,070 people and area of aboul jle,400 sgaure
kilowetre. [t has some industries such as the Nigerian fottiing
Company, Dalaram Soit Drink factory, Maiduguri Filour Mill, Nouru
011 MI1l, N. N. P. C. Depot, Neitlal Shoe factory, Burnt Bricks
Industry, elc.

The Traffic Control system available within Maiduguri are
Auvtomatic Traffic Signals, Road round-aboul etc. Also traffic

Wardens are seen at busy places directing vehicles flow at



various places.

1.5 JUSTIFICATION FOR STUDY

Since the progress and well being of a nation depends
largely on a good bransporiation system, ihe study area i
particular, and Nigeria at large, should plan her transpoirtatbticn
systems for anlicipated demands especially in this changing
saciety. With increase 1n speed of other aspect of development,
speed of oul movements must increase o as to cope with that pace
of develiopment. We should plan, therefore for, good
transportaiion network within the study ares. Thus, the question
that needs to be answered here are; what i1s the position of roead
development in the study atreas? Is there a convergence belween
the previously formulated road development plans and the actuval
road construclted? Is there a consistency in these plans? Are

the plans logically developed? etc.

1.6 STUDY OBJECTIVES

The basic objective of this research is to identify, analyse
and evaluate the various national and local trends on road
development in Borno/Yobe States. Attempt 1s also made Lo assoas
these plans and identify Lhe ancillary problems hindering the
accelerated efforts of both Federal and State Government to the

socto-ecanomic Jdevelapment of the State.

10



1.7 STUDY HMETHODOLOGY

1.7.1 NATURE AND SOURCES OF DATA
I this wark, time seriss data From (9687 Lo 1993 has been
vused. Al=so data had been collected on the Ffollowing:

{a) Budgel approval for transport seacotar of the aconomy, land

transpoart angd road development.
(b} Budget propoasals for the tramsport secter of Lthe sconomy,
tamdd transport, and road development by the fedesral Soveroment on
State basis as abtained from yearly budget estimate for
COmEpS Tl Sy,

However this study ig subject to at-least twe limitations.
One of such arises from the result Qf incomplete model of the
process underlying the Jdetermination of the resources allocation
far road develooment. Becondly, lack of compiets Jdata on achual
resources allocation for road development has constitouted a
Timitation.

There is a general apprehension that it Is very Jdifficult to
reconcile preseptly available facilities with previousiy
farmul ated development plans. Therefore, the affort here s
gaared bemwards asseasiirg bhe consisbancy 1o Fhe previous Ty
formulated development plans ab boith the rational and local
levals to sess the degres of succes. i olan implementation
within the defined area acd major Ffaclters inhibitiong plan

implemantatio: will be determined, sxamined and discussed,

The wtudy made wuse of only secondary data got mainiy From

i1
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vear Iy budagetl proposals of the State Governments as well as
Governments" Development plans pertaining to road develapment .

One of the objectives of the study Is to proopose steps
needed to keep roads within the siludy effective. Since the road
syefem has began Lo decline afler decades of neglect. it is
essential that this trend be reversed. as In any indusitry, it is
mare economical in the long run (o develop or keep a Tacilily 1n
gaod operating condition than to put off needed repairs until
much more expensive rehabilitations are required. Therefore, the
study employed a means of determining the road density of the
study area in particular, vsing [Ginsburg, 19611 formuia which
has similar application as in human geography as a measure of
population density.

The number of people per unilt aiea here 1s represented by
the number of kilometre of rad length per unit area of a given
place by (L/A}) where (L) is the lotal reoad lenath, in kilometie
and divided by (A} the area of the place in square kilomelre.
This is done for the study area to compute joad lenath density of
the study area, the road length in each Local Government Area.
nclude both State roads, Local Government ear th iroads and
Federal roads divided by the area of that Local Government Lo get
the road density In  km/sq.km. tfor that Local Government Avea
adding the overall resull to compute the total result for the iwo
states of the study area.

SBimilarily, for the country as a whole the total length of

roads 1n each Stale of the Federation 1s calculated including

12



both Federal. States own roads and Local Government roads withi
each state and divided by the area of that state, and adding the
total resplt to get the overall result far the country as a
whole .,

Other materials wpsed are the provisional censuvs {igures
divided by area of each State of the Federation to compute the
popuiation density. And this 1s also done for the study area to
compute 1ts population density by Jdividing the population figures
of individual local Government in the twe States of the study
area by the area of the Locgal Government and adding the overall

results to gel the average for Lhe two states of the study area.

1.8 THESIS STRUCTURE

This thesis 15 divided inta seven chapters. Chapter one
Jeals with the background of the subject matter, Chapter two
reviews available relevant literature. Chapter three contains
the review of road development in Lthe nation at large and focally
within the study area. A summary of problems ijnherent in the
process of pian fmpiementation is alse given. In chapter 4, Lhe
assessment of road plan development al both local and national
level 1s undertahken with censequent problem arising from the
assessment done. Chapter 5 analyses the road development pattern
of the study area. Chapter ¢ offers action plan for orderly
garowth on road development in the study area and finallyv. in
chapter 7. main conclusion and some important policy implication

are presented.

13



CHAPTER TWO

2.0 BSO0ME PRELIMINARY OBSERVATIONS
2.1 HISTORY AND UNIQUE FEATURES OF RDADS

Man has always been curicus for new findings. In the
early davs of civilizsation. it was thought that movement of
any human bHeing could be along the ground surtface only Nor
ane even thought of flyving (0 the air o ctuising (0 large
aceans. Seeing birds flying. man thought oif Flying and Lhat
was the starting point of modern aeronautics. Similarly,
seeing fishes 1n sea or rivers, man must have thought
flowing in water and that may probably be a starting point
in the development of water ways and designing of shiips and
boats. As far as highway development s concerned, there
was no difficulty in movements on land. Laiter on, with the
development of sciepce, railwavs developed.
Aroadly speaking., the moades of Lransport can be classifred

as follows:

L' Roadway or highway

2. Raillways

X, Water ways,

4. Al ways

L Fluid transport through pipe-lines, Conveyors b=it,

cables, cars, Mono rail, which are used for some

speclTic purposes.
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rhe Science which covers designing, glantiing and
maintenance and operation of the roads, for the convenience
of the road traffic, is "Highway Ffngineering”. Similarly,
the science dealing with planning, designing, aperation and
maintenance of railway track, wagons, coaches. locomolives
is called Railway Fnaineering. And Finally, planning,
designing, operation, controi and maintenance of Water ways,
air ways and theilr connected machinery are respectively
called Harbour Engineering and Alecport ngineetring.
This study, is on Highway Engineering, with ils development
in Nigeria as our particular, focus. However, the history of
road development as a whole is first reviewed.
According to [Singh, 1983]., traces of early roads have been
found since the recorded history of man kind. The first and
oldest mode of tiravel obviously were foot paths. Befaore,
inventicon of wheel, people used to walk on foot, thus
creating fool paths. Man and material must have been
transported either on backs of men or animals. After
invention of wheel, animal drawn bullock cairts continued to
be popular mode of transport for quife a long time. This
necessitated providing surface for wheeled carts. The first
hard surface road was discovered in Mesopotamia at about
3500 BR. C. According to Archeological findings in
Mohanjodaru indicate that around (3500 B.C}, =treels were
paved, [(Sinagh, 1983)] for constiuctiaon of 1llustorious

pyramids in Egypt between (I00 - 2500 B.C), this is because



(i)

(11}

there are signs and popular opinions that for transportation
of huge limestone blocks, roads must have been 1n use., and
on the Island of Crete. in the Mediterranean Sea., Stone
surfaced road was found. There ta have been built before
1500 B. . References have been given in Bible aboul a voad
constructed between Babyvlon and Eaypt soon after 539 8. C.
after this, the Romans developed an intensive sysiem of
roads radiating in many directions from Rome. Some of these
roads are sald to be of very elaborate construction. The
Apopian way, built about 312 8. C. illustraltes the procedure
adopled by the Romans for the construction of roads.  Many
of the Roman Roads are still in existence even after 2000
vears. Romans were considered to be the pioneers in road
construction, even after road construction continued Lo
grow.

Nowadayves, a good system of bransportation has actoually
become a measure of a Counlry’'s economic, industrial and
cultural growth. Transportation system thus comprises ol a
good network of roads, railways, well developed water ways,
and ailrwavs as eardier mentioned. OF ali the modes,
however, the road mode has unique advantages an account of
Lhe Tollowing reasons:

It is nearest to man because before going te any of the

other modes it is the Ffirst which is gaing to lead man

to these places.

It can be used by all sprts of vehicles like bullocks

16



(111}

fav)

(v)

(vi)

(vii)

carts, carriages, rickshaws, cycles, scooters, cars.
biy buses and trucks and are equally useful to
pedeslrians.

Other modes can move only on specific path, 1.6,

railwagons, coaches, locomotives can move only on irall
track, while ships and boats can move 1n water and aervoplane

in amr.

Roads can lead to any iemote places but raiilway will
lead to railway stations only. Aeroplane tc ait ports
and ships to harbors only.

Investment on road transport by Government 1s
comparatively small. Road Vehicles are cheaper (han
focomatives, ships and planes. Maintenance of roads 1s
wlsp cheaper than rail-truck, docks harbors and
arrporks.

Trains moving on raldway are mainly owned by Goveroment
Similarly, aeroplane and ships are also owned by
Govermment and big Companies. Hence these types of
transport are not totally seen as public transport
system. On the other hand. a Government Vehicle or
private vehicle,, can move on the road without any
hinderance.

There is flexibility of movement of vehicles from one
road to another or on lane to another according fto ones
requirements, which 1s not possible with rallwaye.

Local Communication 1s easier on road vehicle from one

A i



village teo another but is not possible with others,
such as railway oi aeroplane which cannot move fiom
village to village.

{viii) Movements are not time bound, with reoad transport s in
case of raillways and airir way= which have time schedule
af journeys.

{ix) Farm products are brouaht by road to the market. and
remote places can only be reached by roads.

(x) Possibilities of accidents are more than other mode
because of its flexibilily of movements and secondly,
due Lo mix traffic condition on the roads. But i1n case
a{ railways, possibilities of accidents are very low.,
Similarly, in case of air traffic possibility of (rash
always persists,

{x1) It is the only mode of transpoirt that offer itself for

the service of Lthe whole community alike.

2.2 ROAD DEVELOPMENT PATTERNS IN NIGERIA
A growing naticon as stated earlier requires a good

transportation system to move 1lse goods and commuters to,
from and within its boundaries. The importance of the
transport sector as an engine of economic growth in Nigeria
is reflected on the amount of 1ts capital investment
allocation in the three previous National Development Plans
which average 20% of the total Public investment. The
Federal Govermnment’'s transport objectives as far back as

1960 was geared towards "co-ordinated
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develiopment ", economic efficiency, and by implication of the
suppor t of national interest like the cpening and bindina
together of the vast nation” [Nnama, [198%9]. That is why a major
ebiective of a National road development programme i< the
creation of a national road network of primary and secondary
arteries which would cut across the existing trunks A7 and ‘8°
network. A re-classification exercise has already been
undertaken by (Rampsax Consultant, 1967) in their 1967 study
entitled: "Highway Survey in Nigeria™; The Kampsax (1967)
recommendations, now form the basis of the re-classification of
our road system, This new network, which will be built to better
standards, will offer the nation a well articulated set of
highways geared (o the needs of development. An tmportant part
of the network consists of new North-Scuth highwavs to Link the
new ccean terminals at Warri and Calabar with the hipter land.
Road construction 1ncreased from 44, 104k 1in 1945 to
71,870km in 1961 and to 116 . 421km in 1280 The bituminous
sur face roads 1ncreased from 11,053km in 1962 to 30,785km in
1930 while the earth/gravel roads also 1ncreased from 60, 318km

to 86, 136km during the period. Details are given in {(Table 2. 1),
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IABLE 2.1 ROAD CONRITION IN NIGERIA AND THEIR TQOIAL LENGTH £ROM

A 7= TE oo
1 R e AL T A L
YEAR ROAD CONOITION TATAL % CHANGE
PAVED UNPAVED ey O e

BITUMINUOSSURFACE| LATERITE/GRAVEL (1) ROAD
1945 858 I9246 40104 Q.0
1946 LL35 39794 40929 37,28
1997 1224 IH4E ! XIERd 42,85
1948 129) 40462 41753 5040
19499 1508 40887 47395 75. 76
1950 16548 43480 45128 92, 07
1951 1793 42830 44673 108.97
1952 2021 43236 452587 135 54
1953 2625 43734 46359 205, 94
1954 3254 482 LS 51472 2792
19568 I930 5351 ¢ G744 IS8, 04
1956 4326 52423 56749 G041 F
1987 S454 52474 57925 555, 86
1958 G284 SRR 59093 632, 40
1959 FEd7 SROEE E571.% 7oL .28 i
1980 8745 57341 SEO8E 91923
1961 11052, 80 AORIT7. 6 ZIRTO. 4 1188.11
Ny 12329 8¢ EQIET .7 7278, A 1336, 94
1983 19299, 20 115025, 6 134304 .8 | 2149.30
1964 TIPR2E . GO 118953.6 141779 .2 | 25a0. 25
19SS 24044, 80 LIFR7R 4 141923.2 | 270253
1986 24400 117878, 4 142278.4 | 2745, 82
1967 228 113150, 4 134678, 4 | 2409.09
1968 PEE28. 80 114347, 0 1394 76 279X, 79
199 24772, 80 119200 193977 8 | 2887 27
1970 erestiom! siates N. A . A N. &
1974 27145, 60 129421 156566.6 | 3063, 82
1977 28374.40 1723625 .6 18200 3707, 03
1973 2772560 127387.6 1850917 | 313118
1974 g~§ N. A N.& N. &
1975 - N. A N.A N. A
1976 | Semgo™e | asevs 113938 N.A
1977 B,a " N.& N.A M. &
1978 N A N.A N N. A
1980 N 86136 116421 J429. 72
1981 i N. A N.A N. A
1982 N2 M. A N. A N.A
1983 N A N.A M. A N
1984 N g N.A N. & .5y
1985 N 4 N A N_ & M. £
1986 creatiomf states M. 3 AL M.
1987 N.a N.A N. A N Ay
1938 . N_A N. A N. A
Foay N. &4 N. A A8 . A
1990 M. A N.A N A N £
1994 40918 39 DEGRY . 43 1X7502.32 | 4669, 04

Source: Obtainable from the Documentation Unit of ®K.1.60,
AELL.



Fiaures from 1945-1970 were conver ted from mile to
kKilometre.

Between 1951 to 1972, the road network was considerably
imptoved in terms of total lenglth and quality. Durina the
first, second, third and fourth development plans, the
transport sector had about, 21.28%, 23.01%. 22.34% and 15%
respectively of the total planned publlc investmenl (sae

Table 2.2).



TABLE 2.2 PUBLIC INVESTMENT COMMITMENT QF ROADS DEVELOPMENT IN

PROGRAMS / PLANS COST OF PUBLIC SECTOR PROGRAMES | RELATIVE COMMITMEMT TO
/ PLANS ROADS
(W MILLION)
TOTAL TRANBPOR | ROADS (7)) AS (ZY as| {3) as
(1) T (3) % OF 3 OF % OF
(2) (1) (2) (1)
1955 ~ 61 X 2926 9% .4 27.2 F1.84 2903 0.92
Economic
programmes Xx
19462 -~ &8 1st 1586.,00 09,097 150.6 21.28 52,08 1.0
Devieslopment plan
XXX
1970 ~ 74 Znd 2051 .7318 49%.0%4 159 .84 2501 76,05 L7.50
Developmant plan
XXXX
197% - 80 Zrd 43714.00% | R679.541 | &610.086 | 22.34 82.492 18.52
Developmeint plan
1981 ~ 8% 4th
Development plan 70500, 00 1N707.6) T307.025 15.1% 54,90 12.89
AANXK
1985 ~ 90 Dep.Rlan
KAAKKX 12705716 1700613 LaAnn 744 152 & 82 11.06
1990-95% Dep.Plan 4
XXXXKXX e 14178.96 | R275.613 | 13.4 BZ.66 -

Source compiled from the following:
. Ten years plan of devalopment and welfare for Nigeria

(sassional papar No. 24, 1945), (Lagns Govb. 19246).

¥, Federation of Nigeria, national development plan 19262 -~ 1968

(Lagos) Federal Ministry of Economic Developmant (1961)

WHK Faderal Recublic of Nigeria, Znd development plan 1970

- 1974 (Lages) Federal Ministry of Information {(1970) Table

10 P.201 and Table 20, P.207,

KKK Faderal Republic of Nigeria, Ird development mnlan 1975
- 18980, vol 1| {Lagas) Residential Planning Office (1975)

Table 1l4.4i, P.200 and Table 29.&, P.343.



winxx .  Fedearal Republic of Nigeria. Fourth Nabional
Development Plan for Nigeria (1981-1985%) National
Planning Commibtee, Lagos.

*xxxxx Federal Republic of NMigeria Mational Rolling Plan for
Computing for (1985-90) National Planning Office, Lagos,
1991.

*xAxAx . Federal Republic of Nigeria National Rolling Plan for
(1990-95). National Planning Committee, Lagos, 1996,

Note: ++4 Data nol available.



TABLE 2.3 HISTORICAL PROFILE OF ROAD LENGTH IN NIGERIA

1946 - 60
YEAR | TOTAL TOTAL LENGTH | % IN TOTAL | % CHANGE PER
KILOM. | OF TARRED ROAD | KILOMETER | YEAR OF
(Km) CHANGE PER | TARRED ROAD

_____ I YEAR i o i
1945 | 40104 858 0.0 0.0
1946 | 40929 1135 2.05 32.00
1947 | 29684 1223 1.05 42.65
1948 | 41753 1291 4.11 50.45
1949 | 42395 1503 5.73 1575
1950 | 45128 1648 12.52 92.07
1951 | 44673 1793 11.39 108.57
1952 | 45257 2021 12.84 135.54

5 | 46359 2625 15.59 205.94
1954 | 51472 3254 28.34 279.25
1955 | 57446 3950 43.24 358.04
1956 | 56449 4326 41.50 40419
1957 | 57925 5454 44.43 535.66
1958 | 59093 6284 47.34 632.60
1959 | 65713 70407 63.85 791.26
1960 | 66086 8785 64.78 919.23

® Sourca: pocumantation Unit of K.I1.L. (A.B. W), Zaria; data
weie converted from mile to Kilomebre.

Datails of the curvent 19294 road lengths and Lheilr
status as well as owner governments are sunmarrzed in Table

2.4 and 2.5

TABLE 2.4 A BREAKDOWN OF THE ROAD NETWORK AT EBOTH FEDERAL, STATE
AND L.G.C. IN NIGERIA (1994)

SURFACE TYPE FEDERAL STATE ROAD ALL CLASSES
AND LOCAL
o GOVERNMENT
Qﬁgﬁglg_ggpcretawL182d9-§g______ iZEQZ;é?_,__ 35551. 71
Surface diessing | 7877.40 | 13009.69 20887.05
Desart trucks 5970.04 _ B3574.78 #9544 .82
TOTAL 22,096.76 113,786.82 145 ,883.58

Source: Obtained from Road ITnventory supplied by the Faderal
Ministry of Works Higway, Division Iganue Lagos Migeria
{June 1994 ).



TABLE 2.5 ROADS DISTRIBUTION IN % BY TYPE AND OWNER AGENCIES AS
REFLECTED IM TABLE

-

e °F,

SURFACE TYPE FEDERAL STATE AND AlLL CLASSES
LOCAL

i - . GOVERNMENT o

Asphalt concrete 56 .97% 15.70% 24 .28%

paved

Sur face dressed 24.20% 11.4% 14.24%

paved -

Earth aravel 28.90% 73.5% &1.48%

daser bt truckﬁ**__ B

TOTAL 100% 100% 100%

Source: From table 2.4

During the three yeai
allocation of the sector

reduced rescurces.,

Rolling Plan (1990 - 921 the

was reduced in the light of much

Thi= has informad the emphasis on

rehabilitation and maintenance of existing infra-stiructura

as against significantly embarking upon new ones.

Problems

that have characterised the development in the transport

secbor.

follows:

including Lhe road mode can be summaricsed a=

(a) In-efficient managemant of transport enterprises

resulting in poor operational performance.

{b) Lack of effective rehabilitation and maintenance

Progr ammes .

(c) Shortage of indigenous execubting capacity for

construction and maintenance.

(d) Lack of co-ardination among and within the various mode

of transport which have led to im-balance in the

overall development in Lhi1s area.

(e) Problem of inflex<xible pricing. which has to be (evicwed
in line with existing market realities.
to overcome the above identify

Therefore, in order



shor lecominags, a major objiective of Government Policy will
be:
(a) To co-ordinate planning of all the transport
davelopment and the admini<trative regulation of their
opeiation.
(bY To reaqulate the maximum axle loads permissible on
highways and ensure that roads users pay more equilable
share of Lthe cost of providing/maintaining the road
facilities especially haulers.

The above calls for a re-organisation and strengthening
of the Federal Ministry of Transport in order to prepare 1
adegquately for the new active role in policy formulation and
programme planning: of which a new, technically competont
and effective transport planning unit is necessary undar A
technical assistance arrangement.

fis noted. Nigeria today is witnessing an unpreceedented
and urgent naad for improvemenl of exisbting roads.
Unfortunately, political considerations seem to still
influence goverpmant decisions and repder economic analysi=
in-elffectual. Therefore, sometimes with Lhis political
conzidaration, funds have been i1nvested in providing
facilities which are not being adequately utilized, or
aometimes because such facilities are not related to Lhe
neaeds of the network a=s a whole. Ac 2 consequeance of theaoe
ill-advised decisions, many roads face growing traffic which
lead to fast deterioration. Al=so, a massive swibtch Lo road
transport as a result of rail abandonment, a process greatly
hastened by the impasse resulling from lack of finance to
the railway system. poses 4 problem requiring quick

rehabrlitative intervention.

i
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2.3

Given the above situation., more Lhan ever before, there
15 now much areater need for co-ordination and
rationalization in makina investment decision in the
transport sector.

It used 1o be the policy of Govermments in other
societies to allow mainly Markel forces Lo debermine
investment and operational activities in the transporl
sector. In a developing nation like Nigeria where lack of
transporl facilities can prevent the citizens from enjoying
other social services, such a policy only cannot be jelied
upon now that , we are faced with a near collapse of the
Eransport system.

The situation calls for strategic development, but the
concept of strategic road development plans whose un- impeded
use = essential Lo a nation’s well being is as old a=
racaorded by history. The word strategic itself has such a
powey of Military connection. that equal important economic
conzideration can be ovey-looked. But somatimes, plan in
the abstracl may make sense, but it 1s development in
response to urgent needs that produces progress. That i=s
why 1in Nigevia today, the challenge of social demand for

road development poses. Physical planning problems.

OBSERVATIONS ON ROAD FINANCING IN NIGERIA.

Historically, the bulk of roadway construction funds
have besn disbur=sed from capital expenditures over the past
forty years. A feature of investment patterns in road
devalopment 1s that., capiltal disbursement have incieased
yaarly, while disbursment for maintenance has decreasad. Tha

fact that construchtion needs are increasing relative o



other types of spending, may infact lead to a vicious cycle

in our highway., Financing, Constiuckion of roads that were

never built to mest even low design standards gobbles up
higher percentage of the avallable funds and leaves small
portions of funds for wmaintaining other roads of the
country’s highway system which carcy higher volumes of
traffic and in turn leads to taster detevioration of our
roads system.

This 1oad deterioration problem is highlighted in a
resant [(World Bank report, 1987]) titled "The Road
Deterioration problems in developing Countries” The report
observed that most developing countries have not been
spending anough or spending wi=ely on road maintenance. The
report made a case study of what is obtained in 85
developing Countries and concluded as follows: -

a. That the cost of rehabilitating roads that have been
allowed to deteriorate in poor condition warrant
rehabilitation was put at $41 billion akbk 1284 prices.
The cost of rehabilitating bridges was not i1ncluded.

b. The cost periodic and routine maintenance need was puf
at about $4.¢ billion per year during the period (1987
S0) assuming these neads wore met in time.

Tf. however, these needs are nol mel on time, Lhe cosl
will be multiplied, the multiplier factor can be assessod
when 1L 1s realised that the $41 billion worth of
rehabilitation referred in {(a) above, is the result of
farlure to do some $F12.0 billion worth of preventive
maintenance over a pericd of one decade. Furtharmore, the
increased uzer coslks due to roughness of roads in farve and

poor condition would add further to the economic losses. The
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2.4

question to ask now 13, what nesds Lo be done 1n view of

dwindling resources for road maintenance?.

BASIS FOR TRANSPORT PLANNING
The bases of any planning i= to achieve the following

objectives:

a. To create conditions fovaourably for a long term
aconomic growth.

b. To decide on the best usue for Lthe resources available
for davelopmaﬁt-

. Te ensure balance of qrowth, so that one sector of the
economy does nob flourizsh while others to be stagnated.

d. To encourage aid, as most donor nation or agencies

expect to sea a developmant plan and will base their

aid upon the requiremenl exprassed in the plan.

1L 12 against this ftrame work, thalt transport planning
ie required to ensure that theilre is a well coordinated
effort to identily either new roads naeds 0 manage the
exisling ones. And from the above frame work lies the
question of what o do with abandoned or the overlapping
project that were never completed together with the thrust
of today’'s prablem of our local roads which are providing
lower leval of services yeay by year, for even if they were
originally built to meet adequate design standard, they are
now deteriorabing due lo in-appropriate funding. Also
inflation and ero=ion of the high way have dramatically
fueled highway funding problems of some state. This call for
our planners to change from road construction Engineering to
road maintenance Engineering. That is why., Lhe Governmenl

should change decision for fund disbursement for roads,
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becausa it is more economical in the long run o keep a
tacility in good condition than to put off needed repairs
until much more expensive rehabilitation cost are pequliradg.
To this end therefore, the Area under study in
particular, which State Government spent much of it fund on
road construction every yvear which are not well adequate to
cover the need of their people. should in~co-operated
adedquate and affordable funding level , whereby reversal of
funds for road development, deterioration and keeping road
development in pace wilh arowth, should be the main

objectives.
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CHAPTER THREE

J.0 REVIEW OF PAST ROAD DEVELOPMENT PROGRAMMES.

3.1

INTRODUCTION

Road Investment in Nigeria has grown somewhat rapidiy
over the years in relation to other modes of transport.
This has been due mainly to ils greater relative popularity
emanating from the fact that as wmentioned earlier, il is
about the only means of transport by which the remote towns
or villages in the Country can be reached. This 1s a
decisive advantage over other modes like Rails, Wateir and
Alr which provide access to a limited number of points
This special charactericstics af road transport is perhaps
the main reason for the high priority accerded to road
development by Govermment .

Road development and expansion in Nigeria have
progressed aystematically since World War IT especially Tfrom
the sarly "fifties® with a network increasing from a litile
aver 44, 000km in 1951 to aboul 152,.000km in 1972 (an
increase of more that 100% in 1975). OF this network
bl tuminous sur facing accounl for about 4.0% and almost 9%
in I951 and 1972 respectively. Ih increases by more than
ten fald from juslt a little under 2,000km to about 283 74km
during the same period. (See table 2.1).

Road network in the country are of two major
categories, namely. the trunk 'A° roads the constrouction and

maintenance of which are the sole responsibilities of the

g1



fedaral Government and Trunk 87 rpads, for which the State
Governmants used to be wholly responsible but the
responsibility is now being shared with the Federal
Government . FRoads in the former category are essentially
inter-regionasl o inter-state highways 1inking up Sowvthern
parts with the Northern parts af the Countrv firom the major
sea port. The second category 1. €. the While the secpnd
categary i.e. the Trupnk ‘8' roads which connect the State
and the divisional admimistrative centire to the other towns
in the State amd other divisions within these states. They
alsa provide access to the Trunk A" roads and the railway
system. The basic principies underlining the Federal road
netwoik describe above, is the establishment of the national
grid of North-South, Fast-West Etrunk roads, together with a
larger number of secondary iroads falling within the
following categorigs viz:

(a) Inter-state roads

ib) Road to major fFederal projects.

{¢) Roads linking Nigeria with her neiaghbours.

{(d) Alternative roules Fo express where Fools

[}
%
7]

charged.
(el now roads resulling from the re-aliagnment of
existing bitvuminus swueface 1oads.
There are about over o7,000km of these Trunk "8B° roads
stiil under the joint jurisdiction of the State Governments

and their respective local Governments. To these also exist
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new local feeder roads which aire being constructed by the
Directorate of Food, Roads, and Rural Infrastructure
(DFRRI). Due to the i1mportant role plaved in the process Gf
ecanomic development by transpor b oin generald. and roads in
particular, the Federal Government has always accorded very
high priovity to road develocpment. This 1s quite evident 1In
the level of invesiment: commitbted Lo road development in
the varipus economic development programmes =ince the second
World War .

Table 2.2 gives a clear 1ndication of the general
picture in term=s of public sector expanditure., During the
immediate post war ten vears plan of development and
welfare, (19246-1956) about one fitth of the total public
sector anvestmenl amounting Lo some N1120.0 million went to
transport sector, and a bulk of this is to road development.
In the subsequence plans, the share of btransport sector
expenditure 1n the total capiltal investmenl allocation has
fluctuated between aboul one T1fLh and one Lthird. Foi
exampla, in the (1955 - &1) programmes, the share stood al
31.84%. Thereafter 1t falls teo 21.28% in the first national
devalopment plan (1962-68), only to rise again to 23.01 in
the second national development plan (1270-74). #&lbLhoucsh the
1hvestment allocation to Lhe transport sector was the
largest eaver in absolute terms running into éxactly N1O.7
billion, in the fourth plan (1981 -85). which rapresent

juet 15.19% of the total capital investment in Lhe plan

g3
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falling short of the =hare in Lhe previous plans., The
relative 1mportance of transport sector and road development
1s clearly demonstrated by the fact that Government road
programmes have been accounting for a rapidly rising share
of the transport sector allocation over the various plan
periods. Whereas it stood at 29.03% in (1955-61) economic
programmes, L rose to 52.08% and 76.05% in the first and
second national development plans respectively, then i1n the
third naltional development plans, it rose further to 82.92%
and 84.9% 1in the fourth plan. Road network development in
Nigeria was initially considered as complementary Lo the
rarlways. This was because Lhay were meant to serve as
feeders in the movement of farm products from rural areas to
the rail heads or stations. It has now assumed greatbter
importance in Lhe movement of freight and passengers Lhan
railways. This is because 1t has the advantage of greater
flexibility of @ervice. Since numerous routes and
destinations are possible, it also offar door to door
mervices and cheaper overshort distances, thereby promoting
more conkbinuous movement of goods and people. Nigeria has
since Independence., been un-equivocally committed o fapid
aconomic development, therefore neesds Lo accelerate her road
development rather aggressaively. The sore point of the
commendable road development programmes have however, been
the inadequate abttention paid Lo 10ad maintenance in

successive development orogrammes .



Table 2.1 depicts the nation’s effort at road buildina
between 1951 and October, 1980. The table indicaltes Lhat
one phase of road deavelopment appears Lo have epded by 1976,
when the total kilometres of road, had virtually stabilized.
Emphasis theraafiter shifhed to improvement in qualiby so as
to satisfy the objectives of safety and economic efficiency.
Wikthin the Ethirty year period spanning 1951 and 1980, the
Lotal road length has been increased by neaply 200% while
lengLh of good quality roads has gone up by 1.500%. A major
policy decision with respect to the national roads networ k
is the taken—-over of selected few State roads by the Federal
Government. This policy has made 1t possible to improve
road design standard through the re-construction of such
taken-over roads which was possible for the Federal
Government in 1974, was 1t was not possible to re-construct
many of these roads during the (1975 - 80) plan period, of
which left overs were included in the fourth (1931 85)
plan. The bulk of such roads have <ince been re-
constructed. Perhaps. the Jlatest features in road
developmaent is that of dualizing heavily trafficked links of
the network and their general up-grading to higher design
standards: like {(Lagos - Ibadan. fnuau - Port haroourt.
Kaduna - Kano, which were vaeconstructed to dual carriage way
standard with toll gate for gate fees collection.
Construction 1s also progressing on Benin- Warri, Kaduna -

fibuja and Ibadan - Ife.



3.2 NATIONAL TRENDS IN ROAD DEVELOPMENT

There 1= a strong belief that if resource availability
constraint 15 allowed for. Governments bobkh at Federal and
State levels have been relenfless in devoting resources to
road building [Adebisi, 1992)]. This is avident in the
subzbantial share of development fTunds consumed in oad
devalopment . For example in the (1955 - 60) economic
development plan, the total Capilbal Expenditure was 292 4
million Naira expended largely an Highways, Bridges, posts
Telegraphs a= well a=s other Capital Expenditure. Within
thia period. bridges alone accounted for about (71.67%) of
the total expenditure in roads. Development plan spanning
{1962 - 68) had actual expenditura on roads by all
Government as 150.6 million out of a total Capital
Expenditure of N1.3536 Billion representing about 11%.
Activities within the Znd National Developmant period,
spanning (1970-74) were such that road developmenl alone
consumed a toLtal of 17.5%% of the total Capital Expendilure
of N2.052 Billion. The percentages of total capital oublays
concumed by road development o1 eaimarked were 18.52% and
12.89% respectively during the (19275 - BO) and (1981 859)
developmenl plans out of the Lotal outlay at N42,314 Billion
and N70_500 Billion Naira respacltively. These are summar ised
in Table 2.2.

The pattern of funds disbursement for road development

makes an interesting study. Tt should be noted that formal
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development planning in Nigeria predate independence.
Actually ., records show thabt there were two such plans befope
Independance,. First, there was the ten years development
plan expacted to span (19246 - S6). Before the end of the
plan period, however . the Federal system of Government was
introduced 1n October, 1954, Thig avenlt brought the first
formal planning effort to a pre-mature end. Then came Lhe
(1955 - 60) economic development plan which, in 1958, was
revised.

The (1962 - o8) Development plan, often referred to as
the First National Developmant plan, had great impact on bhe
transportation sector. The main objecbive of the plan was
the achievement and maintenance of the highest possible rate
of inciraease 1n the standard of living and the creation of
necessary conditions Lo Lhis end.

The (1970-74) second plan with an allocation of NAIZZ_ 6
million to roads out of a Lotal capitbtal expenditure of
M2 .05) billion by the Federal and State governments. Of
which Federal Governmant’ s share alone was later revised to
MEAS.7 million with states share as W240 million. Actually,
many of Lhe roads to be constructed in (1970 - 74) period
and several more were included in the Ath Development plan.

Howaver . during the (1975 - 80) Zrd Development plan
period, the Federal Government commitled over M5.0 billion
Lo road building spanning a Lotal length of about 17,000km.

The State Governments spent a little over Ml billion on
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their respective road programmes iLhereby keeping them within
20% of the Federal Government spending as in the second plan
period. Within the period however the total actual capital
outlay in the transport sector was N29.43 billion thus
implying that about 16.9% was committed bo road development |
A total of N3.&5 billion was earmarked for Federal road
programmes in the (19831 - 8%) fouw th development plan while
the States road programme was Lotalled as M3 26 billion. 1In
aggregate, M6.91 billion out of a total planned capital
axpandi ture ot N&e.S billion, thus a total of 10.4% was
devoted to roads only. This indicate a samilar €ituation to
that of the firet plan period, where the Federal and State
Governments were equally active in road building. However, &
number of unexpected events did combine to distrupt Lhe
achievement of Lhe proposals contained in the 4th plan,
hence, some of Lhe road davelopment programmes contained in

the plan are yvel Lo be execubed even by today.

LOCAL TRENDS WITHIN THE STUDY AREA

The State had made a vproposal bto constiyuct aboul 923
kilometre of road during the (1975-80) plan pariod at total
budagetted amount of B60.890 million naira of which 1L spent
about M42.840 million Naira on roads with completion of only
one projeclk. i.e. Potikun-Jakurko at the cost of Ml6.9227
Million Naira.

fetween (1980-85) it conbinued with the road project
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that were contained in the Budget proposalse during the
(1975-80) plan period., wilth addition of Eight new proijects,
totallang te 373.7 kilometre at cost of M288.9282 million
Naira., oul of total budgetted sum of M338.422 million Naira.
From (1985-90), however, the State Government budgetied
the sum of NHS84.0 Million Naira and continued with road
projects that were started in the 197580 development plan
viz: the road area Hgandu-Danboa road and Kwangu-kusar -Shani
toads at the cost the cost of =N=15.1 Million Maira and
N2.50 Million Naira respectively. Also three projecls waerea
carried over from the fourth plan (1980-85) period. namely:
Gabio-Damasok, Kakawa Gudumbali-Zari-Damasak and bayamari-
Kaliari bridge, at the cost of MI6.15, N21.220 and M55.706
Million Naira respectivelly. Following to 483 kilometra
altogether, and during the vear 1olling plan (1990-92) 1t
continued again with Lwo project that were stated in the
{1975-800 plan period namely: Ngandu-Danbea-Gwaga and
Kwarva-Kursan-Shari roads as of M15.1 Million and W9.505%
Million NHaira respectively. Al=o it included the 0ikwa-
Galumba-Barkil read which had started in 197% and stopped in
1985 . Others are Geidan-cubio, Askire-kwaijafa and finally
Watudu-Gabia with allocation of H16.125, N20, N3.0 and N3.0
Million Naira rezspectively. Three projects were added, when
Yobe State was created 1in August, 1991 namely: Maidan-
Gadakan, 1n Yobe Stale and Bita-Izge and Yiminshika, Sakwa-

Marama in old Borno State.



Altagether the study area had budgetted the sum of
MISZ . 586 Million Naira during the plan period (19%0-93) (Lo
construct teotal of 823 kilometre of roads in the area. Also
the Federal Government road programme in the area is

detailed in the table 3.1 balow.
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TABLE 3.1 FEDERAL GOVERNMENT ROAD PROJECT IN

FROM 1979 - 1981 PERIOD

BORNO AND YOBE STATE

S/NO

’. —

| 1

\n

s

PROJECT

Damaturuy-
Bayamari

Maiduguri
Gamboru

Bayamari-
Geldam

D1 kwa~
Marte
Cross-
Kauwa
Spur
Road.

Gashua-

Yusufari

Maidugur i
-Gubio

WORK
DESCRIPTION

Widening
repair and
Asphal b
overlay
GOKm .

fsphalt
over lay of
Maiduguri
to Dikwa
80km and
repair of
D1lkwa-
Gulumba
{5%km)

Rehabilita-
tion and
Asphal b
over lay
S50km.

Construct-
101 of alkm
road with
three
bridges

Consbtruct -
ion of road
wikth
A=sphalt
over lay
27km.
Construct
ion of 84km
new 1oads.

| cosT

PLAN

ACTUAL
COET

REMARK

pes

N. A

N25, 343 ,84¢

Ne, 487 .00

N22.033,39%

Nl&l 958,097

N12,190,438

N. A,

NZ25, 345,846

N159,82&,05
1.00

N1B,114,500

N18B4,136,25
4.32

N12,190,435

To be
comple
ted in
1994 .

Comple
ted 1in
1990

To be
comple
ted in
1994

Comple
ted in
1980.

To be
comple
tad in
1995 .

Comple
ted 1n
1980.
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TABLE 3.1 FEDERAL GOVERNMENT ROAD PROJECT TN BORND AND YOBE STATE
FROM 1273 - 1981 PEAIOD  (CONTINUED)
7. Marte- Construct- N15,202,231 | NLE,&07,022 1 Completad
Monguno ton of 4lkm im
of new Qctober,
roads . L9980
&%, Maiduguri | Maintenance | H5340,000 NS4C, 000, 00 | Completad
~Potiskum | of 230km 1 1982
existing
“ road
2 Maidouguri | Repairs and | N8, 296, 190 N12,704,371 | Completed
~Damboa Asphalt 17 1982
ovar lay
10 | Maiduguri | Special N .,201.505% N4 ,872,632 completod
B ama Fealrs arnd in 1993
Azhpalt
aovear lay
11
Ubya-- Speisial N34 Q00 000 | M. A project
! Askira rapalr and ig yvet
Asphalt Lo be
over lay
N. #&. N. A. conpleted
12§ Marte Repairs & At the
Gulumba fehpalit endg of
road over lay Frapart.,
| Complated
in 1994
Bources:  Prestdent Laison OFfice in Maiduguril before (1979«

Mote: N.AL

810 .

= Data Nob avallable

The study airea roads were developed during the (1975

80)
bhaoth heavy s
fesder roads under

the Local

rodtine mainteanance.

Aluo,

at present,

paricad of which now required malnenance raehabilitation,

the

Fovernmant Area are not getting




sufficient attention through maintenance by YOSADP and DF RRI
and BOADAP of roads constructed by Lhem.

The condition of the study area road network varies
sigm ficantly overall and among the Local Government Areas
and are mainly depandant on the State Ministry of Works and
financial resources available for 1t. But the backing of
toad project in the study area i1is so large that direct
borrowing with Federal support or concessional external
assistance is neaded to improve Lhe study area road network
in order not to be impedimente to economic stability and
growlh. As proper maintenance of the proposed natwork of
roads are essential 1f the capital investment i1z not to go
wasted,

Underspending on rehabilitation strengthenng and
maintenance would resull in increasing road user costs and
increased re-construction coet in the future. List of roads
proposad for copnstruction in the 1994 budgst in Lhe study
area of Yobe 2tate and Borno State are tabled in 2.2 and Z.3

respecbive including both Federal Government ef forbs.
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TABLE 3.2 LIST OF ROAD TO BE COMPLETED IN YOBE STATE BY THE END

OF 1994 B o -
- FEQEBQL ROADES STATE ROADS - 1
Is Damaturu-Bayamari 1. Bayamari - Kaliari Bridge
Construction and acoess
roads 11km.
2. Bayamari - Geidam 2. Gujiba ~ Gabai - Buni roads
s Gashua - Yusufari & Katarko - Goniri
4. Geldam - Damasak 4. Maidua - Gadaka o
Source: Yobe State Ministry of Woks. & Housing Damaturu

October 1994

TABLE 3.3 LIST OF ROADS TO BE COMPLETED IN BORNO STATE BY THE END

OF 1994
FEDERAL ROADS | STATE ROAS
1. Waudeo- 1. Beta-lzga-
Lasza Yimirshika-
2 Biu- Salkwa
Garkida
Source: Borno State Ministry of Works & Housing Maidugura

(Dctober 1994).

The study area when compared with other statas in the
Federation, such a2 Lagos, Kano and kKaduna are still not
under~developed in terms of road network. There 1: however
no adequate and up to date, data on road network especially
on total road length and types. in the region. As a result,
it 1s not possible o back this claim with what 1= on the
ground .

There are three broad roads categories in Borng/Yobe State.
Thasae are Ffederal, State and Local Government roads. The
federal roads are further classified into trunk A" and

trunk 'F’ roads: whereby the trunk "6° roads are roads which
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connect the State Capital with other important Urban (ilies
or Centres in the Country. ex<ample 1= in the Maiduguri
Kano ioad and Maiduguri - Numan roads. While trunk "F°
roads are border roads or desert tracks within the state.
The second caltegory is the trunk "B’ roads which
conneclts Lhe Local Government Headquarters within the state
with the trunck A" roads and "F’ roads within tha state.
The third category are the Local Government roads which
connecl the rural areas with the Local Government
Headquarter=. The table below shows details of the roads
length in the two states of the study area and the Hational

level according to their classification.

TABLE 3.4 SUMMARY OF ROAD CLASSES, LENGTH AS TYPE IN BORNO AND

YOBE STATE.
SURFACE TYPE LENGTH OF LENGTH OF TOTAL LENGTH
- FEDERAL RDADS | STATE RDADS (xm) -
Asph§£iwggﬂgﬁgfe 341 57 - 498
Surface dressing 317 15 - 330 -
Dasert trucks 3Z8 765 1103 o
TOTAL 996 935 1931 N —




TABLE 3.5 SUMMARY OF ROAD CLASSES, LENGTH AND TYPE IN BORNO STATE

SURFACE TYPE FEDERAL ROAD STATE AND TOTAL LENGTH
LENGTH (KM} LOCAL GOVT. OF ALL CLASSES
ALLOCATION {(KM)
. (KM) ]
Nsphalt concrete | 721 S562.2 1959 2 )
Surface dressing | 369 352 1073 "
Deserl trucks 855 | =225.8 1080 - J
TOTAL 1945 1140 2085 _ J
Source: Tables 2.4 and Z.5 above are from Road Inventory
of Fedaral roads in Nigerira; June, 1994; Highway
Management Services [ganmu, Lagos.

TABLE 3.6 SUMMARY OF ROAD CLASSES, LENGTH AND TYPE FOR VARIOUS
STATE IN NIGERIA (STATE ROADS).

ROAD TYPE AND DISTANCE IN KILOMETRE

ROAD CARTH GRAVEL BITUMIDUS | TOTAL PERCENTACGE
CLASSIFI- (813 OR OF THE
CATION. SURFACE SPHALT TOTAL
R | DRESSING | CONCRETE

Fedaral 184 797 592 B&62 17

A’ Trunk

Route

Federal B24 141 1146 2111 48

"F' or

Bordear

Spur
Routes | | —— o
State 'B’ 258 - 259 1117 21

or Branch
Routes | L 4 i (B S
LocAal or 11372.5 1172.90 | 22
Secondary

Routes o -
Total: 2037 .50 [Z28.00 1997 S5262_.30 | 100% |
Fercentage 44 18% 8% 100%

of Total

Source: Compilled from tables 3.4 and 3.5
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TABLE 3.7 SUMMARY OF ROAD CLASSES, LENGTH AND TYPEIN NIGERIA
(FEDERAL ROADS).

=== = e e e T =D =

Ro§g‘clau§ification Road type and Distance in kilometre

Earth Graval A. C. Total Paicoant -
(C.R) (5, D.) age
- —_— - B Total
Federal 1,115.00] 2,335.00 11,622.06 | 15.078.06
A or
Trunk
Routes
Wb SRR AN — - - -
Fedaral 125.00 98,00 2.40 301.401 47%
‘F' or
Border
Spur
Routes - - o -
State B’ = 29600 296 .80 692.801 0.93

or Branch
Routes

Level or 4.720.04 | 5.148.40 6.146.06.| 16,025.5%50 | 2.16
Secondary
Routes

TOTAL : 9,970.04| 7.877.40 | 18,249.32| 32,097.76| 49.91

Percentaqg 18.60 24 .50 56 .90 100%
o Total

P E— —— R —— —

Scurce: Compiled from table 3.4 and 3.5.

3.4 SUMMARY OF INHERENT PROBLEMS
Roads construction in Borno/Yobe 1< baeing undertaken by

both the Federal . State and Local Govermnmenlbts. The State
Government 15 responsible for feeder roads netwoik in the
State. These roads are all waather roads linking impor tant
viliages, markets and stations together with the Federal
tarred road network in the State, which will eventually
ambrace all local Government centres and virtually all bhe
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services centres,

The lack of capital which is a prominent
characteristics of the road development in (he study area
led Lo postponement of most btoad projecl. Secondly,
dependant on Federal Government for most of its capital
resoulrces, Lthirdly., priorities are wrongly selt. becauvse some
projects are embarked upon for political and propaganda
reasons, which are not profitable project as =sum money spenl
on them are wasted. And fourbhly, there are lack of
statistlical dala, because reliable stalisital data on when
plan can be based. are base on guess work. And finally,
there are political instability which hinders the
implementation of developement proposals.

The lack of attention as a result of in adequate
planning has left critical gaps in the study arez road
aystam, 1ts institutional development and in the financial
resources of i1ts road administration under costing of road
project had a resull of increasing road user cost and would
add another cost for its consbruction in future, which is
the major charactaristics of the development plan in Lhe
study area. Expected project saving in vehicle cost acrueing
Lo the existing and aenerated traffic that is likely to
exist as a result of the road network would constitute the
major benafit of the completion of project,

Conziderable road construction has taken place recently in

Borno/vobe State, the road npetwork are =till in adequate a=<
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being discussed in Chapter four of thiz work. The major
constraint to road construction is as a result of the totzl
neglect by both the Federal and the State due Lo lack of
funds and secondly. as a resull of bad terrain.

An appraisal of the present condition of roads sur faces
in the region shows that while some are still in good
condition, fairlures have been observed on obthers, e.q.
Damaturu - Bayamari ~ Geildam roads and Damaturu-Gujiba - Biu
roads; while setbtlement of fill material haz resulted in
complate deformation of surface, and eavaen break down of the
sard bitumen base, given rise Lo pot-holes, and =series of
erosion of the embarkment.

The failure of Lhese roads 1= evident and it would be
cheaper to provide a capping of Asphaltic concrete in arder
to strenathen the road surface and prolong its life, than
the re-construction in future when it collapsed. Assistancs
should be given Lo Lthe Area Engineers by provision of
shovel-loaders, tipper and wheel barrow so that they could
borrow suitable materials for the iegular maintenance of the
road. and side slopes for the Federal and State Government
roads.

The main agencies responsible for 1oad construction in
the state include both the State Government Ministry of
Works and the Federal Govermment Minstry of Works which are
in charge of Federal roads in the state. Construction is

mostly done by Contract: but when the contract is by direct
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labour it would have advantage of i1mproving the skilled of

our workers and save money (of govermment on Lhe conbract in

area of variation. But construction by contract had also the

advantage of being execubtad by the contractor with hi=s own
money pending the time when money 15 made avalilable to him

by the client and can be executed in Lime.

TABLE 3.8 SUMMARY OF ROAD CLASSES, LENGTH AND TYPE OF BOTH
FEDERAL AND STATES IN THE STUDY AREA OF BORNO AND YOBE.

TOTAL ROAD

PR p=Y .

ROAD SURFACE TYPE | FEDERAL ROADS | STATE ROAD THN

(KM) THE STUDY LENGTH OF
AREA (BORNO FEDERAL AND
AND YORE STATE ROADS
. - STATES) | (kM)
Asphalt concrete 1062 719.2 1781.2
Surface dressing &6BE 1365 1051 g
Dasert surface 1193 | 990.8 2183
TOTAL 2941 2075 501

Computad directly by measuring From the study area
road network map.

Source :



TABLE 3.9 YOBE STATE GOVERNMENT ROAD PROJECT (1991 - 1995)

S /NO HEOJECT WORK PlAaN COST ACTUAL REMARK
DESCRIPTION COQaT S
1. Damaturu Pualization N&SD, A7 4% 1 N78,404 .79 | Cample
dual of Road in 5,10 0.10 ted in
Carriage Damaturu 1895
and Road Township and
II about Ashpalt
averlay
(8km).
Burface NL&,240,97 N17,161,10 @ Comple
2. Maicua -~ draessing and| 5. & ted in
Gadaka Construction 1993
of 1lkm
road.
Construction | N130,920,.8 | Amount DCrman
3. Gujba-- of an 50 . 46 paid wo t
Mutai Asphal t Far
Noalda overlay N47,409, 33
1.00km. 5.41
Prajec
4, Bayamaril~ | Copstruction| N3B, 112,79 [ N49?,895,53 | © to
Kaliari of six span &, 53 Q.86 be
bridge bridge comple
Wbk concrata tedd 1n
with 1lkm 1995,
ACCESS
roacds.
Sourece @ Yobe State Ministry of Works, Housing and
Transport, Civil Division.
(a) Katarko Goniri
(k) Guiba Gabai Ngalda road where all in Yobe

State are Beta-Tzge~Yimirshika Sakwa road
praject in Bormno Statbe,




i

11

Geidam Bailey
dridge

Katarko-
Goniri

Tarzjie
Bridge

fecess road
to fovern-
went Guarters

Sani Nustefa
i
Ass.

do

Lonstruction of 10kn
laterite access read to
Yonusari by divect
Iabour.

Construction of hsphalt
coacrefe pecess road
100kn

Special repairs and
stone pitch work by
direct labaur

Earth road by
Construction by direct
labogr,

Canstitsncy Services for
construction of Bayamari
Kiliari bridge.

Conskliancy Services for
corstroction of Hoalda-
Gabia Gu)ba road and
Hhree bridges.

Tonstruction of three
bridges between Hgalda
and fyjba.

K335,102.00

H1i4,466.111

K750,000.09

K1,085,086.50

§52,000.00

1,000, 00000

k28,592,461 28

N306,000.00

dmount paid so far

K8,000,009.90

#145,000.00

N467,101.50

Asount paid
§339,000.90

anourt paid
N3O0, 090, 00

K7, 144, 169,50

Project is Dorwant

Project is Doraant

Conpleted is 1993

Conpleted

Partially completed

poraant praject

Revoked
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CHAPTER FOUR
ASSESSMENT OF ROAD DEVELOPMENT PATTERNS
INTRODUCTION

In Nigeria today the organised public road system are
afill managed by the three riers of government namely:
federal , State and Local covernments. The totxl road networi
in the country btoday is aboul 145.783.50 kilometre. With
Federal Ministey of Woirks and Housing administering
32,096, 76 kilometre main trunk "A° inter-state road. With
the Thirty One (X1) State Ministry of Works and 1nclueding
FCDA administering an estimated 5262.30 Kilometre of
secondary trunk toads which provide 32,096, 9ckm. ITmpoirtant
links to the Federal trunk roads and tertéiary roads that
seive as collectors and distributors,

The [ocal Govermment Councills administers an estimated
108,223.74 Kilometres af feeder and access roads primacily
constiyucted under (BDPTs) and (DFRRT).

In Nigeria. during the First Plan period, 1962-c8., had
witnessed, the development of reoads and other sectors such
as establishment of light industries. The Second Flarn, 1970
74, extended to March, 1975 esxperienced a lot of problems.
Recovery from the Civild War delayed the implementation of
the projects. The funds that were anticipated were nol forlh
coming and there was laclk of technical partner needed to
carry out some aspect of the plan. Similarly, the Third Plan

was launched at a time when nat only was the price of crude
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arl rising but Nigeria’'s out put was also increasing quite
rapidly. So that total plan investment was N30 Billion
Naira., this plan period 1975-80 was extended to the end of
1980, so that the fourth plan was to run from Janvary, 1931
te the end of 1985, The Fourth FPlan envisaged total
invastment of expendi ture of N32 Billion Maira, of which
over MNZ0 Rillion Naira is to be in the public sector. The
1dea of Five year Development Plan was abandoned in October,
1988, because il was feltl thal economic enviionment
necessitated the wuse of shorter term planning investments
for managing the economy. Since December, 1985, when Lhe
Fourth Plan expired, the traditional Five Year Planning was
thus replaced with Three year Rolling Plan to be operated
with (15-20) years perspective plan and the ncormal

cperational budgets.



FEDERAL ROADS DEVELOPMENT FROM 1962-1994

PLAN FEDERAL STATE & TETAL % aF % OF "
REREEG ALLOCATION| LOCAL GOVT . | BCTUAL FEQERABL | 3TATE

T ROADS ALLOCATION FLAN COSETY TO PLAN TO BLAN

A MILLION T8 ROADS T CORT COET

& MILLTON TRANSPORT
SECTOR

1@~ 85 0.8 LU 309, 0F2 22,90 2574
L7075 187.72 19882 IR J7.6ld 39835
L9758~ Q0 | 4,355, %% Waq . 43 Poe7H, S48 ] 45. 00 18107
1980~ RS | 5,295.00 2,678,358 10,707 621 49_45 25.01
1985 20 | 2,006, 530 1,843, 387 3,944 FTE7 hO_BO 4t .8
IR0~ F5 1 5 Fa88 . B34 S, 808, 78 10,025,301 54.5 J7.%

SOogyrce

of the major kKey projects

Lagos

Table 4.1

L {1Ree)

above Summarl Zes

Lo ben

the experdi ture plans,

Federal winistry of Foonomic Planning,
[Weorld Bank Report.,

19871].

Bowne

gxacbed within 199193

Include the fallowing., which are #orla Rank assisted

orojects;

i,

b3

é.

Teging ~ Fangeru -~ Minnag ~ Kukakl
Maje - Agunreg

Qleh « Junciéion -~ Asaba ~ A4S0
Badagry - I[ahagu

Ahakaliki

aray -

Fla it

~ AFfikpo

- Yhkot - Abaji

= Fart Harcourt.

Nigeria’s transpartation objectives were spelt out far

Lhe First berm

transpartation development S0 as;

in 1988 i oa Govarnmant White Paper on

to

co-arolinate

develapmant and ensure economic efficiency which,

implication to suppart

objectives are palevant and valid as they were then.

the Nati
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have not been completely realilzed as they are of a long term
and cantinuing nature. Conditions have. however, chanqged
=ince 1965, and ithe realization of this fact, bad led to the
addition of twe more specified ebiectives, namely: ensuring
to enhanced safety. and the provision of better quality
service to the road wusers. These addriional objectives are
aimed atl ensuring thalt the purpose of the heavy investment
in facilities and equipment is not defeated by improper and
unr-regulated use of the facilities =0 created. Nigeria's
transpartation network has recorded an impressive growih 1n
ohysical term and in terms of proportion of total Capital
funds 1nvested in the economy, can be Ghserved from Table
4_1. Government policy on transportation was laid down, but
was recently modified and tormally adopted in 1992. In
essence, this policy, provides CLhat coordinated develooment
af various ftarme of tiransport will be promoted by
caoncentrating and developing Lhose moades which are capable
of carrying persons and goods at the lowest cast per unit
service. In addition, Government policy stresses the
dmpartance of achieving this obhjective of co-ordinated
development throvgh a combination of measures which include
administrative regulation, uvse of new technoloay and direci
Lrvestment measures.

Oue to a variety of civcumstances, which owe theis
arigin to the state of permanent crices, that existed in the

Country between 1965 and 1962, transport infrastructures
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suffered very severely both from negligence (in terms of in-
sufficient maintenance) and actual physical destruction in
direct consequence of the Civil War. In the two years aftor
the War. investment in the transpoart sector in terms of
maintenance of existing facilities, dropped very sharply
with the outbreak of War in 1967, when resources had to be
mobilized for its proseculion as number one priority. Thus.
very little maintenance was cariied oul. Added to this, as
a result of the closure of the transpoirtation facilitie= in
the Fastern States., the already over-worked and under
maintained transportation facilities in the other parts of
the Country had Lo bear excessive levels of load.

The stretches of the then selected roads were greatly
in use and therefore il should develop proairamme with aim of
constructing the non-existing stretches and geperally, to up
grade all the stretches for the same standards. Therefore.,
it had to maintain those that had deteriorated in the
Fastern pairt of the Country during the war in 1970 when the
laevel of road construction increased tremendously. The
national road network as describe earlier consists of
primary roads and secondary roads. The primary roads are
those connecling prominent centres of the Country and with
the ocean terminals (Lagos, Warii, Port-Harcourt and
Calabar) and Lhe main border crossing like Jibiva in Sokoto

State with neighbouring Niger Republic.
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To summarize it ali, the Secondary road networks
connect important centies within the primary network, wilh
each other; and with the primary network. The States had
concentrated periodically on minor roads within the primary
and secondsry road petwork and on the proper study and
fngineering designs of potential state roads. Thus, one can
rightly observe that most emphasis had been on conslructing
new roads. This strategy lead to spreading of limited funds
for long distances of reads, it has resuvlted in fFast
deterioration with obtwious tmplication for heavy maintenance
cost for now. The roads Lhat were constiructed then have
virtually become death traps, because of their poor
condi tions. A good example 15 the Biu-Numan-Wukari and 8iu-
Lilttle Gombi ioad to mention but a few. Therelore. it is
not swrprising that emphasis has now shifted to
rehabilitation and adequate maintenance of the existing
o kol

The Worild Bank, in collaboration with Nigerian
Government, 15 presently working out strategies appropriate
for the new 1nnpovations. As mentioned earlier, 1t gives
priority to the rehabilitation of some roads In the Country
under the World Bank assistance. As an 1llustration,
currently the Federal Government had awarded the Damaturvo -
Rayamar 1 and fayamairi ~ Geidam roads in Yobe State under the
World Band assistance and i1s pearly in completion now.

Others are Poliskum - Nalfada - Rauchi border and Damaturu -
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4.2

Biu - Little Gombl Adamawa border. And construction of
drainage in Five major towns of Yobe State., namely:
Fotiskum, Ngury, Gosha, Geidam and Damaturu the First phase
of the programme had already starvited in Damaturu and
Poliskum of which contract was awarded to Mother Cat under

the World Rank Assisted Programme.

ASSESSMENT OF ROAD DEVELOPMENT PATTERN AT NATIONAL LEVEL

During the first formal development plan period (1967
&8), Federal Government budgeted the sum of K21.8 million on
roads projects out of the total investment of W45 O miliion
and about 4,950 kitometre of roads were built. ODuring (1970
- 74 ) Development plan, however, 1t budgeted the sum of
NIB7. 716 mallion for road development. while the State and
Ltocal Goveirnment had a total allocation of NI98. 820 million
and abaut 3,502 kilometie of road length were constructed,
at a cost of NISB3Z.2 million. QOut of these roads 1,171
kilometve were farlh gravel roads, while 2,077 kilometre was
bituminous sur faced.

Im addition, work continued for 4,056 kilomelre at a
cost of No,961.1 million Naira and this included 714
kilometre of Ffarth gravel surfaced, 1,507 was single lane
conver ted to two lane bituminous surfaced and in the same
vear, 266 kilometre of road were constructed at a cost N47.5
million Naira. The latter included Ibadan by-pass, Kadunéa

by-pass, Jaria Fambeguwa road, Qdo - Remo - Ibadan, the



bridges at Katsina Ala. Yola and Numar.

The totatl cowmmiiment of the Federal Government stood at
MIB7.7 million Naira on 7,800 kKilometre of roads. During
the (1970 - 74) plan period, emphasis was on hiaher quality
from the point of view of what Is obtained in national
economic terms. As part of the road rehabilitation effart,
various narrow and weak b idges were widened and
strengthened. And no major bridoaes were however. to be
constiucted unless they formed i1ntegral parts of the new
road schemes .

In line with the above, some of the principal road

projects undertaken are described below: -

Continuing Projects:

(a&) Fko - Bridge Extension - this bridge formally known as
the second main land bridge, was extended so that 1s
could employ part of its traffic direct into Western
Avenue . This was to further ease the flow of traffic
between (agoe Ialand and the main lTand. Work was
already in progress on the N2.2 million Naira extension
and only N4 . 482 million was required during the plan
period to complete the project.

(b) Apapa Road and Tiora - Causeway -~ this project was
aimed at providing easy access to the nations main port
of Apapa. The project included a vast parking area for

produce catrying trucks which was to reduce congestion

&0



cany the port approaches. Before then, the area was
clogaed up by heavy traizlers parked on the road sades
The praject was completed al the end of 1972 - 735 at
the cosit of M4, 906 million during the plan period.

(c) Calabar - JTkom-0goja -~ Kaisina Ala. The Calabar - Ikom
section of this road was already being constructed. Il
was to be Turther extended to Kalsina-ala during the
plan pericd to provide back-up communication far Lhe
port of Calabar with the North-Eastern part of the
vountiry. construclion of the road provided a third
Narth-South highway. This road, tormally a Trunk '8°
was re-classified as a primary road, was Lo be
constructed at estimated total cost of NR 838 million

(d) Warri - Benin-Iiruwa-Auchi -Qsoso-0kene-Lakoja-Kaduna.
This constitute the fourth North-South highway designed
to open the Central region of the nation to the portl of
Warirl and provide economic impetus to the Northern
parts of the Mid-Wwestern State now Edo, ad Delta
States. The Warri-8enin section was already under
construction during the periocd olan and the Beniii-
Auchi -Okene Port-Hacourt road was to be constiucted;
while the Okene-lLokoja-koton -karfi-Kaduna Soulh was
studied and designed during the plan peiriod. The
studies also covered another Niger bridge crossing
arocund Roton Karfe. The proeject also inclixded the

rehabilitation of Federal roads from Olagbo junction to
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Koka port. The total cosi of the road complex dur g
the plan period was estimated at N14.4 million
excluding N2.00 milliion Naira set aside for the study

and design of the Auchi-Ohkene-Lokoja sectian.

Road Rehabilitation

For thas project, a total sum of Me5.6 million was cel
aside far the rehabilitation of various sections of roads in
order to keep them open to traffic. This became an urgent
necessity due to the damage and deterioration caused by the
Civil War and neglect during the war years. A few of the
most Imporitant reads falling into this category were [ agos -
Thadan=Ilorin-Kana; A produce evacuwation route at the tolal
cost of (MIO.54 million Nairal): Kano-Kari (M7.6 million
nairal; Kano ~ Katsina (MI. 456 million); Benin - Asaba (N2 6
million)}) and Jos- Aallade-Mukpo (B7.8 million). Also
featuring in this unit are replacement of sub-standard

by idges on various Lrunk routes.

New Projects

{a;) Road Bridges at Jebba and Makurdil - Because of Lhe
bottlepneck constituted by the road rail bridges at
Makurds and Jebba, work begarn during the plan period
with the aim of providing new road biridges to serve the
nation's lwo mwest important evacuation routes. In
(1970 - 74), the scope of work was to be [imited Eo

Engineering design and about 50% Construction at a
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{c)

(d)

combined esiimated cost of NS .2 willion, was recorded
period.

Lagos - ITbadan Express -~ Construcltion work began of
this HWI7.6 milliaon Express way. which linked the two
largest cities in Nigeria and shoirtened the distance
between Cher by about le kilometre. And initial
rehabilitation work was to be carried ocut to keegp it
open. Also, ihe =um of NAR. 560 million Nalra was set
aside in the (1270 — 74} plan peiriod for necessary
studies and designs, and for the iInitial phase of
construction of the fayr lane express way.

Wesztern Avenue - Agege Motor Road: The construciion of
this read Is a Carty over project from the (1942 - 48}
plan, was o receive top prioriity as otherwise, the
full benefile of the expensive road works then in
progress, and which opened uplto the Apapa - Port wotid
not be realized. Construction cost was <aid to be
about N8.0 million Naira Jduring the plan period.
Feasibility Studies and final Engineeripna Desian:
About fifteen road stretohes were studied and designed:
during the plan period Lo prepare them for possible
future construction. Important among them are the
IThadan -~ Kano - Daura evacuation highway; Kai'd
Patiskenm - Benisheik and Maiduguri - Biv - Yola -

Katsina — Ala road.

Ouring the (1975 - 80) plan period, the Federal
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Govermment road programmes included the construction of
Primary trunk ‘A" road abt a total cost of N2,518.940 million
naira. and to construct a total of 14,487 kilomebre in
length. The maior highlights of this progiramme was a5
fol iows:
(1) Asphalt Overlay of 2.993 kilometre of road &t a cost
NIZZ, 580 Million Naira.
(2) <Continuved project of 3.678 Kilometire of roads al a
taotal cost of M3I40.5 million Nailra.
{3) And new prorect of 6,195 kilometre at a fotal cost of
MN2.044. .86 Million Naira.
Toaether with the taking-over of some existina brunk
‘&7 road from the Stale Goveroment involving 1o, 000
kilometre of road at a cost of M1, 440.000 willion Nalra,
Urban by -pass covering thirty six wurban centres at a total
cost of N87.4 million MNaira Involving 451 kilometre road
length. construction of fly-over at rail-way junciions at 73
State capitals Including Lagos al a cost of M53.870 million
Waira. while other miscellaneous projects and training
consumed MI7. 150 million Naira and M10.0 Million Naira
respectively. Also, projects like road maintenance, studies
and design took WII&. 000 wiilion Naira and Me0. 000 million
Naira respectively.
Iin the same yvears., bLhe state governments road proarscmme
stood at 8334.48 million, involving 19.166 Kkilometre of road
length of essentially Secondary feeder roads. and about

Q.77 kilometire were earmarked for full construction as main
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feeder to the trunk ‘A" road and 3.210km were to be improved
by widening and to keep pace with the traffic demand. The
remalining 6.160 kilometre were to be earth gravel roads with
an allocation of WI8. Y miliion Natra Tor pian and equipment
while Ne,000 million Nailra was earmarked for weigh biidges.

In the fourth plan pericd, (1980 - 85) however, about
17,000 kilometre of roads were carvied over from the third
plan and weire completed al a cost of MS5.000.000 million
Naira, while all the ninelteen States had proposed MI21o
million Naiva for construction and rehabilitation of 75,000
kilpmetre of joads, varying from laterite/gravel ropad to
bituminous Asphalt aver-lay.

The (ocal Governments had all planned to speind KSE1.000
million Naira. This far exceeded the expendltures during
the (1970 - 75) when only 13,000 kilometre length were
completed at a cost of N5.295.00 million Naira. While all
the States spent about H2,678.332 willion foc the
canstiruction of 35,000 kilometre of roads varying trom
laterite/gravel, bitluminous sur face and Asphalt over-lay
The total expendi ture on roads by Lhe Federal Government
between (19385 - 90) stood at M1, 734.94¢ million Naira This
incraased to aboul NS, 745 633 million Naira by end of {994,
With the above, the total expenditure on road rehabilitation
_ alone stood st 867l 768 million Naira, while road

construction consumed N1, ,550. 788 willion Naiva. Asphalt
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vei-lay at Nesl. 530 million Maira, while World Bank
assisted projects consumed the sum of NMS572.000 million
Naira, With the various State Governments share of road
projects ftrom (1991 -~ 95) stood at NI, 101.014 million Naira.
ancther contribution to road development 1n Rural areas
of the Federation came thiovugh the Directoirate of Foods and
Rural Infrastiucture (DFRRIY; which came into existence in
I987. Under this programwes, a total of about MI30 million
Natra was distributed to various states Goverpments in 1390,
NIZ7 million Naira in 1991, WI40 miilion Naxrra in 1992 and
MIZO0 00 million in 1993 rhe total length of road
constructed was 4,900.05 Kilometre in 1990; 5,215, 20
kilomeltre 10 1991 and those newly canstructed stood vp as
S5.622.3 kilometre in 1390 and 2,5392.6 kilometre in 1971 -

See table 4.2 beiow.
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The total allocation for all states (DFRRT) projects
stood up at N3 675,923 million Naira between (1993-95)
period. Which is as follow: In 1993 the total allocation for
all state DFRRI was Nl ,d461.22. Simiiarly, In 1994 total
allocation for all state DFRRI stood up as M1, 211,384 and
finally in 1995 1t gulped the sum of M| 003 317

A total of 1,305 7km of new roads was constructed and
I, 383 1km were rehabilitated under the Rural Infrasiruclture
Development Péaaramme aolivities of the (AaDPs) in the
Federation together with construclting of 33 bridges and
culveris, The total allocation for A.D.P's and DFRRI between

199¢ to 1992 are shown in Table 4.3 below.

TABLE 4.3 ALLOCATION TO GOVERNMENT AGENCIES FOR ROAD CONSTRUCTION

(1993-95)
AGENCY RESOURCE ALLOCATION (N MILLION) o
1990 ¥ Ao J9g2 i
A.D.P’s 147.394 203.00 200.00
DFRRI 210.00 I92.50 189,70
NEL Dy S10. 00 385 379,40
Source: Federal Yearly budget fstimates (1994 ).

In 1990 the total sum allocated DFRRI in the country
was about N3I9s 70million Natra and with the cieation of Mipe

additionasl States in 1992
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4.3 ASSESSMENT OF ROAD DEVELOPMENT IN THE STUDY AREA

Efforts of Road Development undertaken at the Local
Level have been influenced by several facitors. for example,
in 1967, wilth the creation of North eastern State from the
Northern Region, the priciity for road development changed
for which it was no longer tenable te lay esmphasis on feede:
roads to Borno Railway extension alone. Priority has to
shift to planning road development to run North South in
accordance with the geographical structure of the new state
i.e. North East.

and secondly, in accordance with the other objectives
suych as to open vop new area and lLink other rich agricultural
producing areas wilh Lhe markets, the priorvity for road
development was put on the following road development .

(1) Damaturuy - Biu - Little Gombi (208km)
2) Damatuiy ~ Gashua Geidam road (280km) and;
£33 Gashua - Nauiry toad {(new surfacing (67km)

These roads were designed to open up the isolated
hinter land af the stale and to provide links to the majoi
roads in the state 1ike Maiduguii - Bauchi - Jos road and
Maiduauri - Yola - Takum road which leads to Calabar and as
well as the main feeder to the railway line passing through
the state, such as:

(1) The extension of Maiduguri - Baga read to Mallam Fatord
(2) Bauchi - Dass - Tafawa Ralewa. which provides cut-let

to Pankashin.
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{3) Azare - Potiskum road which 1s Intended to provide 1ink
with the North-South traffic towaird the South-eastern
State af Nigeria with Katagum Emirate and Misau.

(4) Kiri - Shellang - Deba - Dadin Kows axis - this
linked the agricultural area of the state with Biu - Gombi
and Gombe - Yola to facilitate evacuwation of agricultural

products like catton.

The road development plan for Lhe state are listed in

table 4.4 below
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TABLE 4.4 THIRD NATIONAL DEVELOPMENT PLAN 1975-80 OF THE AREA

ROAD FRO. L ENG. RES. ALLOD. (H) Mill
K.
| 75-76 | 76-77| 77-78| 78-79| 79-80 | TOTAL
Abony - i - 2 2.8 - - 4,
Nauiroije
Bauvchi-0D- A6 0.8 1.8 | 1.2 - 3.
Tafawa-Bale.
Yank. Access S22 Z. 19 - - o
road includ.
bridage.
Gombe -Duku 130 0O 3 1 J.ale X7 = 1.6
Darazo
including
bridge
Karramwa -~ 128 0.2 - 4 3.8 - 8
Shellen A345
Dambos-Gworza 99 - 2 -2 2 - )
Nauruje- 42 1 2 - - B
Rusuko-Gembw
Nafada-Cabai s - 2.5 7 - - 4.
Bonu-Sony a0 - { 4 .75 | == 3. 75
Soro Konu
{Shanu) Yola - B
Source: North Fastern State, Third Developmant Plan,

IPF5 — 80.
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TABLE 4.4 CONTINUED

1#RHR

ROAD PRA.

LEMGT
o

ALLG.

{aN= )

MIL.

1

] Zo11-

Mag juiu faynd - 0. 14 - - 0, e
Sashtei -

I Jak . ~Pot. F QLATZ | - - 2.3 & 10,577
yak . Eark. q.2 rer - 084 0. 84
Kalt. ~Jire-

Tirda 40 - o .82 e J.82
Tales-~Jagol 49 i O.7s - by J.T75
Geldam~Gul. 4% - iy e = &

I} Fika-Gash. -

Biminti 7 o 1.8%9 - ey . E59

i
Mis~Chinade| 117 - {.15 2 J.15
Buldk-Udhibo e - 0.9 =2 J.5 4.4
Noamoh-Dam e ] w 0.6 o {.33
Rebr-RE . 24 g.t281 ~ b e - - 0125
Seg-Jada-

Hojodd i e - e
Mag-Gumal i 25 o - - 1.Aa o7 2.2
M L-May o

falna 2 - -
Gad—-Sak-Kat 39 t .59 2 o IR
Sak-~Gam-Jak S0 o e 0.8 - 0.8
Dam-Tai L an "0 0.7 - 0.15 - .85
Ok ti-Watinier ~

Wanda~8aj 2 i - - 1

Jad o

Mutum-—-81 v o7 - 0.5 1 - 1.5
Kwayva-Terra

~Shani 51 i1 1 pe 4.1
Karim-Lam~

fomb . ASYS NTCR 1.1 I Py 4.1
T Gy - T B

MRk 38 - o.6 1 FO:
Garb-Cha-

Mutum-BI v 136 e A {75 - 4.5




JABLE 4.5 ROAD PROJECT TARGETED FOR 1975790 IN THE STUDY AREA

Prodect Dist . Res . alioe. I Min Rema ks
Descrip. Km

FO-78 75-80 HO~85 HEw0
Damb~Gwoza
rerad 151k “on - - a8 compl .
Naf~Gabal el .5 e 4.8 MAcom.
Dik-Gulum. 25 w 4.2 - 24,2 .
Banki~Kal
Gasfr-
Jakus  Pot. 167 &, a9l e - &, 51
Asilra-
Garkida Fo J.89 2.0 e J_89 NAcome .
Geid-Gubiol 112 4 .30 20,9 S 25.8 el .
Fika~Sim~
Sashinge a7 4.0 F. 5 w 7.8 NAcome
Ngrain
Dambora 53,8 J.¢ J1.05 - J4.08 "

Dam-Jajere

lantewas 80 3.5 i3.5 17,0
Kwaya-~Tear-
Shani 32 .6 - - t.a NSCome .

Ftudies &

Designs

For the

fourth

hilant - 0.5 - 0.5
Filants and

Fouei pment - 1.5 - .5
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TABLE 4.3 CONTINUED

[

et d~-Main
Soroas

el o
Yunusari

Gex of-Dam-~
Mal_  Fotard

Kk =Gucfumr
Surande-Eursa
Damasak

Ratiw-Rrage~
Mal. Fotorl

Ngur--Maori
Niger Border

Mardngea-Bruun.
Maidug—-&Eomb.
Bava-Kaliari

Dikwa~Gulim.
Rarnti

Warrddeo -1 R &
Kmabohl

Pulka-Ngashe

Arbhoko
Dam-Fubia
Gashua Yusu.
Jak-Bauchi
Barder

Kwawa - Kuss
Bhani

1 v L e T e e

TOTe

K82

140

5

JALE 83

LeH
£
<

45, dm

2410

D775

2.6
Ji.0

7.0

7.0

4,854

J1.0

4. 570

7,50
700

Daesign
wERQE

A3.020

desgin
s EE e

2410

dastion
s btage

O, 987
7.8

2E.EN

4,230

20087

Taken Fi

NOE Comp_i

Takean, &

NatComp.

des.stage

T

Dol e bed

des. stage

Taken FGg

Motlomend .

Cevno] e tedd
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With the creation of Boirpo. 8Bauchi and Googola Tiom Phe
North Eastern State from 1975, emphasis shifted from Lhe
above plan reflected in Table 4.4 led to another development
oroposals to be adoptfed Trom the above plan as shown in
Table 4.5.

Aand each of the three constituent states, namely Borno,
SBavchi and Gongola began to carry oult development works
within their states and almost ald the roads described above
were taken up by the Federal Government. Moreoveir . each
sfate had to develop jts own plans. In particular Borno
State’s plan from (1975-70) are contained in Table 4.4
above, logether wilh the road network as indicated in (ig.
4.1, 4.2 and 4.3 below of which fig. 4.3 is the combine ioad
network for the Borno and Yobe State.

and also, the State Goveirment had taken aver and was
commi tted to constiruct about 59 8k of road (see Table 4.4
below. From the Local Authorities that are within the state
from the Tormer Northern region goveroment for construction.

The followling roads were ftaken oveir by the Noith-

Eastern State Covernmentl Trom the Local Authorities.
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TABLE 4.6 LIST OF ROAD TAKEN OVER FROM LOCAL AUTHORITY BY
THE NORTH EASTERN STATE GOVERNMENT IN 1970

i Arare - Potiskum roadl ~ e el
2 from Junction with Al7-Rird

Shel lena-Deba-Hade ~-Dadin Kowa 12283. Okin
3 Yola-Fafoiril - Junction to Karlahi 57.6km
4. Fofari—-Junction to Fofori—Guria - S8.dkm
) Adamami -Jama "are - 37 Ok
o. pulka-Kirawa = S2.0km
7. wWamdeo - Ashira - I<.4km
a Karege -Wanfanyo - 28 8km
9. Sebore-Binveri - 2A0km
10, Uba Lassa - 40.0Kkm
11, Kumo - Yola N &7, 2km
12. Hadeja - Naguru - 4_8km
13, Misay - Acare ~ a8, dkm

Tatal q9 . 8km

Source: North Fastern State yearly budget estimates 1970-1974.

From the (Local Authority Tor improvement at a cost of
M, 702,000 Million Naira in the plan period and the ltotal
cost af all project work was to be H21,9490 Million Naira,

with the following projecls Lo begin at the end of the plan

oeriod;

i Kauwa - Abadam - Mallam Fatorl road
. Kadeja — MNaurtu - road construction
3, Gombe - Rajoga Ashaka road

4. MNaptsi Gashua road.

And the ailocation for project and local resources, for
the (1975-80) plan periad budgetted by former Borno State
Government stood up at N49. amillion Naira and is described

in (Table 4.7) below.



JABLE 4.7 RESOURCES ALLOCATION INDEX OF GROWTH FOR, THE

“ INDEX OF GROWTHY 197076 PERIOID
“ Develooment Resothroes Rasouroes atlocation for
oeriod atlacation in Road Development as
spillion Percentage
1970~74 18, 53miilion 100%
17580 A, 40mit13ian e 5%
" 1980~85 17X . FImitlion D36 PO%
1 985~59¢ 34, Samitlion 186, 5%

Bources: from Table 4.5 above.

This was InGreaased o WIZ7Z. 808miliion Naira In {1980~
835) plan period but decreased to N34.578miltiion Naira from
(1985 comwards. Tt is alse nobed Bhat the highest allocation
of resaurce for road develooment in the state was in the
(1980 ~ 853 plan period, when with a target list of twenty
sevar road orojects, 4 area yvel Lo be comolebegd.

The State Govermpent, after spemnding about
MEZS. a33million Nalra on then as from 1975 Jdo oate, on the
projects rigoht from the creation of fhe Narth Fastern State,
for example Pullka-Ngoshe, Wandeo-iagsa-Askira in Borno State
ang Fika-Siminti-Gashinge, Jakushko-Bauchi border in Yobe
Btate; are not yvet completed awven today.

and secondly, It Is particwularly strange that Jdespits
the Fact that mest of those peoole werse drawmen vo fn 1980
during the pelitical era, when they should have been quickly

Implemenited., they were not windertakern.
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Road development i1n the states 1= normallyv undertaken
by three main bodies 1n the state. These are the State
Ministry of Works, Housing and Transport, the Borno State
Acceleraied Peveloapment and Agricultural Proagramme {(EOADAF)
and the Directorate of Food, Roads and Rural Infrastructure
(DFRRI'). #nd with Lhe creation of (BORDAP) from the Ministry
of Agriculture in 1987, a total ftength of 881 km of Carth
road were constructed in the State, which included the Tikau

Jajere road, a total lenagth of 439km at a cost of
M4, 149, 662.22 Naira, olher roads include rehabilitation and

maintenance of Buni Gari-8umbsa road a distance of 76km and

Nagel sarma ~ Jajere road,

of Nle, 183,618.00 Naira.

a distance of bout 40km at a cost

I 1989, ROACAF constructed a total length of about

1,450 Km of earth iroad. The list of roadse constructed by

8O/0OAF singce its ioception in 1987,

Table 4.8.

the state

TABLE 4.8 LIST OF ROADS CONSTRUCTED BY BOADAFP

BN AN

10,

42,
jh{-
{4,
15,
{6,
17,

is given in

Bakka - Arboko reoad =1 7Fkm Askira-Uba LGey
Wandeo-Lass ~Zokn - -
Wandeo Mussa ~2dkm -
Maicluguri -Gongolda-Limant i 1 Okm Kondoga -
Marduguri=Galtimari ~&km Metropolitan -
Konduga-Mafa ~d{ km Kanduga
Bama—-B8anairam -~ Skm 0 Kkwa
Rama-Kio-Digur i ~ZSkim t

Zari - Gazabure ~&0km Kukawa -
Naata - Nambi Sigma ~ed Km Nga il dea -
Ngalda - Ndafa =2 km B -
Monguno ~ Damank 1 - Bankoa =50k Monguno
Bita-Izge 25km Askira B
Lafiva ~ Bubabulin ‘Sl

Rama-Kashir i ~Gulumbea ~S7m 01 kwa
Musha-abbar i~ Tumbud wa =1 5knm =

Damasak -Daji-Niger Border GaOKm Muk Gmwe #
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18

19,

20,

21,
-2

pt
‘& -

23

24.

2355

26,

27.

-
28.

Kaita - Majingere road =1 Tk Mukawa LGA

Yusufari - Maimalari ~1 s Yusufari
Dapchi - Shetimari ~30km Sursari
Fika - Gadaka {1 km Fika
Maluri — Pefulwe ~8km - -
Guiba - Ngelburwa -1 Ok Gujba
Guiba - Wagir - Mutai ~50km - B
Dogon-—Kuka-Manuwachi - 37km fune
Zaji Maji - Karsuwa ~19%km Rade
Katarko - Bullaram ~50km Gul ba
Karaje A3191m
(Construction of Culverts) - -~ Fkw Dambea
Wamwa - lawanti ~ Zkm N
BG2m

Source: Borno State Ministry of Works and Housing.

Another body that 1s 1nvolved in road construction in
the state 15 the Directorate of Foods, Roads and Rural
Infrastruclure {(DFRRI) crealted 1n 1987, The primary target
of DFRATF 1s to provide accessible roads to the rural apreas
as much as possible. In 1987, it constructed a total of
1.200km of roads at a cost of MiOmillion Naira and another
WiOmillion Naira was spent on constructing 1,500km of roads
in 139388. Then, with the creation of Yobe Sitate in 1991, the
OFRRI in the newly cireated Yobe State constructed a total of
300km of roads al a cost of N2 . Smillion Naira under its
phase 1 programme. Gnd similarly, during 1ts phase I
programme 1t constructed a total of 74lknm of road at a cost
of 4. 691million Naira.

And fioally. with the creation of Yobe State 1n 1991,
the Yaobe Sitate accelerated development programme was created
from the farmer BOADAF and on its 1nception in 1991 it had
the following development proposals for {(1993-95). Rolling
Plan period as indicated in Table 4.8 as well as theose for
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BORDAR and DFRRT prajects

same period (1993-95).

oy Tormer Forno

State during Lhe

Raliing Plan period as given below.

TABLE 4.9 FUND ALLOCATION TO DFRRI AND ADP’s FOR ROAD
CONSTRUCTION WITHIN STUDY AREA BETWEEN
(1993-95)

AGENCY

Y.0.8.A.0.P
{ Yobe)
B.0.A.D.A.FP
i{in 8orna)
D.F-R.R.I
{(in Borno)

| FUND ALLOCATED (M) IN YEAR

1994

1995

3. 2million S.Omillion

4.5milliom 5. 0million

38.8mi11]liom SO. Omillion

4.5million
&.Cmillion

48. Omiltlion

= rxamm. e sebr R e e T T

Source:

itike ather
the study areda
ralitical.
it is in view of these tremendous
develaopment ,

infrastrixtural

ared,

Yearly State Budget Estimate Tor
States and as well as those for
ODFRRI project=
periaod (1993-95 Rolling Plar. )

SUMMARY OF AUXILIARY PROBLEM

part of the Federation.

sSCC1al

that it would be

development i the irtral

can be achreved withoult problems.

B.O.AD. AP
for- Borno State duriog the aame

barrviers

in-realistic

RBorno and Yobe
and

road Jdevelopment 1in
15 greally determined by The economic,

and cultural conditions within the state,

to economic

to 1magine Uhat

area of rthe sfudy

The achievement of growih nepds adequate formulation

and evaluvation of procedure and realistic implementation of

roads develocpment plans.

This

as

sald earlier

is done with

the intention of providing the study area and ts cural area

with emplovment and 1mproved communlcaltion netwoek .

83



As sald above that the achievement can not be made
without problems, is that first, there is problem of
overlapping of project that charactericsed the development
plans 10 the =tudy, which can be attributed to under coslbing
aof the project, that is done mainly an arbitrary basis.

and secondly, the study area, the State Ministry af
Works needs, an institutional development assistance to
ationg capacity to cope with required road rehabilitation
work and more so, Lo grovide any acceptable level of cost
effective road maintenance. Also, another problem thal
arises is the choice to be made regarding the emphasis
placed on ather sector are many and complicated. One ol Che
main decision that had to be made is the jeiative emphasis
te be piaced on roade development and Its waintenance.

There appear to be more emphasis shilt to maintenance
rather than reconstruction of constructing new roads as Find
out from the assessment of the joad development plan of the
study area. And in arder Lo preserve existing assets as well
as to striking a balance between road expansion and
maintenance 1n the study aiea on appropriate institutional
arcangements for planning, management , resousces
mobdlization and malntenance are NeCEsSEry.

With the introduction of the Struvctural Adjivstment
Programme (SAF) ain 1987, and the present Federal Goverrment
policy of prioritization of project for completion or
construction of abandon proaject through the Petrolevm Tiwust
Fund [(PTF) would support further improvement in Macira-
economic per formance of the state.
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5.0
2.1

CHAPTER FIVE

ANALYSIS OF PAST DEVELOPMENT EFFORTS WITHIN STUDY AREA
GENERAL REVIEW

The study area was once part of the former North-Eastern
State of Nigeria. This area bafore it bireaking into thrae
smaller states. namely Borno, Bauchi and Gongola States in
February 1976, have passed Lhrough four year of planned
development .

The planning period (1975-80), i1s linked with the first,
1970-75 in term of abjectives, for investment and policies,
which become necessary in order to relate the performance
during that pariod to the future programmes, i.e. (1975-80).

This can be seen as done in area of adiustment of policy
and policy measures recurring from the Third Plan, for
example, 1= sean 1n terms of i1ts plan size as it relate Lo Lhe
Second Plan period.

As a result of the mentioned break-up of the state into
three, separate plan proposal with basically the same
objectives was developed by each of the three states, for
(1975-80), (1980-85), (1985-90) and the (1990-1993) rolling
plan for continuity.

The fact that each of the Lthiee states had to propose.
for their new development proposals. for bthe Second National
Development Plan period (1970-7%), with most of the projacts
previously initiated but were pnot completed, even before the
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Second Plan itself. It is instructive to note that Ehe
Nigerian Civil War started before the Second Naltional
pevelopment Plan which brought uncertainties, and political
crises. The beginning of this plan (170-75) saw the end of the
hostilities ushered in road rehabilitation, conciliation and
the genesis of an ara of road and the genesiz of HNational
Reconstruction.

However . the approval of the (1970-75) Development plan
for State Government in Nigeria by the Federal Military
Government was late. This delay accounted for the itnability to
exaecute most of the projects initiated in North-Eastern State
road development .

In the (1975-80), Third Plan period. physical execution
of the Development projiects in the North-Eastern State
programme did not even commence bacause of the creation of
three new States from it in February. 1976;: when the First
year of this Third Plan davelopment had started. This led to
the sat back in the implementation of the proposed development
plan, asz each States mentionad earlier namely; Borno, Bauchi
and Gongola had to propose another plan with a4 carry over of
the sarlier proposed plans. Several administrative changes
were encountered, and these further compoundad the problems of
the plan implemantation. A number of Ministries were ol
adequately staffed. Thus, the newly created States had
insufficient qualified parsonnel on Permanent basis who could

initiate new programme and evacualte the effect of the existing
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TABLE S.1 (A) SUMMARY OF

polity. Besides these, the excessive political intervention in
the making of decisions on purely economic matters, such as
according priorities, awarding of contracts, atc worsened the
situation,

The study area had propo=ed to construct a total of 923
km of road in i1ts (1975-80) Developmant Plan at an estimated
total cost of MO 890million Naira, of which actual financial
commi tment was M35.440 million of road development (see Tables

5.2(a) and (b)).

ROAD DEVELOPMENT EFFORT BY STATE

GOVERNMENT IN THE STUDY AREA FROM 1975-93

Plan Amount for Total Kilo. | % Road Kilo | Performa-
Pariod road Deva, to be Cons- Growth nee of
Proposal tructed Index total "

Allocat.

1975-95
1975-80 ME5.440m 235Km 100 6.31%
1980-85 H338B.672m 1.,173.2km 127 60.31%
1985-90 MHaX . B806m 531km 59 11.36%
1990-93 ML2Z.650m 429km 43 22.02%
TOTAL M5& L . 568m 3.106.2Kkm 329 100%
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TABLE S.1 (B) SUMMARY OF
GOVERNMENT IN THE STUDY AREA FROM 1975-93

ROAD DEVELOPMENT

EFFORT BY STATE

Summary of
Budgetted
and Actual
spending

by State
Governments
in the
Study Area on
Road
Davelopment
from
1975-23

Plan perind

Froposed
plan
Allocation

Actual
Spending

% of Total
for plan
period

1975-80
1980-85
1985~90
1990-93

MeO . B8290m
M209 . 790m
K84 . Om
M1Z71.0m

35.440m
338.672m
&3.806m
123.690m

58.20%
161.43%
75.95%
102.19%

TOTAL

H4T75 . 680m

S561.568m

Source: Optained from Borno State yearly Budget Estimate.

This shortfall arose from the shortfall in the expected
revenue. Therafore, some of the projecte had to be carried
over to the next plan period in (1980-85%); with additional
aight new projects at a total estimated cost of
H209 _790million Naira being added. Unfortunately, only H23.672
million was actually spent. The reason for this i1s that,
before the start of this development plan (1980-85); a change
of government from the Military to Civilian wa effected in
1979 prior to its 1nception. Also, a r1everse change of
administration Civilian to Military was in 1983 at the peak of

its implementation procecs. The net effects of these different
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factors were massive disruption of implementation of the
(1980-85) plan proposals. Thus. the carry over road projects
from (1975-80) and new onas added wera not completed. The only
road completed was Potiskum-Jakusko-Gashua road, a distance of
157km at & total cost of MI6.927 million MNaira.

In the (1985-90) development plan, Borno State budgeted
the sum of MB840.0million for its road development proposals
with continuation of two projects that were accorded priority,
which were <started in the (1975-80) plan period; namely
Ngamdu-Damboa -Gwoza and Kwya - Kusar - Shani, wilh an
altocation of HMIS.Imillion Naira and H2.505miilion Maira
respectively, during the plan period. In addition, 11t
continued with three projects that were started in the (1980~
85) plan period which are Gubio-Damasak; Kukawa-Gudumbali-
Zarra-Grinde-Damasak and Bayamari Kalari Bradge work at the
cost of H16.19m; M21.20m and M55_70ém respectivaely. The listed
above are the major achievements of the plan period.

During the (1990-93) Rolling Plan period just after the
rolling plan was approved by the Federal Government, the study
area was splited 1nto two states namely, Borno and Yobe.
Therefore, in formulating proposals for this plan pariod, two
projects were carried over from the (1975-80) plan period,
name Ly Ngamdu-DamBoa*Gwoza road and Kwaya Kusar-Shani road
project with a total allocation of WIS Ilmillion and
H9.505million naira respectively. The proposals also included

Dikwa-Gulumba-Banki road which had been started in (1279-80)
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peiriod but stopped at the end of 1985. 0Others are Geildam-
Gubio, Askira Kwajjala reoads all 1in Borno State and MNatada-
Gabai-Buni road in Yobe State, wilh an allocation of
Mlé&.125million for Dikwa-Gulumba-Banki road, M2.0million Naira
for Geidam-Gubio road; M3 . Omillion for Askira Kwajlafta road
and W8 .Omillion for Nafada - Gabai - Buni road. Also, three
new projects were added into the plan namely, Maidua-Gadaka in
Yobe State, Bila-lzge, Yimirshik-Sakwa and Marama road in
Borno State with a total of about 823Zkm to be constructed at
a total cost of about NIS2.58&million Naira. For the various
plan periods, the list ot zll roads proposed, with their
resource allocation togebther with some remarks on them are

given in tables 5.1 (a) and (b)), 5.2 and 5.3.
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LIST OF STATE ROADS PREPOSAL FOR VARIOUS DEVELOPMENT PLAN LK BORNO/YOSE FROM 1975-93

Descrip.
aof Proj.

Dist.
Yilom.

Resou,

flloc.

(N

nil.)

Ramarks

75-89

| 80-8

85-90

90-93

Potiskua-
Jakusko-
Gashua

Ngamdu-
pamboa~-
Gwoza

Dikwa-
Gulumba-
{ Banki

Kmaya-
Xusar-
Shami

Geldan-
Gubio

fskira~
fwajjata

Hafzsa-
fiabai-
Buni

Fika-
Siminti
Gashinge

Damagun-
Jajere-
Lantewa

Gubio~
Damasak

Nguru-
Moont
Higer
darder

gashua~
fusufari

144

035

98

55

1z

74

B4

B4

g2

9

it

8.2

§.51¢

6.200

4.4

4.9

1.89

4.3

2.0

3.5

10. 407

59.05

18.70

53.42

45.4

4.0

Tl
L=

4.3

17.5

26,843

2.41

22.81

1,125

6.505

1.0

4.0

3.0

2.4

34

8.0

it.q

compl. '85

part/comp.

not yet com.

dernant

design

taken over
F.e. 97
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TABLE 5.2 CONTINUED
Dascrip. of fBist, Reso, Alloc. (=N=m} Remarks
fraject e
T5-80 80-85 85-9{ 94-93
Geid-Main-3oraa vl - 0.75 7.4 - tak/ré
92
Kuk-Gud-Iari-Gur-
kaz-Damasak L8 51.48 1.22 - - Comp.
Baya-Kalairi 11 - 9.75 2.106 51.0 g4
¥aid-Radaka 13 - - - 9.0 " 03
Yimir-Sak-Marana 40 - - - 14.0 des.stage
Bita-lzpa 40 - . - 2.0 do
Harin~Gumsz 40 - - - - "
¥andeo-Lassa
-kwobchi 52 - - - 1.422 "
Baid-Gamb-withspur
at lake #lau 39.9 - 12.0 13,35 - tak/Fé
'8?
Jakus-Bauchi
border 4.5 - - 4.2 - Conpl.
92FNN
Geid-Yunusari 112 - - -
- FG.Praj
Pulka~Ngoshe
-arboko 19 - - 2.0 2.65 )
Bama-Gul-Kal
Kgala i37 - - - - compl,
kauwa-Arege-
Mal.fatori 92 - - - - "
#guru-Hach. 182 - - - - notyst
coapl.
Geid-Damsak 50 - - - - tak/fG




JABLE 5,2 CONTINUED
Descrip. Dist. Res. allot. ) Remarks
of Project kn

1580 80-85 85-9¢ 90-95

Studies and
Design 10 - - - -
Purch.of
planis/Equi - - .64 4.92 -
Rehabili-tion of
States roads - - 0.23 0.5 -
TOTAL 2190.2 35.44 318,672 63.808 123,65

Source: forno State yearly budget estimabed from 1975 - 90
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TABLE 5.3 SUMMARY Or FUMD ALLOCATION FOR ROAD DEVELOPNEN] FROM 1981-1985 IM THE FORMER SGRMOD STATES.
Descrip. of Yaar Allocation. M
Project 80-81 81-82 82-43 83-84 84-85
Pot-Jak-Gash. 1,93 0.49] - -
Ngan-Damb-tGwa. 12.0 22.0 17.55 0.5 2.0
Dikwa-Dawaz-Banki 6.0 12,0 16.20 1.5 2.0
Gubin-Oams t.8 13.8 7.20 ~ -
knaya-Kusar-Shani 1.0 11.8 13.320 0.9 -
Geid-Gubio 6.0 20.9 18.90 - -
Askira-Kmaj. 4.0 - 2.00 - -
Hafada-Gab 3.8 - - - -
Fik-5im-Gashi. 3.0 - 1.5 - -
Dam-Jaj~Lant. 4.0 - 13.5 - -
Purch.offlant/ 0,954 0.910 0.90 - -
Equip.
Studies & Des. - - 0.450 . -
Rehab. of other
roads 2.0 0.8 4.23 6.3 0.2
Geid-Mai-Sor. - 0.75 - - -
Gashua-Yusufari - 0.75 10.8% - -
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TABLE 3.3 COMTIMJED,

Jak~Bauchi-for.

Ngtiru-deosi-
Niger Border

Maid-Gosb~ road
with spur at lake Alan

Pulka~Hgoshe-arbokko
i Baya-kailiari
Wguru-Hachina

Kauwa-Mal Fatori

Geid-Daps-Mal
Fatori

Bama-Gul-Banki

---------------

Kuk-Bel-Bur-Gaz- lar-Dams

315.641

12.0

10.890

--------

--------

126,110

Source: Borno State Yearly Budget Estimate from 1980 - 85.

For tables 5.4 to 5.6 which are given below the data for
population density was obtained from the Hational Population
Commission office in Yobe state: while the road length for
both the State in the fedaration and the study area local
government was computed from measuring directly from the Road

Map of Migeria.



INBLE 5.4 ROADS LENGTA AND DENSITIES IN BORM] STAIE
Loc. Govt. fraa fop. 92 bens. Lengt Lengtot Road Density !
firea knfsq per/ kmp t of Fed. State kn/kn/sq
Roads Roads
fskira Uba 2404 244 640 101.8 80 10 ¢.¢75
Bama 6176 307,244 49,7 170 1140 0.045
Biy B746 171,987 19.6 150 10 0.025
Damhoa B500 260, B52 10.7 Wik 8o 9.009
Dikwa 1663 107,881 9.9 140 240 0.228
Gwoza 2689 119,043 b6 & 80 20 8.043
Kaga 27113] 211,804 18.1 80 130 .07
Kenduga 3825 281, 402 48,3 135 25 0.027
Kukawa 8730 201,514 299 5 HiL 0.014
Maiduguri 542 522,345 9.1 40 40 0.185
Magumari 4950 145,499 29.4 200 NIL 0.040
Nafa 2175 100,471 46.19 60 123 9.08%
Kubbar 6650 208,281 i3 195 40 0.029
Honguno 2840 182,178 64.2 43 20 0.037
Marte 2825 208,518 11.9 90 15 0.038
Subio 3200 137,3k6 42.9 B3 40 0.031
Kwaya kersar 1875 118,589 63.3 110 AL g.080
Nganzal 1500 102,189 88.1 50 NIl 0.059
Hamul 1925 188, 849 9%.1 3 Hit 0.080
Shani 1075 4,149 87.4 NEL 15 0.031
Ngala 379 250,583 87.2 HIL HEL 0.000
I
ToraL 18712 2596289 IN.é 1943 1140 0.039
ote: 1. Length of Fedsral roads ars measured directly from road wap.
2 Length of State road are State Governwent proposed iaterite and bitumenuous surface treated road.
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JRBLE 5.5

Lo Govt, Area Census Density Fed.Roa | State Den.
Area kn? 1932 ki ds ¥ | Roads K.
L4 Per
N2
BADE 1711 lBl.,}'Qé 106,210 it 9 137
DANATURY 6646 67,064 3.066 162 40 029
BUSARI 3837 100,000 27.495 108 - 027
FIKA 2108 130,353 61.837 81 60 67
FUNE 4699 135,567 28.85%0 84 218 058
GUJEA 5552 144,470 26,021 4 170 042
GEIDAN 4135 85,150 19644 L 100 34
JAKUSKD 3600 3,000 0.833 80 80 038
HACH] & 1229 50,000 40,683 20 - 018
WGRL 2416 137,402 36.872 4 - 631
KANGARE 1453 251,001 172.745 126 80 (142
TUNUSARI 444 13.769 16637 10 30 023
YUSUFARI 466 56,971 16,437 18 1 .825
TaTaL 45456 1,411,481 31,831 %6 93% 042
Kote: 1. Length of Federal roads are obtained directly from the road map attached.
2. Length of State rnads are State Government proposed earth roads.
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TABLE 5.6 _ROAD DENSITY IN STATES OF NIGERIA AS IN 1991 POPULATION DENSITY.

STATE AREA 1991 PROJ. P0P. LENG. LENGT. TOTAL DENSKN/
(s pop. DENS/ 0F OF STATE LENGT. K
i PERSON FED. ROAD OF RDAD
2 ROAD INCL. KN

" I LGA RD

_ . o I 1L I
ABIA 5384 2297978 1 3133 230 36499 1879.9 0.5%

|| ADANANA 57526 2124049 n 750 1250 2000 0.04
A/ 180N 5821 2359736 405 340 6211 6631 1.14
ANANBRA 4642 2761903 594 180 1892.9 2072.9 0.45

“ BAUCKI 64605 4294413 5.5 1214 1216 4430 0.07 |
BENUE 514 2730398 61.5 900 279 3169 0.08
BORND 18712 2596589 3.5 2025 2208 4233 0.05
C/RIVERS 19750 1865604 9.5 540 6575.8 7115.8 0.3
DELTA 10438 2570181 156 195 4049 5 4245.6 0.26
£00 2714 2159848 99.5 410 6044.3 64542 0.30
ENUBY 12493 3161295 253 440 4082 4522 0.3%
%0 5524 2485455 450 210 7038 1245 1.31
1164WA 94h4 1969252 299 540 1150 2190 0.23
KADUNA 45163 5632040 87.9 m 5061 4038 0.13

|| KAND 33118 1878340 17 920 3175 4095 0.12
KATSING 24232 2062226 160 770 5858 6625 0.27
XERBI 27825 2094046 74 1340 1979 3319 0.12

| woer 19054 1566489 110.2 720 2480 3200 017
AWARA 26783 5485781 58.5 1460 4853 4313 0.24
LAGDS 3535 2482347 160.8 430 5141 5621 1.59

‘ NIGER 87469 2482367 136.8 1660 3007.4 4668 0.07 "
06UN 17223 2138570 135.3 400 7657.5 8057.5 0.47
ONDO 20895 18R4485 185.9 440 11539 12119 0.58
0SUN 452 2203015 486.7 395 3385 3780 0.84
0Y0 31867 3488789 109.5 740 9240 10480 0.33
PLATEAU 49340 3283704 85.9 1380 6584 7966 016 |l
RIVERS 19750 1983857 182 540 2706. 3256.3 0.17
S0KOTO 65556 4392391 67 480 4150 6830 0.10
TARABA 33863 1480590 4.7 1520 457 1997 0.06
Y0BE 45456 1411481 23.9 930 19 1049 0.024
ABUIAFCT 7315 178671 52 170 N.4 ” 0.03
TOTAL 862,339 | 88,161,93 10,317.1 23,702 130,701.48 | 159,403.5 | 0.18!
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It 1s interesting to note that most of the roads network
completed went through a series of development propozals
beforae they were eventually undertaking while som2 ar& vet to
be completed or partially esxecuted and others were abandonad
as indicated in table 5.2. Which occurred as priority shift
among t+oads earmarked for davelopment as enunciated by
successive governments. Factors enumeirated above and also
because of changes in priority among roads earmarked for
development as enunciated by successive governments . As seen
from Table 5.2 above, project like Ngamdu - Damboa-Gwoza road
which started in 1975 and was scheduled for completion in
1983. was carried over in 1983 and 1984 and was not completed
up Lill 19232 when Yobe State was created, which now lies as
interstate road to be taken over by the Federal Govepnmenk.
Total distance of only 205km after spending a total sum of
about =N=85.390 millicn. But a project like Potiskum-Jakusko
road, a distance of 149km. was started in the same year 1975
and was completed 1in 1982 at only a total cost of
Wi6.9Z77million. Others like Dikwa-Gulumba Banki road and Kwaya
Kusar-Shani road where scheduled for completion in 1982 and
1983 respeclively, bul are not completed uptill now and Lhey
are of the length of 28km and 5Skm respectively. Thay have
consumed a total of HS2.14%million Maira and H49.925million
respectively.

Other projecls that need mention from this Table $.2 are
projects that their design had been completed, but contiract
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had not been awardaed. these are Askira-Kwajjafa, Fika-Siminbi-
Gashinge, Damagum-Jajere Lantewa, MNafada-Gabai-Bunl road,
Nguru-Meori-Niger border and Jakusko Bauchi border. The last
two projects were carried over since the former North-Eastern
State: bul were at design stage only. This explains why. 2s
mantioned earlier, that several projects are yet to be carried
out to their logical conclusion, instead they are carried
over . Also one major high light i1s that the bulk of spending
on road had occurred during (1980-85) plan period when the
State Government spent over NIZG.e72million Naira which
constituted about 60_.31% of the total amount spent from 1975
Lo 1993, Also, this period is the one when road construction
in study area is said to have reached its highest peak. It
started with about 923 Kilometre in (1975-80). To 1,173.2
kilomatras in (1980-85) pariod, S31 kilometre in (1985-90)
then declined to 429 kKilometre in (1990-95) plan period.

The government’ s spending on road from (1975-93) was
HS61.56Bmillion MNaira out of a total budgeted sum of
W475.680million naira (Table S.1 (b)) which shows that
aovernment  had recoirdad an  over spending  of about
Ma5.888million. this is a result of over spending in (1980-85)
plan period and (1990-23) rolling plan which all occurved in
the political era. In (1980-85), the government budgeted Lhe
sum of M209.790million but it spent about M338.672million
Naira. on road development which 1s about 161.43% of its total

budgeted expenditure for the plan period. In (1990-9%5 plan
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period the two State Governments exceeded their budgel targets
proposals by MI21.0million Naira rapresenting an excess of
2.19% through out the Lhree years polling #lan-

Many reasans had been advanced for the determination of
the qrowth and patlern of road network throuah government
resources allocation. Perhaps, a basis for this can be
determined by asseacing the relationship between flow of
agovernment funds and population density and the dearee of road
network development .

An examination of the realised resource allocations foi
the road development proarammes shed some light on soma of the
important issues. For axample, if there was not policy shift
or unexpacted bottlenecks, the plan proposals could had been
achieved. The physical achievement <should have correlated
positivaely with the financial plan fulfillment. This stiongly
suggests that funds availability and the other identified
bottlenecks were the main impadiments Lo the implementation of
the development proposals and il 15 therefore not surprising
Eo see that various conclusion. The area., Borno/Yobe, had &
population of about 4,008,070 people according to (1991
Population Census Provisional Results) The distribution of
people over the land of each Local Govermnment Area of the two
States 1s given in table 5.4 and 5.5 together with the
distribution of road lengths over area of the study area,
namely Borno/Yobe and within aach of the Local Government

Areas of the two States.
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The road lenaths considered include the Faderal
Govermmenl. roads 1n the States and the States own road
lengths, some of which are of Directorate of Foods, Roads and
Rural Infrastructure roads (DFRRI). A& crude compar ison 1s then
made of distribution of road lengths over arsas of the Lwo
states with that obtained in other states in the fFederation as
given 1n Table S.6¢. [t is seen from TableS.4 that the
distribution of road length over area in Borno State varies
from O.000km/square kilometre in Ngala Local Government Aresa
to a maximum of about 0.228km/square kilometre i1n Dikwa Local
Govermnmant Area. Othey areas of low kilomelre density of road
are Damboa, which is as low as 0.009km/square area and Shani
which has a value of 0 0Odlkm/square kilometre, while Lhe
overall teotal of the State 1s bout -.03%km/square Kkm.
Therefore. it can be said that, on average, these Local
Government Areas which have lower values than this figuire of
0.039km/sq.km are poorly developed as far as the state i<
concerned in terms of road density coverage. But on the whole,
when the states figure of 0.03%9km/sqa.km i3 compared with the
National Average of about 0.18lkm.sqg.km from Table 5.6 this
represents a lower value than the National Average. As such,
the state is not adequate in terms of road network.

Similarly. from Table 5.5 the least developed Local
Government of Yobe State in terms of road npetwork is Machina
Local Government Area with a figure of about 0.0Llé6km/sa. km and

while the mare developed Local Governmant Area in term of road
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netwoirk 1e Nangere Local Government Area with figure of about
0. 142km/sq_.km. The average State figure is about O 042km/aq._km
which is much below National Average of 0.181km/sq/km. Tt can
be said further that. DikwalG, the highly developed Local
Governmenlk Area in Borno State with a figure of  about
0.185km/sq.kn is more adequate as this figure exceeds the
Mational Average figure of about O0.18lkm/sq.km. Similarly,
Nanagere Local Govermnment Area of Yobe State is close to the
National Average as it represents a satisfactory figure value
of 0.142km/=sq. km.

While a National Lvele firom Table 5.6 the least developad
State in terms of road network in Nigeria is Yoba State. While
the highly developed state in terms of road network coverage
par square kilometre of land area 13 Lagos State. with a
figure of about 1.5%20km/<q.km, closely followed by Akwa- Thon
State with a figure of about 1.139km/km? then by Imo State

with a figure of 1.312km/knf.

SUMMARY OF FINDINGS

This study also revealed a few important factors that
have constrained road development in the state.

For one. the political instability in form of goveroment
as brought about by Ffregquent switches from military to
democratic rules have disiupled plan implemantation. However .
it appears Lhat the highest levels of expenditure were

recorded during civilian regimes.
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5.3

Secondly, 1t appears that projects have gen2rally been
undarcosted alb planning stages, with the result that even when
planned projects ware implemented. Thus, projects carry-over
from one plan period Lo the next and beyond are a constant
feature of 1oad development 1n the study area. This tendency
to undercost projects has contributed, in no small measure, to
the apparent non-implementation or partial implementation of
plan proposals.,

Political instability brought about by the Nigerian Civil
War and abrupt breakup of states in to smaller states as in
1967, 1976 and 1991 have also disruplted plan formulation and
implementation. The exercises have led into reduced executive
capacities into fragmented units and brought about loss of
focus in plan development. The fact that successive political
leaderships have brouwght their biases in prioritisation
amongst projects have further accentuated the effects of
political instability. It has not been possible to establish

any rational basis for selacting projects for implementation.

ROAD SAFETY CONSIDERATIONS

Road developments should facilitate safe and economic
movement of parsons and goods. Similarly, developments must
consider implications on safety and economic efficiency. So
far., the latter has received abtention in this review. The
former requires that accadent records also be examined but

accurate and consistent kept records are not available but the
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seanty data is now reviewsd.

From

snecifically on

ahows
country

cauiaes

that

# %

data collected

wrex] 1

Are mechanical,

frarmer

rosd acolidents

in th

mainly from

Borno

rates

3

Btate,

ALY e

study ares.

aanerally

Thes

(197&-1989)

whiloh

Fiigh

major

R

(sees Table 5.7 arnd 5.8)

in the

accident

faman and road surface condition,

Ia8LE 5.7 ROAD  ACCIDENT  STATISTICS  SUMMARY. OF. MOTOR  VEHICLES
STATE OF NIGERIA

INVOLVED IN ROAD ACCIDENT 1

RNQ..

BY TYPE MOTOR VEHICLE, 1979-1984

TYPE QF MOTOR 1979 1280 1981 19832 1283 12384

VEMICLE

TAXIS 2h4 250 410 347 156 429

FRIV. CARS 181 215 224 204 33 317

BUSES(OMNT ) 241 T4 461 358 157 397

EIGHT TRUCKS 276 230 B89 240 23] 28

& PICK~URS

KIT CARS Q9 138 27 Q7 12 25

LORRIES 141 128 120 146 59 153

TRATLERS &0 &1 51 el 15 13

TANKERS 29 20 3 21 31 5

SPECIAL PURE. 1 2 2 N.#& 1 1

LN-~SPECTIFIED 57 24 416 &2 & 9

MOTOR CYCLES A44 2327 214 318 et 276

PEDAL CYCLES

TATAL 1,783 1,699 2,158 1.847 614 1,651
Source: Motor Traffic Division, Nigeria Police

Haadquar ter=, Maidugur i,

1G

Borno

State.



TABLE. 2.8 ROAD

CIDENT STATISTICS REPORTED CASES OF ROAD ACCIDENT

IN STATE, 1976-1984,
YEAR TOTAL LEVEL 0oF SEVERIT | PERSONS | PERSON
Y KItLED TNJUR.
I FATAL SERTOUS | MINDR
”F1976 1.469 245 632 592 310 1,553
1977 1,752 238 895 &19 I10 1,678
| 1975 1,665 243 765 657 319 1,157
l19?9 1,878 TE5 629 6R9 45% 1,399
1980 1,459 391 676 592 465 1,696
1981 1.093 376 880 837 588 1,699
1982 1,690 431 775 534 4% 1,355
1983 1,012 2734 403 375 329 759
1984 1,233 367 451 343 895 1,708
1985 1,177 240 541 394 275 05
1986 1,958 278 372 308 557 1,058
1987 799 265 206 20 350 734
1988 1,770 IR2 502 925 932 1,618
1989 241 2672 376 280 356 | 1,007

Source:

Motor traffic Division, Nigeria Police Headouarbers,

Maiduguri, Barno State.

Cases of Hit and Run inclusive of 32, 25, 61 and 32 of

1984, 1987, 1988 and 198% respeclbively.

And also that of Che country (Table 5.9) from (1281-1986)
balow.
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TABLE 5.9

IN NIGERIA FROM 1981-1986

ROAD ACCIDENT STATISTICS REPORTED CASES

TOTAL LEVEL 0oF SEVERIT PERSONS PERSONS
‘?
CASES FATAL SERIOUVS MINOR KILLED INJURED
35,906 8,637 13,690 12.579 10,683 29,754
37,094 8,820 14 839 13,435 11,383 28 .539
23,029 8,715 L2 ,591 11.723 9.971 25,718
28,888 6,992 11,495 10,401 8.830 23,321
28.976 7.036 11.414 10,526 Q. .221 23,583
25,193 & 112 9,654 9.427 8.154 22,176
Source: Nigeria Police Force Headquarters, Maiduguri, Borno
State

And also summary of newly registered vehicle 1n the
study area and Nigeria in (Table 5.10 and S.11).
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TABLE 5.10

SUMMARY OF THE NEWLY REGISTERED VEHICLE IN BORNO

AND YOBE STATES OF NIGERIA, FROM 1976-1990

YR. §/C S/wW LOK P.UP TRAC. TRALI. TANK. BUS. mMCY O/UNS TOTAL
76 B49 1023 39 246 - 41 29 25 193 1373 279%
77 1023 718 69 455 - 56 48 I8 299 1891 3899
78 718 1096 93 504 - 82 93 42 289 779 2550
"79 1096 -~ 150 689 - 121 130 78 389 2242 4895
'80 975 - 139 642 101 124 145 264 1127 3517
83 1736 - 58 1260 110 40 48 372 5186 8820
‘84 2741 & 104 1260 7435 129 51 62 117 2201 62487
‘85 2067 - 158 743 711 117 32 26 34 1383 4528
"86 990 : 40 444 444 20 1 30 857 1091
‘87 281 - 24 246 216 13 1 7 24 282 B48
88 290 = 4] 256 151 30 7 - Lo 291 87¢
‘89 118 w 9 155 25 15 1 a9 25 119 231
90 354 1 S8 87 4l o & 77 leed 777

Source: Motor Licensing Aulhority. Board of Internal Revenua. Borno

State.
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Table 5.11

ROAD

WEHICLE

. REGISTRATION
VEHICLE . REGISTER __IN .

REGISTRATION 1992-9&

BY

_IYPE
WNIGERIA .. NEW

.OF

TYPE OF YEAR
VEHICLE
1932 1983 1984 1985 1986

COMMERLC. 55,281 39,666 29,056 22,418 Q. .279
PRIVATE 104,191 TEL,ATY TE,878 63,941 21,572
CARS
INCLUBT .
TAXES
TRACTORR 4,026 3,307 .14t &,740 Z.198
AND
TRATLERS
SRECIAL 5,186 1,682 35,030 363 10%
PURPOSE
FMOTOR 19% ., 060 147,011 A8, 665 oH,959 N.A&
CYCLES
OTHERS 3,106 28,2472 8,486 6,040 6,629
TOTAL 359, 360 297,237 162,256 128,441 40, 7R3

Bouroe: Fedaral Qffice of Statistics, Damaturu

Mo te:

# Tnelude others pot specified NoA. not avallable.

In the study area, for example, in 1984; human ereor was
fournid to have contributed alot to cases of road accident in

the states. Qubk onf thas total cases of that vear alone, 724

cases ar BR 7% ware dus Lo human factors. This was fol lowed by

maechanical faults of which accounted for 284 cases but

considering the high cost of spare parts this could bs

wnderstond. Amgd out of the total deaths In 1984, and again the

major conptributing factor was found to be human which was

aduring that yvear 522 cases. This was agaln followed by faults
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relating to machanical and road suface condition which
accountaed for 127 and 198 cazes respectively.

Out of the total figure of 1,283 road accident cases
recorded in Lthe state in 1984, Lhe highest number of ¢33 cases
were recorded in  the Staba Capital, Maiduguri which
represented 51.5%. This was then followed by Buni Yadi with 132
cases, MNgala with 20 cases, then cases and finally Monguno
with 24 cases. O0Of the total number of motor vehicles involved
in road accidents in 1984 that totalled 1.651 vehicles, taxis
topped Lhe list with 429 vehicles invelved, followed by buses
with 397 vehicles and private cars 317. And the lowest number
of vehicles involved came under vehicle for special purposes
such as school buses with anly one vehicle involved, followed
by Tankers with 3 and finally with 13 number of trailers
invalved.

The above result shows Lhat commercial vehicles are more
frequently involved in road accident compared to other types
of vehicles., At the Natiopal Level, during the same yeai,
1984;: the country’s total was 29,247 of these 7,145 cases werea
fatal road accidents, 11,631 seriouvs accident and 10,439 ware
of minor cases. Of this, the highest number of road accident
in Lthe country was recorded in Bendel with a figure of about
2,213 casgs and Kano 2,125 cases, while the loweslt was
recorded 1n Abuja with 94 cases, then followed by Niger 731
cases and Bauchi 1001 cases of Lhese: the study area figure

was 1,233 cases which represented 4.2%. Which iz rather higher
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considering the number of ¢tates and low road density in the

study area.
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CHAPTER SIX

6.0 ACTION PLANS FOR ORDERLY GROWTH
6.1 INTRODUCTION

In order to find out whal action 1= needed for an orderly
growth of road development in Nigeria in general, and the
study area specifically., one npeeds critically review FEhe
present situation of development and patterns of resources
allocation for roads.

Resources allocalbion for road development in Nigeipia has
generally not spacifically 1ncorporated fundinag for
maintenance. In the study area, for example, form 1976 Lo 19855
the various govaernments that took charge of the affairs spent
a total of M124,248,.582.39 Naira on road maintenance for that
time see Table 6.1 balow:

TABLE 6.1 RESOURCE ALLOCATION FOR ROAD MAINTENANCE
BORNO STATE, FROM 1976-1992

YEAR AMOUNT SPENT (W) | REMARKS
1976 B.426, 300 former North-Eastern State
1977 27.,.970_ 000 Construction of Truck’ B’
1978 S36.811 000 Roads.
1979 28,700,000
1380 17.988,000
1981 2.887.867 Construction of State road
1982 408.847 maintenance.
1983 479,255
1984 21,000
1985 655,913
1992 1,076,000
TOTAL 124,348, 582
Source: Borno State Ministry of Works and Housing,

Maiduguri: Caivil Division, 1992.
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and the federal Government in the State, with the largest
number of road spent =N=7.857.070.00 only (zee table &.7

below) on i1ts road maintenance.

TABLE 6.2 RESOURCE ALLOCATION FOR ROAD MAINTENANCE
FROM 1979-1992.

YEAR AMOUNT SPENT (M)
1984 294,000
1986 231,600
1989 1,300,000
1990 1,681,600
1991 2,167,790
1992 1.481.320
TaTAL 7.857.070
Source: Federal Ministry of Works and Housing, Maiduguri,

1992, Maintenance section.

Unit cost, calculated from construction ccost par
kilometre length of road has also varied substantially. This
can easily be seen from the fact that within 1962-68 plan
period. The total lenath of tarred road in the country stood
as 12,499 .20km. with resources actually allocated during that
period to be MISO.4million Maira as can be deduced from (ses

table 6.3 balow).
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TABLE 6.3 RESOURCES ALLOCATED TO ROAD DEVELOPMENT FROM. YARIQUS

Plan Total sectoral | fictual alloc. Percaentage of

period allocation to Lo road allocation to road
Lransport davalopmant developnent to the
(M) (W) transport sactor

sactoral allocation

196268 309.092m 1RO, am 48. &%

1970~79 499 094m 359, 840m 72.1%

1979~80 9, &78. 54m 5,340 .44m SR . 3%

1980-89 10,707 .&2m 7L,AEQT _0Z23m &8, 2%

1989~-90 K, 24 TH7m 1,734, %94m 39.6%

1990~95 10,025.309m G9,275.615m 92.5%

l_l

sSeurce:

Obtained fFrom National Planning Commission Qffics,

1924, lLagos.

TABLE 6.4 _TOTAL KILOMETRE OQF ROAD CONSTRUCTED AND THEIR

_CONDITION FROM 1962-95

IN THE

AND WITH
THEIR
CONDITIONS

LENGTH OF ROAD
COUNTRY
FROM 1962~-95.

CONSTRUCTION

AN SURFACE

PLAN PERIOD

TARRED KM

UNTABRRED KM

RESOUCE ALLOC.
N

196268 12,472 20 BT, 88000 =N 150, &in
i 1970~79 3,469 .20 3X,504 00 Fh9.81m
197280 2,043.00 440, Q0 5,340 . 44m
1280~9% 10.633.39 10,448, 43 7,307,023
Source: Computsd from table 2.1 and &6.3.
ITn (1984-~1992), the Tact 1is that road construction

funding

in Nigeria, s

raflected by

FESQUrCEs

allocation in

various development plans, bears no relation to the bazic fagt

of highway develooment. This iz so, from thes

(1262~68) plan period,

‘Fr

act that betwean

the tokal length of yoad constructed in



the country was 66,379.20km (table 2.1) with resouwrces
allocataed during that period to be N309.092million Naira
(table 2.2). And between (19270-74 plan period. the total
kilometre. of road constructed was 36,973.20 kilometre wilth
resources allocation of about M499 0%4million Naira.

Between (1970-75) plan period. the total kilometre of
tarred road in the country stood as 3.469.20km with resource
allocation of aboul M359.840million Naira.

In (1979-80) plan period the resource allocation for road
transport to be N9,240.44million Naira with a total kilometre
of Larred road in the country stood up as 2,043 kilometre. And
between (1980-95) the level of tarred road in the country
stood up as 10,633.29%m with resource allocation for road
development M7.307.023million Naira.

In (19275-80) plan pericd the resources allocation foy
transport 15 M5,340.44million Naira with a total kilometre of
road in the country stood up as to be about only 2,483
kilometre. This clearly demonstrates that as the total length
of road to be constructed decreases the resources allocation
get higher, indicating an increasing unit cost per kilometre,
This clearly wunderlines the need to accord emphasis on
maintenance rather that building more stretchas of road. This
is why theire is ne2ed to incorporate maintenance work yight
into the rolling plans rathar than concentrating on stretches

of the road to reduce high investmenl needed 10 maintaining

Lhem.
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It has also been seen that, in saveral instances the
resource allocated to road development. because of the huge
amount involved are diverted to other heads. 1L wa observed
that less than the budgeted amounts aclually was commlbted in
most plan pariods. There has, therefore, bean overlapping of
projects, as Lhey are being deferred due to lack of funds.

In some cases contracts awarded had to be terminated when
funds are not available to continue with the projects. With
the high inflation rvates in the country. there is often
appreciable upward review of the contract sum when it has Lo
be re-awarded in future.

Most of the road projects now being undertaken in the
study area were first primarily the projects that were
under taken by the Civilian Administration, but latter were
awardad and abandoned by the Military Administration or being
defarred. 1f the Lrend in the change of goverpment continues
like as basen experienced so far, with a lot of spill-over
project, it would lead to an un-even development of roads in
the area; while some areas in the country had good network of
road.

Political considejations have also unduly influenced
decisions. In the old Borno State, a project wa embarked upon
and given to a contractor to construct Geidam-damasak-Mal Lam
Fatori road ( a pait of road project wa lataer handed over to
the Federal Government). Becauvse of certain political reasons,

this project has nobt taken off up to now. It wa felt that if
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6.2

this project 1s undertaken. it would divert traffic from
Mallam Fatori - Cros-Kauwa-Maiduguri routes, bto Geildam:
Geishua-Potiskum-Kari-Jos-Markudi-0Onitsha route in the east
which is shorter for motorist carrying smoked fish from Baga.

It was when Yobe State was created that the fFederal
Minigstry of Works got the State Government to rehabilitate it,
at least, on direct labour basis. The route could act as an
inter-state route. Similarly to the sited case, many projects
were daferred e.g. Tikau-Jajere road, Damagum-Kwaibula-
Lantaiwa road, Fika-Siminti-Gashinge, Jakusko-Bauchi border .,
Damboa-Goniri Ngamdum road and Guiba-Gabal-Buni road with spur
at Bumsa, which were awarded by the Yobe State during the
pelitical era in 1992, but were deferred to 1993 when 4

military iegie came about.

SUMMARY OF NATIONAL NEEDS

A major problem that has surfaced in hiah-way development
at that National level is that of maintenance. This is because
high idnflation rate in the country meant that co=t of
increasing the road length i= getting higher and higher with
time. Obviously, conserving whal has been acquired i=s
important and appears a logical strategy, especially in light
of shrinking resources available to government. Apart from
inadequate funding. effective administration of road
maintenance and availability of sufficient number of

profassional and Engineering staff neaded for the maintenancea
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task have proved elusive. A case i1n point is that a numbear of
arrangement for maintenance of Federal roads have been raised.
but so far only the recently concluded arrangement whereby the
maintenance task are contracted out seems Lo hold wmuch
promise. The geneyal preventive maintenance of road has
largely been 1gnored.

Fortunately, the fFeaderal Government 1s, by policy
decision lately. demonstrating an appreciable awareness foi
the nead for improved effective maintenance of both the
federal and State roads. The purpose of maintenance is (o
presarve  the huge investment, already made or being
contemplatad in highway development throughout the country.
Unlike the situation in the past when policy somersaults on
maintenance by the Fedaral Governments response to maintenance
of roads, there appears bto be a definite focus, now a World
Bank Assisted Scheme on maintenance 1s being contemplated on
a well tounded basis. A number of seminars have been held and
many more are being planned on in this regard. It has bean
observed that, for road maintenance to be effectively
achieved, the three stated components, all its sub-componants,
must be fully institutionalised. Such components include:

a. ROUTINFE MATNTENANCE: Which is parformed on a regular
basis: Activities like clearance of ditch, grass
cutting, bridge inspsction, etc. fall into Ethis
category. A unique feature is that, this is expected to

be undertaken ivrespecltive of the level of traffic on
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the road.

b. PERIDDIC MAINTENANCE: Which is performed as a resull
of routine problem induced by the impact of traftfic and
i1s therefore subjected to analysis and can  be
predictable, and programmad in  accordance with Ehe
level of traffic and original construction standards.

c. MAJOR REHABILITATION: Which s unexpected and is often
due to either natural forces such as erosion. land
slide, earth quake., etc. or human facltors e.g.

cumulative effect of neglecting other maintenance <sub-

0

components . Tta unique feature, is that it 1
relatively more expensive and requires instant action
if normal service 1s to be restored through asphalt
over-lay.
It 18 evident Lthat for objective attainment, maintenance
must involve the following activities:
i. Monitoring/data collection
ii. Research
iii. Physical response or action
There 1s need also to have adequate funding along with an
effective institutional frame work. The earlie=r defined sub-
components of maintenance and the scope of works as well as
associlated costs clearly indicate that an optimum leveal of
funding also exists, atbt least conceptional.
Both the routine and pericdic maintenance should be

plapnad on a kilometre basis and it is reasonpable Lo expect
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that the optimum funding required for them would be dependent
on the initial construction costs. Major rehabilitation io
largely unpredictable but provisions must be made for it, all
the same. The fact that maintenance funding requirement has
some correlation with the initial construction costs of the
roads involved oi so, evaluation of their current wor th
ashould make budgeting less complicatad. For an investment of
the magnitude earmarked for road maintenance, it is essential
that a high powered maintenance organisation be =set up to
marntain these roads to high standard ot if Lthe huge
investment is not to be wasted.The axisting procedure whereby
State Ministry of Works carry our maintenance of federal
trunk roads on behalf of the Federal Government on an agency
basis has been found Lo be upn-satisfactory. Also the reliance
on contractors to maintain Federal roads has not been too
successful . The proposed maintenance organisation will be
sufficiently equipped to optimally strike a balance beltwesn
labour based and machine assisted techniques, including
application of quality control to all aspects of material and
work, and provision of modern logistic back up services in the
field of supply and cost accounting and the traditional
intensive machine techniques.

Thus, an improved strakegy inveolving the activities of
moni toring/data collection and research need Lo be developed.
Similarly, other aspects of maintenance functions such as

routine and periodic maintenance need to be institutional ised.
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And institutionalised road maintenance to required level,

axecuting agencies need to be considerably strengthensd and

funding pirovided. It would be un-realistic Lo expect that

direct subventions from governments would be sufficient.

Rather as suggested by one observer on National Council of

Works meeting in Yela 1995 that it would be necessary to do

the following:

- Identifyinag other sources of funding and develop
methodolagies for tapping such funds

- Design an  institubional framework for effectively
managing the funds so generated so ensure objective.
atbainment.

In other to an orderly growth and meet national needs,
efforts should be geared toward mobilising more funds.
Theoretically, the following are additional sources of funding
for highway development and maintenance.

1 Direct road user taxes, e.g. fuel tax. tolls, parking
feas etc.

ii. Vehicle licensing fees

iii. Import duties on items relevant to road bransport

iv. Property tax on developed land parcels adjacent to

roadways .

Hence, given the restively advantageous position of road
mode in relation should be to generate at the minimum,
sufficient funds for the maintenance and management of the

road system. Some of the listed sources are already beilng
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tapped but the proceeds directly go Lo general government
coffers. Reference was also made earlier to the Federal
Government policy measures intended to improve road safety and
proLtect investments on roads and bridges. These measures
should include the enactment of uniform btraffic regulations
and their enforcement through the provision of effective
patraol on the roads. The more widespread use of wvehicle
weighing stations, establishment of more traffic courts and
more vehicle inspection stations, and the ipstitution of
standard specifications for locally build vehicles bodies. In
addition, mobile break-down unit should be established to
patrol the main express-ways which will also have proper lay-
byes for the comfort of motorist.

Furthermore, the various Ministries of Works should, in
consul Lation with approprialte agencies, initiate actions to
ensure:

a. On the job training by private firms for Nigerian
professionals 1 the construction industry.

b. The establishment of training institutions for middle and
lower manpower for the construction industry; and

= Intensification of public education on 1oad safety
including establ ishment of driving schools with qualified
staff.

d. filso, all roads are to be constructed to a design speed
of 100km per hour. The features of which are righl way

widbth measuring Slmetres; a 7.2 metre wide pavement; 2.75
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metres wide shoulders on either side (giving a carriage
way width of 12.8metres);: 144.8 metres stopping sight
distance; about 640 melres passing sight distance; 304,85
metres mintmum horizontal curve radius;: and S% maximum
aradient.

e, And all bridges should now be built Lo at least two lane
standard with two pedestrian lanes giving an overall
width of 10.3% metres. Bridges across the major rives
Niger and Benue should as a matter of priority, be built
to at least for lanes standard.

Hence, in order ko plan and execute a viable road
projecl and maintains 1t to its original desian
condition, there is the need to take into consideration
all or most of the i1ssues given above. This is bound to
reduce the incraasing alarming rate of road deterioration

in Lhe state in parbticular and Nigeria in gengral.

6.3 SUMMARY OF NEEDS AT THE LOCAL LEVEL

In Borno/Yobe States, just as many other states in the
Federation. road maintenance operations are carried out on the
basis of political objectives and almost purely on arbitrary
basis. This only go to compound Lhe <situation becauvuse Lhe
maintenance funds are not been used aefficiently apart from
being inadequate.

The studied states have also lately intepsified thear

efforts toward road developments, in appreciation the role it
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plays 1n the socio-economic development of the area. Howevear ,
there is still the need to provide suftficient funds to carry
out all the maintenance works reguired within any paericd. This
requirement, 1tself, should be rationally evaluated from
extensive field data. 0Objectives decisions which maintenanco
activities can be deferred so as to be at least damaging in
the long term need not be taken. In this process, the effects
of variable such as soils topography and climate will also be
taken into consideration.

It would, however, be necessary to produce a networ k
inventory to provide the basis for the inspections, to develop
optimum i1ntervention levels, to train an equap =taff to carry
aour the i1nspections and to introduce a system for recording
and analysing the data collection.

Borno and Yobe States, 1n particular, being relatively
political enclaves within an under-developed country; and
baing an agricultural region, it 1s apparently clear that the
state need Lo execute state road projects to link all the
Local Govermment with most of its major rural areas that has
market, =0 as to be able to transport their agricultural
product to the nearest market before they can parish or be
waszted. The federal Government and International Agencies
should rendar all necessary financial and technical assislbance
for the Infrastructural development of the state. The State
Ministry of Works and Housing need to train and re-train its

technical staff; buy encugh plant and equipment and deal
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seriously with contractors Lhat have " wrong attitudes as
regards to handling of roads projects. However, the present
existing roads should be adequately be maintained and be kept
to original condition.

It 15 known that construction of voads in Borno State i=
very expensive because of lack of good materials. 1L 1=
theretore, proposed that the construction of farm to market
roads be approached in stages. Local Goveinment needs to be
mora involved Lthrough training of their local technical =taff
for undertaking construction of culverts, bridges, etc. and
ancillary works peeded Lo attend to their farm-to-markaet roads
wikth a view Lo making Lhem accessible all the year round.

There are few road projects which are consideresd
extramely wrgenl for development of the State, but they fall

under the jurisdiction ot the Federal Govermnment. They are:

; Nguru - machina road - 48km
ili. Kauws - Arege-Mallam Fatord - 92Kkm
iii. Beneisheik = Damboa Azkira Uba - 186km
iv. Bama - Gulani Kalo Kauwa " 137km

Most of these roads have already been 1nvestigated and
their designs have been completed. It is envisaged that all of
the above projects would be taken for consideration by the
Fedaral Government durina the next plan development pe) iod,
and thereby allow the States and Local Govermments Lo
cancenlrate on other aqually important 1oad projects which are

vital for opening the region’s hintar land.
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7.0
7.1

CHAPTER SEVEN

CONCLUSIONS AND RECOMMENDATIONS
GENERAL OBSERVATIONS

In terms of resource allocation, i1t has been found that
the study area from itz 1ncepkion as separate political unit
in 1970, =spent for Lthe sum of MIB8.53million Maira betwaen
(1970°75) and between (19275-80) it embarked N49.40milliom
Naira. then between (1980-8% ) 1t budgeted the csum  of
M173.71million and finally between (1985-90) it proposed Lo
spend only M34.56Gmillion Nalra which was a drastic reduction
from previous plans, Largeted expenditure, even though 1t
represents about 186.5%% of what 1t started with in (1970-75).

The highest resource allocation was between (1980-8%5)
which represents about 3936.90% of what 1t started wilh trom
(1270-75). The period also had the highest number of road
projects, number ing about 27, to be constiructed. In terms of
resource allocation, one finds (hat it has peaked in (17280-85)
and began Lo decline from there. Unfortunately, the road
network is notbt yet adequate. as Lhe road densities for Yobe
and Borno States are 0.942km/km? and 0.034km/km? respectively
which when compared with the national averages= of O.181kmn/kaf:
can be said to be quite luw. In this instance, road densitie<
in states like Lagos and Akwa-Ibom where aboul 1.590km/km? and
1.139km/kn?; respectively are recoided make. the inadequacies
of the study area glaring. OFf course, these figures have to

be related to population density and geographical extent of

126



each state. It 1s also significant that the State Governments
of the study area proposed to construct a total of 223km of
roads  belween (1975-80); 1,172.2km between (1980-8S).
Thereafter, it declined to about 581km of road between (1985~
90) and finally it declinad further to 429m in between (19290

93).

This trend in total lenath of road earmarked foi
construction also tends to have reached its peak in (1980-8%)
with about 127m parcent that of what it started in (1990-93),
This factor is due Lo the reduced rasource availability to
government and increasing construction cost per kilomeb:e of
road length.

The above situation puts the study area in a sort of
dilemma as amphasis has now shifted towards maintenance and
rehabilitation instead of construction of new roads, but 1t is
not yet adequately alright in terms of road network. There are
still some 1o0ads projects in the study area that were star ted
but not yvet completed. Also, are olblher Local Government Areas
that are not even connected with good roads. Thus, 1n other to
achisve good system of reoad there is the need Lo make
strategic development proposals., nolt just for government to
make proposal that 1t will construct so many kilometrs of
roads without considering the priovity first and the resource
allocation availapble. There i1s the need to study the situation
and carefully deltermine where and which priorvity is needed,

not for political reasons, to embark on projects which are not
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of priority to the road network requirement.

for example. 1n the study area the construction of
Ngamdu-Damboa~Gwazo road which is yet to be completed is only
good for subsistence farming i1n that it passes through rich
agricultural land of Borno and Yobe States but little
devalopment 1t any had occurred along it since inceplion.
Aanother road is the Tikau - Jajere (oad, which, if not fot
political conuiderations. should have passed throuagh more
highly subsistance ftarming areas from Potiskum - Danchuwa -
Kolore -~ Jajere which link wvarious villages and hence
encourage development of this area. However, since [ Smith.
1976 |, araued that "the division of labowur 1s limited by tles
extent of the market”™ people have stressed that improved
transport extends the market, which 1ncr=2ased the division of
labour (specialisation) and which raises productivity of the
area as well as State.

Alsc, as (the rapid deterioration of our reoad system is
agygravated by un-usually large percentage of hesavy vehicles,
as well as vehicles exceeding desian axle loads includinag the
effects of Public Computer Services and School Buses and the
concentration of Urban Traffic on few of the main arteries
poorly served by feeder. These problems require planning.
regulatian, enforcement . and 1nvestments, 1n rolling stocks
besides the ident)fied maintenance issues for them. AL the
urban level . carefully planned and efficient road network 1s

required. In this regard., it is commendable that Yobe State
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Tl

Governmenl had planned to convert way standard. Thiz 15
because of the existing immature radial recad patterns that
pass through traffic in to a few central intersections and are
characterised by inefficient traffic distribution systemn.

Considering the prasent low ganeral level of purchasing
power . public mobilily will depend uwupon the development of
efficient metropolitan bus services, which will need to bhe
heavily subsidised for Lhe movement of people in the State
Capitals, and other large urban centres.

Given Lthe above raview, 1t 15 now necessary fol
investment in road infrastructure to evolve from comprehensive
transportation plans at the uwban and regional levels bolh
properly integrated. The implementation of such plans would
raguitre continuous wonitoring with a4 view to incorporating
needed changes in the physical and socio-ecanomic snvironment

takes over .

SUMMARY OF FINDINGS

The review undertaken in this work has brought focus to
the inadequacies of past efforts in road develepments in the
study arvea. Money expected Lo carry ouwt the plan are very
often not obbainable of which many project were carvied over
sometime abandoned. Wide gaps have been noted betwsen plan
proposals and actual projecls execution. Actual projeck coats
have far exceeded projected cosls laraely on account of the

long Lime lag between project conceptualisation and prolectk
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exacubion,

In spite of substantial investments in road developmant .
the study area stil)l lags behind other regions in Nigeria in
terms of reoad density. The densities in the study area are
0.039km/km2 and 0.042km/km? for Yobe and Borno States
raspectively. while the national average is 0.181km/km?,
unfortunately. the reduced resources available for development
make ik impracticable Lo recommend massive of 1 oad
development. However , it has been found that judicious mixture
of investmaents in maintenance and new roads guided by
comprehensive transpor tation plans would uplift the study ares
to desired levals.

Among the reasons found to have contributed to non-
implementation of planning proposals are political instability
wherein (ulership have alternated between civilians and
military as well as Lhe frequant craation of states. The undue
prominence gilven to political considerations in r2solving a
largely economic issue of road development has also not helped

matters.

RECOMMENDAT IONS

Gover nment are unwilling or unable to have appropriations
for highway expenses on the associated accelarated prices
index and are faced with a widening gap between their highway
revenue neads and their sources of such revenue. In conneclion

with above. the following principles are to be adopted as our
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highway finance measdre suquested by [Marshall, 124611,

That as a =ound highway finance measure, a stabte should
assase its highway needs clearly by funding plan based on up
to date information and technically accurate evaluation needs.
This 1is because capital programme for road construction,
including rehabilitation of existing roads Lo accommodate
arowth 1n vehicle fleet and reduce travel time, is the most
expensive alemant of social development programmes. It
tharefore. calls for a cound decision base for our englnesi ing
need analysis that can  wdentity curvent and futuree
deficiencies and accurately estimales the cost of eliminating
them. Responsible officials would then prapare and evaluate s
state wide road development plan Lhalb is based on road worbks
and land development within the plan proposals,. And also,
there i= need Lo consider the Tollowing:

& Fhat the state angineering needs should be assessed using
accepted engineer ing desian and per formance. Standards to
aach highway class, also including access road way and
bridges and adequate cost scheme so as not bias the
analysis. Existing characteristics and parformances
should  form the basis for the identification of
deficiencies and generation of improvement options and,
improvement coste and priovities would then provide the
basis for setting of the road development programme. The
assessment should include Local Govermnment earth roads,

and township roads. Except that the scopes of work would
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differ, projects involving new constructions should be
assese  alonag with those involving maintenance o1
rehabilitation.

The planning process should be broadened and made
comprehensive in scopa and should involve the public in
defining needs, funding levels and taxes because
virtually all citizens use roads and are affacted by
their condition as well as level of use. Thus, evervbody
affected one way or another can help in defining highway
needs, 1dentify necessary aclions programme, and provide
suppor b for them. Convarsely, the chances for positbive
action and public support are jemote when the public i<
not involved. State and Local Goveroments road netwoik
usere group like the various Road Transport Associalion
will like to be able to supply useful information and
view points because Lhey iepresent a wide ranas of
people, including interest groups directly affected by
highway condition and services such as Road Saftety.
Similarly, the regulatory agencies like Vehicle
Inspections Units can be of goed use in contribute
meaningful Ly,

There i & strong need to 1=olate the proceszes of plan
formulation and implementation from ponlicies as Lhese
factors have done considerable harm in the past. It is
hoped that the countiry matures political and institutions

are  strengthened by havina highly qualified and



experienced staff to man =senpsitive positions. Lhe
influence of politics on planning issues will be
minimised.

It is hope also, that the setting up of a National
Highway Authority, as had been advocated for more then a
dacade will bring improvements. For ope, coordination or
Eransport matters, including policies and development.
will become eazier. AllL modes. will by then., be unde
government bodies and ba fraer to execule programmes and
initiate policies. Hopefully too. bioader revenur
base will become available to the Highway Authority.

A sound hiahway plan for Lhe state should provide foy
lagislative reviews on the conditions of contract. and
reviewing of programme wilh 4 view that when caonditians
altars the amount of highway fund available or the
purchasing powsr of the highway funds, the aovernment
must re-examine its funding ebjectives. This 1s necessary
particularly in thig period of rapid changes, flexibility
will be built into programme to facilitate the peariadic
qovernment review necessary.

The situation of road development in the study are is fa)
from being satisfactorily. The area i1s far behind the
National Average. in terms of road density and.
therefore, is deserving of special efforts by all tiers
of government to accelerate the pace of development. I

doing Lhis. the need for effective maintenance cannot be
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7.4

over looked. The rapid development of new joads 1n the
late seventies and esarly &sighties has now brought about

the need for massive maintenance to projects 1nvestment .

CONCLUSION

Approximately three decades after the Firet Development
Plan was launched (1955-61) with the traditional fanfare, ths
story ot Nigeria Rural Sector remainad a pathetic one. 1t is
a4 story of neglect. economic =tagnation. hunger, dapraciation
and poverty that still charactevize Lhe rural dwellers.
Nigeria, which was flourishing with agricultural producks, 19
now reduced to importing massive food items on a larae scale.
Thie consequently leave Lhe masses to suffer in the <ociety.

Borno/Yobe States are not exception to these sufferings.
To alleviate such sufferings, there 1s an Jurgent nead for the
government Lo devalop Lhe rural area through the provision of
rural ipfrastructures, like joads. Road development has
contributed [remendously Lo socio-economic development of Lhe
country aspecially since the Second Half of the 1970's till
date. Road constiuction increased from 57,92%km in 1957 to
72.796.80km 1n 1962 to 116.421 _08km in 1980. The bituminous
sur faced roads increased from 11.053km in 1961 to 30,285%5km in
1980, while the Earth/gravel roads also increased from
60 .818km to 86, 136km during the period.

In the first, second., third and fourth development plans

investment 1n the transport sector represented 21 .28%. 23.01%.
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22.34% and 159.19% respeclively of the total planned public
investment or an average ol about 20 percent. During ILhe
3years National Rolling Plan period, (1990-92), the allecation
Lo the sector has been reduced in the light of much raduced
resources which informs the emphasis on rehabilitation and
maintenance of existing infrastructure as against
significantly embarking upon new ones. The commercialisation
of cartain infrastructural such as Railways, Ports and Caentral
Water Transportation also explains the much reduced allocation
to the sector since Lhe adoption of the Structural Adjustment
Froar amme .

The problems of the sactor remain as largely as stated in
(1920-92) plan davalopment. These include 1npefficient
management of transport enterprises resulting in  poor
operabtional performance. Lack of effective rehabilitation and
marntenance programme and shortage of indigenous executing
capacity for construction and maintenance. Another problem is
lack of co-ordination among and within the various transport
modes which had led to imbalance 10 the overall develapment of
this sactor .

There 1= alco the problem of inflexible pricing policy which
has to be reviewad in line with existing market realities.

One major objectives of government policy will Lherefore
be to co-ordinate the planning of all transport develapment
and the administrative requlation of theicr operation, to

regulate the maximum axle loads permissible on Lhe highways
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andgd ensure thal ropad usars pay more equilbable share of Fhe
vost of providing road facilitiez. This emphasis on oo~
ordinated development in the transportation sector which call
for a re-organisation and strengthening of the Federal
Ministry of Transport in order to prapare it adequatsaly Tor
the new active jole in policy formulation and  orogramnme
planning. To this end.a new and effective transport planning
unit would need to be established in the fFederal Ministry of
Transport, initial under a Technical Assistance arrangemenl .

A major objectives of a HNational rpoead developmend
programme would also be the creation of National Highway
Authoriby that would not be burdened unduly by gover omedt
buraaucracy and intarference. This would facilitate the
coordination of development in all mode= of trancporl, as all
modes would then be under govermment indirect conbirol. It
would alzo facilitabte the lessening of undue politisation of
investment decisions in Lhe mode.

The review undertaken in this work has shown that in e
transportation sector, Chere are two genaral policy iszuscs
confronting the government. The first has Lo do with the need
for greater coordinabtion among various transporl mode< . The
other 1s concerned with the wigent needs for the infusion of
betber management and technical expertise 1nba the var pous
Lranzport organisation, which are marnly Public Co operation.
There is however, now, much dreater need for coordinaton and

fatinnalisation in making investment decision in the transpond
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sector ., Presaures from external lending agencies have pushed
govaernments to allow mainly market forces Lo detarmine
investment and operational acltivibties in the transport sector .
Political pressures at home have similarly. imposed some
purely politically motivaled decisions on goveroment a-
established in this work. The current situation going in the
nation 1s faced with a near cellapse of the transportation
syatem and where scarce funds might be invested wibhoul prope)
conslderation for the inter-dependance of the whole zecto
demands that wiser decision informed by practical realities be
made .

The recommendations include widening the scope forp
planning and programme execubtion with flexibility and
continuous monitoring of the socio economic envitonment &5
wall as Lhe =setting wup of a National Highway dAuthoriby.
Incotporation of public paiticipation inte the planning
process has also been proposed. 1t has also baen recommended
Lhat, because the studied area has road densities much below
the Mational Average, it reguires special consideration and
assistance Lo accelerated development must strike a careful
balance between maintaining 2xisting roads and embarking on
new caonstruction. The reduced resources available to
governments and the rapidly rising costs make this absolutely
necessary. The given accident tables and chart, shows
apparently that something needs to be done to maintaln oug
highways and some major roads so as to reduce accident rate to

1Es nearest minimum.
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