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ADSTRACT

On account of the sheer magnitude of its maritime trade,
the port of Lagos has einee the. nineteenth century, been
regarded as the fLiVerpool“ of Weet Africa. This study is
thus an analysis of the nature and socio-economic impact of
~ the trade of the port in. 'l'.he period from 191u to 1950.

The sea,—horne tr:ade of Lagos is shown to have been
: inherently uns’cable, bemg subaect to the vic::.ss:.tmdea of the
;nternational econouy, and was characterized by the practice
of "unequal exchange" between expatri.ate firms and i.digenous -
':uproducers and traders'which enabled the formexr to repatriate
.fsubstantial profits.a Other features of’ the trade during thiz
period were the active intervention of the oolonial state in
defence of Imperiel economic ‘interests and the symbiotlc
relationship Betweensexpatriete firms éﬁd the coloeiel state .
_which resulted in the. pa:amountcy of these flrms and the con~
oomitant marglnallzatlon ot inligenous commercial interests in
the ¢olonial “economy. _

| Fiven the aforementloned lopsidedness of the exchange
relations between its hinterland and forelands, Lagos secured

mere crumbs from its maritime trade, Tor, while the 5 teady .

growth of trade indicateé economic growth, there was no structural
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transformation of 1;1'18 economy of the port and its hinterland.

' Bathe;:, Iagos enjoyed superficial prosperity which, h-wever,

1 the effeot of abbracting a steady influx of migrants from
the hinterland, The réaultant population explosion then ex;ar{:ed
tremendous pressure on foodstuff supplies, housing, the
sircivaument and social facilities in the city, Slumming, high
vosi of living end the m:.d.er-devel»pmeﬁt of youth education
were,. therefore, some of the gocial costs of the semblance of
prosperity which Lagos derived from being the conduit of mari-

| tlme trade between the metropolis and Nigeria. This study has '
thus illustrated the impact ‘of economic dependence on colonized
peoples and has shown the historical depth of the socio-economic

problems which curren‘cly beset the city o f I.agos.



(1i1) -

ACKNOKLEDGEMENT

rirst and foremosty, I thank the Almighty God for sparing
my life and glving me the grace to complete this researchs For,
. 1t recquired difine interventi;n to revive. and complete the
programne after it had gone into abeyance for four yearse
I am indebted to my Supervis?r. Vre Wale Oyemakinde, for hi;
patient encouragement when all hopes seemed losts iiis contgi-
bution to thé completion of this research thercfore deserves
s_pc:cial acknowledgement. I also thank the Council for the
Development of iconamic and Soclal Rescarch in Africa (CODESRIA)
for glving me a grant towards the preparation of this thesise.

Next, Zl'. acknowledge the inspiraticn derlved from many
senior academics who demonstrated great underatanding and offered
noral support at diéﬁarent stages of the researches Tﬂese
include Srofessors' JeFsidde Ajayi {who counselled that I should
limit tha study to Lagos), ﬂaG.Hopkins and r.BeHalr (whose
correspondence buoyed up my ap*rmts), Dapo Adelugba, JehaAtanda,
T.G.O.unadampsi, Oe Adewoye, .I.ASinju, Jilde Osuntokun, Daji
Oguncenl, Aae Adefuye and Toyin ¥alola. Urs. B.pA.Agirl, the
“late JeJdewhlte, wa}ter Ofonngoro; Afolabl Olahode, Ge.AsAkinola,
TeMeSalisu, Ge0e0guntomisin, AdA-LaWal, P.Oguagha and |

5. Anyanwu gave me invaluable pdviCe and encauragement. I am



(iv)
i

Oﬁunlami, Abayoml Akinyeye, philip Sado, Dipo Ogunbomehln
and Muylwa Okuseinde as well as Mrs. Desola Akin-Alade and
prse Femi Adewole, Musa Abutudu and Tunde Akinwumi who have
been good friends and wonderful colleaguese.

I thank my christian brethren especilally members of thé
I.F.L. in Ilupeju; Hlis Royal Iiiglln@Ss Dre $.0.0abayemi, the
olufi of Gboganj; Alhajl S.5.03aiya Labacka and his eﬁtiée
family in Ijebu—Igbé, all of whom have been very kind to me
and my family. I acknowledge the assistance rendered by the
Dawedu family of Lagos espegiaily Alhajl A.R-0. Dawodu and
Madam Tola Dawodu and the staff of the Natiénal Archives,
Ibadan and of the libraries of the Universities of Ibadan and
Lagos, N.I.S.EQB. and Sopeoolu Library, Ikenne.

‘Members of my family have provided enormous moral and
materlal support. I,‘therefore, express my heart—felt gratitude
to my parents, cﬁief & Mrs. T.A.Olukoju; my parents-~in-law,
Mr. & Mrse Samuel Olorunda; my uncles, Dre E.O;Olukoju and
Mr. Biodun Olukoju; Mr. Bayo Kuye, Dr. & Mrs. Bayo Olateju and
Mrse Adenike Fatogunj; Brother Ahmed Salau'and all my siblingse
Flnally, I acknowledge the ion_and support of my dear wife,

" “Ohowumi and our daughters, Oluwadamilola, Omolcola and

Oreoluwa who have had to bear the brunt of the sacrifice that



{v)

while I deeply appreciéte the contributions of all and sundry
to the cdmpletion of this long—drawn res?arch! I remaln

culpable for ‘the views expressed in the thesls.

Lagos, May, 1990 A " Ayodell 0. Olukoju



(vi)

CERTIFICATION

I certify that this work was carried out by

Mr. A. ©. Olukoju in +he Department of HistoIVe University

of Ibadan, Ibadan, Nigeria.

April, 1991

T (Supervisur) *

Wale Oyemakinde, Belie, M.So.Econ., Ph.D.
Reader in the Department of Histoxry,
University of . Ibadan,

Nigeria.




(vii)

DEDICATION

This work is dedicated to
the glory of God, who made

i1t possitle.



(viii)

TADLE OF CONTENTS

ABSTRACT

ACKNOWLEDGEMENT

CERTIFICATICN

DEDICATION

TABLE OF CONTENTS

LIST OF FIGURES AND TABLES

ABBREVIATIONS
PREFACE
INTRODUCTICN
o ,
ONE PHYSICAL DEVELOPMENT, FINANCE AMD THE
ADMINISTRATICN OF THE PORT OF LAGOS,
Cce 1914=50
-~ Ports and Maritime Trade
~ The Physical Development cf the Port of
. Lagos, ¢,1892-1950
- Tariffs and Port Revemue in Lagos
w  Administrative Control and Co-ordination
of Services in lLagos, c. 1914-50
TWO SHIPPING AND MARITIME TRADE IN LAGCS

DURING THE FIRST WORLD WAR

The Struoture of Trade and the
Organization of the Mercantile Commnity
in Lagos on the eve of the War

The First World War and the Eclipse of
German Trade in Lagos

Tage
(1)
(iii)
(vi)
(vii)
(viii)
(xi)
(xiy)
(xvii)

(xxiii)

45
g5

123

137



CHAPTER

THR»E

FOUR

(ix)

The Dynamics of Maritime Trade in Lagces,
its hinterland and forelands during
the war

War-Time Shipping in Lagos

Maritime Trade and Lagos Society
during the War

GOVERNMENT POLICY AND TRADE, 1919-1928

Government and Bysiness in the Colonizl
Contexts The inatomy of a Symbiotic
Relationsnip

Fiscal Policy and Trzde

Railwzy Tariffs znd Trade

The Inspection and Grading of Produce
for Export

THE DYMAMICS OF MARITIME TRADE IN LiGOs,
1919-1928

The Post~War Boom, 1919-20
The Currency Crisis, 1918-20
The Depression of 1920-22

Fluctuations in Lagos Trade, 1922-28

Trade and Lagos Society in the Post-Wwar
Decade

FIVE  GOVERHMENT, TRADE AND LAGOS SOCIETY, 1929-38

The Dynamics of Maritime Trade in Lagos
in the Pre-war Decade

Government, "Busiress" and Maritime Trade
in Lagos, 1929~38

The Cocoa Agreement Crisis, 1937-38

Maritime Trade and Lagos Society,
1929-38

Page

149
171

198

397

L2
L52

469



(%)

CHAPTER Page
SIX LAGCS TRADE AND SCCIETY, 1939-50
-  Government Policy and Maritime Trade
During the Second wWerld Wgr, 1939-L5 498
- The post-war Period, 1946~50 547
- Government, Maritime Trade and Lagos
Society, 1939-50 563
COLCLUSICN 606

BIBLIOGRAPHY 612



MAP I

TABLE 1

2e

10

ik

12

13

(xt)

LIST OF FIGURES AND TABLES

The Port of Lagos and Its Hinterland

Changes in the Official Bar Draught in
Lagos, 1877=1907

Vessels and craft trading to the pdrt of
Lagos in the early 20th Century

Qfficizl Bar Draught in Lagos, 1907-1919

Tommage of stones de

es
Lagos Harbour, 1908-

Totzl anruzl tonnzsz £ €
(including Cozl and Railway materials)
~ .

Tonnzge o
nort of Lages,

Hdarbour Charges at La
Capetown

Total expenditure and »evenue in the port
of Lagos, 1928/29—19h§/u9

Balances of -"enemy" estates in Nigeria,
March 1916

Averzge produce prices in Lagos before and
after the outbreak of war

Comparison of prcduce priceé in the
metropolis and the colony before and
during the war

Spirit imports and public revenue in
Nigeria, 1914-1918

Total value oI igerian maritime irzde
during the war

Page

22(a)

11

27

N
O

8L

L4

150

153

165

169



FiG. 1

TABLE
1k

L4

15

16

17

18

20

21

22

23

25

26

27

(xi1)

- Allocation of shipping space in Lagos

during the First World War

Changes in the ocean freight rates
between Lagos and leerﬁool up to
December, 1915

Elder Dempster's losses at sea,

1914~1918

Rates of shipping freigiton West African
praoduce under Government Requisition

Returns of the operations of Elder
Dempster and Co., 1915~1917

The volume and direction of the shipping
trade in the port of Lagos, 1914-1918

Comparison of pre-war and war-time prices
of foodstuffs and firewood in Lagos

Comparison of proceeds of import and
export duties in Nigeria, 1916-1920

Comparison of produce export figures
before and after the imposition of
export duties, 1910-13; 1917-20

v

Marketing costs of groundnuts,

December 1920

. Nigerian Railway rates for palm produce,

c. 1917-22

Tonnage of undressed hides and skins
carried by the Nigerian Railway, 1917-

. March 1925

‘Quality and prices of cocoa in the

world marked, 191@, 1920, 1921
Lagos principal exports; 1918-1920

Receipt and issue of subsidiary coins

ot Tapras . 18071917

rage

177

188

191

194

197
202

229

231'

253

267

272

294

311

279

ﬂ"



28

29
30

31

32

33
34

35

31

38

39

Lo

41

L2

L3

).

(xiii)

Amount of currency in circulation in
Nigeria, 1916=1921

Prices ruling at the wabter-side markets
Produce prices in Lagos, 1925=29

Value of the principal exports in Lagos,
1921-26, 28

The principal merchandise imported into
Nigeria, 1923-28

The direction of Nigerian trade, 1919-1928

The value of the principal exports of Lagos
during the Depression, 192934

The volume of the principael impoxts of Lagos,
1929-32

The principal exports of Lagos, 1935-38

The volume of tne principal imports to Lagos,

1935-38 ’

British imports of whale o0il and palm produce,
1927=-31

Comparison of African and Far Eastern Palm
Produce exports, 1929~35

Lagos "Corrected" Birth and Death Rates,
1928-38

Proposed producer prices for Nigerian
oilseeds, 1939

Allocation of quotas to shippers of ground~
nuts, 1939/L0

quantities:and values of the principal domestic
exports of the Port of Lagos, 1939-45

Principal exports of Lagos, 1946=50

Mea<rt 7m311 v~ vt v €9 remnd €y T mam el Tl A drae O

Yage

334

357
363

36k

376
381

Lo5

Lo7
Log

411

La7

430

L86

502

522

531
553



N.7.T.U.
N.T.7,
N.Y.M.
0.A.G.
TP.4A.C.
T.AS,
Q.J.B.
R.C.C.
Resmin
5.L.C.C.
S.N.T.
5.8.7.

T.E.S.G.

UIA.C.

\'J.Ac eLs

W.A.r.

(xvi)

Nigerién Troduce Traders Union
Nigerian Tenants' Union
Nigerian Youth Movement

Officer Administering Government
Tort Advisory Committee
Trincipal Assistant Secretary
Quarterly Journal of Economics
Rent Control Committee

Resident Minister

Sierra Leone Chamber of Commerce
Secretary, Northern Proviﬁces
Secretary, Southern Prinvinces

Tijdschrift vocr economische en sociale
isecgrafie

United Africa Company
West African Currency Board

West African Pilot



(xvii)
EREFACE

Lagos, the Federal Capital (pending the final movement
to Abuja), the premier port and the site of the heaviest
concentration of industrial establishmenfs-in Nigeria,
undoubtedly occupies 2 pre-eminent position in the nation's
economy and politics. As far back as 1910, a visitor to Lagos
remarked that, "Immediately on landing at the wharf the stranger
who visits Lasos fcr the first time.becomes forcibly conscious
of being in the midst of the commercial activities of the
country."1 Much later, in 193L, the port-city was described
as the "centre of Nirerian trade ... (by whose) import and
export trade the eccnomy of the country can be measured."2
This has been the position to this day. It is not surprising,
then, that there is an impressive volume c¢f literature on the
different dimensicns of this fascinating port-city. This is
especially so in respect of the economic history of Lagos, which

is the focus of this study.h

1. "Lagos through foreizn eyes", LWR, 6 April, 1910.
2. Nigeria: Annual Meport, 1934, p.21.

3. A recent bibliography is T.M. Salisu, "A Bibliography on the
History of Lagos State", in Ade Adefuye et al. (eds.),
History of the Feoples of Lagos Stote, Ikeja: Literamed,
1987, pp 36L-72.

L. -This review is without prejudice to references to Lagos in
texts dealing with cther subjects.
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The earliest relevant study of aspects of the economie
history of Lagos in the period covered by our study is
B.W. Hodder's concise account of the dynamics of trade in
Lagos in the period between 1700 and 1959.5 4lthough his
study encompassed the period we are §tudying, the wide variety
of issues discussed, the breadth of the time span and the
constraints of space required that he could only have done a
survey of developments in Lagos. In any case, Hodder himself
claimed tc have examined only "some gecgraphical factors in
the growth of trade at the port of Lagos."6 Undoubltedly, a
subject of the magnitude of the dynamics of trade requires to
be studied from a brcader perspective that incorporates but
sces beyond the geographical. It is for this reason that
Hodder's study is merely prefatery to ours.

Another study in the same catesory is Babafemi Ogundana's

7

Original Essay on the port of Lagos. The author concentrated
on the physical aspects of the port which focus is useful to

our study in the area of the physical development of the port.

5. "The growth of trade at Lagos (Wigeria)", T.E.S.G., vol.50,
No. 10 (Cctober, 1959), pp 197-202.

6,  Ibid., p.202.

7. "Lagos, Nigeria's ¥Tremier Port", B.Sc. Geography Essay,
University of London, 1960, published under the same title
in N.G.J. vol.l (1961), pp 26-40. His subscquent publica-
tions which are relevant to thgs study are cited in the
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But his essay has nothing to offer on the socic-economic impact
of the port. Besides, Opundana's study was limited tc the 1950s.
In respect of shipping in Lagos, there is not much to
learn from Charlotte Leubuscher's otherwise: admirable study.8
For, she was preoccupied with the politics of the Conference

Lines in West Africa. |

0f direct relevance to‘our study is A. G. Hopkins'
Doctoral thesis on Lagos in the period between 1880 and 191&.9
His was a pioneering study of the interrelated themes of
economic imperialism, currency and barking, transport dqyelopment,
colonial tariff policy and the dynamics ¢f trade in Légos.
However, owing to the fact that his study ended where ours
begins, %t is only relevant tc ours to the extent ¢f providing
a useful backeround to it., The importance of Hopkins' study
is, however underlined by the fact that since its coupletion
over a quarter of a century ago, no cne has attempted a similar
systematic study of the economic history of Lagos in the period

after 191k.

8. The West African Shipping Trade, 1909-1959, Leyden, 1963,

9. "An Economic History of Lagos, 1880-191L", Ph.B. thesis,
University of London, 196l.
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In this connection, it is remarkable that three recent
texts on the history of Lagos have failed to fill this gap in
the literature on the port-city. Indeed, two of them =~

A.B. Aderibigbe (ed.), Lagos: The Levelopment of an African

City, Longman 1975 and Takiu Folami, A History of ILagos, Nigeria:

The Shaping of an African City, New York: Exposition Tress, 1982 -
did not make even a passiﬁg reference to any aspect of the
economic history of Lagos! Yet, the city's pre-eminence in
Nigeria can hardly be explained without reference to the trade
of its port.

However, the third text, edited by I'rofesscr ide aAdefuye,
Dr. Habatunde Agiri and Trofessor Jide Osuntokun ' is a great
improvement on the others, at least fof containin.: some chapters
on aspects of the econqmic history of Lagos. Nevertheless, it
is silent on the economic history of the period between 1914
and 1960,

Against the background of the foregoing survey of the
literature, this study seeks to fill the gap that has been
identified in the existing studies of Lagos, by focusing on a
neglected period of its eccnomic history. It thus endeavours

'to enrich our knowledse of the economy and society of a city

1C. History of the reoples of Lagos State, opn. cit.
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which has long been regaided as the "Liverpool" of West Africa.
This study of the nature and impact of maritime frade of
Lagos in the céntext of the economics of colonialism covers
the period frem 1914 to 1950, that is from' the outbreak of
the First World War to the point at which the effects of the
Second World War could be said to have finally worn off.

On the one hand, the analysis of the nature cf the
trade treats such subjects as developmentsAin the world
economy, colonial fiscal pclicy, transport, currency;
commercial organization and producticn fer export in the
port-city and its hinterland. On the other hand, the study
dwells on the impact cf maritime trade on Lagcs in respect
of demography, labour relations, capifal accumulation, houéing,
wages and cost of 1iving.11 It thus highlights the sccial
costs of maritime trade in metropolitan Lagcs. ioreover, ﬁhe
study demonstrates that not only was there'an unequal exchange12

between expatriate firms and African producers - which enabled

11. The need tc examine such issues in studies ¢f economy
and society was stressed by Professcr J. Forbes Munro in
his review of Rcbert W. Shenton, The Develorment of
Capitalism in Northern Nigeria, Toronto Uriversity Dress,

12.

1986 in African Bffairs, vol.86 No. 342, Jan. 1987, pp 124-125.

A recent application — though without sufficient exposition -
of this concept to the Nigerian situation is in O, N. Njoku,
"Prading with the Metropolis: an Unequal Exchange,' in

Toyin Falola (ed.), Britain and Nigeria: Exploitation or
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the former to expcrt fat profits - but that commercial
"prosperity” was fickle, being quickly superéeded by a slump.
On the whole, the study unmasks the urban misery beneath the
glitter that is usuwally associatéd with Lagos.

There are six chapters in allt The first discusses the
physical development, financial administration and co-ordination
of services in the port of Lagos between 1914 and 1950. The
next chapter is a study of shipping and maritime trade during
the First Werld wWar while the third provides an analysis of
government policy on trade in the post-war decade. The
dynamics and impact cf maritime trade in Lagos from 1919 to
1928 are studied in the fourth chapter. The next deals with
the period from the Great Depreésion to the outbreak of the
Second World War while developments during the War and in the
post-war quinquennium are examined in the sixth chapter. The

Conclusion summarises the entire study.
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INTRCDUCTION

Perspectives on the study of economic relations between
the countries of Europe and America, on thé one hand, and those
of the Third World, on the other, can, for the sake of con-
venience, be categorised into two broad groupings: the |
conventicnal and the radical.1 The former is what Walter Elkan
has described as "textbook economics"2 while the latter
comprises variants of the dependency thesis and the Marxist
mode of pfoduction approach,

The conventicnal view of international trade is that it
confers benefits on developing countries by acting as an

'engine of growth! in their economies.3 Trade is believed to

1. It should be noted that many scholars would prefer to
subdivide the radical school into the dependency and Marxist
schools. See, for example, Frederick Cooper, "africa and- the
World Economy", i.S.R., XXIV, 2/3 (June/Sept., 1981), p.3.
But both can be classified as 'radical' as we have done here.

2. Walter Elkan, "Concepts in the description of African
economies", J.M.4.8., 14 (1976), p.691 cited in Cooper,
"World Economy ...", op. cit.

3, This view is presented in Hla Myint, 'The "Classical
Theory" of International Trade and the Underdeveloped
Countries', Bconomic Journal, 68 (June, 1958), pp 317=337;
S.D. Neumark, Foreign Trade and Economic Development in
Africa: 4 Historical Perspective, Stanford, 196l and Leslie
Stein, "Developing Countries and Internaticnal Trade - An
Alternative View", J.M.A.S., VIII, L (1970), pp 605-616.
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provide a ‘vent' for the 'compﬁrative advantage' of nations
wheraby each specializes in and exports the commodity in which
it is most naturally endowed or in the production of which it
enjoys 'comparative advantage' over other ccuntries.

The 'comparative advantage' school believes in export-
led economic development and contends that steady increases
in exports enable the 'developing' country to increase its
imports especially of capital goods essential to promoting
economic growth. The exporfing country is also believed to
derive gains from economies of scale since the addition of the
international to the domestic market logically permits larger-
scéle operations than would have been afforded by the domestic
market alone. The export sector is aiso believed tc¢ benefit |
from competitive pressures on the world market which compel it
to keep costs low and to constantly strive for more efficient
operations and improvements in the quality of exports.u Ra.pid
growth in exporfs is also believed to induce foreign investment
egpecially where the.investment climate is deemed conducive by
foreigners. 1In sum, internaticnal trade is believed to increase

investment, consumption and the flow of technology.

L. The discussion of colonial policy with particular emphasis
on improving the quality of exports in Chapter III shows
that it was informed by the 'comparative advantage' thesis.



As Neumark put it:
foreign trade in ifrica has been the decisive
factor in the emergence of an exchange economy,
in the growth of an urban population, and the
consequent development of a local market for
goods and services which, in turn, has given
rise to conditions favourgble to theSdeveIOpment
of agriculture and local industries.

The 'comparative advantage'! perspective has, howewer,
been criticised, for one thing, for its static (rather than
dynamic) analysis - it failed to see 'comparative advantage' as
a passing phenomencn. In this regard, it must be recognized
that today's comparative advantage could be tomorrow's dis-
advantage. Second, resocurces which enjoy current advantage
might be exhausted after some time. Third, e#ponents of this
view failed to consider that the resul%ant monocul tural economy
is at the mercy of the vagaries of international trade, the
weather, natural disasters such as epidemic or crop disease
and the sudden discovery of natural or synthetic substitutes.
Any of these occurrences could paralyze such a vulnerable
economy. Possibly the greatest weakness of the 'comparative
advantage' position is the implicit assumption that the inter—
national division of labour and pattern of exchange - with all

their inequities - should remain frozen in time.

5. Neumark, Foreign Trade ..., op. cit., p.189.
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The result is that 'comparative advantage'! would make
Third World mcnocultural economies permanent raw material
exporters and, therefore, perpetually dependent importers of
manufactures from the metropolitan countries. International
trade conducted on such a basis, Professor Rweyemamﬁ contended,
"perpetuates the artificiél internat;onal division of labouxr
between the develcping countries and the metropolitan centres,
a division established by imperial power and maintained by
lop-sided trade."6 |

The conventional view of international trade was rejected
by the radical school which comprises variants of the Marxist
tradition and the dependency thesis. Although these major
strands of radicalism are different, they are not tco distantlyv

7

related as Palma' has shown. However, for the purpcse of our
study, the dependency schocl is tzken to represent the radical
tradition. For, as Professor Cooper has noted, it is "the

theory of exchange par excellence."8

6. J. F. Rweyemamu, "International Trade and the Developing
Countries"; . J.M.4,S., Ty 2 (1969), p.212.

7. Gabriel Palma, "Dependency: A Formal Theory of Under-
development or a Methodology for the Analysis of Concrete
Situations of Underdevelopment?", World Development, vol.6,
Number 7/8 (July/iugust 1978), pp 881-92L. This article
highlighted the Marxist roots of the dependency thesis.
See also, A Foster~Carter, "From Rostow to Gunder Frank:
Conflicting Paradigms in the analysis of underdevelopment",
World Development, vol.l, No. 3 (March 1976), pp 167-80.
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The origins of this perspective lay in the period
following the conclusion of the Second World War when the Cold
War and the problems of eccnomic development lcomed large in

9

international affairs.” It was in this circumstance that

North American authors like R, Nurkse, #. Hirschman and

W. W. Rostow propcunded "theories of modernization" for the
"economic develcpment" cof non-Western societies. These theories
influenced the economic pclicies of Latin American nations and
especially those of the Economic Commission for Latin America,
founded in Santiago, Chile under the directorship of Haul Prebisch.
The Commission, being an agency ofdfhe Uniﬁed Nations, which

was then undsr the influence of thé’ﬁnitesztaims‘propounded a

Latin American variant of modernization thecry. Its economic

growth ideology, el desarrdlismc, held -ut promises of
industrializing Latin America along Western lines in a decade
or two by means of the infusion of foreign copitel (direct

investments and loans and "economic aid"). In effect, the

transformation of Latin America was to take place in the contexgd

of Western Capitalism,

9. This paragraph draws on Palma, "Dependency ...", op. cit.
and Franz J.T. Lee, "Dependency and Revolutionary Theory in
the African Situaticn", in Yolamu Barongo (ed.), Political
Science in Africa: A Critical fHeview, London: Zed, 1983,
pp 1/0=-80C. :
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It was in maction to this virulent anti-Communist
ideclogy especially its failure to yield the promised miracle
that the dependencey thesis emerged. There are, however,
gseveral tendencies within the dependency school. DBut, its
exponents, such as Paul Baran, A. G. Frank, Theotonio Dos
Santos, Fernandc Cardosc and Enzo Falleto, are agreed that
international trade is a zero-sum game in which one party's
gain is the cther's loss with the cards being fully stacked
against Third World primary producers. The latter are thus
placed in a situation of "dependence" in whichs

the economy of certain ccuntries is conditicned
by the development and expansion of ancther to
which the former is subjected. The relaticn of
interdependence between twe or more zconomiesy
and between these and world trade, assumes the
form of dependence when some countries ( the
dominant ones) can expand and can be self-
sustaining, while other countries (tha

dependent ones) can do this only as a reflection
of that expansion, which can have either a

positive or negative effect on their immediate
development.

This condition of dependence takes several fcrms: market,

teclnological, managerial and entrepreneurial dependency.1

10. T. Dos Santos,. "YThe Structure of Dependence," A.E.R., LX,2
(May, 1970), p.231. '

11, J. F. Rweyemamu, "Internaticnal Trade and African
Development", N.J.I.S., vol.2, No. 1 (4pril, 1978), p.32.



(xxix)

For the purpose of our analysis, the emphasis will be on
market dependency. C.Y. Thomas has highlighted certain
characteristics of this form of dependence.12 First, there
is the concentration of exports on the production of primary
output. Second,; is thé further concentration on a narrow
range of primary commodities. .The third is the concentration
of sales on a narrcw range of metropolitan markets and, fourth,
the instability of sales in the metropolitan markets due to
frequent imbalances between overseas demand and domestic supply.
The thrust of the argument of the dependency thesis is
that there is "unequal exchange" between the dependent Third
World countries and their metropolitan exploiters. By
systematically draining a huge surplus from the dependent
territories, the metropclitan countries, it is contended, have
acccunted for the underdevelopment of %hese areas. Although
the concept of unequal exchange does nct have a uniform
definition within the dependency schocl, it basically implies
that a product menufactured in one country, say, with ten hours
of labour is exchanged for another that took fifteen hours to

make elsewhere. Although dependency theorists concede that

12. C.Y. Thomas, "The Transition tc Socialism: Issue of
Beonomic Strategy in Tanzanian - Type Economies" (University
of Dar-es-8alaam, 1972 mimeo,) cited in Rweyemamu, "Inter-
national Trade and African Development", op.cit p.38,
note 3.



(s00x)

item=by-item exchange is inherently unequal, they nevertheless
confend that exchange is peculiarly unequal in the context of
dependence, As Palma noted, "If these (trade) relationships’
were shaped within a colonial context, they would clearly be
unequal."13
In spite of its wide appeal in the Third World, '* the
dependency thesis has been assailed by radical as well as
orthodox scholars.15 First, it is said to hawve failed to -
emphasise the specificity of production in the different core
and peripheral eccnomies, thus implying a uniformity in
production processes all over the world. Second; especially
in the initial studies conducted within the paradigm, the
approach failed to incorporate local class conflicts and
political struggles in its analysis. Hence, it could not
adequately analyze the concept of accumulation. Failure to
incorporate class analysis has thus laid the dependency thesis

open to the charge of "superficial third worldism" whereby

local exploiting classes cculd join the exploited in the

13. Palma, "Dependency ...", op.cit., p.896.

14. It has informed the works of such Africanists as Walter
Rodney and Samir Amin.

15. Palma, "Dependency e.." op. cit. contains a lengthy review
of critiques of this position. A non-radical critique
is in A.G, Hopkins, "Clio=Antics: A Horoscope for African
Economic Histcry", in C. Fyfe (ed.), ifrican Studies
Since 1945: A Tribute to Basil Davidscn, Edlnburgh, 1976,
pp 25-38.
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periphery to denounce the exploitation of the periphery by
the centre. Third, the concept of unequal exchange16 with
its corollary of the export of capital to the metropolitan
countries, has also been criticised for lack of quantitative
specification and the implicit assumption of a - hypothetical
utopia - "equal exchange".

Furthermore; by calling for the total severance or
diminution of exchange relations with the core countries before
meaningful development could take place in the periphery, the
alternative offered by dependency analysis appears to be
another utopia - autarky. Finally, from an essentially
historiographical standpoint, the thesis has been criticised -
for denying ifrican initiative by glving

little room for an independeht'internal
approach to African history in the period
before the impact of the West.' Pushing
the period of dependence fui-ther back
implies that all African history is that
of dependence. The result, a new

diffusionism, would exclude a gr$at deal
of indigenous political history. 7

16. For the concert, See Arghiri Emmanuel, Unequal Exchange:
A Study of the Imperialism of Trade, Londons New Left
Books, 1972.

17. Hopkins, "Clio-Antics e..", op. cit., p.32.
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The foregoing discussion has shown that the conventional
approach is unhelpful in understanding the dynamics of inter-
national trade between the metropolis and fhe colonye. Althougﬁ
the radical approach also has its shortcomings, there is no
doubt that it has a lot to contribute to the understanding Qf
the movement of capital and surplus, the changing international
division of labcur and ﬁneven development. If the Marxist
variant of the radical pogition were added, light would be
shed on the production process, dass formation and capital
accumulation., Considering the chus of our study, a lot of
insight would be derived from the radical perspecti#e
particularly its focus on metropolis - colony relétioné and
the pattern and impact of trade. It is against this background
that we shall examine the dynamics.and impact of maritime trade
in Lagos, the prihcipal port of Nigeria~be*ween 1914 and 1950.
The opening chapter deals with some aspects of the port itself -

the outlet for trade between the colony and the metropolis,



CHAPTER ONE

PHYSICAL DISVLLOPMENT, FINANCE AND THE
ADMINISTRATION OF THE PORT OF LAGOS, -

c.1914-50

Ports and Maritime Trade

It is hardly deﬁatable that seaports-are verj crucial
to the conduct of mafitime trade. For, in the words of the
eminent port geographer, G. G. Weigend, the seaport could
be "viewed figuratively as a knot where ocean and land
transport lines meet and intertwine,"1 In other words, the
seaport is the indispensaoble link between the landward
areas, loosely referred to as the “"hinterland" and the
gsecward areas which are called "forelands™. In this connec=-
tion, it has been rightly suggeéted that ports “must be
stﬁdied and analyzéd not as isolated phenomena but within
the-framework of relational patterns ... (For, a) close
. relationship exists between port and hinterland on the one

‘hand and port and maritime organization on the other."2

1. G, G. Weigend, "Bordeaux: An example of changing port
functions”, Geographical Review, vol. 45 (1955), p.237.

2. G. G. Weigend, “Some elecments in the study of port
geography", Geographical Review, vol. 48 (1958),
P.200,




It should be stressed, howevér, that the concept of
hinterland in relation to a port'has geperated'some‘con- |
troversy regerding its definition and delimitation. .Thus,
the casual reference to the landward arcas of a port as
the "hinterland" assumes that. the concept is monolithic.3
On the contrary, it has been shown that a port has a variety
of hinterlands behind it.4 This'could be illustrated with
t;e port of Lagos which has at least three major hinterlands -
the first in its close vicinity, up to Agege; the second’'in
Yorubaland up to Ilorin and a third (and more amorphous)
hinterland above the Niger-Benue confluence especially in
the Kano region and even beyond. JIt is noteworthy in this
respect that a port does not necessarily have exclusive
claim to the ‘hinterland.” Indecd, an inland area may well
be the hinterland of several ports at fhe same time, the
extent of a particular port's hinterland being determined

3. In the

by such factors as proximity and transport links.
case of Lagos; while it was prepondcrant in the first two
"hinterlands™, it has had to sharc the third with other

Nigerian ports.

3. Sce, for example, A. J. Sargent, Seaports and Hintcrlands,
London, 1938, p.16 and James Bird, Seaports and Seaport
Terminalg, London, 1971, p.124. )

- 4, F, W, Morgan, Ports and Harbours, London 1952, cited in
"~ G. G. Weigend, "The problem of hinterland and foreland
as illustrated by the port of Hamburg®, Economic
Geography, 32, 1 (Jan. 1956}, p.1,

5. VWeigend, "Scmc elements ...", op. cit., bp.185-200.




i
Having thus demonstrated the complexity of the
"hinterland®, it is important to mention the division
among scholars as to the relative importancc of the hinter-
land and foreland to a port. On the one hand, a school of
thought has stressed what it considered the overwhelming
importance of the hinterland in thc growth of port trade.
Thus, W. E. Boerman declared that, "It is the hinterland
- combined with transport links that gives the key to growth
‘of port trade and dcvelopmenit of port industries. No port
structure can be understood when not seen together with its
hinterland.“6 On the other hand, a number of French scholars,
notably L. Vigarie and Marcel Amphoux, ascribed greater
importance to forelands. It was ccntended that though
"people commonly think of the port as their window to fhe
sea", the port "is morc significant as a window from the sea
to the land." Amphoux illustrated this point with the port
of Dunkirk in France which foiled to develop a prosperous
maritime trade despite having a rich and well developed

hinterland. '

6. W. BE. Boerman, “"The need for special examination of
- particular aspects of port geography“ T.E.S.G., 42
(1951), p.348. .

7. Cited in G. G. Woigend, "Ports: their hinterlands and
forelands", Geog. Rev., 42 (1952), p.661.




Althodgh both groups of scholars appear to have
articulated contradictory views, the debate has served to
underscore a fundamental point - the compl@mentarity of a
port's hinterlands and forelands. As G, G. Weigend aptly
concluded: "Neither hinterland hor foreland nor the port
jtself alone has determined its destiny; rather, the tota-
lity of expansion and deveclopment in the world at each
stage has narrowed or broadened its field of economic
activity."8 Weigond has not only stressed the symbiotic
relationship between both elements but has drawn attention
to the need to study port trade in the context of the
dynamics of the world economye.

Be that as it may, the port is, undoubtedly, a crucial
clement in trade relations between the hinterlands and
forclands. This is borne out by tﬁc fact that by 1970, 94%
of the external tradec of African countries was conducted
through their scaports. It was noted that this had béen the

9

general trend since the beginning of this century. One

could thus appreciate why poris were of prime importance

8., Weigend, "Bordeaux .,..", op. cit., p.241.
op. C1t

9, D. Hilling and B.S. Hoyle, "Port Developmenrt and
Economic Growth", in D. Hilling and B.S. Hoyle (eds.),
Seaports and Development in Africa, London: Macmillan,
1970, p.128.




during tho colonial period as they served a8 the conduit

of trade bectween the colonies and the metropoles. However,
many of the ports in West Africa did not have natural
harbours. They were, therefore, saddled with scvere physical
problems such as shallow entrance, narrow and difficult
channels and long approach channels from the sca.10 Given.
the vitel importonce of seaports in the colonial economy,
one could then understand why the impericl and colonial
officials gave scrious thought to the physical development
of ports in the colonics. This was ecspecially the case in
respect of the port of Lagos which was defective in respect
of port entralice and land approach. The following section,

therefore, exomines attempts to effect improvements in the

port during our period.

10. B. Ogundana, "The location factor in changing scaport
significance in Nigeria®™, N.G.J., 14 (1971), pp.71-88
dealt with the physical problems facing Nigerian ports
during ocur period.

B e S T _ -



The physical dcevelopment of the port of Lagos, ¢,1892-1950

The bar at the mouth of the port of Lagos.was a
gseeningly intractablce problem that bedcvilled shipping since
the port assumcd promincnce in the sixtecenth century. Indeed,
as carly as 1505, Duarte Pacheco Pereira hod commented on the
negative impact of the bar - the "Bugbear of the Bight¥ - on
shipping in the port.11 Over the centuries the bar remaincd
a stumbling block to tredec and the situction dccamc so bad
that navigdtion through it was temporarily susponded in 1895.
The shallowness of thce depth at the entrance of the harbour
was compoundced by silting which reduced the depth to = mere
ten feet in 1899.12

The shallow depth of the port cntrancc grectly endangeres
shipping. Thus, in 1895 alone, the Bar'steamcrs "Sparrow”
and "York® and the "Lagoon¥, a stcamer of some 750 tons, were
wrecked on the bar to the »Hoint of total ebandomment., The
"Gaiser™, another‘bar steamor, damagsd her stern post on the
bar znd had to ba subsequently employed as o Hulk in the

13

harbour. These disasters underscored the need for urgent

action on the bar. Hence, Governor Gecorge Denton, in a

11, B. W. Hodder, “The growth of trade at Lagos (Nigerieo)®,
T.E.8.G., vol. 50 Nc. 10 (Oct. 1959), p.199.

12, Ibid.

13. €S0 1/1/15 185 of Tth Cctobor, 1895, Denton to Chembertain



correspondence to the Secretary of State for thc Colonies,

pointed out that the record of disasters “speaks for itself

and points out distinctly that if Lagos is to be the poxrt of

the future for this part of Africa an improvement in fho entrance

to the Harbour is =2 necessity.”™ Hc noted that an alternative

was to make Forcados thc port of the Colony and connect it

with Lagos by means of o railwoy. But this was unhelpful

because the line would traversc a sparsely populated and an

economically underdeveloped torritory. Denton, therefore,

suggested that it would be "better to spend money on opening

the Bar than in building the railroad."14
Earlier, in 1892, the firm of Messrs Coode, Matthews,

Titzmaurice and Wilson had furnished a general description of

the Port and Entrance Channels, indicating thc cxtent of the

works necessary to ensurc the provision of o depth in the

Intrance of not less than 21 to 23 feet At‘high watcr. In

15

another report in 1898, the firm of consulting engineers

recommended that the harbour works should consist of stone

14, Ibid.

15. €S0 1/19/37 60 of 7th Feb., 1911, Egerton to Harcourt:
Report on Progress of Harbour Yorks.




moles or break waters of ¥“pierre perdue" construction on

each side of the harbour entfance and minor subsidiary

works. The entire programme of harbour works was estimated
to cost £897,000., The items of the harbour works were the
deepening of the entronce channel and portions of the herbour
by dredging; extension and stregthening of the existing
Customs wharf; construction of a branch railway line to

Apape - the wharf at Apapa was to dezl with stone traffic,
railway construction materials, coal and materials for the
Lagos waterworks écheme; erection of quays for ocean steamers
and ext®nsion of railway from Iddo to Lagos Island and

Yilmot Point. The first two itcms were to be executed on

the strength of the revenuc generated locally while the others
were to be funded on loans, intercst on which was to be
charged on the revenue cf thce colony.

While such long-term plans werc being hatched, the
trade of the port wos transhipped through Forcados, some
190~kilometers to the cost, in the Niger Delte. But, this
was a costly and hazardous exercisc which often rcsulted im
damage to or loss of cargo through cxposurec or poof handliag.
The danger to lives was no less potent. Thus, a citizen of
Lagos who returned in 1918 whon the bar had becn substantialtly

improved commcnted that "Crossing the bar was enough to mck@




the stoutest heart tremble in the old days, and the thought
of transhipment was sufficient to give shocks to the strongest
nerves."16 In addition, tronshipment added to the cost of’
shipping. For éxample, in 1907, it was said to have increased

the freight by “no lcss than 12/6 a ton."17

This was,
therefore, considercd sufficient justification for “"the steady
pushing on with Messrs qude, Son and Matthews' Scheme for
the improvement of the entrance and removal of the Bar which,
when effected, will make Lagos one of the most convenicnt,
safest and capacious harbours in the world.“18
The proposals of the consulting Engineers were, however,
considered expensive and, thercfore, beyond the means of the
Colony o¢f Lagos with its slender resources. Hence, provisional
approval was not granted by the Secrctary of State until 1906.
The first instalment of the works was to be carricd out on the
departmental system. In May 1907 the dredger “Egerton®
arrived and dredging operations started on the Bar on 30 June
1907. A second dredger, the “Sandgrouse", which had a 1lifting
capacity of 1,800 tocns and operatcd on a 14 feet draught,

arrived from England in August 1909.

16, West Africa, 6 July, 1918, p.376, cullcd from The Lagos
Standard.

17. €SO 1/19/12 435 of 9 July, 1908, Egerton to Crewe, cne:
‘ Southern Nigeria Trade Report, 1907,

18, Ibigd..
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The purpose of the dredging operutions was to raise
what was called the "official bar draught®, that is, the
maximum drauvght on which a vessel was permitted to navigate
the entrance of the port at hight water with a fine bar.
Hence, it wos not necessarily the actual depth of water omn
the bar but thet Yof water which o vessel moy draw in crossing
tho.bar at high Water."19 In this regard, it was pointed
out that rains had Ya very dacided effect on the bar itself
for the tcendency was towards shoaling rather than dccpening.
As a corollary, the dredgors could not operate in the vicinity
of thce Bar at thc height of the rains, during the “"bad Bar®
months of June-August inclusive.zo Conscquently, there wervre
fluctuations in thc bar draught in the period from 1577 to
July 1907 when the effects of drcdging had not been felt.

This is indicated in the ftablc below.

- —m—r— s

19. €S0 1/19/25 37 of 24 Jan. 1910, Ggerton to Crewe, cne.
Annual Report on the Marine Department, 1908, pp.T7-8.

20, €SO 1/19/37 90 of 15 Feb., 1911, Egerton to Harcourt,
enc. Report on work in imprcving Logos harbour
by J. Percival Jones, Acting Dircctor of Marine,
28 Jan., 1911,
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TABLE 1

Changes in thce O0fficial Bar Draught

in Lagos, 1877-1907

Year Drought Year Draught
1877 10£4.-11£ %, 1891 10f4. 6in-1:i7t.
1884 1274, 1894 9ft. 6in.-1C7%.
1887 1284, 1895 9ft.-111%.
1888 1214, Jon-March 1896 | 9£%.6in.-10:%.62
Feb.&March 1889 13£%. 1897 9fb. 6in.-10f%,
April 1889 12£%, 6in. Junc 1904 | 10£t.
Dec. 1889 9ft. 6in. July 1905 | 10ft.
1890 1024, Dec. 1905 | 9ft. 9in.
Oct. 1890 10£4.6in.~11£4}  July 1907 [ 11£+¢,

Source: CSO 26/1

At oo A ——— o — o Y o

09896 vol. 1, "Lagos Harbour Survey,

Southern Nigeria™, enc. Abridged Report by Mr. Cocde,

dated 24 Dec., 1910, p.36.

The dircet conscquence of the fluctuctions in the Linges

bar draught wes that the port could not be visited by big

vessSels. This necessitoted the usg of smaller vesscls calleA

"bpranch boaots® to convey goods across the bar.

The big ships

which were called "mail steamcrs™ stood outside the harbour e
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callced at Forcadoge® from whore their cargoes were transhippced
to Lagos. The table below indicates the varicty of vessels
that visited Lagos during this period. 4 comparison of the
loaded draught of thce mail stcamecrs with the maximum Lages
bar (as indicatecd in the tablc above) shows ﬁhy therc was

the neced for branch steacmers whose meximum loaded draught did

not exceed thirtecn feet.
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TLBLE 2

Vessels end Craft trading to the port Q? Leagos

in the eorly 20th Contury

‘ Length Beam | Depth Draught Tonnage
Vessel
Overall ﬁgﬁ;:fn | Loaded | Light |Gross| wNet
MAIL STEAMERS Mean
“Falaba" 392+ | 3801 47'6"| 34r0n) 226" | 14110") 4806 | 3011
"Karina 3701 463" 23137 | 1500m ¥+ 2538
"Burutu" 3604 443" 23v3n [ 140n 2441
"Max Brock" 400 | 3854 516" 28190 2416" 4626 | 2895
"Lucie Woermann® | 384' | 3651 4770} 28+0"}21r0" 4630 | 286"
CARGO STEAMERS
"Salaga® 397! 3601
"Benue® 3607 a8'3n|2316m[2179" { 9rom
BRANCH STELAMERS
"Uromi® | 2251 363" 130" 554
Gopemmans o 8 T I e
"Porto Novo® 202} 300" gtgn 328
"Lagos" 1701} 267 0" 816" 187
"0 gun" 1531 24109 106" 203

* These vesscls drow about 16'16"-1716" at Forcados after ccrgo haﬂ
been discharged.

Source: €S0 26/

1 09896 vol. I ;a- 220 _c____-' po4'1o
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Meanwhile, the dredging operctions entailed heavy
expense which strained the lean finances of the Colony.
Expenditure up to 31 December, 1908 amounted to £100,745 with
an additional £51,822 in the next calendar year. The oggregote
total of £152,565 was more than half of the total sanctioned
expenditurc of £300,OOO.21 Yet, the problem of the bar
seemed to defy any solution. For, in hApril 1910, the S.S5.

"Ilorin®™ was wrccked on the bar. This must have prompted the

Lagos Weekly Record to conclude, later in the year, that

"after an expenditure of nearly £200,000 the problem of the
Bar remains almost where it was at the start."22 The newspaper
hed earlier proffercd o solution which it considered most
effective in the circumstances:

the combined effor%.of four or more dredgers

employed temporerily at a favourable season of

the year and kept incessantly at work until a

deep chonnel has been cut across the Bar to be

followed subssquently by constant dredging by .a

local dredger for keeping the channel cut, free

23

of the accumulated washings.

21. €SO 1/19/27 165 of 24 Merch,1910, Egerton to Crewe
22. LWR, 5 November, 1910.
23, LWR, 8 Oct., 1910,
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Hardly any dredging work was done on the Bar in the
second half of 1910 owing to the rough weather during the
rainy season, the disablement of the dredger "™Sandgrouse™

and the decking of o socond dredger.24

In the subsequent
period down to 1914, however, consistent dredging |
produced noticeable improvements in the bar draught. In
August 1913, Lugard reportced that the "Unexpected maintcenance
for the past seven monthé of a sixtecon fect draught ever the
Lagos Bar has created o new situation which demands

immediate attention. Large occan-going vesscls are now

entering the Port."25

In Pebruary, 1914, the German shippiq;
line of Woermann Linie started o direct service from Hambupg
to Lagos. This event, Lugard contended, belied "previcus
statements to the effect that shipping has so far derived

no benefits from the improvements in the Lagos Ba .“26

Other shipping lines alse took advantnge of the improvomentg
in the bar draught and ships were reported to have been
"enteripg the port direct from Europe."27

It should be stressed, however, that while all these

developments were taking place on the Bar, o considcrgble

24, €S0 1/19/37 60 of 7 Feb., 1911, Egerton to Harcourt,
enc. Report on Harbour Works, p.4.

25. €SO 1/19/59 380 of 18 Aug., 1913, Lugard to Harcourt.
26. (€S0 1/32/5 141 of 11 Peb., 1914, Lugard to Harcourt.
27, €SO 1/32/6 286 of 25 Maoreh, 1914 Lugard to Harcourt.
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proportion of Lagos cargo was still being transhipped at
FPorczndos. Thus, in the period“from 9 January to 28 February,
1814, the character of shipping in thc port was as follows:
O0f the total ‘direct shipments of 30,958 tons, 23,109 tons
were inward while 7,849 tons were outward cargo. The
regpective figures for cargo carricd by branch steamers were
30,262; 20,058 and 10,204 tons.28 This indicated that the
depth of the entrance still required greater improvement.

Thus, the Nigerian Pioneer noted that the "low depth of

water on the Bar is still exercising the minds of the
suthorities and the Shipping Companics, though we are yet

far off from the old days of under 10 feet.“29 Although the
Harbour Department was roported in 1915 to be "very busy of
late in dredging the harbour? in anticipation of a posi-war
boom,Bo dredging opcrations during this pcriod were constrained
by the on-going VUorld War and leock of coal. However, steady

- improvements were recorded in the bar draught down to 1919

as shown in the table below.

-

28, CSO 1/32/7 325 of 1 4April, 1914, Lugerd to Harcourt.
29, NP, 31 July, 1914.

30. NP, 10 Sept., 1915, "Random Notes and News".
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TABLE

Official Bar Draught in Lagos, 1907-1919

) Year Fi:i.r{innm Maximum Remarks
1907 g1 11! "Egerton" arrived
1908 | 11' 6" 13! East Mole begun
1909 | 12¢ 14! "Sandgrouse" arrived
1910 | 13! 151 "Sandgrouse" disabled and taken to

England.

1911 | 11" 6" 16! "Sandgrouse" returned
1912 9" 6" 16 6" West Mole begun
1913 | 12¢ 181
1914 | 13 6" 19° East Mole stopped
1915 | 13! sV West Training Bank begun
1916 | 15 191 6"
1917 | 19 6" | 20
1918 | 20! 21
1919 | 20! 20" W.T. Bank stopped

SOURCE: €SO 1/32/49 1016 of 12 Nov., 1919, Clifford to Milner,
enc, Coode et al., Report on Lagos Harbour Works. , p.5.
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Dredging éperations continued in thc post-war period
and by 1923, the depth of the entrance to the Lagos harbour
was as mucﬁ ag 25 feet. But, ag wes pointed out in the samc
year, the "governing factor in navigating the entrance 1is
not as many peoplc suppose the depth of water, but the
strength and direction of the tidé§:31 The tides were
particularly strong during the reoiny season and they ran as
much as five knots in the entrance. It was thus difficult
in such circumstances to bring in large vessels. Pilots
then askcd the incoming vesscls to weoit for a reduction in
the speed of the currents. Against this background, it
became superiluous to deepen the harbour beyond 25 feet.
Hence, when the Imperial Shipping Committec was asked to
consider this question in its report on Nigerian herbours
in 1928, it noted that shipping companies were not taking
advontage of the existing depth of the entraznce. For, only
relatively few ships with drcughts of more than 20 foet visited

the port up to 1928.32

Thus, by 1928, thc problem of a shallow
entrance had ceased to be a formidable obstacle to shipping

in Lagos.

31. L4R.5/M% Nigeria: finnunl Report on the Marine Departmenk
for the year 1923, p.2.

~

32, M.T.A. 1/1 T.0328 “Impericl Shipping Committee:
- Appointments, Reports etc.', Report on the Harbours of
Nigeria, Sept. 1928, p.101,. .
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A concomitaﬁt of dredging operations was the con-
struction of the moles to narrow and deepen the channel into
Lagos harbour. As has been shown in the table above, work
.began on thchast Mole in 1908, on the West Mole in 1912 and
on the YWeost Training Bank in 1915. At the end of 1918, the
West Mole had attained a length of 4,090'feet, of which 412
feet were constructed in that ycar. The Training Bank wes
extended to 2,516 feot'of which 490 feet wore constructed in
1918 alone. At tho end of 1922, the West Mole, East Mole and
West Training Bank had reched a total lcength of some threce
and half miles. The construction of thc moles was described
as an ”qrduous and difficult task, for the Atlentic in those
parts is as changcable and capricious as Paris uscd ﬁo bc in

the doys of the Guises."33

Stoncs for the construction of the
moles and other Harbouf works woré obteined from the .iro

Quarry in Abcokuta. The stoncs were broughtdown by the reilvay,
ond tipped as construction progressed. The tablce below gives

the figures of stones used in the construction between 1308

ond 1918,

33. West Africe, 24 Feb., 1917, p.63.
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" DABLE

.Tonnage 6f stores deposited annually
in Lagos Harboux, 1908-1918

‘ East lole West Total ‘Tornage
Year | Mole Northern | West Mole | Training ggplslz]l-:ed '
Proper | Extension Bank Work
1908 | 15,699 | 1,251 - - 16,950
1909 | 39,878 | 1,546 | - - - Slis k2l
1910 13,259 | 23,338 . - - 96,597
1911 {111,501 - - - 111,501
1912 | 88,000 - 19,513 - 137,513
1913 8L,709 - 101,095 - 185,804L
191 | 15,915 | 3,226 112,653 | - 161,78L
1915 12,88l 1,892 85,320 23, 664 123,760
1916 5,726 - 87,382 7L, 408 167,516
1917 | 6,412 - 58,537 |. Thy161 139,110
1918 - 136 - 87,498 | Bl,436 172,670
TOTAL [i2k,719 | Lh,253 581,988 256,669 | 1,367,629

SOURCEs €30 1/32/49 1016 .
A /" dub‘.' ‘!91’.% "u
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The provision of incrcosed wharfage accommodation was
the third facet of the physical dcvelopment of Lagos harbour.
This was a question that was central to port poliey during
this period. IV has been pointed out that official policy
beforc 1950 was ir favour of concentration of developments

at o fow-ports.34

With specific rcfercnce to Lagos, the
question of wharfnge was part of the larger issuc of the
overall development of the port, that is, whether developments
were to be concentrated at Logos or Apapa. The fundamentel
guestion wos that of which site was to be the outlet for the
rail-bdrne traffic. No definite decision was token until 1913.
In o report of 11 July 1911, thc Consulting Engineers
had proposed that whorves be erected along the margin of the
Harbour between the Five Cowric Creek and Wilmot Point. This
.would have entailed the construction of o failway bridge
between Iddo Islend or the maiﬁland end Lagos Island, togefh@r
with railway connection zcross the latter island. To
'obviate what was considercd the excessive cost of the con-
"tingent works, Lugard in 1913 rcecommended that the site of

the wharfoge should be transferred to Apapa, to which the

Railway already had access. In that case, o deep-water

34, Babafemi Ogundana, "Ports and Dxternal Trade™, in |
Oguntoyinbo, Aireola and Filani (eds.), L Geography of
Nigerian Dcvelopment, Heinemann, 1978, p.338.
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channel would be dredged from the viéinity of the PFive

Cowric Creek to Apapa. This alternativé was considerced less
costly than that of constructing and maintaining the bridge
and railway connection to link Wilmost Point with Iddo or the
mainland. The Apapa Scheme was accordingly approved by the
Secretary of State in October 1913. Howcver, except for the
erection of a wharf, 180 feet in length with o depth along-
side of 26 fecet at low water and dredging in the approach
channel, not ﬁqch progress was achieved in actualizing the
scheme up to 1919. By this date, however, the port of Lagos
had wharves on Lagos Island, Iddo and at LApapa. The wharf
on Lagos Tsland had grown from the Customs Pier of the 1860s,
hence the reference to it as the Customs Yharf.

Meanwhile, members of the commercial community in
Britoin were becoming impatient with the pace of work on
harbour. development and general port policy. Specifically,
they desired to have 2 say in the formulafion of that poliey.
The Manchester Chamber of Commerce in a cofrespondence to.the
Secretary of State noted that Laéos was ‘"the noturel doorway
to a vast hinterland" and that it was "the port™ for Northern
and Southern Nigeria. The Chamber, therefore, enjoincd

"Government ... to come to o decision without delay respectiqg
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a distinguished iagosian, cxpressed 'satisfection (that) ...
the long delayced decision as to the provision of wharfage
accommodation in connection with the main terminus of the
railway has been taken in favour of Lpapa.' He noted that
the delay had "ccused o great deal of uneasiness. Today one
heard thot it was to be Wilmot Point and the next doy it was
Apapa."38 |
The Lagos Wharfange scheme which entailed the dredging
¢f channels in the inner harbour, entrance to the Customs
Wharf and the Five Cowrie Creek to Apapa wos done departmentally
under the supervision of Messrs Coode and Partners. This had
been practically completed by 1922 at a cost of £410,000, an
excess of £10,000 on thc original estimate. At Apapa, work
procecded by stages concurrently with the deepening of the
entrance to the Harbour under the gupervision of the Consulting
Engincers. The early stages of the Apapﬁ wharfage scheme were
handled departmentally but later stoges wero controacted to
Messrs Lrmstrong, Whitworth & Co, Ltd. Howecvoer, owing to the
depression of 1920-22, which put thc colony in financial
straits, the Lagos Harbour Works went into abeyance.

Efforts were made nonctheless to ensurc that the Lpapa works

38, CSO 19/7 N2683/1919 "Nigerien Council, 1919%, Proceedings
of the Sixth Meeting of the ngerlan Counc1l 29 Dec.,
1919, p.T.



25

wero not.too sériously affected., By 1924! a total of
£3,344,137 had been expended on the Lages, Lpapa and Iddo
gchemes out of an estimate of £3,846,606,

By the mid«1920$, the trode of Lagos was handled at
these three wharves in.such a manner that one or the other
of the wharves tended to 'specialise’ in a particular‘line of
trnde. PFor instance, the Customs Wﬁarf on Lages Island and
the whorf ot Iddo handled the bulk of the import trade. Scmo
twé-thirds of this traffic passed through Lagcs. Despite the
ropid development of the Apapa wharf, it was anticipated that
“the great bulk of this cargo (imports) will still be consigneé
to the Customs.Wharf, owing to the extensive private warehouse
- accomnmedation already catablished on Lagos Islgnd by the
mercntile community.” It was noted, however, that “sconcr
or later the conduct of the whole of the rzil-borne traffic -
apart from coal - must be concentratod ot 4Lpepa, although ...

the process nay be gradual.”Bg

It was expected that the port
of Lagos would have a total of sixteen berths ot the completien

of the Harbour Works. These would comprise fcur at Apapa

39. €SO 26/1 09896 vol.III ®Lagos Island Vharfage™, Extracts
from Nigeric-Lagos Harbour: Entrance Works «¢., pa@m 74,
enc, in Residcnt Engincer Harbour Works to C.S5.G.

29 March, 1926.
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with a minimum depth of 26 feet at low water; three at the
Customs Vharf with o depth of 22 feet; four of o depth of
21=22 feet at the Marina Buoys; two at the Pool Buoys of a
depth of 24 feet and five at the Pool Anchorages, 20 to 22
feet deep. The growth of traffic at the major wharves in

Lagos from 1919 to 1929 is indicated in the table below.
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TABLE

Total annual tonnages of imports and exports (including

coal and railway materials) handled at the Iddo, Ijora

and Apapa wharves, 1919-1928/29

Bxports . Imports
Year Iddo | Ijora Apapa Iddo Ijora Apape

_ Goods | Goods Goods Goods ﬁziigigls Coal Goodé Coal AGoods" g:ii:?ﬁis Coal
" 1919 | 85,688 - 3,049 | 32,696 | 35,582 - - - - 38y | 16,923
1920 | 88,136 - 16,318 30,183 | 145,939 {,| - - - 135 170 | 28,322
1921-22 | 89,527 - 11,899 {28,489 | 52,8L9 - - - 114 13,942 | 39,69
1922-23 | 87,040 - 11,436 | 34,489 | L2,428 - - - 352 80 L, 074
1923-2L {111,258 - 17,125 132,825 | 80,051 62,418 - - 58 - 5,236
1924~25 {173,921 - 2L, 772 {45,546 6,949 149,807 - 119,996 37 - 8,TLT

 1925-26 182,609 - 55,786 {55,454 7,167 - 2,362 106,219 - - -

1926-27 | 87,180 | - | 127,241 | 62,006 | L,121 - +y 7,886 100,205{ 9,574 1,921 -

1927-28 - - 1178,128 | 1,005 - - 3,571 | 82,960 [103,933 31,823 -

1928-29 - 417 1201,307 - - - 11,457 | Ty 184 111,470 14,134 -

SOURCE

¥ Railway materizls and coal

+ Timber, kerosene, etc.
cso 1/32/97 702 of 25 June 1929, Baddeley to WEbb, enc, 2,
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These figures indicote that until 1925/26, the Iddo
wharf handled the bulk of the exports, a tremnd that changed
from that year. In respect of imports, JApapa held sway. The
observation made in 1935 in respect of cargo handiing at the
wharves was true for the entire decadeAbefore the Second
World VWar: "The larger proporition of imports are landed on
Lagos island, exports handled at Lipapa are grectly in excess
of imports,"4o Although export cargo renched Lagos by three
mgans: rail,'watQTWst and, to o much lesser thent, road,
the great bulk was, however, railborne. This accountcd for
the prepcndcrance of tho Apoapa quay in the despatch of Lagos
exports.41 Apapa 2lso had facilities for dealing with certoin
special tradcs such as the bulk export of palm oil at the
U.i.Co wharf, fucl oil by the oil companics at the governmont-
owncd oil wharf and coal by fho Nigoerian Reailway at the Ijor:
coal wharf. The pattern of tradc at the wharves in the deend.

before the 8econd VYorld Var is indicatcd in the table below.

40, €S0 1/32/128 879 of 21 Nov., 1935, Maybin to Macdoneald.

41. This section is based on CS0 26 34307 vol.II "Port
SBervices: Orgenisation of“, Report on the Co-ordinaticn
of Port Services in Nigeria, 14 Dec., 1939, Para 13-15.
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Ponnage of cargo handled per annum in the port of

TABIE 6

w

) Jagos, 1929-38, inclusive
}
U Imports . %E‘xports Totals Area Total
, Handled 2t - - :
. T‘onnagei' % 4 Tonnage . %.] Tonnege % Tonnage} % .
éé;toms‘ﬁharf, Legos 138,990 65 - - 1'138,9%0 ' 23 gggggi}u
By Ligbterage 2,500 | 1 | 152,196 Ko | 154,696 | 25 293, 686 18
spape Quay "au1ho | 16 ] 205,402 | 57 | 259,52 | 13 |, spaPa
" Other Apape VWharves 39,041 | 18 1,539 | *3 53,580 | . 9 313,1254 52
Totals 21l 671 100 \392,537 100 | 606,808 {100 666,808 100

SQURCE:

Report on Co-ordination ..., para. 16.

§
!

cso 26 34307 voll.II “Port Services ..."y op. ¢it enc.



30 _ ‘ ;

A number of conclusions could be drawn from the table
above, First, that the tonnage-of cargo handled on the Lagos
end Apapa sides of the harbocur were approximately equal.
Tndecd, in 1938, the tonnage was cqually shared. > Second,
only 43% of the cargo passing through the port was handled
over the Lpopa quay. Third, lighterage wos an important
activity in the port. This was so becausc ships berthed at
Apapa quay to load rail-borne cargo also received from
lighters the export cargoes brought to the Lagos wharf from
the lagoon markets. However, if_the guantity of the lagoon
cargo at Lagos was considerable, the shipping agent could.
decide to load the vessel at the Pool inchorcge or the
Mooring Buoys. In such o czse, rail-borne cargo was lightered
from Apapa quay. The impcrtance of ligherage in the port is
appreciated if it is recalized that the import cargo, cxports
other than from jpapa quay, palm oil shipped from the ULiC's
wharf and cased oils from the Government oil wharf were handled
by this means.

This point is driven homc by the statistics. TFor,
whereas in the period between 1929 and 1938 the total tonnage

handled at ipapa rose from 314,909 tons to a peak of 499,061 tong -

~~————

42, Ibid., para 16.
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an increase of 79% - the respective figurcs for lighterage
were 103,265 tons and 205,319 tons - an incrcase of 99%. 4>
Meanwhile, further deveclopments were taking place in

the cvolution of port policy in Nigeria. As we have noted

above, thc thrust of that policy was in favour of concentraticn,

With particular referencc to Lagos, this meant o focus on the

development of Apapa. It was noted in 1937 that

Looking ghend, it is already clear that the capacity

of the Lagos Island waterfront to deal with o ropidly

increasing trade will soon bc reached. Jugmentcd
trade nnd the prospects of a far grcater development
of-the immense resources of Nigeria now make it
imperative for a long view to bo faced, for a
posgitive scheme cof development for the Port of Lagos
to be shoped and for the first steps towards its
nccomplishment to be taken without delsy. Failure

to do this must result in further piecemecl con-

triving on the Lagos side of the horbour with eventunl

chacs duc to trode overtoking port dovclopmont.44

It was pointed out that the Logos side was facing sevecal

congestion of trading arrangements owing to o rapid increc

~
S

¢ in
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population in a small area of land. Tesides, it was served by
only one form of inland transport and further development was
stultified by the lack of land on the waterfront. "Freeing
the streets of vehicles standing to load and unload," it was
emphasized, "is already a live issue increasing in infensity."h5
. Furthermore, the Tort Engineer had given the Customs Wﬁax§ in
Lazos a maximum life span of twelve years, \
Speaking in the Lesislative Council in March 1937, the
Governor had stated that there was need for a "definite trend
of pbrt development for the future 4.. It appears almost
certain that any extension of activities must take place.bn

nh6

the Apapa side ... Accordingly, he asked the Lasgos Tort
Advisory Doard for appropriate suggestions.

Lt the Board meetin: on 5 May, ;9379 the chairman opined
that from a purely shipping point of view, it seemed desirable.
to have only one deepwater wharf in ILafos Harbour. This, he
explained, would save vessels the trcuble of moving from one
side of the harbour to the other. The shipping members of the
Doard, Mr. Fegzetter of the £lder Dempster Lines and Captain

Roberts of the Iarber West Africa Line, agreed that this was

the case., However, the trading members were not particularly

L45. 1Ibid., para. 5.

Lbe Cited in Ibid., Folio 18: Minutes of the Second Meeting
of the L.Y.A.B.,. 5 May, 1937.
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enthusiastic at the looming prospect of the cbandonment of
the Lagos sidc of the herbour. Thus, Mr. Winter of

John Holt ond Company noted that such o movement would affect
land values - thosec on the Apaps side would approcidte while
land and building values on Lagos Islond would depreciate in
value.

The lock of enthusiasm on the poart of the merchants was
because of their having been well cntrenched on the Lagos sidcz.
As late as 1946 when this issuc was still being debated, the
Logos Chamber of Commerce cxpressed its “concern at the futurk
prospect of closing Logos as o port since, in =2 large numbcer
cf cases, il was found by locel commcreial concerns, that it
wos more convenicent (to hondle cargo) ... at Lﬁgos rether
than Apa a.”47 In the first instaonce, the Chamber arguod;
clearance from wharf to stcrc waos more expeditiously effected
at the Logos Customs Wharf. Second, werehousing facilities
and cdministrative supervision existed only at Lagos and not
at lipapa.

After 2ll s52id ond dbne, the Port ifdvisory Board mcde &
number of recommendations in rcspect of. port development in

Lagos. Tirst, that the Consulting Engineecrs should submit

47. C©SO 26/1 09860/S.7i "Logos Port idvisory Board ..., 1946”,
Cassleton Elliot & Co., Sccretaries, Lagos Chamber cof
Commerce to Chairman, L.P.A.B., 7 Oct., 1946.
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draft plans and estimates for a two and thrcece berth southword
extension of Apapa Quay, equippecd alternatively with singlc
and double storicd transit shcde. Second, all further
e¢xtensions of the Apapo Quay was to be sc designed as to allow
of equal acboss to road and rail vehicles. Third, steps should
be taken to provide a road from the Iddo end of Carter bridge
via Ijora to .papa. The Consulting IEngincers would Be asked to
meke recommendations in respect of o bridge across the Lbute
Metta Creek which such =& highway rendered necessary. Pourth,
the meainland coastline from fpapa Quay towards Iddo should be
reclaimed,48
Accordingly, the Consulting Ingineers submitted a plan
dated 15 November 1937 in respoect of the eoxtension of the
spapa vharf. They rccommended that the wharf should be
extonded 1,500 fect to the southward. However, until the post-
war periodyno progress was made in this respect. Hence, the
Port Advisory Board hed to make fresh recommendations in 1946
endorsing the plan of the Consulting Engineors.49 It was
suggested that the cxtension of the wharf be contracted cut
to competent firms ond that the Lagos vwharf be meintaincd in

its existing condition as far os was practicable until the

48, CSO 26/1 09860/8.7 vol. I ... op. cit., folio 25.

49, CS0 26/1 09860/S5,74 ... oOp.cit, Meeting of L.P..i.B.,
18 Feb., 1946.
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Apapa extension was complcted. When that was done, the
futurc of the Lagos “harf would be determined by the requiro-
ments of shipping.

Commenting on these proposals, the acting Chief
Seeretary to Govermment stated that since thae additional
1,500 fect extension at Apapa was intended mefoly to replace
accommodation that was available at the Customs Wharf, no
real provision had been made for the handling of the expected
inerease in trade.so The Advisory Board conscquently
rccommended that the first extension of the Apapa whorf
should, thcrefore, be 2,500 feet.S1 This figurc was based on
.the calculation that the Customs wharves hoad o total length
of 1,200 feet and wcre designcd to toke three ships cach
less than 400 feet long. But as shipowners were building
longer and larger vessels averaging 450 feet or more in
length, three of such vessels would necd 2 minimum wharfago
of 1,500 fcet. 4 thousand fcecot was then ndded to this figure
as o first step towards providiﬁg for an increascd tonnoge.
This odditional length wculd give berthing accommodation for

two more vessels. Although the additional wherfage of 2,500 feet

smn—_ s

50. IBid., L.H, Goble, fig., C.3.G. to Dircctor of MMarine,
20 Aug., 1946.

5. Ibid., Dircector of Marine (Chairman, L.P.i.B .) to C.S.G.,
13 Sept., 1946,

2
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fell far short of the 6,000 feet recommondod by the Consulting
Engineers in 1937, it was considered sufficicnt for a first
instaiment. In any case, it was cnvisaged that the provision
of modern mechaniczl appliénces,which ensured quicker turn
round to ships,would make up for the d€ficiency in wharfage
‘ and berthage accommodation.
The question of shipping turn round leads us to the

examination of port cperations in lLagos during this period.
FPor o better appreciation of this problem, it is necessary %o
desceribe the approach to, and system of port operations in,

the harbour.52

A five-mile (eight kilomcter) fairway
gseparating the Wharves from the Bar, followed at fifst the
eastern side of the harbour and then divided at the Five
Cowrie Point. One chamnel continued up the eastern side to
the Customs Wharf on Lagos Island while the other crossed
diagﬁnally to the radlway wharves at Apapa on the western ox

" mainland side. The normal routine of'tho port was for vessels
to proceed first to the Customz wharf wherc they discharged
most of their cergo into the warehouées of the Lagos merchents
for distribution inland in sﬁall quantities. The vesscls would

then go to the Apapn wharves to land railway material and cthey

goods in bulk for transport by rail into the hinterland. Tor
the return jourrney, the vessels loaded rail-bornc cargec at
Apapa and took on goods collected in Lagos by the lagoon
cance trade. A

52. This paregraph draws on M.T.A. 1/1 T.0328, "I.S.C.:
Appointments, Reports etc,,” Report on the Harbours of

Nigeria ... op. cit., pp.11-12, para 20-21,
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Bu{ this systeﬁ was not as smooth in practice for
slow turn round - dolays in loading and off-loanding - was
a persistent feature of port-working in Lagos. In December
1919, for instance, the Mancging Dirsctor of the Elder
Dempster Lines complained zbout ‘‘the poor despatch our

53 He then cited the

steamers arc getting at Lagos.”
following instancesto buttress the point: the “Gaboon™ spent
four days and 19 hours discharging 760 tons; the "Shongco®
arrived in Lagos on 17 November with 1,390 tons but left
only on December 1, having spent 13 days discharging cergo,

~ and the "Benin® lost two ond helf days in November 1919 owing
to the congestion of the port. Turther cxcmples of delays
were furnished by Mr. Little, the Lngos agent of the Company,

54

in the Nigerian Council in 1919, The particulars he supplied

were as follows:

Steamer Tohnage discharged Time taken Jverage per hour
"Baro™ 982 tons 8 days 15 tons
®TddoW 892 " . 9 " 12
®“Uromi" 681 W g " 10 i

53. CS0 19/7 N325/19 “Exports received at and shipped from
Tddo ... 1919 J.H. Sharrock to Centrzl Sec. Logos,
27 Dec., 1919,

54, (SO 19/7. N2683/1919 "Nigerian Council, 1919%, op. cit.,
p-9.
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Although further information is lacking on the subsequent
period up to 1929, there is no doubt that the problem defied
solution. Hence, in- February 1929, thc issue was raised in
the meetings of the Lagos Chamber of Commerce.55
Mr. P. Bateman Jones of the Elder Dempster Lines testifiedi
that the following ships were held up-during the month'--

S.5. "Bakena (5 days) and S.S. "Jebba' (3 days). He calculated
that the average daily dispha:gc per vessel at Apapa was
approximately 600 tons for "fine goods® despite the use of
electric crenes whereas ot the Lagoes Customs Wharf, Port |
Harcourt and Calabar, whore no delay was experienced and
double-decked stores were used, ships workecd azn averaéo
discharge of 1,100 tons of cargo per day.

A number 6f reasons werc identified as accounting feor
the delay. Pirst, the eiectric cranage at LApapa was defective
in the precvious season. Second, time was wasted in slinging
cargo from the cranes into the doorways of the top storey of
the Lpepa sheds. Third, slow work was cntailced in loading

goods directly into wagons and long delays were caused by

shunting them. The frequent lack of wagons also caused delcys.

55. €80 26 09756 vol.III, “"Chambers of Commerce, Lagos,
Minutes of Mcetings", Meeting of 15 May, 1929.

O PRSP S S SR
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Fourth, the importation of construction material in heavy
quantities during the buéy senson at Apapa furthor compounded
the situation 2t the wharf.

Lecordingly, thce Chamber of Commerce proffcred solutions
to the problem. PFirst, the use of a large number of cffective
electric cranes. Sccond, provision of adequate spare parts
and accessorices to prevent grounding of cranes for three or
four months on end. " Third, the lcdge qf the top storecy of
the shgéds to be so widened that cargo could be landed on it
and labourcrs could rcmove it under safe conditions. This
would put an cnd to thc proctice of swinging coargocs into the
doors for labourers to catch - o dangerous and time-wasting
practice. Fourth, there should be improvements in storage sc
that vessels could tic up alongside the shed they wished to
use in discharging or loading cargo. For, undcer thc existing
arrangcment, vessels nlong Number 1 berth drew their cargogs
from Number 4 storc, No arrangcment could have been more tine-
westing! Fifth, tomporery proﬁision for the work of handling
lighters until adcquate accommodation was available for =211
shipping. Sixth, government was to shift the perioed of heovy
importatibn of construction material to prevent its further

coincidence with the busy season at fLipapa.
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Official rcecctiong to thesc suggostioné arc unknown for
the records are silunt on this issue in the peoriod after 1929,
This could be interpretced to mecan that cortaiﬁ changcs were
effected or thot thg merchants came to terms with the
apparcntly introctable problem. Be that as it may, the only
issue of relevance to corgo hondling that genernted some
debate during this period was that of the cargo-handling
Acontract of Apape Quay. Tho originnl contract hod been signod'
in 1927 with the Nigerian Transport Company, & subsidiary of
llessrs Elder.Dempstor. When that Company was wound up, the
shipping compony carricd on undcr a day-by-day agreemcnt. It
was this arrangcement thot the colonial goveranment sought to
upset in 1937 when it invited tenders for o fresh contract for
& spucified torm.56 Government cxpressed preference for
either of the following orrangements: (a) a complete cargo-
handling contract including full responsibility to the Port
Authority for thc movement and safe custody of generzl ceorgo
befweon ships' slings and rcil or road vchicles cither dirced
or through the transit sheds and including thc working of ithe

sheds, kecping of rogisters and preparation of documents;

56. €SO 26/1 09860/S.1 vol.II "L.P.4i.B.: jigenda end Proceecing @

Folios 62-63, Minutes of the Pifth mecting of the L.P...D3.,
2 Dec., 1938.
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(b) a contract for the suppl& of labour ond headmen only,
direct supervision being the responsibilitj of the Port
Authority through the port traffic officers at Apapa Quay.

No ccceptable tender was received in respect of (a)
but a number camc for (b). The applications were then shorte
listed to two to scrve Lagos and Port Harcourt. Under the
new (rrangement, it was expected that an additional inspector
would be added to the Port Traffic Staff at the Lpapa Quay
for direct supervision of labour. In this way, a.sum of
approximately £2,600 was cxpected to be saved in comparison
with the existing system, based on the average of the fonnage
and payments of the previous three years. The new arrangcment,
it was explained, was just a qucstion of "policy and cost¥,
and not an indictment of the performonce of the Elder Dempstor
ageney.

Predictably, Mr. T. Whitficld of Elder Dcmpstor saw ho
need for instituting a new system of cargo-working as the
Uprescat arrangements.... were functioning well and smoothly."57
Qroting o memorandur of wharf-working prcpared by his Dircctor,
Major L.H. Cripps, Yhitficld pointed out that the work of

dischoarging and loading a2 ship involvced a number of unit

57. Ibid., Folios 64-65.
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operations such as breaking out and stowage, making up

slings, slinging, unloading or evacuating to and from rail

or road vehicle. Hence, it was "at its best when the whole

of such operctions were carriced out by the shipowner or by

an export firm. It was at its worst when a number of differcnt

organizations attempted to do it, as co-ordination became

difficult.“ He contended that at ports where Government

carricd out the cargo-handling operations, it had been shown

that they ""are the less efficient and also that pilferage

shows a higher percentage.“58
However, R. M. Williams of the U.iA.C., G. Cotgreave of

John Holt and C. C. Roborts of the Aimerican West ifrica Line

unanimously opposcd the plan to institutc a new system of

59 This could have

cargo-handling under government control.
becen a reflection of mercantile solidarity to excludc
government from whet was considcred the preserve of private
enterprise. Sccond, this support could be interpreted as
deference to Elder Dempster's strangle hold on shipping in
the colony. For, all three lauded the "satisfactory®

performance of Elder Dempster's cargo-handling operations.

Tventually, a dccision was taken after the temporory withdrawel

58. Ibid., folio 67,

59. Ibid., folios 68-70.

——. o
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of the interested party from the meeting. The .idvisory Board
then resolved that "in view of the satisfactioﬁ which Messrs
Elder Dempster's conduct of the—cargo-handling labour
operations at Apepo Quay had given to shipowners and traders
during past yeors, it will be to advantage for their service
to be retained ... espccially having in mind the probable
instability of trade and uncertainty of labour supply in
Nigeria during tﬁe years immediately ahead."6o The company
was, howcver, advised to submit to the government o tender

for continuing the work after 31 March 1939, when its oxisting
day-by-day contract would expire. This was, in practical terms,
the mointcenance of the status quo.

The foregoini discussion of the process of the physical
development of the port of Lozos has dwelt upon the dredging
operations to decpen the entrance to the harbour, the
construction of moles to narrow and decpen thc approach
channel and the construction ¢f wharves for the purpose of
port-working. Thesc devclopments obviated the nced to
tranship Lagos cargo at Porcados and permitted the contry of
vessels with deep draughts. Wharves were provided to cope

with the increasc in trade cspecially at lpapa which was the
major focus of port devclopment during this period. Whilc 211

these changes were taking place in the port, complementary

60, Ibid., folic 72.
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developnments, such as the construction of o roilway line to
Kano and of roads in - Yorﬁbaland,lwero giving the port of
Lagos greater access to wider arcas of the hinterland. This,
as would be showp in subsequcnt chapters, redounded to the
overall benefit of the port. Lagos could then live up to its
reﬁutation as the_"Liverpool" of Ucst Lfrica.

Although th: physical development of Lagos port
underscoredlthelimportance of site and sifuation in the
evolution of o port, these factors have to be apprceciotced
only within the context of human activity.  Ls Professor Velgend
had obseryed in respect of the port of Hamburg’61 site and
situation "“in themselves do not detcrmine the process of
origin and growth of thc port ... The human forces affccting
the development of ... (the port) throughout the centﬁries
are. ... more decisive, wmore varicd, and at the same time
much morc complex than physical factors.” In highlighting the
importance of the "political® factor, WVeigend asscrted that
nen “with initiative and enterprise and with a great voriety
- of motives have mede use of the site ond developed it within
the fremcwork of human cctivity.™ Hence, it was this combing-

tion of "human and physical factors that developed Hamburg

-

61. G. G. Jeigend, "The functional development of the port of
Hamburg®, T.5.S8.G., 47, 5 (May, 1956), pp.113-120.
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into "a“poworful intgrnational ;oaport." This was no lésg
trﬁe:of Lagos as the forecgoing discussion has shown,

Having spent considerablo.sums of moncy dgﬁeloping'thg
éorf of Lages and pfoviding scveral port fdcilitios; the
co;qnial government, undcrstandably, lcvied port chargese
ihe‘féligwing soction cxamines the evolution of and regéiibns'

to the tariff structurc in the port during our period.

?ariffs and Port Revenuc in Lagos

Port tariffs wore, for all practical purposes, charges
levied on services rcendercd to shiéégﬁéz _THese were in
respcct ofviightorago, lighting and buoyage, berthage,
anchorago,‘pilotdgo and habour scrvices. In the port of .

Lagos, berthage ducs. were charged for the usc of government-

~—

owned wharves to cover the.capital and maintenance charges._on

-them. Lighterage chorges wcrc'impqsod to pay for the usc of

lighters. L towage duc was paid by ships for the use of

a tug to tow ships. Mooring buoy ducs were levied on'aﬂy

ship that utilizcd the govornmont»mooringfbuoys while berihing

dues were imposed on overy Ship of 1,000 or morc tons nett

registered tommage which made use of government boats and

Lo

boat crews Yo run and scecure ships'-diilnces. Anchorage ducs

were paid -by ships which.romaincd[in the port for morc than

™ e ™ 4™ k™
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o month., Harbour duecs were also charged to recompense
government fof the expenditure on habour works whilc handling
aﬁd terminal charges werce collected ot railway-connccted
wharves for the conveyance of goods.

In a nutshell, thce port authorities at Lagos levied a
wide varicty of éharges 0stensibly to compensatc for the
physical development of the harbour. This was bluntly stated
. in 1926 by the Treasurcr to the Nigerion government -
"Harbours cost moncy. They incrcasc shipping facilitices and
the handling of cargo, and, as o rcimbursement for the
expenditure incurrcd thercon, Government charges Harbour dues.“62
Consecquently, the rctes of port charges were consfantly
reviewed partly to cope with the vagorics of trode and partly
in line with recurrcnt cxpenditure on the port. For instance,
up to 1917, the ratce of harbour ducs wos 2s:6d per ton on
cargo landed at or shipped from the port of Lagos. But in 1917,
Tugerd informed the Secretory of State that he wished to
increasc the harbour ducs owing to the “"growth of the expenditure

incurrcd in opening and keeping open, the deep water channel

62, CS0 26 09049 vol.IV ”Berthage dues - Payment of; Maritime
and Herbour Dues in Nigeria®, enc. "Notces™, D.S. Macgregor
to C.S.G. 13 Sept., 1926.
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intc the Port of Lo.gos.”63 As against the expenditure of
£92,000 per annum on the herbour works and mointenance of
cquipment, the charge of 2s:6d yielded on cestimated rovenue
of £45,000 per ocnnum. Despite opposition frem the Lagos
Chamber of Commercc64 - which went os far as questioning the
very basis for levying harbeour ducs - new retes werce imposed
under the Harbour Ducs Ordinance XXIII of 14 De¢cember, 1918.65
Under thce new tariffs, dues on first and second class
passengers were increased from 2/- to 4/- and thosec on other
classcs of passengers rose from 64 to 1/-. The dues on
commodities were: Qﬁ per ton of 20cwt on hides and skins;
6/34 per ton of 20 cwt-on groundnuts and palm kcrncls; 5/94
per ton of 20 cwt of palm o0il and 4/~ per ton of 20 cwt of tin.
In respect of the berthage duce, Rogulafion 3 of
Reguletions 47 of 1917 requircd cvery ship that lay clongsidc
any government wherf in the port to pay 1d per ton of
registered tonnocge of the ship for cach 48 hours or part
thereof of hcr stoy there. Ships of war or auxiliary ships

P

< . 6€
belonging to thce Imperial Government were, however, cxoempte.

63. CSO 26 09049 vol. 14 “"Harbour Dues", Lugord to Long, 28
July, 1917.

64, Ibid., Scc., Chember of Commerce, Lagos to S.S.P.,
23 i’;ugc, 1917.

65. EnC. in CSO 26 0904-9 VO]_. 1IL LI I OE. Cita

66. CSO 26 09049 vol. 1 "Berthage ducs ...", Comptroller of
Customs to C.S5.G., 9 March, 1923,
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Towapge dues which were levied for the usc of a tug
were paid in accordance with the draught of the vessel.
Por instancec, Regulation No. 21 of 1920 under the "Ports
Ordinance, 1917" stipulated that ships with a draught not
above 16 fect should pay o duc of £17 per ship; those whosc
draught ranged from 16 to 20 fcet should pay £20 while ships
with draught excceding 20 feet would pay £22:10/-,
Additicnal charges werc lovied on Sundayé and public holidays
as follows: £1: 10/~ for cony period not exceeding 1% hours
and £3 for any poriod cxcecding 1% hours.67

In addition to the purely port charges, therc were
handling charges which were in practical fterms o railway
charge at wharves with rail conncctions. 4% Tddo, this was
5/- per ton. It should be noted that whercas the shipping
firms paid virtually all the hqrbour charges, the handling orv
terminal charges werc paid by the consignee of cargo. In
contrast, no handling charges woere paid at the Lagos‘Customs
which hod no roil connections. Conscquently, the shipping
companies included charges for handling cargo in the freight -
that is, the consignce pcid indircctly and could pass it on

to the rcetailcer or consumcr.

67. €SO 1/32/58 1059 of 1 Dec., 1920, Clifford to Milner, cnc,
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Although the forcgoing di
ges is not cxhaustive, it ¢

burden on shipping in the port.

resentiment on the pert of the

sritain.

Thug, Hr. srcher of

business

Tlder Dempstoer,

scussion of the rotes of port
ould b seen thot the charges
substanticl

This, as oxpccted, bred

community in Legos ond

reccting to

chargns that ocurn froights charsed by his cempany were

unduly

N

nigh stated thot:

we hear much of passoge ond freight rotes being

high,
that the Governnent levic

not owo

Thet ic in a large mensurce duce to the fact

g chrrges which arc

cught to moke this

(ie¢. Logos) n cheaper port ... Tt must boe vers
IS J
disceuraging to bring ~ ship inte this horbour when

hordly teforc you touch the port or (1and) any corgo
you hove to pay hrrbour ducs that cost reughly on

on overags £60 ond it ro

5 f

to meke up thoat lec-way.

guires guite 2

58

sood stort

Mr. Littlc then alluded to the foct thot chenper rates were

levied in

the Gold Cua"t;

68.

CSO 26 06788 “Governor's Address to Nigerian Ce
1623,% - Proccecdings of the Dighth Meeting

Council, 26 Te¢b., 1923, pp

a cuncil,
of the Nig

L13-14.



The Governor countered that tle re was no basis for
pomparison with the Gold Ceoast which, according to him,
fhas no harbours and you coannot cxpect any‘harbouf ducs to
be levied on ;hipping 1ying?in the open ronds.”™ On the
contr \ry, ‘‘cnormous éums of moncy" had b&en spent oﬁ the
Lagos harbour. Hence, he told the shippers thot Tyou must
.nAturally expect to pay for the advantages which are thus
securcd to you as oomparcd with the dlsmdvantages cf dis-
charging.cargo from vessels rolling @bout in the surf and
wherc you have to depond upon lighters to carry your cargo
'ashoreaV69

None#holoss, the Nigorian:governmont had to admit, ceven
if within official circlos, th@t tgo Lagos port charges were Ol
the high side. Thus, tho (ctlng bhlof Sooro jary conceded
that “The Poft is said to be onc of tho moat éxpon sive in
the world - it 1is undoubtcdly an expcnsilve poxto”7o Thié
was buttressed by o list of ducs peid by the ship, Sele "Appam”

71

in 1923, The vessel, which had o gross tonnage of 7,781

and a nett tommage of 4,761 arrived on March 9 ond was
9 ? vl

e e . A SRR R 2 el e 1 i e 41 ks T b o A g i Lt

69. Ibid., p.31.

»
Il

70.¢ CSO 26 09049 vol.1 ... QD. Cite, Acting C.8.G. %o
‘Comptroller of C stoms, Dircctor of Marine and General
Manager, Railway, 6 Lpril, 1923,

71. Ibid., Compiroller of Customs to C.S.G., 13 April, 1923.
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1

cleared on the 16th. Thc charges it paid, excluding

pilotage and railway terminal charges were as follows:

*Inward cargo 1,955 tons, approximately 4/3 per ton ( £413: 1: 7
*Qutward cargo 2,481 tons, " 6/- v n E 134: 5:11
' Inward passengers 331, Deck 1/- E 33: 7: 0
Harbour (
Saloon 4/~ Dues (
Outward passcngers 332 Deck 1/- E
Saloon 4/- é 39:15: C
Berthage ducs 1d per Registered ton per 48 hours 59:10: G
Customs overtime chorges from 2/- to 10/- per hour 31: 8: ¢

including Iddo
Fresh water supplied to ship, 8/4 per 1,000 gallons 55: 8: 4
Light ducs 39:13: 6

Trucks hircd tc ship 1: 0: C

*Recovered by Shipping Co. with freight Total £1,407:9:4
charges, dircct from shippers. charges ’ T

It should bc noted, however, thot the shipping company
did not nccessarily nay ©ll thesc port charges. Indeed, the
charges paid depended in large mcasure on whére the cargo wcs
shipped or offloaded. Thus, at Iddo, the consignec was
cﬁarged 5/- per ton for handling whercas at the Customs Wharf,

cargo was handled by the ghipping company apparcently free of




52
.charge to the consignee. Then, the shipping company paid
berthage dues while the consignce paid freight and harbour
duecs at the Customs Vharf in Lagos. On the other hond, the
ship poid no berthoge ot Iddo and only londed the cargo on
the quay. Hofe, the consignee paid handling chorges inA
addition to freight and harbour ducs,72 It could be
deduced from this thoat the handling charges covered berthage
at Iddo but this ought to hove becen paid by the shipping
company rother than the consignece.

In spite of the admisgsion that port charges in Lagos
tended to be high in absolute terms, officials sought to |
show thot they were comparnble to charges at many other
ports. Thus, the Dirvctor of Marino argued with reference
to the table below that "the ducs on the ships,cxcluding
those on the cargo, ot this Port compare fovourably with

73 He noted

Cape Town but arc much higher than Colombo.¥
that it was "very difficult to meoke an exact comparison®

between Logos and Colombo but, all things considered, the
difference was merginal - if reilwoay terminal charges were

excluded. For instance, the Lagos harbcur ducs of 4/- were

offset by the landing and crane charges at Colombo which

72, Ibid., R.H.%. Hughes, Director of Marine to C.S.G.,
28 ‘June, 1923.

73. Ibid,, Hughes to C.S.G., 7 Sept., 1923.




added up tc about 4/~ pcr ton. The tablc below comparcs the
harbour charges, excluding dges on inwcrd or outward cargo,
at Lagos, Colombo and Ccopetown. The total charsges on cleven
vessels amounted to £1,213:19:1; £690:17:9 and £1,262:9:2

at Lagos, Colombo and Capctown respectively. Thus, Lagos

charges were £523:1:4 in cxcess of ColombOs but were £48:1G:1

less then ot Capetown
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TABLE

Harbour charges at Lagos, Colombo and Capetown

, Vessel ‘ Lagos Colombo Capcitown
£ adl & s d £ s a
S.S. "ippam® 235 19 - |142 - 8] 191 13 9
S.S. "Ediba? 171 - -]161 3 10| 309 3 4
S.S. "Gabom" (out) 120 6 8| 4714 6| 108 15 10
S.S. "Gaboon" (home)| 6110 -] 52 7 10| 79 8 4
S.5. "Italia" 72 2 4] 28 1 6| 7710 10
$.S. "Hedron" 6515 6|49 13 3| 81 2 6
; S.5. "Nils"® 64 9 6] 74 1210 81 T 11
f §.S. "Fordejard®™ | 83 5 8 34 15 7| 66 1 8
S.S. "Holmia® 7719 41 25 11 9 67- 7 6
S.S. "Scotia® 68 1 9| 18 19 5| 5815 10
5,5, "Italia” 102 4 8| 2016 5| 71015 10
S.S. "Scotia" 91 4 8| 26 0 2| 69 5 10
Potal - 1,213 19 1]690 17 9 |1,262 9 2

SOURCE: €SO 26 09049 vol. I ... op. cit., Schedule '.!
to Director of Marine to C.S.G., 7 Sept., 1923,
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The point that it was the tcrminal charges thot
unduly inflatedlLagos port charges was stresscd by the
Directior of Marinc ih o~ later correépbndencoj4 In this
‘conncection, he pointed out thet it cost only 2s:64 per
ton to actually hondle the cargo at Iddo, lcaving a margin
of 2s:6d., Ailthough hc conceded that port charges ought
fo give sufficient mergin to take cdre of renoﬁals and
working expenscs, he conmsidered the margin of 2s:6d4 rather
excessive. Hence, he coungellced that the charges be
differcentiated into two - handling and terminal charges -
so that the stigma of the extra 2/6d could be removed from
the Port.”™ Hc contended that the torﬁinal charges, as
roailwey charges, should be "kopt quitce scparate and distinct
from Port charges.”

Although this line of argument purported to be
dispassionate, it should be considered olso from the perspec-
tive of inter-depocrtmental rivelry. For, as will be shown
later, this was an aspect of the politics of control of the
port of Liagos. Thus, thc Director of Morine pointed out
that the Reilway terminal charges were about six timcs the

berthage ducs. He noted that if half the cost of terminal

74. Ibid., Dircctor of Marine to C.S.G., 24 Scpt., 1923.
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charges were deducted for the cost ¢f handling, the
remainder |
still leaves the Railway charging threce times as
much for the upkcep of their terminzl station as
being chorged clsewhere for the upkeep of
Government wharves. I am not awarc cf what the
cost of maintaining o terminus station is, but
it would appeor that thc revenue derived from
this source is very much in cxcess of what is
required for that purposc, and is thus a means of

Profit to the Railway.75

Mr. Hughes, therofore, called for o substantial rcduction cf
railway terminal charges from 5/- to 3s:34d.

Mr. E. M. Bland, the Generzl Honager, Railways, in
reaction to this call, first compored charges in the port of
Lagos with those in Livorpool.76 He c¢xplained that a vessél
entering thc port of Livcerpool from West Africo and utilizing
onc of the docks paid 2s:84d per ton on her "Tonnoge Burden.”
This charge, called the Dock Tonnage Rate, allcewed o vessel
to remain alongside for two months without incurring any

cxtra charge. If o vessel centercd the port without using a

75. Ibid.

76, Ibid.; E.M. Bland, G.M.R:. to C.S.G., 27 November, 1923.
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dock, it paid a Hzrbour Ratc of B%d on her Tonnagc Burden.

In addition, the port of Liverpool cherged Dock Rates and
Town Dutics on Goods on all imports and exports. The Dock
Rates Qero 10/- per ton on articles such as aniline, salt,
biscuits, fancy, clocks and cochincal; 4s:6d on cocoa, 64

on Ice, 8d on manganiferous iron ore; 2,/- on groundnuts,

4s5:4d on groundnuts and 2/- on palm kerncls. In gencral, the
outwerd rates were half thosc charged on similar goods

inward. Prom 10ctober 1922, thesc rates were, however, rcduced
by 5%. 4After 211 soid and done, the Genersl Manager, Railways
concluded that the ILdiverpool rates “eppear to be cquivalent

to thosc levied at the Pert of Lagos.”

Turning to the contentious reilwoy cherges, Mr. Bland
cxplained that the terminal charges of 2s:64 per ton were
levied on goods censigmed te Iddo or Apapa‘(local) while
handling charges of thce samc amount were imposed on goods
conveyed to the whorves. If o ship of the "APPAMT class
brought out to Lagos 1,500 tons of genernl merchandisc and
took away 2,000 tons of produce, all of which was handlcd
over the Idde wharf, a sum of £875 was paid by the importer
and exporter. This sum or one depending upon thc tonnage

which was rail-bornc werc the terminal and handling charges
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which were added to those levied as port charges per se.
Mr. Bland was convinced that the handling charges would
reduce when new facilitics werce provided at fpapa and

7

Port Harcourt. Nonctheless, he contended that the terminal
charge of 2s:6d4 should remain to cever the intercst on the
outlay of the warchouscs, terminal station and wharves;

the frec storage period; booking and consignment of merchan-
disc; cost of additional supervising staff; shunting and
marshalling of treains and gencral mointenonce ond upkeep.

The issue of port charges remaincd unresolved until a
committee of experts was instituted in 1925 to study the
question and moke recommendations. In the meantime, further
debate was gencroated over chorges on cargo in transit
through the port of Legos. The cargoes in transit passcd
through Lagos to and from Porto Novo, other Nigerian ports
such as Port Horcourt and the French territories on Nigeria's
northern borders. It was in respect of harbour duties on
this class of geods that Elder Dempster lodged o protest in

1924.78

T7« In o correspondence %o the C.3.G. on 27 Aug., 1923, the
G.M.R. had justificd the handling charges as covering
the cost of labour which alone amounted to 1s 7.43d per
ton; the weges of supervisérs and clerks, maintenence of
two shunting epgines and sundry expenscs. He therefore
considered 2s 64 a "most reasonablc charge for the service.

78. CBO 26 09049 vol.l1, ibid., Elder Dempster & Co. to
C.S.G., 13 May, 1924.
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Thce Company noted that subh cargocs werce charged the
OQutward Harbour rate which amounted, in the casc of palm
kerncls, to 6s 34 per ton. This was in addition to port
charges levied on the steamer:itself znd the ocean freight
ratc of 25/~ per ton on that commodity. It was argued that
this provided “no induccment to make the best use of Lagos.®
In the sam¢ vein, inward cargoes in transit drew o charge of
4/- per ton. Elder Dempster then pieadod for concessions in
respcct of charges on transit goods so that more use could bo
made of the advantage of depth which Lagos enjoyed in relation
to smallcr ports with shallower bars along the Nigerion
coastline, This request was cndorsed by the Comptrollcor of
Customs who considerced it "advisable to make a concession®

79

sincc Harbour dues generated some £106,000 in 1923, The
shipping company then reinforced its case by showing that
cargoces in transit were exempt from duties in the port of
London while those not landed on the quay but deliverecd
overside to lighters at Hull were similarly exempt. Even in
liverpool where they attracted chargcs, only Outward harbour

dues of 1s 104 and 1s 44 pcer ton werc paid on palm and palm

kernels respectively. This, it was cmphasizcd, was a far

o — e

7%, Ibid., Comptroller of Customs to C.S.G., 27 Moy, 1924.
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cry from the rotes of S5s 94 ond 68 3d respectively in
Lagos.eo

The colonipl government responded sympafhetically to
this plea.s1 It pointed out, howovér, thot the dues had fo
be charged to make up fur expenditure on the dredging ¢f the
harbour. Hence, it could cnly éxempt brench boats which
wore the class.of.vessels that could use the harbour in its
initial statc. Nonetheless, concessions were grantced "to
encourage shipping to come to the best port.™ It was,
therefere, cenvisaged to set c¢ff the fremght to or from
Lagos from or to the ncighbouring Nigerian ports agcinst the
Harbour Duecs. Thus, if palm kernecls paid 4/- freight from
Forcades toc Liangos, Govermment would charge 2s 3d harbour
ducs only, in licu of 6s 3d.

The Comptreller of Customs, however, objected to this
proposal on the ground that it would be simpler to reduce the
rote itself. Since transhipped éargo paid only one way, =
reduction of the rate by one half, he suggested, was likely
to result in increoscd tronshipments through Lagos. He
émphasized that such o concession should not apply to Parto
Novo otherwise it would have tc¢ apply to Badagry alsoc.

80, Ibid., Elder Dempster & Co. to Acting C.S.G., 11 Jgne,
1924, )

81. Ibid., H.0.S. Wright, Ag. C.S.G. to Comptrollcer of
Customs, 4 July, 1924.
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Rather, "only ... cargo brought in cver the bor and
transhipped in the harbour direct to the outgoing vesscl®™
should benefit from it.B2 Eventually, the Comptroller's
recommendations were embodicd in the Lagos Harbour Dues
Ordinance Cap. 101 of 1Dcccember, 1924 which rcduced the
tronshipment ducs by half.

A major landmork in the covolution of port tariffs in
Logos was the institution in 1925 of o committec to consider
and report cn the futurc administraticon and ducs of the Port
Harcourt and Lpapoa wharves. The Coumittee comprised
Captain R.H.U. Hughes, the Director of Harine, who Waé the
chairman; W.K. Duncombe, the acting Comptroller of Customs;
W.C. Bostock, Deputy Cenersl Manoger, Railways; G.E.B. Coulcher,
Acting Resident Engineer Haorbour Yorks; L.fL. Archer, V.R. Osborne,
S.H. Pearse, H.S5. Teggetter and P.J.C. Thonos - Burepean and
African members of the Lagos Chomber of Commerce - and
J. Cowper, the Sccretary tc¢ the Committee. It met on 18, 19,
20 and 22 May and on 2 June.83

The Committee's first term of reference was to

summarise the copital works in Lagos and Port Harcourt and to

suggest equitable port charges to cover the cost of maintenance

82, Ibid., Comptroller of Customs to C.S.G., 10 July, 1924.

83, The Committee's Report is enclosed in CSO 26 09049
vol.II, "Berthage Dues ...“,.Director of Marine to C.3.G. .
26 June, 1925.
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and, if possible, give Government sqme return on the capital
committed to the projects. Members of the committce
unanimously agreed that equal charges be established for
both ports. They also resclved that the harbour dues on
~ cocoa, palm oil, gfoundnuts and palm kernels should be
reduced to a flat ratec of 5/- per ton. All but HMessrs
Osborne and Pecrse agreecd to rccommend that Nigerian coal be
exported without paying harbour ducs.

In respect of berthage ducs, the Committee recommended
a reduction to one half penny per ton of the registercd
tennage on all vessels of over 100 tens net register ot all
government wharves, for cach twenty-four hours or less thet
a vessel lay alongside the sharf. A nunbcr of exceptions were
however, made in respecet of this recommendaticn. TFirst,
vessels berthing for the pufpose cf taking fresh weter only
would pay onc eighth of a penny per ton for the same period.
Second, those procéeding along o wharf or coal tip for the
purpose of bunkering only, were exempt from paying borthage
dues.. Third, if such vesscls were meant to load Nigerias cozl
for export, they would a2lso pay no dues. The Committec
noted, hqwevcr, that the reduced charges would not cover the

cost of maintenancce tc say nothing of giving the government

‘any interest on the copital committed.
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The Committee rccommended that no terminal charge
should be lcvied on ships or cargo as o Port charge. But,
in respect of handling charges, o rate of 3s 6d per ton was
recommended for cargo handled cor loaded at Reilwoy wharves.
This charge was to include the use of cranes, cxcept Spocidl
ones for heavy weights, which should attract a scparate
charge.

No alteration was rccommended in respect of pilotage.
It was reasoned that profit realiscd from this service would
be cquitably sct off against o considcerable deficit on
Towage. The question of reducing this charge by 50% split
menbers of the Committec: the five unofficial mcmbers
endorscd it; the three officials objected while the chairmon
did not vote.

It was rccommendcd that a berthing charge of £2 per
ship for vesscls of 1,000 net rcgistered tonnage or over
be introduced at all Government wharves at which Morinc boats
and cre¥s would be previded to run ships' lines to the quay
and make fest. Light and Buoyage dues, on their part, were
recommended for rcduction from 54 to 34 per registerocd
tonnage in the case of vessels visiting Lagos or Tort
Harcecurt only and in all other cases the duc would remain

at 54 per ton. The Committee was sharply divided over the
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proposal %o levy charges on the use of mqoring buoys in
Lagos Harbour. A vote of 5=-4 wes recorded in favour of the
principle with the mercantile members ;'Archer, Feggetier,
Pearse and Thomas -~ dissenting. 411 but Mr. Bostock endorscd
the charge of onc farthing per ton on the ncet recgistored
tonnag,ef However, the Committec recommended that cranage .
charges should be included in handling charges. Finally, it
differentiated charges between Port and Railway, ship and cargo,

as follows:

PAYEE PORT RATTDVAY - AVIRLGE RALTES
Ship Light and 3d per nett registercd ton for
Buoyage Lagos and Yort Harcourt only;

54 for both or any other port.

Ship Pilotage 10/~ per fcot, with incrcasc
cver 15 ft. at Leogos
Ship Towage £11:5/- in/out of Lagos, 23ft.
draught
*Ship Berthage %4 per net registercd ton each
24 hours
Ship Berthing £2 per ship
Ship Mooring 1/8d per nct rogistered ten per
buoys 72 hours
Cargo { Harbour Average 5/3 per ton cxports; 4/-
dues per ton imports
Cargo Handling | 3s 6d per ton
charges

* The Berthage dues werc to be crcedited to cither the
Railway or the Port according to whose capital account the
cost of the wharves appearcd agoinst.
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filthough this Report nhad becen submittcd in ﬂa&, 1925,
the expected rcaction from the business community - whose
intercsts were closcly offected by the recommendations - was
unusually slow in coming. Henco, Govprnor Graeme Thomson
in March 1926, almost o year loter, expressed "surprisc and
disappointment” that the London, Liverpcol and'Manchoster
Chambers of Commercc and the A.W.A.M. had not shown any
overt interest in the matter whereas the appropriate
legislation wes coxpected to be enacted in April, 1926.84

However, the threc Chambers end A.VW.4.M. deospatched a
Jjoint memorandum to Lagos within a weck of Thomzon's

5

correspondcnce to the Secfetary of Statc;e The merchents,
predictably, had much to Quarrel with in thc Report. PFirst,
they demandcd explanction on the sum of £1453,891 spoent on
dredgers and plont contoined in schedule I of the Report.
Seccond, they complaincd that the Committee did net give an
idca of what it considorced to be economic rates at Lagos and

Port Haorcourt - information which would have cided in determin-—

ing what charges should be leviced. Thus, in respect of

84. €80 26 09049 vol. III ... "Haritimc and Harbour Dues in
Nigeria ...", Nigeria Ne. 218 of 12 iarch, 1926, Thomson
to Amery.

85. Ibid., Scc., Inccrp. Chamber of Commercc, Livcrpool to
Thomson, 17 March, 1926.

%4
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harbour dues, they desired to know the basis for levying
equal rates at Lagos and Tort Harcourt. They argued that
Weither port should have the full benefit of any economic
advantages which it possesses.” This was an allusion to the
widely-held view that lower charges at Port Harcourt would
drain the trade of Lagos tc¢ that port. Still on harbour
~dues, thec British merchants callced for the imposition of
full harbour and berthage dues on Nigerian coal for export
but that thosc on bunker oil should be nominal.

In rcspect of handling charges it wés argued that
these "should no more than cover cxpensces ex railway wagon
to ship's slings.” Hence, they rcquested tc have details of
the services which the committec cnvisaged that the recommended
change of 3s 6d per ton would cover. Similarly, they sought
to know the rationalc for levying pilotage and towage ducs.
They considered objectionable the proposal that the ship
should be compelled to engage the seryices of the Government
tug or tugs.™ LAs for light and buoyage chorges, the
merchants countonded that if the cost of rondering such
charges at Lagos and Tort Harcourt wcre not lesser than
those at minor ports, it would be “unfair to saddle the

minor ports with charges under this head that arc out of

proportion to the expenses incurred.®
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Lfter all said and donc, thce colonial government by
regulations under the Port Ordihance Noe. 39 of 1926 effected
changes in the tariffs levied in the port of Lagos.86 The
new rates took ceffect from 1 January, 1927. In rcspect of
light end buoyage dues, ships of 100 tons or over were
required to pay 3d per ton of the nett registered tonncge
in Lagos ond Fort Harcourt and 5d per ton at other ports.

If o vessel called at other ports having first cntered Lagos
or rort Harcourt, it paid 2d per ton. However, o number of
provisos were added, Pirst, the maximum charge paid by eny
vessel would be 5d per ton, Sccond, no ship was required to
pay morc than oncce within a period of 30 consccutive dayse.
Third, no ship would pay twice in the course of one ordinary
voyage between Burcpe/lmerica and West ifrica.

The Regulations further stipulated that o Towage due
should be charged in Logos for the usce of the Tug. Ships with -
up to but less than 16 fect drought paid £17:10/-. Thosc from‘
16 to 20 feet paid £20 while thosc over 20 feet paid £22:10/—°
For services on Sundays and public holidays, the following

charges were levied:

86. €SO 26 09049 vol. V "Maritime and Harbour Ducs ...7,
enc. to Nigerian Despatch 1213 of 30 Dec., 1926.

&
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When "Rollicker'®, When any

"Vulcan®™ or other Tug

"Atlas"™ was used was uscd

& s d £ s d

For the first hour or part 115 ) 4 _ _
thercof =

For e¢very subsequent half hour - 15 _ - 10 _

or part thereof
If o ship uwnnecessarily caused

delay of a tug: For every half - 15 - - 10 -
hour or part thercof

Finally, anchorage dues were to be collccted on any
ship thot remained in port for more than onc month. The
charzes were 44 per ton of nett tonnage for cach day or port
of it after the oxpiration of o month after ship's arrival.
£11 government vessels - British, Nigerian or fbroign— were
exempted.

ﬁlthdugh the business community had beon consulted
before these changes were c¢ffected, some interest groups
within the comnmunity soon rcguested for concessions in some -
aspects of the tariffs. The firm of John Holt and Company
(Liverpool Limited) complained that the “incidence of (the
towage) ... charges is such that they bear scverely upon

87

smell steamers.™ It illustroted this point with the

outward and inward charges paid by four small steamers in the

87. CS0 26/1 03535 vel. 1 "Pilotage, Towage Services-...“,
Agent, John Holt Co. (Liverpeol) Ltd. to Sec., Port
Adv. Comm., Lagos, 12 Dec., 1927.
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port of Lagos: The first paid £77:10/~-; the sccond, £80;
the third, £81:15/- and the fourth, £84:10/-, A4is the fourth
steamer had a net registered tonnage of 841 tons, this meant
that she had an extremely small cqrgo-carrying capacity.
Yet, she paid cpproximatcly the sane chargcs.as the larger
vessels, choarges which were inevitably paid by the cargo.
Conscquently, it was argucd, stcamers would be temptéd to
limit their calls to either outward or inward oniy - with
implications for Port revenue, Mcssrs John Holt thon
proposed altsrnative changes in the tariffs as follows: a
10% discount.on the existing charges on ships with net4
registered tonnage of under 3,000 tons; 20% discount for
those under 2,000 tons and 30% for vessels of smaller
tonnages. The firm contended that such o concessicn would
remove “to o certaln c¢xtent what at present constitutes a
very heavy charge on the small steamcr as comparcd with
large ships.®

Reacting to those proposals, the Director of Marine
commented that they "would seem particularly deéigncd to
benefit the vessels belonging to the firm (of Johﬁ Holt);.,.
although ... therc are othcr shipping firms ... whe would

also benefit to a certoin extent, were they adOptod."B8

88. Ibid., Director of Marinc to C.S.G., 28 Dec., 1927.




70

He pointed out, however, that the fourth vesscl cited as
¢xample must have been an extremc case ip which that
particular ship was very full, with corresponding benefit
to her owner. It therefore seemcd to the Dircctor of
Marine that John Holt's proposal, in practical terms,
amounted to asking the government to subsidize the smaller
vessels to the extent of the rebate. He insisted that the
existing charges werc not cexcessive in relation to the
actual cost incurred by government in rendering the scervices.
For instence, in 1927, towage scrvices were provided at an
approximatc loss of £15,000., Rather than rcduce towage dues,
the Director of Marinc suggestced that government could make
concegssion in resﬁect of pilotage charges which yieldcd a
profit of approximately £5,000 in 1927.

In response, Mr. V. R. Osborne, Supervising /gent of
John Holt in Lages declarcd that he had no apology to offer
for raising the issue because of the bonefits that would
accrue to his firm.89 He rejected thc suggestion that his
company should build larger vessels if he considercd that
the existing tariffs were disadvantageous to smallcer ships.

He argued that “every shipowner builds, and can only build,

89, Ibid., Supervising Agent, Jchn Holt to C.S.G.,
13 Jan., 1928.
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the size of steamcr most suitable tb the fequiroments of his
trade and that no other port of the world takes the view

that small steamers should be penalised becouse they are small.
He added that in the existing conditions of trade in Nigeria,
only the members of the Shipping Conference would possibly
afford to run the big steamers.go Mr. Osborne then rescrted
to thinly-veiled blackmail: "I assume therc is ﬁo desire to
conserve the port of Lagos cxclusively for the benefit of

any particular lines."g‘I Hc, thereforc, suggestcd that towage
ducs should be charged according to towage rather than draught
as was done in Liverpool and Takoradi. It was "most foir®,

he contended, "that a2 charge for towing should be based on wheat
is towed."

This attack on the basis of the computation of towage
dues formed the subject of correspondence in official circles
between the Director of Marine ond the Secretariat. The
Director explained that a "footage™ basis (that is, draught)

was originally introduced because draught was then a predo-

minant factor in the navigation of the Lagos Harbour,

90. Charlotte Leubuscher's detailed study of the Conference
Lines system and the politics of shipping in VWest fifrica
was published posthumously as The VWest African Shipping
Tradc, 1909-1959, Leyden, 1963.

91. He was alluding ta John Holt's struggle with the
Conference Lines. TFor details, see Leubuscher, The
West African Shipping Trade ..., pp.29-31ff,
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necessitating the mainternance of "large and expensive tugs

w32 He considered that there

in the‘inferest of shipping.
was no basis for compafing.Lagos with Takoradi which was
"only an enclosed pcrtion of the sea™ requiring comperatively
small and inexpensive tugs to assist vessels to thc berths.

In contrast, Lagos Harbour was a "boftléneék“ forming the

solg outlet tc the sea’ for o network of lagoons extonding
parallel to the:coast for some 250 miles and for the various
rivers dfaining into them. Thé strong curfents and narrow
tortuous dhannels in the harbour dnd on the bar thus
necossitﬁtéd special precautions for the safety of navigotion.
The Difector of Marine,theh concluded thet it was quite
immaterial whether the basis for charging dues was draught

or tonndge "so long as Go&érnment is satisficd With the
réVQnﬁe @ccruihg." He explained that thcugh thé.Comﬁittee of
1925 had woted 5-3 in favour of reduction in the rates, thc
mo#er of the motioﬁ suﬁsequently withdrew it on the conditien
theat a third tug was dcquifed. This was why g&vernment

purchased the “Rollicker®.

s =

92. CS0:26/1 03535 vol. 1 .v. Ops eit., Dircctor of Merine
"~ to C.S.G., .30 Jon., 1928. T
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Powerful opposition to John Holt's request came,
expectedly, from the principal shipping company, Elder

93

Dempster and Compeny. Its Lagos agent, H.S. TFeggetter,
objected to Mr. Osborne's argument in favour of "preferential®
rotes for small ships on the ground that larger ships paid
proporticnately higher Harbour Dues. He agreced that towage
dues should be based on the service actuaslly rendered but
added that these services were more or less the same
regardless of the size of the vesscl., Beeides, bractically
the same length of time was token to tow 2ll categories of
ships - whether they were as big as the "APAPA™ or smoll
like the "THOMAS HOLT." He asscrted that this opinion was
supperted by Y2ll the Representatives of the Liner Compdnies -
not only Confercnces Lincs - but also the American West
Aafrican Linc and the Chargeurs Reunis and Fabre Fraissinct
Lines.” These lincs, hc contended, cxpected government to
grant somelrcduction in "the prcescnt heavy T;wage.Charges 0o
on o just and cquitable basis for all vessels.™

The Dircctor of Marine rcgistered his agrecment with
Mr. Feggetter's contention that towage charges shoul@ be
levied to the extent of;thé services actually rendcred. Iie

added, however, that "If this is admitted, the present charges

93. Ibid., H.S, Feggetter to C.S.G., 1 Feb., 1928,
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cannot be regarded as cxcessive bearing in mind the heavy
loss they are run at."94
In view of the lack of unanimity within the business
community end between merchants and the government, the
Ports Advisory Committee ot its meeting on 7 Fébruary, 1928
set up a sub-committee comprising the Lcting Director of
Marine, L.J. Hall, H.S. Feggetter, V.R. Osborne and
H.W. Bessant "to formulate a scheme for the asseésment of
Towage chorges which would be equitable for 21l vessels."”
It was noted, however, that "the general feeling of the
éommittee was thot the basis of such schome would be nett
tonnqge."95
In the final anclysis, the question was rcsolved on
threc major grounds. First, from the perspective of
Imperial economic interest, it was noted that "the Germans
would be the chief gainers™ from o change of basis from
draught to tomnage. Sccond, from the point cf view of
government revenue, government would lose if smaller ships
paid less unless thce larger ones were made to pay morc. It

was fclt that the burden of £15,000 per annum which governmenk

bore under the existing system could not be cexceeded.

94, Ibid., Director of Marinec to C.S.G., 6 Feb., 1928.

95. Ibid., P.A.C. meeting of-7 Peb., 1928.
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Thirdly, in tcrms of numbers, thce beneficiarics wore a
minority. Thus, taking 1927 figures, the German linc had
83 vessels calling, the Dutch Line 55, Holts, 29 and African
and Bastern (occcasionally). On thc other hand, Eldcr
Dempster had 235 vesscls calling, Bull Linc 21 and the
Prench DLine, 48, Noting that the “preponderating majority
arc for no change," the colonial éovernment ruled that "the
majority interests must takce precedence and ... no change in
the existing system is at prescnt justified."96
On the whole, the colonial government éuccessfully
resistcd mercantile pressures for changes in the tariff
structurc in the port of Lagos until the Depression of
1929-33. 1Indeed, in 1931, when the world was in the grip
of the slump, the Confercence Lines comprising Blder Dempster
and Company Limited, Woermann Linie A.G. and Holland Yest
Africa Lijn, complaincd that whilc "ports all over the world
have reduced rates since the war, practically no reduction
has been madec in Lagos."97
Specific mention was mede of "the heavy chorges on all

vessels’ in respcct of pilotage, towage, light and buoyage.

96, Ibid., H.M.M. Moorc to Dircctor of Marine, 19 April, 1928.

97. €SO 26 09049 vol. VI "Maritime and Harbour Ducs ...%,
H.S. PFPeggetter, Chairman for the Conference Lines, Logos
to C.S.G., 24 Junec, 1931,
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It was stated that the average cost of bringing vessels
into Lagos were as follows:

Mail vessels D Class Ixplorer N Cleoss

Ciass
Yilotage A £28:0:0 £13:0:0 £15:0:0 £16:0:0
Towage 42:10:0 35:0:C 35:0:0 AQ:0:Q
Light dnd Buoyage 68:0:0- 1457060 45:0:0 " °84:0:0

These charges were additionai to berthage and mooring dues
p”ld ins ﬂde the harbour cnd herbour dues on outward cargo.
The charges were particularly bundensome becéuse vessels
operating regular services could only cbtain "very‘small
cargoes both in and out®™ owing to thc on-going Depression.
Shipowners thus resorted to rcducing the frequency of their
calls to save heavy cxpenses. It was claimed that the net
freight earned for carrying o ton of kernels from Lagos to
the United Kingdom or the Continent was 20s 8d while the cost
of bringing a vesscl inside Lagos to the buoys cmounted to at
least £60, Hence, it was contended, unless a miﬁimum of

500 tons was cbtained, fﬁe Logos charges, excluding cost of
lighterage facilitics, "eat up a very great proportion of the
1fréight and leave little or nothing for thc cerrying vessel."

The Conferencc Llncs, thcrefore, recommcndod ‘ch'1

towage, Wthh was then compulsory, should bc rondcred optional
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except in respéct of Mail steaomers ond vesscels of over 5,000
tons gross. In addition, they asked for a reduction in the
towoge fces because "vessels simply anchor in the pool.®

They considered the pilotage rates "cxtremcly high in
proportion to scrvices rendercd™ and the light and buoyago.
dues a "very heavy burden.” While acknowledging that the loss
of any source of revenue in the on-going "difficult times®

woas not a cheering prospect, the Conference still enjoined

the government to effcct reductions in the port charges.

In his reply to the Conference Lines, the Governor
pointed out that thc heavy loss of £15-20,000 sustained on
towage could not be offsct by the £4,000 profit on pilotzoge,
light and buoyage. Hence, while he sympoathized with the desire
to reduce ghipping expenscs, he could not "in the precscnt
pericd of fincnecial stringency ... authorise any reduction of
charges which must increasc the Government's loss on these
services.”" He added that he could not accede to the roéucst
to make towage optional given the difficultics of acutc bends,
narrow dhannels and strong tides in the harbour.98
The Conference Lines refused to be placated by thesc

e¢xplanations. On the contrary, thcy contended that Lagos

98, 1Ibid., C.S.G. to Feggetter, 21 iLug., 1931.
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charges were unduly high in compariscn with South and East
African ports in respect of pilotage, towoage and light dues.
They stated that, "With one or two unimportant exccptions,
the Nigerian charge is larger than the other ports mentioned,
whilst in the case of Towage and Light Dues, the figures
being so much in excess of other ports, speak for themsclves.'
The Lagos charges were considered a "“heavy liability"™ to the
shipowner.99
The Acting Director of Marine, in reacfion to this
petition, pointed out that Lagos was incomparable to ports
which werc “"wholly or partially the natural outcome of
geographical and hydrological conditions, or have ... (been)
cheaply constructed ond casily maintained.” Second, several
of these ports, being under one management, such as the
South African Railways and Harbours, were run in such o way
that the more or less natural harbours helped to sustain the
more expensive ones. Third, in respect of towage, the figure
quoted for the S.A.R.H. ports (§3) covered attendance in and
out only (that is, £6:10/- each way) but in Lagos nc towage

was charged for a shift. In contrast, cach shift in the South

99. Ibid., Chairman, Conference Lines, Lagos to C.S.G.,
26 Oct., 1931.
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Africa Yorts coét an additional £4:15/- plus an extra £4

per hour for detention if fhe tug was kept waiting., It was
aé?tted that towage was not compulsory at these ports but

that was because the conditions there did not warrant it.
However, when a vessel had to be towed in or out, the S.A.R.k.
tariff was £27 cach way. If the charge for one shift were
added, the grand sum of £54:15/= outstripped the sum of £42
charged in Lagos.

The charges in respect of lighting and buoyage were
gimilarly defended on the ground that the Nigerian system was
superior to thc East African which had nine lights over 750
miles of coastline compared to Nigeria's 21 lights and 69 busys
along a 650-mile coastline. Yet, Nigerian charges were
reduced stcadily from 64 per ton in 1923 to 5d in 1925 and 34
in 1927. 1In.conclusion the Acting Director of Mérine
rccommended that "until general commerce imprcvés no greater

loss should be incurred by rcduccd charges.“1oo This decisien

was accordingly relayed to the Conferencc Lines in Lagos.1o1
However, by the middle of 1932, the government granted some

concessions to the shipping lines, no doubt on account of the

biting effects of the Depression. It submitted a number cf

avian

100, Ibid., Ag. Director of Marine to C.S.G. 11 Dec., 1931,

101, Ibid., Ag. C.S.G. to Chairman, Conferencc Lincs, Lagos,
24 Dec., 1931.
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proposals which were cndorsed by thc shipping companies.102
Thus, the regulations concerning compulsory towage wcre
relaxed by exempting vesscls which the Dircctor of Marine
considered did not require the'assistaﬁcc of a tug when
crosging the Bar into or out of Lagos harbour. Nevertheless,
all vessels werc still requircd to be attended by a Government
tug when proceeding from the Pool to berth or vice versa
and when shifting berth inside the harbour. The charges for
these services were to bc as follows: attendance by a tug
across the bar inwards and/or outwards (which was conditional)
€35; all movements inside the harbour - which was compulsory -
£25. These charges werc levied irrespective of draught.

The changes in the procedurc were expected to reduce
the time required per vessel for tug‘attendance by at least
50% and only