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ABSTRACT

No nation can survive without strong urban, industrial and transportation policies. Millions of people are being accommodated through urban, hundred of nation are improving their industrial and technological capabilities for stronger economy base, tons of million of Nigerian are in the move by automobile, airplanes, intercity bus, passenger train, a variety of commuter and transit services and even ferry boats and lines of which scale of these travel could be amounted to ten billion passenger miles for every passengers moving through this vast and complex system, tons of freight is also moving through trucks, trains, aero planes, cargo ships, and pipelines covering millions tons miles of national and international market. 

The three variables are intertwine or related, in the sense that either of these, absence of Transportation, Urbanization, and Industrialization Economy couldbe affect the economy badly. Every Nigerian farmer, Industrialists and retailer depend on domestic and international supply chain which the major input are Transportation. Sound industrial base of cause, well organized environment “urban” is necessary input for any economic growth. During the cause of this discussion we shall touch various areas in transportation; urbanization and industrialization as it affect our society while featuring some technical issues in these various areas. 

INTRODUCTION 

Still it is difficult separating transportation from urbanization and industrialization. Development of urban centers is not quite different as in other part of the World; urbanization is a function primarily of trade, with transportation facilitating movement of cargoes, politicians and non politicians.

The concentration of wealth, prestige, political influence and religious learning attract people, this could be affirmed in many instance. The concentration of European trader brought about cities like Lagos, Badagri, Brass and Bonny and later Calabar and Port Harcourt while within the Northern region, there come about such cities, which serve as entropots to the Saharan and Saharan trade activities; namely Kano, Katsina, Zaria, Sokoto, the early Bornu capital (Gazargamo and Kuka) with other cities springing as a result of trade by the European trader and also with the introduction of train activities. It is confirmed that European traders and colonial administrators establish cities such as Lokoja, Onitsha, etc; Abuja is not exempted, as its development hinge largely on political concentration. 

The modern day transport system began along side industrial revolution of England in the early part of 18th century. Frequent flood in coal mine, brought about new comer’s steam engine  invention (1705) to pump out water out of the mine, technology further improve by James Watt in the early part of , through 1980’s. With high demand of Coal, invention of iron rail powered by steam engine came into existent to haul Coal to nearby port. The combination of iron rails and steam engine to transport people and goods became the dominant mode of transportation then. This becomes the greatest achievement in transport since ancient time. Till date this technology, steam engine received improvement and it become modified to power trucks, aeroplane, buses, Cars, Vessels that provide transportation service today. 

Industrialization represent paradigm shift in technology, socio-economic and cultural condition of the late 18th century and early 19th century, it began in Britain, then, spread through out the World, which sees, manual labour replaced with machineries. The scientific revolution of England brought about invention that sees Hogreaves invented a Spinning jonny capable of spinning numerous spools of cotton simultaneously, though was hand powering, it can multiply several fold. The rapid development of Nigeria can be attributed, largely to oil. 

1.0.
INDUSTRIALIZATION 

The term industrialization has over the years remain indispensable factor in many economies, it is an important aspect of the economy that adequate attention must be given if the envisage economic growth and development are to be achieved in practiced and not in theoretical terms. On the other hand it is on this background that many nations of the world’s strife towards industrialization of its economy in other to yield the benefit of its economic potential optimally and full level of employment. It is on this premise that Federal government of Nigeria usually budgeted reasonable percent of it annual expenditure on industrialization of its economy on the believed or realization that investment in industries has s multiplier effect on the economy and the lives of its citizen. 

Industrialization is a process of social and economic changes whereby a human society is transformed from a pre-industrial (an economy where the amount of capital accumulated per capita is low) to an industrial state.  It is a part of wider modernization process According to (Abbey Chup Baith his  writing asserts that social and economic changes is closely intertwined with technological innovation, particularly the development of large scale energy production and metallurgy. Industrialization is also related to some form of philosophical change, or toward different attitudes in the perception of nation, whether these philosophical changes are caused by industrialization or vice-versa is subject to debate. 

1.1.
THE NEED FOR INDUSTRIALIZATION 

Industrialization is a win-win process for social transformation and economic development. A developing country like ours just cannot afford to view industrialization as a negative phenomenon. It is only through rapid industrialization that we can find meaningful solution to problem of mass unemployment, underdevelopment, underutilization osf resources (human and material) and host of others 

Most pre-industrial economies had standard of living not much above sub-subsistence, meaning that the majority of the population were focused on producing their means of survival. For instance, in medieval Europe, 80% of the labour force was employed in subsistence agriculture as in the case of Nigeria today. 

Production of a recent paper concerned with assessing the contributions of industry to sustainable development in Nigeria since Rio in 1992 made it clear that sine the 1980s when the concept of sustainable development and environment was introduced, the concept has helped to forge a compromise between the demands for economic growth on the one hand, and for environmental protection and conservation on the other. On the other hand, since the 1990s industrialization has been undergoing a crisis in Nigeria, with several factories closing down, those operating doing so at low capacity utilization, and the overall targets set in the Vision 2010 Report for an annual GDP growth of 7% between 1997 and 2000 and accelerating to 9% from 2000, not being realized, the rapid industrial growth, which was also forecast to increase the share of manufacturing from 6.9% in 1996, was not realized.

1.2.
THE THEORIES OF ECONOMIC GROWTH

Lets begin with a careful definition of exactly what we meant by economic growth: this represents the expansion of a country’s potential GDP or national output. Put differently, economic growth occur when a nations production possibility frontier or cure shift outward 

Figure 1 
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Figure above represent the production possibility frontier of Nigeria economy, given the current level of input factors and technology, Nigeria can produce 4 million of consumer goods with zero capital goods or it can produce 4 million of capital goods with zero consumer’s goods. 

The production frontier can be shifted upward indicating an increase in production i.e. economic growth by increase in inputs factors and improvement in technology. This process could be depicted with figure below. 

Figure 2 
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With increase in input factors and technological process the PPF curve shift upward indicating an increase in the production possibility curve, a successive expansion in the process accompany by certain institution and structural change could lead to economy development. 

A closely related concept is the growth rate of output per person. This determines the rate at which the country’s living standards are rising. Countries are primarily concerned with the growth in per capita output because this leads to rising average incomes. 

1.3.
THE GROWTH MODEL 

The slow-swan growth model 

For the analysis, let us begin with macroeconomic equilibrium condition that aggregate demand equal aggregate supply, Yd=Y. this translates automatically, into claiming that investment equals saving i.e. I=S 

Now, according to the simplest of consumption function C=cY, where c is the marginal propensity to consumer saving is defined as S=Y-C+y+cy or simply (1-c)Y. 

Letting S+(1-c), the marginal propensity to save, then we can express savings as some proportion of total output 

S=sY

Dividing through by L 

I/L+ s(Y/L) 

Letting i=I’L and y=Y/L 

We see that macroeconomic equilibrium condition becomes 

I+sy 

Aggregate supply (output) is given by 

Y=F(K,L) 

Which assumed to vary continuously with K and L, dividing by L 

Y/L= F(K/L,1) 

Or letting K/L, we can rewrite this as: 

Y=f(k) 

Where f(.) is the “intensive” or per capita form of the production function f(.) as a result, the macroeconomic equilibrium condition can be rewritten as: i=sf(k) 

This represent equilibrium investment per person (i.e. I=S always), then i=sf(k) can also be referred to as the actual investment per person. 

Figure 3 depicts the intensive production function y=f(k) and the actual (equilibrium) investment function i= sf(k)
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So, let us turn to growth. By assumption, we assume population grows exogenously at the rate n i.e. 

gL=(dL/dt)/L=n 

if there is no investment, then k=K/L will automatically fall as grows. So, for k to be constant, there must be investment (i.e capital must grow) at rate n: Gkr = (dk/dt)k=n 

superscript “r” refers to required growth. Rate of capital to keep the capital-labour ratio, k steady. As investment is defined as I =dk/dt, then we can rewrite this as:

Ir=nk 

Which is the required investment per person to maintain a steady K figure 2, depict the steady state?

By superimposing the required investment function Ir =nk, on top of our old diagram. Note that only at K* is actual investment equal to required investment, i= Ir. At any other K= Ir
Figure 4
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According to (Schumpeter, 1934), development consists in the carrying out of new combinations for which possibilities exist in the stationary state. New combination comes in the form of innovations. To him innovation may consist of: 

1. The introduction of a new product 

2. The opening up of a new method of production 

3. The conquest of  a new sources of supply of raw material or semi-manufactured goods; and 

4. The carrying out of new organization of a industry like the creation of a monopoly.

According to Schumpeter, it is the introduction of a new product and the continual improvements in the existing ones that lead to development 

Role of Innovator: Schumpeter assign the role of innovator not to the capitalist but to the entrepreneur. The entrepreneur is not a man of ordinary managerial ability, but one who introduce something entirely new. He does not provide funds but directs their use. The entrepreneur is motivated by (a) The desire to found a private commercial kingdom (b) The will to conquer and prove his superiority and (c) The joy of creating, of getting things done, or simply of exercising one’s energy and ingenuity. His nature and activities depend on his social-cultural environment. To perform his economic function entrepreneur requires two things; first products, second, the power of disposal over the factor of production in the form of credit. According to Schumpeter a reservoirs of untapped technical knowledge exist which we can make use io. Therefore, credit is essential for development to start. 

From (Schumpeter, 293), again, economic development is viewed as a discontinuous and spontaneous changes in the stationary state which forever alters and displaces the equilibrium state previously existing; while growth is a gradual and steady change in the long run which comes about by a gradual increase in the rate of saving and population. This view of Schumpeter has been widely accepted and elaborated by the majority of Economist. According to (Kindleberger, 1965). Economic growth means more output, while economic development implies both more output and changes in technical and institutional arrangement by which it is produced and distributed. Growth may well involve not only more output derived from greater amounts of inputs but also greater efficiency, i.e. an increase in output per unit. Development goes beyond this to imply changes in the composition of output and in the allocation of inputs by sectors. (Friedman 1979) defines growth as an expansion of the system in one or more dimension without changes in its structure and development as an innovated process leading to the structural transformation of social system. 

This economic growth is related to quantitative sustained increase in the country’s per capita output or income accompanied by expansion in its labour forces, consumption, capital and volume of trade economic development is a wider concept than economic growth it is taken to mean growth plus changes” it is related to quantitative changes in economic want, goods incentives, institutions, productivity and knowledge or the “upward movement of the entire social system”,. According to Myrdal; it describes the underlying determinants of growth such as technological and structural changes. In fact, economic development embraces both growth and decline. An economy can grow but it may not develop because poverty, unemployment and inequalities may continue to persist due to the absence of technological and structural changes. 

Accordingly to (Rostow, 1953) the following stage of economic growth; Viz

i. The Traditional Society; 

ii. The pre-condition for take off stage; 

iii. The take off ;

iv. The drive to maturity, and ;

v. The age of high mass consumption ;

i. The traditional society; as one whose structure is developed within limited production functions based on pre-Newtonian science and technology and as pre-Newtonian attitudes towards the physical world; 

ii. The condition for take off: This is a transitional era in which the pre-conditions for sustained growth are created. The pre-conditions for take off were encourage or initiated by four forces; 

a. The new learning or Renaissance 

b. 
The new monarchy

c. The new world 

d. The new Religion 

e. The Reformation 

These forces led to Reasoning and skepticism in place of faith and Authority, brought an end to feudalism and led to the rise of national states.; inculcated the spirit of adventure which led to new discoveries and inventions and consequently the rise of the bourgeoisie the elite in the new mercantile cities. Thus, these forces were instrumental in bringing about changes in social attitudes. Expectations structure and values.  

iii.
The take off is the great watershed in the life of society, “when growth become it normal condition, for of modernization contend against the habits and institutions. The value and interests of the traditional society make a decisive breakthrough; and compound interest get. Build into the society’s structure” by the phrase compound interest Rostow implies that growth normally proceed by geometric progression, such as a saving account if interest is left to compound with principal’. At another place, Rostow defines the take off “as an industrial revolution, tied directly to radical changes in the methods of production, having their decisive consequence over a relatively short period of time”. The take off period is supposed to be short, lasting for about two decades. Rostow has given the following tentative take off date for those countries which are considered to be airborne: 

Countries 

Take-off

Countries 

Take-off

Great Britain 

1783-1802

Japan 


1978-1900

France 


1830-1860

Russian

1890-1914

Belgium 

1833-1860

Canada


1896-1914

United State 

1843-1860

Argentina

1935

Germany

1850-1873

Turkey


1937

Sweden 

1868-1990

India & China

1952

Condition for take off. The requirements of take off are the following three related but necessary conditions: 

1. A rise in the rate of productive investment from, say 5 percent or less to over 10 percent  of national income or net national product; 

2. The development of one more substantial manufacturing sector with a high rate of growth. 

3. The existence or quick emergence of political, social and institutional framework which exploits the impulse to expansion in the modern sector and gives growth an outgoing character; 

4. The drive to maturity; Rostow defines its as the period when a society has effectively applied the range of (their) modern technology to the bulk of it resources it is a period of long sustained economic growth extending well over four decades New production techniques take the place of the old ones. New leading sectors are created. Rate of net investment is well high over 10 percent of national income and the economy is able to withstand unexpected shock; 

5. The age of high mass- consumption: has been characterized by  migration to suburban, the extensive use of the automobile, the durable consumer’ goods and household gadget in this stage group up, the demand, from problems of production to problems of consumption and of welfare in the widest sense comes to play. 

However, three forces are discernible that tend to increase welfare in this post maturity stage, first, the pursuit of natural policy to enable power and influence beyond national frontiers. Second, to have a welfare state by a more equitable distribution of national income through progressive taxation, increased social security and leisure to the working force. Last but not the least, decisions to create new commercial centers and leading sectors like cheap automobiles houses and innumerable electricity operated household devices etc. 

The tendency towards mass consumption of durable consumer goods, continual full employment and the increasing sense of security have lead to a higher rate of population growth in such societies. 

Historically, the United State was the first to reach the age of high mass consumption in the 1920s followed by Great Britain in the 1930s, Japan and Western Europe in the 1950s and the Soviet Union after the death of Stalin. 

1.4.
THE ROLE OF CAPITAL FORMATION IN GROWTH AND DEVELOPMENT 

Almost all economist lay emphasis on capital formation as the major determinant of economic growth, “The meaning of capital formation is that society does not apply the whole of its current productive activity to the needs and desires of immediate consumption, but directs  the need and desires of making of capital goods; tools and instruments, machines and transport facilities, plant and equipment all is the diversion of a part of society’s currently available resources to the purpose of increasing the stock of capital goods so as to make possible an expansion of consuming output in the future Nurkse’s definition relates only to the accumulation of material capital and neglects human capital. A proper definition must include both material and human capital. According to Singer, capital formation consist of both tangible goods like plants, tools and machinery and intangible goods like high standards of education, health, scientific, tradition and research. The same view has been expressed by Kuznets in his word refer domestic capital formation to include not only addition of constructions, equipment and inventories with the country, but also other expenditure, except those necessary to sustain output at existing levels. It would include outlay on educations, recreation and material luxuries that contribute to the greater health and productivity of individuals and all expenditures by society that serve to raise the morale of employed population. Thus the terms capital formation covers material as well as human capital. 

Smith, however, emphasized that capital formation accumulation must proceeds the introduction of division of lalour. Like the modern economists, Smith regarded capital accumulation as a necessary condition for economic development. So the problem of economic development was largely the ability of the people to save more and invest more in a country. The rate of investment was determined by the rate of saving invested in full. But almost all saving resulted from capital investments from the renting of land. So only capitalist and landlords were held to be those who save.

The labouring classes were considered to be incapable of saving. This belief was based on the iron law of wages’ the classical economists also believed in the existence of  wages fund. The idea is that wages tend to equal the amount necessary for the substance of the labourer. 

Nurkse said that the vicious cycles of poverty in underdeveloped countries can be broken through capital formation to low levels of income, in such countries, demand, production and investment are deficient. This result on the deficiency of capital goods which can be removed by capital formation, the supplies of machines, equipment and tool increase the scale of production expanding social and economic utilization of available resources. Thus capital formation leads to increase in size of national output, income and employment thereby solving the problems of inflation and balance of payments and making the economy free the burden of foreign debts. 

1.4.1.
IMPORTANCE OF CAPITAL FORMATION 

The main purpose of economic development is to build capital equipment of a sufficient scale, to increase productivity in agriculture, mining, plantation and industry. Capital is also required to construct schools, hospitals, roads railways, etc. in creation of economic and social overhead capital. 

This is possible only if there is a rapid rate of capital formation in the country, that is, if a smaller proportion of the community’s current income or output is devoted to consumption and the rest is saved and invested in capital equipment. As aptly pointed out by (Lewis, 1955) the central problem in the theory of economic development is the process of raising domestic saving and investment from 4-5 percent to 12-15 percent of national income.

Investment in capital equipment not only increases productivity but also employment opportunities. Capital formation leads to technical progress which helps realize the economic of large scale production and increase specialization. It provides machines, tools and equipment for the growing labour force. Thus capital formation also benefits labour. 

Capital formation leads to the expansion of market, it is capital formation which helps removes market imperfection by creations of economic and social overhead capital, and thus breaks the vicious circle of poverty both from the demand side and the supply side. 

Furthermore, capital formation makes development possible even with increasing population. In over populated underdeveloped countries, the increase in per capita out-put is related to the increase in capital-labour ratio. But countries aiming at raising the capital-labour ratio have to face two problems; first the capital-labour ratio falls with increase in population so that large net investment is needed to overcome the diminution of capital-labour ratio. Second, when population is increasing rapidly, it becomes difficult to have sufficient saving for the required quantity of investment, reason being that a low per capita income keeps the propensity to save low in such a country. The only solution to these problems is a rapid rate of capital formation. 

Capital formation also influence the economic welfare of a country, it helps in meeting all the requirements of an increasing population in a developing economy. When capital formation leads to the proper exploitation of national resources and the establishment of different types of industries, level of income increase and the varied wants of the people are satisfied. They consume a variety of commodities, their standard of living rises and their economic welfare increases. 

1.5.
THE ROLE OF HUMAN RESOURCES IN ECONMIC DEVELOPMENT. 

Population expansion: The legacy of Malthus means poor countries are forever running hard just to stay in place. Even as poor nations GDP rises, so does its population. Where population grows so rapidly that income remain at subsistence levels the higher income countries left Malthus behind long ago. Africa is still caught in the Malthusian bind of high birth rates and stagnant incomes and the population expansion has not stopped demographer’s project that the poor countries will add about one billion people over the next 10 years. 

It’s hard for poor countries to overcome poverty with high birth rates remaining so high. But there are escape routes from overpopulation, one strategy is to take an active role in curbing population growth, even when such action run against prevailing religions norms, many countries have introduced educational campaign and subsidized birth control. China has been particularly forceful in curbing population growth among its more than I billion inhabitants, putting tight quotas on the number of births and imposing economic penalties and mandatory sterilization on those who violate their “baby quotas”. And for countries which manage to boost their per capita incomes, there is the prospect of making the demographic transition, which occurs when a population stabilizes with low birth rates and low death rates. Once countries get rich enough and infant mortality drops, people voluntarily reduce their birth rate when women are educated and emerge from subservience, they usually decide to spend less of their live in childbearing. Families substitute quality for quantity, devoting time and income to a better education for fewer children. Korea and Taiwan have all seen their birth rates drop sharply as their incomes have risen and populations have received more education. 

Gradually the results of economic development and birth control are being felt. The birth rate in poor countries has declined from 42 per 1000 in 1995 to 30 per 1000 in 1990 but that’s still far higher than the birth rate of 13 per 1000 in the high-income countries.  

Human capital. In addition to dealing with excessive population growth, developing countries must also be concerned with quality of their human resources. Economic planners in developing countries which Nigeria is one, emphasize the following specific programs. 

1. Control disease and improve health and nutrition; raising the population’s health standards not only makes people happier but also makes them more productive workers. Health care clinic and provision of safe drinking water are useful social capital; 

2. improve education standard reduces illiteracy, and train skill and educated people are more productive workers because they can use capital more effectively, adopt new technologies, and learn from their mistakes. For advanced learning in science, engineering, medicine, and management, countries will benefit by sending their best minds abroad to bring back the newest advances. But countries must beware of the brain-drain, in which the most qualified minds get drawn off to high-wage countries. 

3. Above all, do not underestimate the important of human resources, most other

factors can be brought in the international market place. Most labour is home-grown, although labour can sometimes be augmented through immigration. The crucial role of skilled labour has been shown again and again when sophisticated mining, defense. or manufacturing machinery fall into disrepair and disuse because the labour for developing countries had not acquired the necessary skills for its operation and maintenance, that of developed countries need be brough in. 

1.6.
THE ROLE OF NATURAL RESOURCES IN ECONOMIC DEVELOPMENT 

Some poor countries of Africa and Asia have meager endowments of natural resources and such land and mineral as they do possess must be divided among dense population, perhaps the most valuable natural resources of developing countries is arable land. Much of the labour force in developing countries is employed in farming hence, the productive use of hand with appropriate conservation, fertilizer and tillage will go far in increasing a poor Nation output. 

Moreover, land ownership pattern are a key to providing farmers with strong incentives to invest in capital and technologies that will increase their land’s yield. When farmers own their own land, they have better incentive to make improvement, such as in irrigation systems, and undertake appropriate conservation practices. Some economists believe that natural wealth from oil or minerals is not an unalloyed blessing typical example could be found in Nigeria. 

Countries like the United States, Canada, and Norway have used their natural wealth to form the solid based to industrial expansion. In other countries, the wealth has been subject to plunder and rent seeking by corrupt leaders and military cliques, countries like Nigeria and Congo (formerly Zaire), which are fabulously wealthy in terms of mineral resources, failed to convert their underground asset into productive human or tangible capital, because of venal rulers who drained that wealth into their own bank accounts and conspicuous consumption. 

1.7.
THE ROLE OF TECHNOLOGICAL CHANGES AND INNOVATION IN ECONOMIC DEVELOPMENT. 

Imitating Technology: A country like Nigeria need not find modern to discover the law of gravity; they can read about it in any physics book. They don’t have to repeat the slow, meandering routine to the industrial evolution; they can buy tractors, computers and power undreamed by the great merchants of the past. 

Japan and the United State clearly illustrate this in their historical developments. The United States provides a hopeful example to the rest of the world. The key inventions involved in the automobile originated almost exclusively abroad. Nevertheless, Ford and General Motors applied foreign inventions and rapidly become the world leaders in the automobile industry. 

Japan joined the industrial race late, and only at the end of the nineteenth century did it send students abroad to study Western technology, then Japanese government took an active role in stimulating the pace of development and in building railroads and utilities by adopting productive foreign technologies, Japan moved into its position today as the world’s second largest industrial economy, the example of United States and Japan show how countries can thrive by adopting foreign science and technology to local market condition. 

1.8.
THE ROLE OF ENTERPRENEUR IN ECONOMIC DEVELOPMENT 

The word “entrepreneur” has been derived from the French language where it was originally meant to designate an organizer of musical or other entertainments. In economics, an entrepreneur is an economic leader who possesses the ability to recognize opportunities for successful introduction of new commodities, new techniques, and new sources of supply, and to assemble the necessary plant and equipment, managerial and labour force and organize them into a running concern. Whatever the form of economic and political set up of the country, entrepreneurship is essential for economic development, in a socialist state, the state is the entrepreneur. So is the case in underdeveloped countries where the private entrepreneurship is shy in undertaking the risks associated with new ventures?  

Over the years, the fraction of entrepreneur has undergone many changes at the hands of economists. According to some economists, the function of the entrepreneur is to undertake risks and uncertainty and to seek others the coordination of productive resources. To Schumpeter, in particular, “the introduction of innovation, and to provide capital in whatever sense we may view the entrepreneur, he is the kingpin of business enterprise, for private entrepreneurship is an indispensable ingredient in economic development over the long period” 

The entrepreneur may be a highly educated, trained and skilled person or he may be an illiterate person possessing high business acumen which others might be lacking. But he possess the following 

a. He is energetic, resourceful, alert to new opportunities able to adjust to changing conditions and willing to assume the risks in change and expansion; 

b. He introduces technological changes and improve the quality of his product and; 

c. He expands his scale of operations and undertakes allied pursuits, and reinvests his profits. 

According to Fritz Redlich the role of the entrepreneur can be divided into the capitalist, the managers, and the entrepreneur. Thus the entrepreneur supplies funds and others resources, supervises and coordinates productive resources, and plans, innovates and takes ultimate decision. In small enterprises, these functions may be performed by the entrepreneur himself he as his property tied up in his concern which is exposed to the risk of business. He participates fully and often constantly in the actual of business. He participates fully and often constantly in the actual productive process. According to Hosetiz, “The chief characteristics of a small industrial entrepreneur is not much his venture soundness, nor his motivation to make profit, but his capacity to lead other men in a common undertaking and his inclination to introduce innovations, and in the early states of industrialization, the overwhelming bulk of these innovations are of a technological nature requiring the direct and immediate participation of the entrepreneur. 

Modern corporation: the entrepreneurship is vested in different persons, the shareholders of the companies are the capitalists, the managerial function is performed by a number of persons who are specialist in their respective fields, such as the sale manager, the purchase manager, the production manager, the personnel manager, and so on. The entrepreneur’s function is performed by the chairman of board of directors who takes the major decisions through consultation and agreement  

1.9.
THE ROLE OF INDUSTRIALIZATION IN ECONOMIC DEVELOPMENT 

Industrialization is the process of manufacturing consumer goods and capital goods and of creating social overhead capital in order to provide goods and services to both individuals and businesses. As such industrialization plays major role in the economic development. 

Industrialization is a pre-requisite for economic development as the history of advanced countries shows for development, the share of the industrial sectors should be rise and that of the agricultural sector decline. This is only possible through a policy of deliberate industrialization. As a result, the benefit of industrialization will “trickle down” to the other sectors of the economy in the form of the development of agricultural and service sectors loading to the rise in employment output and income. 

In overpopulated underdeveloped countries there is overcrowding on the land, holdings are subdivided and fragmented, and farmers practice traditional agriculture. For rapid development, underdeveloped countries cannot afford to wait for changes in farms practice to take place. Therefore, underdeveloped countries must begin with industrial development to supply fertilizer, farm machinery and other inputs so as to increase efficiency on the farm. Again, industrialization is necessary in order to provide employment to the underemployed and unemployed in the agricultural sector. In overpopulated LDC’s, large number of people are underemployed or disguised unemployed whose marginal product is zero or negligible. They can be transferred from agriculture to industry with little or no loss in agricultural output. Since the marginal product of labour is higher in industry than in agriculture, transferring such workers to the industrial sectors will raise aggregate output. Thus overpopulated LDC’s have no choice but to industrialize. 

Industrialization is also essential in underdeveloped countries because it brings increasing return and economies of scale while agriculture does not. The economies reside in training, stimulating communication, interaction within industry (inter-sectoral linkages), demonstration effect in production and consumption. Rural society tends to be stagnant, urban society dynamic. Since industrialization brings urbanization, it is superior to the stimulation of agriculture. Further, the underdeveloped countries need industrialization to free themselves from the adverse effects of fluctuations in the prices of primary products and deterioration in their terms of trade, as it happened recently in the price of ginger. Such countries mainly export primary products and import manufacturing goods. The price of primary products has been falling or remaining stable due to protectionist policies of advanced countries. While the price of manufacturing have been rising. This has led to deterioration in the term of trade of the LDC’s. for economic development, such countries must shake off their dependence on primary products. They should adopt import substituting and export oriented industrialization. 

The case for industrialization in the underdeveloped countries also rest on the psychological boost which such a policy provide to the citizens in marching towards modernization. Industrialization is viewed as a matter of necessity by every LDC’s. for it implies using the new technology, new and diverse skills, large enterprises and more large cities. Moreover, incomes rise rapidly in the industrial sectors which are shared and invested for creating more demand for goods and services. Since industrialization is followed by urbanization, employment opportunities and incomes increase. People enjoy the fruits of modernization in the form of a variety of goods and services available in urban centres due to industrialization. Thus industrialization tends to raise the living standards and promotes social welfare. Finally, industrialization brings social transformation, social equality, more equitable distribution of income and balanced regional development in the process of economic development. 

2.0.
STRUCTURE OF NIGERIA ECONOMY IN 1960 

In 1960, Nigeria was still largely on agricultural country, with agriculture accounting for approximately 64 percent of output and employing over 73 percent of the total labour force, in addition agriculture products accounted for a lion’s share (approx. 71 percent) of total exports and were thus the predominant earners of foreign exchange used to pay for imported manufactured goods in 1960, the industrial sectors accounted for a mere  7.7 percent of output while the manufacturing sub-sector produced less than 4 percent of total Gross Domestic product (GDP) on it part. Service accounted for 28 percent of GDP. At the time, Nigeria was largely rural with only 14 percent  of the population living in urban areas while the rest were rural dwellers. 

In 1960, the Nigeria economy could be accurately described as “dualistic” with a small export enclave sector superimposed on a largely subsistence agricultural one. The financial counterpart of this a dualistic and spatially fragmented financial sector with a small modern monetized financial sectors co-existing with a large, unorganized rural informal sector, which was yet to be fully monetized, there were few banks with all of them located in the urban areas. The country was poor, with per capita income Gross national Product (GNP) amount to about US $100.00. in addition, there was a high level of illiteracy (about 80 percent ) and low life expectancy (about 40 years). Thus, the Nigeria government had its work cut out for it. Given widening gap in income levels between it and the advanced industrialized countries of West, it was imperative for the Nigeria government and people to transform the structure of their economy, accelerate the rate of economic growth and improve the standard of living of the growing population. 

2.1.
STRUCTURE OF PRODUCTION IN INDUSTRY 1960-69

The industrial share in output was 7.7 percent in 1960. The discovery of petroleum began to significantly raise the share, in second half of the decade. By 1969 industry accounted for 15.6 percent of output, out of which the manufacturing sub-sectors accounted for 6.4 percent. for the decade of the 1960 the average share of individual production in total output was 10.6 percent while the average share of manufacturing production in total GDP was 5.0 percent. 

2.1.1.
STRUCTURE OF INDUSTRIAL PRODUCTION 1970-79

The contribution of petroleum to Nigeria became quite pronounced in the 1970s. the relative importance of crude oil to the economy was buoyed by several factors including the increase in the output and exportation of crude oil, Nigeria’s membership in the Organization of Petroleum Exporting Countries (OPEC), and the quadrupling of oil prices consequent on the Arab-Israeli was in Late 1973. During this decade, the contribution of the industrial sector to GDP rose from 13.76 percent in 1970 to 37.8 percent; the 1979 while that of manufacturing rose from 3.67 percent to 8.79 percent.  for the decade of the 1970s, the relative contribution of manufacturing production to total output average 4.5 percent while the relative share of industrial output in total GDP average 27.5 percent 

2.2.2.
STRUCTURE OF INDUSTRIAL PRODUCTION 1980-89 

The relative share of industrial output in GDP achieved a high of 45.57% in 1980 and a low of 26% in 1986, for the decade of the 1980s, the relative share of industrial production in total averaged 33.7%. the structural adjustment programme (SAP), adopted in 1986 to battle the economic crisis and boring about restructuring of the economy. 

In Nigeria as in many other African countries, SAP only led to a process of industrialization and rising unemployment (ILO, 1996) a close look at the relative contribution of manufacturing production to GDP will show that SAP, indeed, triggered a shrinking of the manufacturing sector in Nigeria, in 1980, manufacturing accounted for 8.4 percent of GDP. This relative share rose to 9.9 percent in 1983, and was still8.7 percent in 1986. However, with the adoption of SAP, the manufacturing sector’s relative share in output began to fall and reached a low of 5.29 percent in 1989. for the decade of the 1980’s the manufacturing sectors share in GDP averaged 8.2 percent. 

2.1.3.
TRADE POLICY IN INDUSTRY 

Since independence in 1960, Nigeria has used tariff policy as a critical tool of industrial policy. Believing that  industrialization is a necessary concomitant, perhaps even a prerequisite of economic development, Nigeria actively used trade (tariff) policy to promote rapid industrial growth. Specifically, in the 1960s, Nigeria adopted an import substitution strategy to achieve rapid industrialization and accelerate the rate of economic development. This Import Substitution Industrialization (ISI) entailed the use of infant industry tariff protection to promote domestic resource based industries, these industries (including vegetable oil processing, soap manufacturing, and textiles) operated behind high tariff walls (the weighted average import duty rate increased from 23 percent in 1957 to 57 percent in 1967 percent). 

Note however, that tariff rate were high not only for the purpose of protecting infant industries but also to provide government with revenue and as support for the balance of payments. As presented by its protagonist, the first phase of import substitution industrialization entailed the development of consumer goods industries while the second phased concerned the development of the intermediate goods sub-sectors and eventually the capital goods sub-sector unfortunately, after about four decades of ISI, Nigeria is still stuck in the first phase of ISI,. Experts believe that inefficient use of tariff policy has been largely responsible for this stunted development. This is because the nominal and effective protection rates for the consumer goods sub-sector during the period 1957-94 was 1.5 time higher than the protection rate for the consumer goods sub-sector which has been drawn into consumer goods production using lower duties imported intermediate and capital goods. 

2.2.
CHALLENGES OF INDUSTRIALIZATION IN NIGERIA 

According to (UNIDO, 2001) the perceived main problems are: 

1. The most frequent cited problem is the electricity state of physical infrastructure

2. Access to credit facilities 

3. Insufficient demand 

4. The cost of imported raw materials 

5. Skilled labour 

The first categorized is more frequently cited by firms in the two immediate size categorize than by micro or large firms. This suggests that intermediate sized firms rely on government provision of goods such as infrastructure, and cannot supply their own as many large firms do credit access is more often cited as the main problem by micro and small firms than by medium and large/macro firms. One third of the micro firms, and 18 per cent of the small firms, cited lack of credit access as their main problem, while only 11 per cent of firms in the two largest categories considered  credit access as their biggest problem. 

Insufficient demand for firm’s product is a larger problem for micro firms than for firms in other categories, the cost of imported raw materials is perceived as relatively high.

URBANIZATION 

Let’s begin with cities as has been a point of debate over the year as to how to give an acceptable definition, despite this argument or disagreement among economists, planner and demographers an attempt would be made to define the term cities.

According to demographers a cities are large, densely populated size areas, also cities is an area over which a municipal corporation provide local government services such as sewerage, crime protection, and fire protection. Cities may be seen as area over which municipal government exercise political authority, (Arthur, 200:7), however, cities could be either called political or economic cities 

Cities exist because individuals are not self sufficient if each of us produced everything we consumed and we did not want much company, there would be no need to live in cities. We are not self sufficient, however, so we exchange our labour for other goods. Most of us live in cities because that is where most of the job is. Cities also provide a rich mixture of consumer goods and services, so even people who are not gainful employed are attracted to cities. By living e in the city, we achieve a higher standard of living (Arthur, 2000:17), 

City is also borne to exist as a result of evolution in human society and technological advancement in the world make cities to be an integral part of human society, cities came into being as a result of development that spring up in the society. 

According to (Arthur, 2000:47), the location decision of commercial firms cause the development of trading cities. Trading firms collect goods from supplier and distribute the goods to consumer, thus help in creating employment for the population. Trading firm are mostly located or situated at port crossroads, railroad junctions, rivers junctions this kind of location provide convenient point of distribution and collection of goods. Cities also developed as a result of railroad, the spread of road help in open of rural areas for instance in Nigeria the spread of rail road help in open up areas such as Bukuru in Plateau state, Otukpo in Benue state, Kafanchan, on Zaria  in Kaduna state etc. and also the development of New York city was as a result of increase in trading activities, there are two factors that account for the growth of New York. 

1.
New York state bulks the Erie Canal, connecting New York City with the Great Lakes. The Erie Canal open large market for New York trade. 

2.
Traders in New York developed innovative trading practices one of which was the auction sale. A British manufacturing consigned his goods to US. Auctioneer, who then sold the good US merchants. 

The American fur trade was significant to the development of cities along the Mississippi River, New Orleans provide convenient transshipment point for American fur destinations for Europeans markets. In 1964 traders in New Orleans established St. Louis, situated as the junction of the Missouri and Mississippi rivers as a central substation for trade. 

2.3. 
THE FIRST CITIES 
The first cities comes into existence, through fertile river valleys in the Near East around 3000 B.C. the city states that developed in the Mesopotamia valley include Eiridu, Ur. Lagash, and kish. Ur was the largest of these cities, with a land area of about 150 acres and a population of about 25,000. in 2000 B.C. the city of Babylon had a population of about 50,000. in the Nile river valley, the leading cities were Memphis, Helipolis and Thebes. 

The major factors responsible for the development of these cities are an agricultural surplus. The breakthrough in agriculture such as domestication of grains, irrigation system etc. it was proceeding by the development of cities in the Near East. Also the replacement of hoe with plough together, the innovations helped agricultural worker to produce a surplus of food. This enables some people to pursuit non-agricultural activities in cities. Though the surplus food was relatively small. According to (Davis, 1979), between 50 and 150 farmers were required support a single city inhabitant 

2.4
THE GREEK CITIES 

The next stage of western urbanization took place occurred in Greece in 500 B.C, there were hundreds of independent city states ranging in population from a few hundred to tens of thousands. Athens was the large with a population of about 150, 000, and Sparta had a population of about 40,000. in contrast with earlier cities, which were controlled by chieftain-priest, must Greek cities were run by their citizen using public assemblies to make policy. (Arthur, 2000:87)

Athens was a market city, with activity centered in the Agora. Early in its history, the city established independent colonies, and traded its household crafts and other olive product for food and raw materials from the colonies. Trade was facilitated by the stamping of Gold and silver coins in the seventh century B.C. in this early period, Athens fed itself through voluntary trade with other areas. The Athenian empire developed in the aftermath of the successful war against Persia in the fifth century B.C. after the Greek city-states repelled the Persian invasion, they formed the Delian league to carry out war in Asia minor, By the end of the successful campaign, Athens has assumed complete control of the treasury, transforming the voluntary contribution of member city-states into payments of the tribute to Athens. 

The Pelopomesian war between the Athens Empire and Sparta (431 to 404 B.C) devastated Greece. Because Athens continued to use the Delian League to demand homage and tribute from the lesser cities, its appeared that war was inevitable. The war which was precipitated by disputes between Athens and Corinth (an ally of Sparta) over two Corinthian cities, ended in 404 when Athens renounced control over its empire and demolished its defensive walls. This was lead to massive loses of manpower and also intellectual lose faith in the democracy system. And Athens never regained it power. Eventually, Philip of Macedonia was able to take advantage of the weakened city-state and expanded his kingdom to include most of Greece. (Arthur, 2000:85). 

2.5.
THE ROMAN CITIES 

The Third stage of western urban development occurred under the Roman Empire. By the third century A.D., Rome has a population over 1 million in the Roman Empire a colonies was setup in the North and West, establishing colonial cities throughout Europe. Rome feed it large population with combination of trade and tribute, with tribute playing a relatively large role. The Rome cities were eventually overrun by marauder from rural areas. According to Hohenberg & Lees (1985), the Roman economy emphasized the collection of  agricultural surplus and neglected production activity. instead of exchanging urban goods for agricultural products, Rome used conquest and tributes to feed its population. In the fourth and fifth centuries. German troupes invaded from the north, disrupting the Roman collection system. It appears that there was little interest outside of Rome in restoring the “trade” routes, so the losses from successive invasions were cumulative. If Rome had relied to a greater extent on voluntary exchange, the colonies might have been more interested in maintaining the exchange network, and the western empire might have recorded from the German raids.

2.6.
THE FEUDAL CITIES

In the first few centuries following the fall of the Roman Empire, cities in the West declined. The Islamic conquest disrupted trading on the Mediterranean, causing the decline of port cities. Waves of marauding barbarians continued to sweep across Europe, making travel and trade dangerous. People sought safety inside city walls, where once again, there was safety in number; most cities in Western and Central Europe were very small. The large cities served the Byzantine Empire and the Muslim areas of Spain Venice was one of the few large cities beyond the Byzantine and Muslim areas, but it depended heavily on trade with the Eastern empire. 

Trade on the Mediterranean increased during the eleventh and twelfth centuries. The Italian city-states forged agreement with the Byzantine and Islamic rulers for trade with North Africa and the East. The Europeans traded wood, Iron, Grain, Wine and wool cloth for medicines, dyes, linen, cotton, leather, and precious metals. The increased trade contributed to the growth of Venice, Genoa and Pisa. The feudal economy of the eleventh through the fourteenth centuries was based on manorial estates and small cities on the manor the lord inherited his serf who worked the land and service in the military in exchange of land used. In the small town workers produced handicraft (cloth, leather goods, metal goods), which are exchange for agricultural surplus of the manor. 

Cities in the feudal were small and numerous in the eleventh century, London was the largest cities in England with population of 16,000 though there were several other cities with population around 5,000. the large cities in German had a population of more than 40,000. between eleventh and fourteenth barbarian invasion increased and small defensive cities became market oriented cities. The medieval cities specialize in commercial and handicraft earned other than robbed the hinterland in form of tribute, a small merchant class developed, and market were establish just outside t the city wall. The merchant were protected from plunder by organizing market day. Once a week. Theft was outlawed in the market areas across. The market place was enforce by local chieftains, special courts with jurisdiction over traders and church. This market flourished and the wall was extended to include marketplace. This was primarily use for exchange of local agricultural output and handicraft products. 

According to (Davis, 1976), the first market based cities developed for two reason; 

i. Power in the feudal system of decentralized unlike in the Greek and Roman cities, medieval cities didn’t dominate their hinterland demanding for tributes, but rather produce some to be exchange for agricultural surplus from hinterland. 

ii. Agricultural production was low as such cities do not depend on its hinterland completely for survive and had to trade with a relatively large area. As a result of these cities has to developed a product that could compete with homemade product in its hinterland and product produced in other cities. 

Competition in this society caused innovation in production and commerce. New production technique was developed by urban producers. Cities invest in secular education as a means of promoting literacy and commercial skills. These early efforts of improving the techniques of production and commerce set the stage for the industrial revolution of the eighteenth and nineteenth centuries. 

A series of famine and plagues between one third and one half cities suffered more than rural areas because cities had less sanitary living conditions and higher population density (an urban sneeze transmits germs to people). The associated disruptions of social and economic activities caused most cities to stagnate or decline.
2.7
THE MERCANTILE CITIES 

According to (Arthur, 2000:91), there are two factors responsible for the development of mercantile cities Viz: 

1. The centralization of power 

2. The growth of long distance trade. 

Centralization of power in the fifteenth century, political and economic power was transformed from a large number of feudal lords to relatively small number of prime queen and kings, the shift in power was caused in large part by military advances that rendered the traditional feudal defense maneuvers obsolete. 

Innovation in war making increase the seriousness and scale of the conflict, the lords used the serf as the part-time warriors, if the port time warrior’s could not defeat the attacker in the field, thefeudal lords could  always hunker down behind  his castle walls to wait out a siege. However, the professional armies defeat the lords part-time fighter, thus professional soldier combined infantry (armed and pikes cross bows and muskets) with siege cannon and cavalry were able to defeat the feudal lords part-times in the field. When the feudal lords retreated to the castle, the siege cannon blew holes in the castle walls. The professional armies defeated the feudal lords, centralizing power in the hands of princes, queens, and kings. 

The mercantile cities developed defensive maneuver appropriate to the new level of warfare. Defense was not long matter of building a simple wall and dumping hot oil on the attackers. This required building of intricate fortifications and living of professional soldiers. The large cities were able to exploit increased scale economies in defense. The centralization of power caused the centralization of administration and living functions in royal cities. After the sixteenth century, he most rapidly growing cities were the one that harbored a royal court within shot period of time more than a dozen cities grew to a size attained by only a few medieval cities: London had 250, 00 people, Naples 240,000, Milan 200,000 and Paris 180, 000; cities with around 100,000 inhabitant includes Rome, Lisbon, Palermo, Seville, Antwerp, and Amsterdam. 

iii. Long distance Trade: Long distance trade increase for two major reasons, first, the consolidation of power caused the lifting of much trade restriction by the feudal lord as result of centralization of power local tariff imposed disappeared and trade increased. Second, the development of ocean travel led to the discovery of new markets, cities were developed along trade route and transshipment points. While by the river sea port flourished e.g. Naples, Palermo, Lisbon and Liverpool. 

2.8.
URBANIZATION 

Urban areas as a geographical is viewed with a large number of people in a relatively small area. In other words an urban area is defined as an area with a relatively high population density. An urbanized area includes at least one large central city (a municipality) and the surrounding area with population density exceeding 1,000 people per square mile. To be an urbanized area, the total population of the area must be at least 50,000. 

2.8.
URBANIZATION IN NIGERIA 

Lagos would be taken to showcase urbanization process or development in the Nigeria economy. 

2.8.1
URBANIZATION OF LAGOS 

According to (Wikapomia , Lagos is the most populous city in Nigeria and indeed Africa (dependent on the definition) and one of the ten most populous cities in the world. Lagos city is a huge metropolis with it population spread along the coast and island in the South-West that form an Archipelogo just off the mainland. 

The mainland, on the other hand comprised of several separate towns and settlements such as Ikeja, Surulere, and Mushin Lagos experienced a population explosion during, untamed economic growth and unmitigated rural migration during the 1970s Nigeria oil boom. This caused the outlying towns and settlements to develop rapidly, thus forming the greater Lagos metropolis seen today. The word Lagos most often refers to the metropolitan areas which include both the island and the mainland suburbs of the Lagos state. Lagos has grown from small Yoruba city-state, and was dominated by two European power, to become commercial and population centre of Nigeria. As only two census (in 1972 and 1991) estimates of its population vary considerably, but generally range from 12 to 18,5 million people, making it one of the two most populous cities in Africa with Cairo with may not choose to discuss on census result now in view of it controversy today, Lagos is going maga city. 

2.8.3
Factors responsible for the urbanization of Lagos 

1. Administration 

2. commerce 

3. Sport and culture 

4. Transport system 

5. Education 

i. Administration: Lags has over the years remained the first administrative town in Nigeria even before independent in 1960, Lagos was formally annexed as a British colony in 1861. The remainder of modern day Nigeria was seized in 1886, and when the colony and protectorate of Nigeria was established in 1914, Lagos was declared the capital it continued to be he capital when Nigeria gained its independence from British in 1960, Lagos experienced rapid growth throughout the 1960s and 1970s as a result of Nigeria economic boom prior to the Biafra war. Lagos was capital of Nigeria from 1914 -1991. as such structure such as Murtala Mohammed international Airport (the first), High court of Justice, Nigeria Port Authority to mention but few. This has help in the urbanization process of Lagos of today. 

ii. Commerce; Lagos is also Nigeria commercial center. Many of the country’s largest banks and financial institutions are located here. More than half of Nigeria’s industrial capacity is located in Lagos mainland suburbs; particularly in the Ikeja industrial estate. A wide range of manufactured goods are produced in the city, including machinery vehicles, electronic equipment, chemicals, beer, processed food, and textile, Lagos Island contains many of the largest market in Lagos, its central business district, is also boast of a sizable commercial district including Nigeria largest Malls and movies theatres (Wikopomia) 

iii. Sport and Culture; culture music and film industry is famous throughout West Africa for its music scene. Lagos has given birth to a variety of styles such as highlife, Juju, Fuji, and Afrobeat in recent years Lagos has been the fore-runner with Africa styled hip-hop branded Afrobeat-hop. Lagos is the centre of Nigeria film industry. Most of large film producer have their office in Surelere and Idomota market in Lagos Island is primarily distribution centre. Many of this film are shot in Festac area of Lagos. And also is a home to National Arts Theatre, which is the primary, centered for performing arts in Nigeria. The Nigeria Football Association (NFA) and Lagos state Football Association (LAFA) are both based in Lagos; the Lagos state government features the ministry of Youth, Sport and social development. Lagos is not a common tourist destination. 

iv. Transport system; availability of  transportation infrastructure plays a prominent role in the urbanization process of Lagos. For instance, the three major Islands are Lagos Island, Ikoyi and Victoria island. The commercial center remains Lagos Island, which is connected to the mainland by three bridges. Eko Bridge, Carter Bridge, and third Mainland Bridge. Ikoyi and Victoria Island are closed connected to Lagos Island. This well connected transport link help to ease transport problem and has help in opening  up the city of Lagos for more development.

v. Education: Lagos has been the first town or city to experience the advent of Western Education. Lagos at least has four universities which includes; the University of Lagos (UNILAG) is a large institution dating from 1962, with over 35, 000 students. It has 13 faculties run by over 4,000 staff. The Pan African University is primary a business school, offering master and doctorates programme founded in 1996 and award University status in 2002. Yaba College of Technology (now Lagos city University) was the first higher institution in the country and one of the first in Africa. All this factors had added to the influx of people into Lagos and the resultant effect is rapid urbanization.
2.9.
URBANISATION AND INDUSTRIAL REVOLUTION 

Despite the rapid spread of cities between 3000 B.C. and 1800 AD, the world was predominantly rural, urbanization was limited by the relatively low productivity of agriculture, the high cost of transporting good (which limit the volume of trade), and the relatively small advantage of centralized production, in the early part of the nineteenth century, the fraction of the world population living in cities was only about 3 per cent. Between 1800 and 1970. the percentage of the population in urban areas increased from 6 per cent. In the US, the percentage in urban areas increased from 6 percent in 1800 to 75 percent in 1990. 

The rapid urbanization of the last two centuries was caused by the industrial revolution, which started in the nineteenth century. The industrial revolution produced innovation in manufacturing and transport shifted production from home and the small shop to large factor in industrial can be divided. Into fours areas: agriculture, manufacturing, transportation and construction. 

Agriculture: the rapid urbanization of the industrial revolution was made possible by innovation that increased agricultural productivity. Farmer substituted human power by used of machinery which increases the productivity per farmer. As the result of application of innovation. In the united state, the share of employment in Agriculture decreased from 69 percent in 1840 to 2.8 percent in 1988 (Arthur, 2000:92). 

Manufacturing perhaps the most visible part of the industrial revolution involved innovations in manufacturing. New machine were used to replace skilled Artisan in the production of most goods and the output in manufacturing increase and worker output rose and scale economic in production increased. The innovation in manufacturing caused the development of large industrial cities. Mass production decrease the relative cost of factory goods. Causing the centralization of production and employment. In addition many of the new production process were subject to agglomerative economies localization economies and urbanization economies, increasing the advantages of urban locations. 

Intercity transportation contributed to industrialization and urbanization. The steamship and rail decreased the cost of moving good between cities. Decreasing delivery price of factory goods concentration of production and factory grew as in the case of Lagos, Agricultural goods, and region were better able to exploit their comparative advantages. 

Industrial cities developed at points accessible to the new intercity transport networks. During the steamship. cities developed along rivers, Lakes served by the steamship. And the development of railroad causes development of cities along rail lines. The cities. Transshipment has job such as transportation, trade business. Services and manufacturing.  

Construction methods; according to (Arthur, 2000:94), innovation in construction method also increased city sizes the first skyscraper, a 10 storey building that housed insurance company, appeared in 1885 in Chicago. The development of the elevator decreased intra-building travel costs of tall buildings, increasing the feasibility of the skyscraper. The skyscraper increased the intensity of land use, increasing the city’s production capacity and its feasible population. 

3.0.
ECONOMIC FACTORS THAT DETERMINE A CITY 

1. Demand for labour; the demand for labour stern from two types of activities; the export or basic sector sells its products to consumer’s outsides the city for instance steel producer and computer manufacturers. In contrast, the local or non basic sector sells its products to consumer within the city. For instance bakeries, bookstores, and local school.

2. The Urban Labour Market. 

Figure 1
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The labour market is in equilibrium if supply equals export sales and. The equilibrium wage is $ 1,000 per month, and the equilibrium number of labourers is 50, 0000

Table 1 

Increase in local spending from increased Export Sales

	Increase In 
	Round 1
	Round 2
	Round 3 
	Total 

	Local Income 
	100,000s
	60,000
	36,000
	250,000

	Local Consumption 
	60,000
	36,000
	21,600
	150,000

	Imports
	40,000
	24,000
	14,400
	100,000


 The multiplier process, Because export workers spend part of their income o local goods, an increase in export sales increases local sales accordingly as it is shown in with multiplier effects of  $ 100,000 increase in export sales. In round 1, the increase in export sales is paid out to workers, capitalists, and landowners in the form of wages, interest, and land rent, so local income increases, by $ 100,000. if 60 per cent of the increased income is spend on local goods, local consumption increase by $ 60,000. 

i. Agglomeration Economies; according to (Arthur, 2000:147), represent the reason cited for urban growth being increase in the demand for workers, represented by a shift of the labour-demand curve. 

Improvement in public services shifts the supply curve and increase Total Employment.

Figure 2 
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An improvement in local public goods increases the relative attractiveness of the city, shifting the supply curve to the right. The equilibrium number of labourers increases to 55,000, and the equilibrium wage fall to $ 875 per month. Workers accept a lower wage because the city provides a more efficient set of local public services. 

Suppose that in response to an increase in the demand for software, an entrepreneur starts a new software firm in the city. When the firm enters the market the labour demand curve will shift to the right, for instance if the software firm hire 100 workers, the initial shift of the demand curve is 100 workers. There are three sources of location economies. 

i. Scale economies in intermediate goods: The average cost of intermediate inputs is lower cluster of firms that share the suppliers of the output. The startup firm increase the cities output of software industry. It also allow for further exploitation of economic in the production of intermediate inputs. The average cost fall, decreasing the production cost. These lower production costs encourage others firms to expand their production and hire more labour. 

ii. Labour-market pooling: This enable firm to share worker forces when times are bad. The larger the number of software firms, the larger the benefit of associated labour-market pooling, and the higher the profits this benefits encourage new firms to join the cluster and encourage existing firm are to produce more output  and hire more workers. 

iii. Knowledge Spillovers. An industry cluster facilitates the rapid exchange of information and the diffusion of technology. The new software firm increases the number of software worker who can exchange information and this allows firms in the cluster to be more successful, so they will hire more workers. (Arthur, 2000:149). 

Public policy: Public policy is significance in determine the equilibrium number of worker by shifting the city’s supply and demand curves. Local government can shift the demand curve to the right by improving the local education, system, public services, business infrastructure, and cutting business taxes. Local government can shift the supply curve to the right by improving public service and residential infrastructure and cutting residential taxes. We would attempt to explore the effect of alternative policies. The subsidization of relocating firms and a tax on air pollution. 

Subsidy Programs

Many cities try to attract export firms by offering special subsidies Levy (1985) described several types of subsidy programs to , includes Tax abatement 

i. Industrial Bonds; 
ii. Government loans and Loan guarantees;
iii. Site development;
Tax abatement in some cities, new firms are exempt from local property taxes for some period of time. Usually 10 years, some cities offer tax abatements to all new development, while others offer tax abatements only to firms that are assumed to be particularly sensitive to tax differential. 

Industrial bonds: some cities issue tax free industrial bonds to finance property development. The local government uses the revenue form of bonds to purchase the land, and leases the property to a private firms. 

Government loan and Loan guarantees; some cities loan money to developers, and other guarantee loans from financial institutions to developers. In both cases, developers borrow money at a relatively low interest rate; either the cities charges an interest rate below the market rate, or the city decreases the risk associated with a private loan, allowing low interest rate. 

Site development: some cities subsidize the provision of land and public services for new development. The city purchases a site, clears the land builds roads and sewage and then sells the site to developers at a fraction at the cost of acquiring and developing the site. 

3.1.
BASIC CONCEPT OF LAND RENT AND LANDS USES

In discussing land rent and land use, two important phrase must be defined and explained in details in order to provide a clear understanding of the subject matters. Viz: 

Land rent and market value 

Land rent: This is payment made to the landowner for the right to use his land to another individual or simply is the payment for the use of land. 

Market value: is equals the present value of the stream of rental income generated by the land. In other word, the present value of the annual rental payments from the land. 

The market value of land equals the present value of the stream of rental income generates r of income each year and is expected to generate this income for n years. 

3.2.
LAND RENT AND FERTILITY 

According to David Richardo (1821) land rent and fertility is credited with the idea that the price of agricultural land is determined by its fertility. The more productive the land, the more a tenant farmer is willing to pay to use the land. Fertility analysis demonstrates some of the most important concept of land rent in a simple and compelling way. 

In an agricultural city where tenant farmers use land of varying fertility to grow corn. The characteristics of the local economy are as follows: 

1. Fixed prices. The prices of output (corn) and input (labour, seed, fertilizer, capital) are determined in national markets, so local farmers take the prices as given. The are the same in all location.

2. Zero economic profit. There is free entry into farming so all farmers make zero economic profit. 

3. Fertility of land. There are three types of land: h (high fertility), m (medium fertility), and l (low fertility). 

4. Land to highest bidder. Landowners rent their land to the highest bidder. 

5. Zero transport costs. Transport costs are assumed to be so small that they can be ignored. 

Competition among prospective farmers bids up the price of land to the point at which economic profit is zero (accounting profit is normal). Farmers are willing to pay more for the high fertility land, and are forced by competition to do so at any rent the landowner will be able to find another farmer who will be to paying more to use the land. 

3.2.1.
Land rent and public policy 

Fertility analysis can be used to predict the effects of public policy on land rent. Suppose an agricultural city builds and aqueduct and provides free irrigation to farmers. The irrigation project decreases farmer’s production costs, shifting the cost thereby providing a substantial profit for the farmers. As profit increase, competition among farmers bids up land rent to the point at which economic profit is zero. The saving in production costs are paid to landowners in forms of high rent, so the benefit of irrigation goes to landowner. The benefit of irrigation project is capitalized into the market value of land. Since irrigation increase the annual rent it increases the present value of the stream of earning from land, increasing its market value. 

3.3.
Land Use in the Central Business District

In the homocentric city, manufacturers and other firms are oriented towards the central business district. Manufacturers are attracted by the central export node, and office firms cluster around the city centre to facilitate face to face contact.

Bid-Rent functions and the central business of office firm 

Figure 3
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3.4.
PROBLEM ASSOCIATED WITH URBANIZATION 

a. Pollution (factory and auto), according to (Arthur, 200: 229) the effect of pollution on housing and land prices is that its would drop. Suppose a polluting factor moves into the centre of a previously clean city. If the smoke and smell from the factory are harvest in the central area of the city, the factory decreases the relative attractiveness of more dwellings near the city centre, decreasing the price of housing; in addition, the factory increases the relative attractiveness of more remote dwellings, increasing the price of suburban housing. 

b. Crime: urbanization usually accompany with high or increasing rate of crime in due to influx of people and inadequacies of social infrastructure and unemployment’s for sometime. For instance a case in point is the incessant robbery attack activities in most of major city in Nigeria. This increase in crime activities in urban centre emanate as a result of unplanned development of the cities and social imbalance in the society etc. 

c. Poverty: the relationship between economic growth and poverty has changed in the last several decades (Gottschalk, 1997). During the 1960s and 1970s, poverty consistently increased during recession and decreased during expansion. Because the increase in poverty during recession were more than offset by decreased in poverty during economic expansions a general trend of rising income decreased the poverty rate, from 22.4 percent in 1959 to 11.1 percent  in 1973. 

However, since the early 1970s the declines in poverty during expansions have not offset the increase in poverty during recessions. Although real per capita income increased by 31 percent between 1973 and 1994, the poverty rate increased from 11.1 percent to 14.5 percent. 

The combination of raising income and increasing poverty resulted from changes in the wages of low-skilled and high-skilled workers. In the lat two decades the demand for skilled and experience workers increased, pulling up their wages. At the same time the demand for less skilled workers decrease pulling down their wages. For example between 1979 and 1994, the real earning of college graduate increased by 5 percent, while the real earning of high school graduate decreased by 20 percent. 

According to (unfpa, 2005) as the population of cities expands, poverty is becoming urbanized. About a third of the world’s urban resident, about 1 billion people, dwell in slums-places characterized by insecurity of tenure, poor housing condition, deficient access to safe drinking water and sanitation or severe overcrowding. 

Sub-Saharan Africa has the highest proportion of it urban population living in slum-nearly 72 percent. The largest number of slum dwellers, 554 million people, representing 60 percent of the world’s total slum population, live in Asia, followed by Africa with 187 million (20 percent) and Latin America and the Caribbean with 128 million (14 percent). By 2030, close to 1.7 million people in low-income and middle income countries will be living in urban slums. 

But in many large cities, unplanned growth has led to a crisis in living conditions and in social and health services. The rapid growth of cities caused by migration as well as natural population increase driven by high fertility has outpaced government abilities to provide basic service and economics opportunities. Population growth has strained urban infrastructures and caused severe housing shortages, congestion, higher crime rates and increased pollution, and has contributed to the spread of communicable disease.

3.5.
DEVELOPMENT OF PIPELINE TRANSPORT IN NIGERIA 

The National Assembly recently presented a Bill for the establishment of Gas Regulatory Commission to facilitate the establishment of Nigerian Gas Transport Company and the Nigeria Gas Marketing Company to provide basic principles and regulatory mechanism to support the industry. According to the bill, the commission will be responsible for developing, formulating policies and ensuring implementation of government in the industry. The bill is view as an appropriate tool to facilitate healthy competition among players in the industry. The main goal of deregulation is to liberalize trading and supply, empowering the industry with the greater power to operate in competitive environment. Having perused through the bill, the issues of freeing wholesaler or users to procure their product directly from the producer is quite in order at the same time allowing for unbundling or separation of key players within the industry. That is separating pipeline companies, transport network operators, etc. this supports the development of natural gas industry in Nigeria, which was deregulated and open for competition. The deregulation of prices within the industry will attract many new companies in the country and promote healty competition among the marketers. Currently only Nigeria just two private companies are involve in gas distribution, Gas link and Shell Gas Company. 

Substantial amount of money have been invested by the Federal government in the development  of pipeline transportation infrastructure which includes transportation of water and crude oil and its derivatives (e.g. gas, premium motor spirit etc) is at 2002 Nigeria had within its network 7669 Km  pipelines, conveying various products including 105 million tones pipe for condensate, 3626 kilometer refined  product, 1254 kilometer for natural gas and 3638 kilometers for oil, in addition  various pipelines project are planned by the government and private firm alike. This includes West Africa gas pipeline project estimated to cover a distance of 2500 kilometers, along with the feed stock line of Olokola Liquefied Natural Gas plant (Ok+) and the feed stock line of Brass LNG in Bayelsa. 

Most of pipeline infrastructures are being manned by Nigerian Gas Company Ltd (NGC) and the Pipeline and Product Marketing Company (PPMC), all subsidiaries of Nigerian National Petroleum Corporation (NNPC). 

This mode of transportation entails movement of liquid, gaseous or solid through  pipe, its range from oil, natural gas, chemicals, milk, solid material such as coal and billet. In liquefied form. 

It’s usage had been going on for some period elsewhere, while in Nigeria, this mode of transportation comes relatively new. The demand for oil along with its derivatives make it difficult transporting it vie road thus bring about development of pipeline as a means of transport gas petroleum products.  

We earlier mentioned planned pipeline project, it is pertinent bringing to mind that these companies are currently connected to the national pipeline infrastructurefor supplies of both oil and gas; (4) four refineries, Kaduna, Warri and Port Harcourt together (x2) with major depots the country also, Eleme Petroleum Chemical, Aluminium Smelter Co. of Nigerian with linkage to various steel companies in the country.

Pipeline mode of transportation offers numerous advantages over other modes of transportation especially when it entails steady flow of liquid of larger volume, individuals consumers can have direct access for its usage through an agreement with the infrastructural owners or wholesalers. 

The investment of Nigeria government through Nigeria Gas Company (NGS) is quite substantial, of the 1954 kilometers gas pipelines, Nigerian Gas Company (NGS)) accounted for 600 kilometer, representing 50% with the remaining controlled by the multinational corporation partnership with NNPC, who supply gas mainly for export market, With NNPC owning 57 percent of the asset it could rightly says that Nigeria own about 78 percent of transmission infrastructure. 

Distribution 

Within distribution phase there currently exist (3) three key players, namely Nigerian Gas Company (NGS) Shell Gas (SGS) and Gas link Nigerian while NGS is the foremost and the predominant player in gas distribution, NGC distributes gas to major industries and Gas powered generating plant with Shell Nigerian Gas controlling little segment of the market which include gas transmission to Ota, Agbara and Aba with the remaining market control by Gas link especially within Lagos state. 

3.6
LAND TRANSPORTATION 

Land transport which is also known as Road transports provides nearly (85), eighty five percent of transport services in Nigeria today. This could further be re-clarify into motorize and non - motorize. This mode of transportation operation in Nigeria could be traced back to 1904 when Lord Lugard attempted to build a Mule road that linked Zaria and Zungeru both in the Northern state of Nigeria, the road latter extended to Sokoto, Katsina and Maiduguri. In 1906 a road linking Ibadan and Oyo was constructed and thus is believed to be the first motorable road in Nigeria.   

 After independent in 1960 the country had a skeletal network of trunk roads as well as secondary, and feeder roads that reflects the purpose to which it is built, they were narrow in such a way that two vehicles find it difficult to pass each other at the same time, being mainly to evacuate agricultural produce from interior to the ports for export and to serve as  a means of conveying mostly colonial administrators to reach out to administrative or divisional headquarters. 

Between 1951 and 1980, the country witnessed expansion in road development while in 1951 and 1980 Nigerian witnessed vast development of transportation infrastructure development, which allowed for development of 114,768 kilometer of road network covering the entire country, of this development and within this period, paved road accounted for 28,632 kilometers while unpaved remains 86,136 kilometers 

In 1998 the country had completed 194,394 Kilometers road of which unpaved accounted for 124,064 kilometer and pave road constituted 60,068 kilometer, upon which included 1,194 kilometers of expressways. Currently the federal government, state government and intervention agencies had embarked on several transportation infrastructural development projects. 

This resulted on several a road being resurfaced like Benin, Asaba road, Asaba – Onitsha road and several others in other part of the country which includes dualization of East-West Road that stretches to Oron in Akwa-Ibom. 

Various state governments were not left out as they developed several roads within their states. Most of this state finances such project through loans from the World Banks. Some sources the fund through capital market in the form of bond, while others uses money received through the federation account. 

Niger Delta Development Commission (NDDC) since inception had constructed several road within the Niger delta States. 

3.6.
ROAD QUALITY IN NIGERIA 

Nigeria records the highest number of poor road infrastructural development in Africa especially, road constructed by state governments. It is believed that of the entire number of road constructed in the country less than 50 percent are properly constructed, while the remaining could only withstand breeze, not rain water. If you have not seen this, well I have witnessed it just at my doorstep. 

Most of the poorly finished road infrastructure development often stem from the corruption of government officials who is awarding such project, demanding for money from the contractor, also with engagement of political contractors in road construction. It is common seeing road construction carried out today without soil analysis, being a means of identifying soil structures and treat where necessary, to carry out general improvement. Ground improvement in a broad sense, is the alteration of any property of soil and treatment of ground so that the soil situation may be strengthened to serve better for engineering applications. Soil could be improved through mechanical and chemical processes, and this had been successfully implemented all over the World to overcome the problem caused by the treacherous sub-grade soil. This technique includes the use of lime Cal12, Na2 Sio3 etc. in solving certain problems related with soils, a factor one expensive in nature. 

Based on inability of government providing a quality road infrastructural facility the economy surfers, which resulted in frequent accidents, loss of travel time, delaying in cargo delivery etc. normally a road construction should be developed to have more than 25 years life time and it should be understood that a total cost of every road constructed consists of costs of planning, construction and maintenance which influences the life cycle costs of road construction. Vanguard 2006:5)

This continuous chain can be broken only by increasing the life span of tour road while constructed. Thus can be achieved by maintaining quality standard, also the country will continue losing its revenue through sub-standard project delivery and suffer from continuing increase of road collapse (World Bank Committee). 

3.7.
FINANCING OF TRANSPORTATION INFRASTRUCTURE 

Transportation infrastructure is rather vague, therefore I am going to limit my discussion to road transportation infrastructure financing, except when necessary to touch other modes. Until recently, various transportation infrastructural project where under taken by the public sector.

It must be realized that transportation is not a perfect public good, even though it inherited several public goods attributes, perfect public good exhibits non rival consumption - individual consumption of goods or services does not prohibit future consumption of the same good or services by another and they are non excludable; users cannot exclude other consuming the good or services similar to a silver dyke. (A river dyke protecting all property owners and if one owner’s property did not have the dyke, all would be flooded likewise, the dyke is a public good and it is privately financed, the property owners can “free ride” on construction costs. Transportation is not a perfect public good because it does not exhibit complete non rival consumption. Society turns to believe that access to transportation, especially should not only be based on the ability to pay (or more importantly, pay fares that reflect true costs), as transportation system is often a critical of upward social mobility. It must be understood, of a distinction between transportation infrastructure and transportation “services” before this time transportation was heavily regulated but as of today the present reform had change government concept as regards transportation infrastructure provision, which resulted in concession or outright privatization, also facilitating through or in partnership with private entities, for building road, managing  public transit systems and in Building other transportation infrastructure facilities (Benjamin J. A. Sr 2003:4-4). 

With difficulties pose by inadequate capital, available to provide or maintaining existing transportation facilities, government seek direct private sector intervention in creating pathways through injection of fund into public works and service, the platform in which this understanding is sought is known as Private Public Partnership (PPP). 

They allowed private outlay to evolved with the long term implementation of a project of heavy financial layout, (Ogubsa 2003) 

Contractual approaches among various region and countries differs as every project is defined by the type of contract, that binds each of the party together. 

Each of these represents the level of involvement for functions comprising the structure asset life cycle; 

· Asset Sale 

· Concession 

· Joint Development Agreement 

· Build- own- Operate 

· Build – Operate-Transfer 

· Design-Build-Finance-Operate 

· Design-Operate-Maintain 

· Design Build 

· Management Contract. 

The different between PPP and Design-Bid-Build (DBB) Project-Delivery and (Pay-As-You-Go Public castor financing) is that higher responsibility and risk is held by the private sector partners in return for an adequate return on their investment in the project or coverage of their cost (Synthesis of public-private partnership projects for roads, bridges and Tunnel 2004). 

Public private partnership (PPPs) is view as a contractual agreement formed between public and private sector partners which allows more private sector participation than is traditional. The agreements usually involve a government agency contracting with a private company to renovate, construct, operate, maintain, and / or manage a facility or system. While the public sector usually retains ownership in the facility or system, the private party will be given additional decision right in determining how the project or task will be completed” (international public works financing project 2004. Vol. 187). 

3.8.
INTERMODALISM OR MULTIMODALISM 

Intermodal transport as the term is used today, first gain recognition in 1960s when the use of trailer sized container began transforming the way freight packed and loaded on truck and ships. Before the introduction of containers, cargoes had always been transfers between different mode of transportation. 

Intermodalism mean integration “interacting” a system of different characteristics, a body fundamentally compose of modes whose differences are more important than their common concerns, however, as of today it has transform to a highly integrated system.  (Arthur Donnova, 3), 

3.9.
CHARACTERISTIC OF EFFECTIVE TRANSPORTATION SYSTEM 

Effective transportation system in Nigeria must inherit the following attributes: 

1. Availability: This is referring to route possibilities, timings and frequency, irrespective of individuals purpose, be education, work, leisure, personal service, or another individual activities are constrained by the route and time taken to travel. Lets considered that we are having a distance of saying 200 meters away from our locality the amount of time or money use will be entirely depends on where we want to go, how often, and how long the whole journey is going to take. 

2. Accessibility:-It is use describing an ease with which all categories of passengers is used accessing transportation services of his choice, example could be where a vehicle “molue” is operated by only a driver, with the building and roughness of this bus it could be difficult for a passenger having access to this bus, since the door might not be easily open by the passenger in the absence of a conductor or bus assistant.  

3. Acceptability this is another important quality of public transport in view of the standards of individual traveler. Even where a vehicle passes certain qualities, potential travelers may be deterred by the state of such vehicle this could be as a result of lack of safety. 

4. Affordability is referred to the ability of individuals undertaken transport movements without significant constraint in response to importance activity, this could be transported into series of utility functions, in which the marginal level of utility would be equalized across all forms of expenditure. It is believed that potential low income passengers are forced to curtail their  trips as a result of limited resources. 

4.0.
POLLUTION –TRANSPORTATION 

Transportation provides satisfaction and benefit to every household, also to the entire economy yet it has side effect on the consumers and non consumers, alike “negative externalities negative externalities is view as the residual benefits enjoyed by those who use a particular utility (Midweek Pioneer October 18, 2006:24). 

While enjoying the benefits of various transportation mode we should always have in mind of its  adverse effect on the society. This might take various forms ranging from traffic congestion, air & noise pollution, vibrations, land expropriation travel accident etc. 

Air pollution geometrically increased in our environment which has brought about contamination in air quality, especially in highly populated city like Kano, Lagos and Port Harcourt. It been established of the negatives effect of automobile pollution on human. The impact of this pollution on human health is dangerous especially when its exceed recommended maximum limits. Federal Environmental Protection Agency (FEPA) had ascribed various air quality standards which all industries including transportation must comply to 
Environmental impact of transportation activities to day, has given urban managers major concern, though transportation provids mobility which form important part in urban economic and the quality of life, therefore in analyzing transportation impact as bothered on emissions and ambient air quality a comprehensive and inter-disciplinary approach is required. No single model can cover the range of spatial and temporal scales and processes involved, to ascertain the consequence of pollution on human due to exposure to emissions, multi-triered approach and cascade of modes are recommended (Fedra, 2004)  

We take a look on Techno-economic model, the MARKAL-Lite energy environmental model has been designed for modeling urban energy system. Based on MARKAL (Abi lock et al 1980; franier and Haune, 1996) MARKAL Lite is a bottom-up model that gives a representation of the energy and technology choices that could best deliver the needed energy services in a city within a comprehensive framework, this could provides two important sets of parameters to model cascade: technological choice (elect composition) for the transportation system and emission related to the overall energy services going beyond the transportation sector. (fedra, 2004:15)

This type of models could be developed mostly to analyze the energy environment policies of a given city. 

The national MARKAL model takes into account; environmental problems associating with emissions of atmospheric pollutants like No2 So2 and the emissions of green gases in particular CO2 when dealing with urban air quality, a major concern is the control of Ozone O3 episodes. Ozone is a secondary pollutant resulting from photo chemical reaction that involves a large variety of primary pollutant, like NOx VOCs and many others. Ozone concentrations can be modeled though large-scale Euterian models describing the transport; diffusion and chemical processes that take place under difficult weather conditions.

MARKAL-Lite is an adaptation of MARKAL Geneva, with implementation, in a versatile modeling language (AMPL) facilitating the design of urban energy models. The versions of MARKAL-Lite used can have the following features: 

· The mode may deal explicitly with the major uncertainties through a stochastic programming formulation. 

· The model is designed to integrate with a geographical information system (GIS) that can provide the basic data and display scenario simulations.

· The model can be easily linked with a traffic equilibrium model 

· The model deals explicitly with the indivisibility issue in project selection, by allowing (0.1) decision variable and logical chance constraints. 

· The model can be easily linked with an industry process model that could describe the dominant local industry.

· The model focus is on power generation, residential or commercial space heating and transport technology. 

· The model can be easily linked with a traffic equilibrium model. 

EMISSION MODEL 

This type of model is used in estimating the quantity of pollutants released to the atmosphere from automobile. The MEET/CAST methodology could be adapted to meet necessary requirements in consideration of input data availability from one side and users requirement on the other side. Eestimation of traffic emission is based on the result of the transportation model and local data, including details characteristic of fleet’s composition and driving conditions. Emission factors based on average speed is considered as the best approach. Also, different technology (engine type, model year) and engine capacity are distinguished in TREM model to derive emission factors with such pollutant as: CO, NOx  SO2, VOC, CO2 and particulate matter. 

In general terms, the estimation of transportation related emissions can be based on the equation E= e*a, were E is the amount of emission, e is the emission factors per unit of activity, and a, is the amount of transportation activity. This equation need be applied in each vehicle category, since the emission factors and the activity are different. 

The emission factors, e, is usually expressed in g. km -1 and primarily related to driving conditions and vehicles type. The activity, a, is a product of the number of vehicles for each of the categories and the distance traveled. The methodology used in calculating emission factors is based on MEET/COST approach. Furthermore, to compile a consistent model such conditions: imput data availability; intending use of  modeling results, need be considered in the absence of more detail information as regard vehicle dynamic. Different technology (engine type, model year) and engine capacity are distinguished in TREM model to derive emission factors. 

· Carbon monoxide (CO)

· Nitrogen Oxide (NOx ), given as NO2 equivalent; 

· Volatile organic Compound (VOC), including methane,

· Carbon Dioxide (CO2); 

· Sulphur Dioxide (SO2) 

· Particulate Matter (PM10) 

· Road traffic emission calculation is accessed as the sum of hot emission (i.e. under stabilized engine operation) cold start (water temperature is below 700c) and evaporation (from fuel evaporation) emission. 

To an accurate estimation of air pollutant emissions from road transport spliting of vehicle by categories are required. In the following model, the follwing mine vehicle categories are distinguished 

· Gasoline, Diesel and LPG (liquefied Petroleum Gas) Passenger cars;

· Gasoline and diesel light duty vehicle; 

· Diesel heavy Duty vehicles; 

· Urban Busses and Coaches; 

· Motorcycles;

· Technologies, 

Additional attributes that can be considered for emission calculations includes model years, engine type, emission control, the year, emission standard and engine capacity in order to identify the level of emission control. The years of introduction of the various movement of a country’s legislature is linked with the model years of vehicle within the fleet. 

Transport activity is one of the principal input data to estimate road traffic emission. Transport activity is defines as: a = n*1, where n is the number of vehicles for each of the categories and 1 is the average distance traveled by the average vehicle of the category over the time unit.

4.1.
Ambient Air Quality 
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TOLERANCE LIMITS FOR AMBIENT AIR POLLUTANTS 
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Acelic acid 


0.06

24


0.2

30

Acetone 


0.35

24


0.35

30

Ammonia 


0.20

24


0.2

30

Aniline 


0.03

24


0.05

30

Benzene 


0.8

24


1.5

30

Cadmium 


0.003

24


0.01

30

Chronium


0.001

24


0.0005

30

Dichloromethane 

1.0

24


3.0

30

Diethylether 


65.00

12


155.0

30

Diethylamine 


.0.05

24


0.005

30

Dimethyl disulphide 

0.2

24


0.7

30

Dimethylamine 

0.005

24


0.7

30

Carbon monoxide 

1.0

24


5.0

30

Carbon tetrachloride 

2.s0

24


4.0

30

Note: concentration not to be exceeded for more than once a year. 

4.2.
RAIL 

Rail transportation could be dated back to 19 centuries, since then it has continued to be the most patronized mode of transportation in view of its affordability to both passengers and freight movement, since the first train was produced till now there has been a remarkable improvement that sees increase in capacity to convey safely, persons and more heavier and bulky goods covering longer distance with improve speed also at reasonable cost.

In Nigeria train was introduced in 1898 by the colonial administrators, to convey food crops from inter-land to the sea port for onward delivery through ships to Europe and for Administrative purposes.  For this purpose a rail line was constructed linking Lagos to North East (Northern Protectorate).  The future of the Nigeria Railway became uncertain at the end of 1974 where it started declining in its business operations, what is referred as systematic decay of its entire operational structure – infrastructure, manpower and institutions.  

,

According to the former minister of transport, Dr. Abiye Precious Sekibo.  “The corporation generates about thirty million Naira (N30 million monthly, while requiring about Two Hundred and Ten Million Naira (N210 million) for its staff emolument” to him, “The problems besetting the sector has defiles all topics and resolution. Solution was certainly beyond the capacity of the present administration” (Guardian: 2004:13).

My good friend, Chief Greg Ilugwe, in his paper “The benefit of Reliable Rail Transport Service in Nigeria” during a conference tagged “Towards an Efficient Rail in Nigeria” organized by the Corporation (Nigeria Railway Corporation) took a critical look at the NRC 1955 Act (as amended) to be responsible for the decaying in the Nigeria Railway Operation, according to him, once a Managing Director of the Corporation “Political Boards constituted with directors who have no financial stake in ownership are not the best for performance of the railway” You or myself might be tempted to ask why was this corporation once striving under the same Act perform credibly?  Well the answer is not far fetch, than corruption.                        

The original concept of the corporation was to offer reliable environmental, affordable, efficient and fast transportation services and to complement other modes of transportation, rather today this ideology rather become a failing promised.

Today this corporation cannot sustain its operation therefore cannot meet its obligation of providing reliable and cheap source of transport services to the teeming populace.  While considering some problems besetting the corporation, it becomes necessary recalling once again, Dr. Sekibo’s Comment over the extent of decay in the Nigeria Railway Corporation, there, he continued “even if I am given the opportunity to serve as transport minister till 2007, I will not be able to revive the ailing sector”  (Guardian: February 25,2004:13).  This predicament is difficult to cure and could be largely attributed to:

· Bloated Staff strength;

· Infrastructural Decay;

· Lack of maintenance ;

· High level politicking;

· Non modernization of operations;

· High level corruption which often result on non performance of contractors;

· Political decision as against economic decisions in constructing rail lines.

Nigeria Railway financial position

The corporation financial position has not been pleasant and hardly meet its staff wages, talk less meeting its over bloated pension arrears.  As days progress, the corporation current ratio becomes deteriorating to an extent that it has to survive through over draft and loans from banks.  As at July 1994, the cumulative debt of the corporation stood at N8.4 billion while in the same year, operational cost reached the peak of N158, 721,786, with accumulative interest on loan as at 1991 reaching at N8.4 billion, and as of today it must have doubled. (Anyawu, 349)

High level politicizing within and outside the system constitute weak structures as reflected on weak control, that resulted on frequent fraud and laxity towards assignment by the staff members.

The weakness in the system give rise to manipulation and inadequate accounting records and budgetary systems, poor record keeping, lack of proper assets registers, wrong entries, resulted in large number of unreconciled balance, etc (Anyawu : 349).

Poor service delivery become the hallmark of the corporation, passenger become bored due to poor services delivery, this cause consumers migrating to other modes of transportation in view of this adversity, the corporation debt burden continue growing, uneconomic routes continued plying, inefficient management and escalating direct and indirect costs respectively continued pilling.

4.2.1
Operating performance of Nigeria Railway Corporation.

In 1964 the corporation recorded an impressive performance which resulted on 11,288,000 – passengers traffic with 2,960,000 tones of freight.

Between 1970 to 1979 Nigeria Railway Corporation recorded an improvement in total traffic which passengers traffic stood at 6489900 and freight stood at 15872000 tones, the total revenue recorded within this period amounted to N263092000 while in 1980 to 1989 the corporation recorded passenger load factor which showed an increase from the previous, this time the total passengers traffic grows to 94,163000  with total freight traffic assuming 11,262,000 tones  and the revenue generated within this period stood at N590,507,000.                    

The period, that is 1990 to 1999, Nigeria Railway recorded the worst performance in term of passengers and freight output; this resulted in drop of passenger’s traffic which stood at 25,143,029 with freight decreasing to 3,881855 tones.

The down turn could be attributed to many factors, which includes over dependent in oil (crude), at the detriment of all other sector by every successive government also with the opening of much roads and construction of pipelines. Since 1978 oil pipeline have displaced rail tank wagon as the major means of transportation of oil products to the Northern part of the country.  This brought about shortage of rolling stock/wagons, poor trade conditions, traffic disruption, unreliability and idleness within the system.

With major cities being linked by roads, trucks and buses took the advantage of low operational cost in fixing of prices, thereby making train unattractive in conveying their goods. Passengers lost confidence on services rendered by the corporation coupled with old wagons within its fleets.  This intermodal disequilibrium becomes compounded due to poor pricing and leissez - faire road regulatory policy of the government.  It become evidence when road transport passengers between 1983 and 1984 recorded 92 per cent passenger traffic with 84.6 percent energy consumption against meager 8 percent of train passenger traffic with 5.4 per cent energy consumption.  Within the same period,               rail transport captured 22 per cent, 8.8 per cent energy consumption as against 56 percent recorded by road traffic with 6.6 per cent energy consumption.            

4.2.2.
Poor project delivery
For the another time, the federal government awarded contract to China Civil Engineering Construction Corporation (http://www.ccecc.com.cm/english) for the modernization of the Lagos to Kano Rail line, for upgrade  to 3 phase, this contract was splited into 5 sector covering Lagos - Ibadan (181km), Ibadan – Ilorin (200km), Ilorin – Minna (270km), Minna – Abuja – Kaduna (360km), and Kaduna – Kano (305km) with another China Company Guandongxinuang Int’l Group contracting for development of revolutionary “fast” rail. Meanwhile, Chinese Company precisely, the one mentioned above, had earlier been awarded with a contract still on the modernization of the rail infrastructure, which they never performed to satisfaction. The question is why was this same company awarded another contract, how are we sure that the project will be delivered.  Poor project delivery is not limited to Railways project alone, as it is extended to other projects handled by some Chinese Companies in Nigeria, as attested through a project handled by China Harbour Engineering.  According to maritime experts, the six vessels which ran aground in 1999 while approaching Calabar Seaport was as a result of poor project delivery, it could be recalled that this project was awarded in 1996, definitely lacks quality and as such could not stand the test of time.  

Intervention Action

In view of various problems highlighted so far and the palliative measure put in place since 1979, the Federal Government in 2001 decided a more comprehensive programme of development in the Nigerian Railways.  This initiative entail the implementation of a 25 year development plan that is to be executed in two phases -  Phase I being the reforms and basic repairs/rehabilitation programmes,  phase II, the medium to long term phase, covers the expansion and modernization programmes.  (Transport model assessment.  Railway Transport 2006: 5).  This 25 years plan being a step toward achieving effective railway operation in Nigeria might turn to be another fruitless effort except the government re-directed its effort toward creating enabling environment to create and sustain real sector and agriculture and other vital sector of the economy.  By this the corporation will be bust with sufficient passenger and cargoes, increase traffic implies more revenue for its operation and its will participates significantly in the National passengers and freight market.  This will also bring back to life more industries which operations were base on rail activities and this will bring about economic efficiency in traffic movement, facilitate job creation and technological development also to the national economic growth.

4.3.
AIR TRANSPORTATION

Nigeria participation in Air transport Business began upon the Royal Air force withdrawal from the country which culminated to the formation of West Africa Airways Corporation (WAAC) in, 1945 to service West African English Countries.  Within British Colonies control which includes Ghana Gambia, Sierra-Leon and Nigeria.  When Ghana who had share in this Airline secured independent in 1957, they choose to pulled out and float their own National carries, Ghana Airways, leaving Nigeria, Gambia, Sierra-Leon.  In 1958 British overseas also Elder Dempster Line acquires a share in this corporate with the name changed to WAAC (Nigeria) Ltd.

1961 witnessed dramatic change in the company structure as other shareholders divest its investment from the company, this saw Nigeria Government securing those shares to make the carrier, a National flag carrier which culminated on the formation of a new national carrier with the named Nigerian Airways Limited.

This new carrier with strong government supports, commenced chartered and schedule passenger service, carrying also cargo and mails on domestic and international routes.  The airline established offices in major cities in Nigeria also in other countries to ease difficulty in securing tickets and in sending cargoes.  Occasionally, they act as a back up to the Nigeria Air force (NAF) in time of national emergency.

The early days of the National Carrier and it performance (Nigeria Airways) was quite impressive, and had 27 aircraft in its fleet toward the end of 1970s but 1980 marked a down turn, this once bubbling airline occasioned some weakness in virtually its entire department, which finally resulted in dismal performance. This saw the airline fleet depleting, until it could no longer afford staff wages, then liquidation.

4.4.
AVIATION INDUSTRY: - GLOBAL PERSPECTIVE

In 2005 the world scheduled airlines carried two billion passengers with a total tone-kilometers increased by 6 percent to over 487 billion. Financially, the world’s airlines saw a slight improvement over 2004, based on substantial growth in operating revenues.  (this rose by $34.5 billion during 2005 to give an operating result of $4.3 billion, compared with a profit of $3.3 billion in the previous year, when the industry returned to the black for the first time since 2000.

The traffic increase of around 6.3 per cent was achieved in 2005 over 2004, this came at a time when fuel price recorded high level, with a 49 percent average increased over 2004, and most carriers passed this increase to passengers through fare increment.  Gross domestic product (GDP) growth rates also showed decline over 2004 level, noticeably in the United State and Europe.  However, these factor could not held the sector to negative profit margin, in view of their effort in managing more effectively capacity offered, reducing controllable costs and restraining fare increase in most region.  In addition, higher GDP growth in Asia and the Middle East, together with the emergence of low cost carriers in these regions, has helped to stimulate the growth in traffic.

During the corresponding year (2005) Africa Carrier incurred operating lost of about $350 million compared to losses of $240 million in 2004.       

4.5.
NIGERIAN AVIATION INDUSTRY OF TODAY

The country aviation sector is characterize by technical and administrative inefficiency despite huge financial investment in this sector which saw Steven Mahonwu, Chairman, Airlines Operator of Nigeria (AON) calling for employment of expatriate to manned key aviation agencies, like Nigerian Civil Aviation Authority (NCAA), Federal Airport Authority of Nigerian (FAAN), Nigerian Metrological Agency (NIMET) among others, to bring up young Nigeria to take over from them after ten years.  To some extent, the AON boss might be right, yet I disagree in the area of qualified minds among Nigerians who can man these areas.  The fact is that the government considered politician, at the detriment of professionals, also NCAA is not allowed to function as an autonomous body, which should have allow it to implement major recommendation of aviation meetings and to develop sustainable structure that could allow it securing funds for its regulatory functions.(Vanguard, 2004:20).

This has caused the nation both human and material resources, resulted from 7 plane crash recorded between 2004 and April this year.  It is on record that 4 persons on medical mission in Niger Delta region were killed while their Pan African Airline Helicopter crashed in July 26, 2004.  Bellview airline were not exempted from this ugly trend as it lost its aircraft and its crew members together with other passengers; numbering 117 persons, Lisa Village, near Ifo, Ogun State on October 22, 2005, less than two months after December 10, 2005 a Sosoliso Airline flight from Abuja crashed at Port Harcourt Intl’l airport killing 116 passengers, on November 23, 2006.  Beech craft 200 executive jet went down together with the Pilot and passengers.

Similarly, Nigerian Air force Dornier 228 plane crashed on September 17, 2006 at Tambalera near Vandekya, Benue State, killing 12 military officers on retreat in Obudu, a month later, ADC aircraft crashed minuets after take off  on October 29, 2006  at Nnamdi Azikiwe Airport, killing 96 passengers.  While in April 21, 2007, Navy Helicopter crashed at Enyiogugu, Mbaise near Sam Mbakwe Airport killing three Officers.

Federal Government policies seems to favour International carriers to the detriments of indigenous airlines, the policy allowed foreign carriers with double designation also opening of multiple gateways.   “Government Policies in the sector had in the last five years has been rooted in contradiction” (vanguard 2004:20).  According to Gbenga Olowo, the much tall-about license issued to some indigenous airline for International routes is in contradiction to what the governments are doing today, that is granting of fifth freedom right to foreign airlines thereby undermining the nation’s ability in reciprocating BASA agreements made with other countries. He cited the granting of right to Emirates by the aviation ministry, through this the carrier could fly passengers also between Lagos and Accra, aside from the original Lagos Dubai-Lagos route covered by the BASA between Nigeria and the United Arab Emirate.  

According to Chief Olowude, IGI boss, during the seminar, entitled “Perspective on aviation industry in five years of Democracy” “unless government stopped the double designation granted some foreign carriers also in opening of multiple gateways to others which resulted in arbitrary increase in foreign carriers frequencies when there is no reciprocation on the site of indigenous carries”, he added that “while this continues the country shall expect capital flight”. surely the country Nigeria most continue to be the looser.

The country aviation environment, not withstanding, plays the role of tax collector to foreign carriers through passenger tax and facility usage charges.  By this very action, our national economy is being left on a balance.

International fare structure are not built to reflect the economic reality, especially in the availability of cheaper manpower together with other variable inputs to its operation in Nigeria, they do not even considers capacity utilization in Nigeria Market.

Today, hardly any carrier departs Nigeria without sufficient passengers or achieving maximum load factor in terms of passengers and cargoes.  

Considering the number passenger trifling to and from the country, it is believed that the country’s airfare would have remain the cheapest, another factor is that the nation aviation marked is being controlled by the foreign Airlines so they can dictate to the Government at the same time achieve whatever the might have want from the government.

In Nigeria you find airlines selling ticket direct to passengers instead of doing it through an approved I.A.T.A. registered agent, not just this, but they continue given discount, to customers even higher than the discount of an agent who spend money renting offices, paying wages to corporate its staff and other operational needs.

4.6.
Maritime Transport

The reality is that over 70 percent of the world is covered by ocean, with over 90 percent of international trade handled by sea, when measured in weight and volumes, this includes most of the world’s raw materials.  Also the world major ethnics and urban population is considered lying within 2000 kilometers of coast line. Aside from this, the international maritime law have provided for freedom of the seas in which any nation can use the open ocean for purposed of trade or defense without infringement on sovereignty, subject to international agreement on pollution and exploitation of resources.

Maritime transport involves traveling or conveying of goods through inland or sea of which the former comprising rivers, creeks and canals with the later comprising of ocean.  This mode of transportation offers relative cheap services in conveying of passengers and goods.  Its requires relatively cheap energy with capability in handling bulk consignment that would have not been possible to freight through normal trucks or aero plane even rail.

Seaport facilities, and services cost are usually distributed among the user’s of the port, implying that no single liner, are charge bulk the recoverably cost of infrastructural, equipments used, and cost of maintaining the facilities

Currently, Nigerian Ports Authority (NPA) has been split into two separate entities,  under this development, two ports authorities emerges with each  responsible of its operation, individually as it’s effect their business plans and objectives, this brought the emergence of the Nigerian Delta Port-Authority (NDPA)  with headquarters – Port-Harcourt and the Western  Port Authority with headquarters in  Apapa; development widely criticized in views of non existent of such structure in N.P.A Act 1962.

Through Degree 38 of 1999, Nigerian Port Authority (NPA) controls all public and private task – the port,  but under the concession, they do not  offer this and  the existing Act had not yet been repealed by the National Assembly,  even though the ports had already been transferred to its operators.

The implication, there is that with the absence of necessary frame work  which the  new Act should have been provided, the agreement between the concessioneer and  the concessor could not be enforced under such circumstance, neither the  concessioneer nor the conccessor, could be held responsible for any wrong doing or misdeed   (financial standard 2007: 65).

4.4.1
PORT DEVELOPMENT IN NIGERIA

Nigeria had six major sea port namely Apapa, Tin -Can, Calabar, Port-Harcourt, Federal Ocean Terminal and Warri with extensive on- shore and off-shore terminals and jetties.  Its development started in the  middle of 19th – century, however this does not mean the beginning of international trade in the country, NPA existence, ensure effective management of  government investment in the port.  The Nigerian Port –Authority became established  in 1954.  The corporation has made remarkably progress that  sees its acquiring and managing properties, in addition to their core areas being management and operation of sea port in the country.  

Under the on - going  federal government reforms, to enshrined liberal and market oriented economy, to stimulate and increase private participation and elimination of bureaucratic obstacles, the government through it privatization arm, National Council of Privatization (NCP) and the  implementation agency,  Bureau of public Enterprise (BPE) stripes one’s vibrant corporation of its non core assets, with most of this assets sold to  private.   entities also, culminating with the concession of some major port to private companies, under Land Lord model which  relieves them of  selected responsibilities of administering the ports and maintenance of the facilities.

4.4.2
MARITIME TRANSPORTATION AND TRADE – A TWIN BROTHER

This two features are inseparable while considering the world of commerce, earlier we mentioned that about 90 percent of international trade are being facilitated through the sea.  Scholars agreed that modern  globalization is but the continuation of a  process that began contemporaneously with the  development of a nation state, dominant facilitator of the process has always been the sea, human ability to navigate successfully across the vast oceans was the  historic turning point that enables higher levels of international trade   (and profit) to spark the evolutionary  trade towards economic globalization.  Ocean navigation  became unique as it represent the initial  means by which human were able to use routinely a fluid medium that could not be normally inhabited as a primary means for communication and commerce just like high  optic fiber through which various business  is access, necessary business  solution solved. Sea or Maritime power offers similar services through the acquisition of right by the users to explore, exploit and for trading.  Let  us not  be mistake sea or maritime power to naval capabilities.  This is not exclusively synonymous  with naval war fare.  It is of much broader concept that entails at least four elements:  the control of international trade and commence:  the usage and control of ocean resources:  the operation of movies and maritime economic ie power as instruments of diplomacy, deterrence and political influence in time of peace.  Unlike the concept of land or air power which are generally defined only in military  terms, sea power can never be quite separated from its geo-economic purposes.  Navy may obviously be the arm element of sea power.  Will trade being the economic elements of the sea However, maritime shipping, sea port operations, under sea resources (such as oil),  fisheries, and other forms of commerce and communication through fluid medium can all be seen as parts of sea power.

4.5.
MARITIME TRANSPORT IN THE GLOBAL ECONOMY

World economy and sea born trade

Within 2005, world output grew by 3.6 percent, about one fifth lower than – 2004 (when it grew by 4.1 percent).  The developed market economy countries recorded an  average increase of 6.2 percent for 2006, growth forcasts for world output was consciously conservative at  around 3.6 percent .

The volume of world merchandise exports grow by 6.0 percent, compare with 9.5 percent in 2004.  the growth reflects the  resilience of economic performance in china and some developed countries while the total OECD industrial production index increased by 2.2 percent, this increase reflect.  The performance of the united state, Japan and, to a lesser extent   Europe OECD Countries.

The world seaborne trade (goods loaded) recorded another consecutive annual increase, reaching record high of 7.11 billion tons.  The annual  growth rate was 3.8 percent, below the 5.3 percent increase for 2004.  and the total maritime activities measured in tones miles increased to 29,045 billion ton – miles, compare withl the previous year 2004 which was 27,635 billion ton-miles. 

Development of the world fleet
At the beginning of 2006, the world merchant fleet expanded to 960.0 million dead weight tons (dwt), a remarkable 7.2 percent increase, and the highest   since 1989 after its recovery from the slim of 1980s.  under this period new delivery increased to 70.5 million dwt, and tonnage broken up and lost became modest at 6.3  million dwt, which left a net gain of 64.2 million dwt.  Still, on this world fleet development, oil tankers and dry bulk carriers together make up 72.9 percent of the total world fleet  with increase of 5.4 percent and 7.9 percent respectively; also, 13.3 percent increase from 98.1 to 111.1 million dwt in the containership fleet and a 7.5 percent increase from 22 .5 to 24.2 million dwt in the liquefied  pass carrier  fleet.

The world fleet average age dropped  marginally to 2.2 years, with almost 27.1 percent of these fleet are 20 or more years older.  General cargo vessel recorded the higher percentage, with average age (17.5 years) of container vessels the lowest being only 9.4 years.

Ship registration within developed  market economy and major open registry countries accounted for  26.9 and 45.0 percent of the world fleet respectively.  Open registry tonnage increased by 6.9 percent, two third of this beneficially owned fleet is owned by market economy and developing countries.  Developing countries’  share reached 22.7 percent or 28.3 million dwt, of which 171.6 million dwt is registered  in Asia.

4.5.1
MARITIME TRADE IN SUB SAHARAN AFRICA 

Nigeria belongs to sub-Saharan Africa, that consisted of 42 states or countries.  This geographical  enclaves consisted of a divers group with widely different needs on account of their geographical needs.  It has 24 coastal states (countries) 16 are Land-lock Countries(LLC) and 7 insular countries   (i) located – the Atlantic Indian oceans.  In economics terms, however,  many of these countries share common features; thirty four of these are classified as  Least Developed Countries (LD)  that- is, they have low economic and social welfare indicator. Really they made up the majority of the forty-nine LDCS in the world.

In view of the downturn in economic performance, a number of measures were  put in place,  which brought about formation of new partnership for Africa Development (NEPAD) that has identified infrastructure and poverty as one of the major predicament for economic growth within the Sub – Saharans States, in response of this NEPAD – IPPF was launched with Africa Development Bank nominated as lead agency for technical support which resulted in the development of two power-interconnected project approval, while in mid 2005, agile funding mechanism was put in place with the conversion of NEPAD-IPPF into  untied multi-donor  facility for supporting local governments and bodies in formatting viable  infrastructure  projects and attracting public private investment  partnership.  Also, in separate development debt of Africa countries were either partially or out rightly cancelled.

Despite this, their economic performance might not improve, resulting from natural disasters, domestic and international political instability (7 of the 16 peace keeping are operating in sub-Saharan Africa Countries), displacement of populations due this instability, the sequel to arm conflict in or with neighboring countries, price punctuation for the main export commodities and low level  Foreign Direct Investment (FDI).

Trade structure 

The sub-Saharan Africa countries accounted for 45.5 of the  regional exports and 41.4 percent of  imports, on the exports, crude oil, gas and petroleum accounted for greater percentage of the export.

In 2004 Nigeria export was largely driven by oil and almost treble to $16.2 billion, with those of Equatorial Guinea double to $1.2 billion and Angola ones increased by a third to $4.5 million on Chad recorded $756 million from 5.7 million with Congo moved to $857.6 million from 182.1 million this success was largely through Africa Growth and Opportunity Act (AGOA) of 2000, where Africa manufactured goods where procured by the American market.

In 2005 total of 8151 vessel berth in Nigeria sea port among this comprising of tankers, however the total loaded vessel  out of the share continue to  dwindle, a situation that continues till date

Meanwhile, Africa merchant fleet, including open registers (ie Liberia), reached the total of  98,563 thousand dwt, that is 10.3 percent of the world fleet .  The African fleet without open registers totaled 5,537 thousand dwt; this is equivalent to 2.1 percent of the fleet of developing countries and 0.6 percent of the world fleet, there is a long term decrease in shares of Africa fleets in the world fleet, open registers decreased from 24.3 to 10.7 percent.
There have been a considerable  imbalance in the  total cargo moved by sub-Saharan  countries loaded goods average 230 million tons per year with figure of unloaded ones, being less than a third of this total amounted to 70 million tons of loaded cargo. Crude oil is estimated to be at the  region and from oil exporting countries of west Africa, including Nigeria, Gabon, Angola and recently  Equatorial Guinea.  The balance are largely made up of bauxite from Guinea and iron ore from  Mauritania,  which fluctuate at around 15 million tons per year.   The  remaining tonnage of loaded cargos accounted for about 90 percent  of total unloaded cargo and general cargo which is increasingly carried in containers.

4.6.
CONCLUSION AND RECOMMENDATION

This century is an increasingly competitive environment that sees the likes of China and India set to take over existing economic power. 

The 21st century has created an increasing competition World, thereby endangering our children, grandchildren and  our national economy base even though “our generation inherited battered economic system created by our previous leaders misdeed”, “to our generation, we have to provide a partway, that will guarantee our children , and our grand children the best economic system made possible through the commitment of our generation and leadership to invest in the country future which call for action while considering and implementing the following points. 

1. The government need to create facility that allows Nigerian carries access fund at zero (0) or two (2) percent interest rate on medium and long term basis to support and upgrade their operational capabilities. 

2. To ensure sustainability and safety in the nation airspace, government must carrying out staff capability Audit among its regulatory agencies to identify such areas that requires seasoned and qualified individual which should not be restricted to Nigerians and must be devoid of political consideration. 

3. Replace Federal Road Safety Commission (FRSC) with Federal Motor Carrier Safety Administration (FMCSA) and equip them to carry out analysis of the current status of the target safety problems and vehicle technologies assessment, Road/Pavement Quality Assessment; harmonization of various vehicle accessories through international adoption of standard Developing safety Rules and enforcing same throughout the Federation. 

4. Government should appoint Minister of state for Lands Transportation, to handle matters related to land transport; the Honourable ministers of state for Land transport will supervise all ministries responsible for development, and improvement of infrastructure i.e.  the Nation land infrastructural network, together with other modes of transport infrastructural development, supervise the proposed Federal Motor Carrier Safety Administration and to develop conducive environment that allowed sustainable and effective land Transport system in the country also ensuring efficient inter connectivity otherwise referred to as intermodalism, of land to other modes of transportation. The minister must be Economists, specializing in Transportation Economist or Civil engineer, with specialty in Transportation and infrastructural development. 

5. Ensure domestication of various international conventions as bothering on Maritime and Aviation activity in the countries, Assessing various Bilateral Agreements, terminating such one needed, while those one not implementing must be implemented, also the Federal government must ensure that National Planning Commission up dates their own Web Site to capture necessary economic data and document for other ministry and public consumption. 

6. Facilitates the passage of Public and Private Partnership bill unto law to strengthen Public and Private Partnership role and allow for the efficient supply of transportation infrastructure and service among the geographical areas.

7. The Federal government must considered as the matter of urgency,  chartered of the institute of Chartered Economist of Nigeria, and Chartered Institute of Logistics and Transport, to support their effort in developing a virile and sustainable economic structure. 

8. Government need to establish necessary institutional framework to underpin and facilities the operations of a market-based system/economy to check down turn of its effort. 

9. In achieving the objectives of sustainable development, Government need to integrate economic, social and environmental concerns  policy making and to promote economic growth and international competitive of industry through a balance macroeconomic policies in order to stimulate and dominate private enterprise, boost economy-wide competitiveness and attract Foreign Direct Investment. Policy reforms should aim at creating an enabling policy environment, through improvements in infrastructure and education, encouragement of research and development, facilitation of export, liberalization of domestic market, along with the diversification of Nigeria economy through infrastructure improvement, development of agric products process plants, improvement of electricity supply, transportation system improvement and introduction of incentive/subsidies to Nigerian manufacturing sector with special attention given to small and medium sized enterprises. 

10. The overriding task facing government is to ensure the passage into law of those bills currently in the national Assembly which has capability of sustaining  the present economic reforms, and exert positive influence on industrial activities, improvement of regulatory environment, also in developing sufficient manpower, 

11. It must be made compulsory that all government and its agencies together with parastatals hosts develop their web site to display their operational performance and provide appropriate data to various planners and potential investors, 

12. Government need to involved Transportants and Logisticians, Economists, Lawyers, Environmentalist, Engineers and Surveyors in city planning and development to curb environment pollution, system collapse, crime and poverty. 

13. Government administration and its policies towards the housing sector should be viewed as instrument, for the implementation and fulfillment of National housing goals. The role government plays in influencing the price mechanism of the housing should be effectively and positively exercised, it is essential that the large investment in housing construction is made with regard to long term social and economic considerations to maintain the value of those investments, with land price made more accessible to the public. 

14. The government should develop a framework that will allow the nation institutions of higher learning to be more relevance towards the development of national industrial base, especially in the area of researches. dbfmyw

15. Adequate attention be given toward the development of coastal area to curb restiveness and allows maximum utilization of Marine resources, including trade and tourism.
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