THE NIGERIAN RAILWAY CONSTITUTION AMENDMENT 2023
By Rowland Ataguba

This paper reviews the implications of the constitution amendment for the Nigerian railway industry. It reviews the historical performance of the sector and posits that the reform and restructuring of the industry and the prioritization of railfreight is a sine qua non for its turnaround and long term sustainability. 
A watershed moment was reached in the Nigerian railway on 3 March 2023 as the then President Muhammadu Buhari assented and signed into law, the railway constitution amendment also known as the Constitution Amendment 5th Alteration (No.16) Act. It is described as an Act to alter the Constitution of the Federal Republic of Nigeria 1999 to move the item, “railways” from the exclusive legislative list to the concurrent list and for related matters.
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It was a moment of triumph for campaigners and advocates of railway reform in Nigeria. The journey to the railway constitution amendment act began in a rather innocuous way. Advertisements had invited memoranda for the constitution amendment exercise and I obliged with a “Memorandum for a constitution amendment to transfer railways from the exclusive to the concurrent legislative list” dated 14 September 2020 to the Constitution Review Committee (CRC) of the National Assembly, a joint committee of both houses of the legislature chaired by the Deputy Senate President, Senator Ovie Omo-Agege. The outcome of my memorandum is the constitution amendment that we celebrate today. 
The process for the amendment of the Nigerian constitution is complex and rigorous and this would

be the 5th amendment exercise on the 1999 constitution, perhaps the most significant for the railways. Considering also that transferring the railways from the exclusive list to the concurrent list was first muted about 20 years ago, it has certainly been long in coming. History had indeed been made.

The Nigerian Railway Corporation (NRC) is a parastatal of the Federal Ministry of Transportation and was created in 1912 by the merger of the Kano-Baro railway and the Lagos Government railways. It became an autonomous corporation established by the Nigerian Railway Corporation Act 1955 and its  objective was “the carriage of passengers and goods in the manner that will offer full value and quality of service, ensure safety of operations and maximum efficiency, meet social responsibility in a manner that will meet the requirements of rail users, trade, commerce and the general public’’. 
The enabling Act therefore provides for the conduct of a viable and sustainable railway business by the Corporation. The Nigerian Railway Corporation has sadly not lived up to its objectives as its fortunes went into steep decline from about 1964 when it stopped recovering its operating costs. By 1978, railway revenues covered only 40% of the operating costs and by 2004, this was down to 14%. Indeed, rental income from its extensive property assets exceeded revenue from railway operations. The Corporation had indeed become a glorified property holding! 
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Its operating ratio currently hovers around 23% which means that it earns just N23 for every N100 expended in operating costs. This is against an international benchmark of 75% for efficiently run railway systems. The Nigerian railway has more or less been unsustainable as a business since 1964 even going bankrupt twice.
At a railway stakeholder’s forum in 2008, the then Director General of the Bureau of Public Enterprises, the Nigerian privatisation and commercialization agency, Mrs Irene Chigbue, told the gathering that, “Railway under public ownership and management in Nigeria has not proved to be viable in the last 30 years”. That, “Rail has a valuable role to play in the economic future of the country as an essential part of the logistics chain”, and she talked of the “need to revive the railways through institutional reforms”. 15 years on, the institutional reforms have yet to materialise.
The government of President Obasanjo had in 2002 developed a blueprint for the railways known as the “25 year strategic vision for the Nigerian railway system”. This has become the development plan adopted by the Nigerian government. A 25 year plan that provided for emergency rehabilitation of the existing railway, expansion of the network to create more routes and the conversion of the narrow gauge system to standard gauge. It also provides for reform and restructuring of the railway environment to attract private investment and management best practices to the industry through public private partnerships. The 25 year strategic vision is recognised in the railway bills that were considered during the 8th National Assembly as the “Masterplan”. The plan was to be delivered in 3 overlapping phases running albeit concurrently.


After a delay of about 4 years, implementation began during 2006 under President Obasanjo though not in strict compliance with its prescriptions. President Yar’Adua’s government would further vary the vision, with contracts for full (as against emergency) rehabilitation and adopting a phased approach to the $8.3bn Lagos-Kano standard gauge railway modernisation contract thereby prolonging it. Nearly 17 years on, less than 25% of the original scope of the supposedly 4 year contract has been achieved. President Jonathan’s government compounded the deviations by his interventions, awarding the coastal railway in a rush in the twilight of his tenure without financial justification nor clear funding plan. 
The Buhari government that succeeded Jonathan’s did not do much better in its compliance with the vision as contracts were awarded for billions of dollars without clear funding plans. The net result is that a 25 year programme has achieved less than 10% of its objectives after nearly 21 years. The railway remains underperforming and there are issues of poor capacity and business strategy in the operation of the railway. It is therefore no surprise that the desired impacts are hard to come by. Restructuring of the railway environment which was to take place during the first phase of the vision has not been touched either. While billions of dollars may have been committed to the development of new railway infrastructure and the acquisition of new equipment, it would appear that political expediency has largely dictated interventions with contracts awarded contrary to the spirit and letter of the vision.
In 2012, the Corporation approached the board of SURE-P, a fund established by the government of President Jonathan to manage the savings from the removal of fuel subsidy, with a capex shopping list of about N23bn ($192m). It anticipated that the investment would enable it to earn an implausible N20bn (circa $167m) per annum in railway revenues from the next year (2013). It projected hauling 4.3m tons of freight and 12m passengers in 2013, 4.3m tons and 15.4m passengers in 2014 and so on as a consequence. In the event and in the period 2012-2014, the railways received a total of N77bn (about $513m) of financial support from SURE-P aside from the annual appropriation for recurrent and overhead expenditure from the government treasury. Yet the Corporation earned less than N2bn (10% of its forecast) in railway revenues in each of the years. In 2013 it hauled a mere 100,000 tons of freight (3% of forecast) and 4.5m passengers (37% of forecast). It didn’t do any better in 2014.

Whereas the demand for transportation across Nigeria is estimated at about 5bn passenger trips and 250m tons of freight per annum. On current form, the railway is unsustainable and does not make an impression on the demand or the competition. Its strategic impact remains negligible with a share of the transportation market of under 1% while its main competitor, the roads sector has a market share of 98%. This contrasts starkly with 1964 when railway had 60% share of the transport market.

Two main reasons are advanced for the railway’s historical underperformance. First is strategic, the NRC Act vests exclusive authority in the Corporation to construct, own, operate and regulate railways in Nigeria for the public carriage of goods and passengers. The law shuts out other traditional participants in the sector such as sub-national governments and the private sector. It creates conflicts of interest which do not enable the NRC to be accountable, transparent and competitive. The second reason is operational. The Corporation is not able to compete for business with the dynamic and privately operated roads sector which controls about 98% of the market. As a government agency of bureaucrats, it lacks a commercially oriented culture with little or no incentives to be efficient and effective.

In 2003, railway revenues were nearly N600m on the back of operating costs of N3bn with an operating ratio of 20%. The Corporation was virtually bankrupt again expending as much as N5 for every N1 of revenue earned. In 2003 and 2004 the FG provided the NRC with subsidies of N3.9bn ($32m) and N1.6bn {$13m} and its ballooning debt profile was now in excess of N10bn ($80m). As at July 2006, the NRC’s facilities were in such a dilapidated state as a result of poor maintenance and lack of spares that only 13 of its 225 locomotives were in serviceable condition and those that were available could not be deployed for reasons as mundane as lack of working capital to purchase fuel.
Since 2009, the railway has received significant support for renewals, rehabilitation and building new infrastructure, acquiring new locomotives and operations and maintenance of way assets, its results have remained uninspiring. In 2010, it reported 139,000 tons of freight hauled and 1.5m passengers.
In 2011, it reported 340,000 tons of freight and 3.4m passengers. In 2012, it reported 180,000 tons of freight and 4.3m passengers. In 2013, freight hauled was 100,000 tons and 4.5m passengers. In 2014, it reported freight hauled as 211,000 tons and 4.7m passengers. This is a railway that required a minimum threshold density of 2m ton traffic units per annum to justify investment in rehabilitation? In any case the bulk of freight hauled was ballast for its contractors carrying out rehabilitation of the track.
There is therefore no gainsaying that the railways in Nigeria has not played its natural role in the transportation sector of the Nigerian economy. Locomotive availability as at today is about 12 % in comparison to about 75% in Africa and 85-90% in more efficiently managed railways elsewhere. The availability of wagons (30 %) and passenger coaches (35 %) is also low in comparison to international standards of 95% and 90% respectively. 
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The railway is caught in the proverbial conflict of needing to grow to seize market opportunities but lacking capacity to fund and manage growth. It is burdened by a cumbersome government administrative and regulatory system and its own conflicts of interest in operations and regulation conspire to hinder its performance.
In 2015, freight hauled was reported as 243,000 tons while passengers ferried were 2.6m. In 2016, freight was 103,000 tons and passengers were 3.2m. In 2017, freight was 141,000 tons whereas passengers ferried were 2.6m and in 2018, freight was 329,000 tons while passengers were about 3m.

In 2019, freight hauled was reported as 200,000 tons while passengers ferried were 2.9m. In 2020, freight was 87,000 tons and passengers were 1.02m. In 2021, freight was 142,000 tons whereas passengers ferried were 2.7m and in 2022, freight was 118,000 tons while passengers were about 3.2m. It is like the more that is sunk in the NRC, the more its performance stays the same.

Its financial results show that the NRC continues to lose money hand over fist. In the last 10 years, its best relative performance was in 2014 for passengers of 4.7m and 2011 for freight of 341,000 tons which is quite mediocre. This compares starkly with its performance in 1984 of 15m passengers and 3m tons of freight in 1964. In the last 10 years, its personnel costs have more than doubled in naira terms from N2.4bn in 2009 to about N7bn in 2019 and N11bn in 2023. Yet its performance has remained uninspired. What makes these comparisons all the more galling is that the growth in traffic volumes nationally have been phenomenal and gone entirely on the roads while the trend for rail has been downward. As at today, the NRC remains practically insolvent spending about N3-5 to earn N1. Without the feeding bottle from the government, it will shut down. It does not appear to understand its business or its markets. It cannot compete with the roads sector which is privately run. It’s potentially profitable freight business which underpins railway viability and sustainability has continually remained in decline while its focus appears to be on its loss making passenger business which is coasting at the bottom of the chart regardless of how much public money is supposedly ploughed into the sector. The 80/20 rule is clearly applying here.
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The railways are an integral part of the logistics chain. It competes with and compliments the other modes of transportation. It is energy efficient and provides key economic benefits in enabling mobility and public safety in the movement particularly of freight over medium to long distances and loose cargoes such as mining products over short distances. One weakness in traditional transport provision is the absence of a structure of incentives that aligns supplier and consumer interests. It is now widely accepted that one of the most powerful ways to cause suppliers to respond to the requirements of consumers in competitive markets is the threat of loss of patronage. Indeed, Michael Beesley, a leading architect of British utility regulation, argued that competition is the most important mechanism for limiting monopoly power and optimising consumer benefits. The essence being in competitive rivalry and the freedom to enter and exit markets. Competition serves the public interest when it induces suppliers to greater efficiency and offer more choice to consumers at competitive prices. When there is competition in a market-based economy, different suppliers compete against each other to offer their goods or services to consumers. These are the lessons that appear lost on the Nigerian Railway Corporation.

The options for suppliers in competitive markets include offering lower prices or better products and services to attract customers. Individual suppliers lack “market power” as they are not able to dictate market terms but must respond to the rivalry of the competition to stay in business. The threat of rivalry from other suppliers would enhance the contestability of the market across all its dimensions including – price, quality and innovation. So, the goal of competition policy should be to promote, protect and preserve competition as the most appropriate means of ensuring the efficient allocation of resources.
The railway industry in many countries have therefore undergone reforms to open them up to competition. These reforms have involved the introduction of competition and private participation in finance, operation, management and sometimes, the ownership of the railways. Indeed, the railway industry in some countries have now been transformed from a poorly managed public utility with mounting financial losses to an efficient market driven industry with a more commercial outlook. This is why the Nigerian railway must embrace reform or die. The railway constitution amendment is therefore a necessary first step in reform.
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The import of the old constitutional provision which placed railways in the exclusive list was that only the National Assembly could make laws for the initiation, construction, operation and regulation of railways in Nigeria for the public carriage of goods and passengers. In this regard, railway is deemed to include other guided transportation systems such as metro, monorail, rapid transit, trams and cable cars.

Whereas the “concurrent legislative list” in the constitution is the list of matters set out in the second schedule of the constitution in respect of which the National Assembly and a State House of Assembly may make laws to the extent prescribed. So transferring the railways to the concurrent list enables any of the 36 States of Nigeria to initiate, construct, own and operate railways without requiring the permission of the NRC. Regulation of railways however remains vested in the Federal Government and will provide for some restraint and consistency in the railway systems developed by the sub-nationals and other investors.
The benefits of transferring railways to the concurrent list includes, to attract wider participation by sub-national governments and private investors to the sector, increase the quantum of investible funds available to the sector and expand the coverage of railways across the country, enable contestable markets in a critical sector of the economy and to act as a catalyst for economic development and growth. Finally, the current provision has largely been observed in the breach and hence has been overtaken by events.

The constitution amendment also endorses the restructuring of the railway industry as it mandates the creation of “a national railway agency for the regulation of railway operations throughout the Federation”. It further mandates the establishment of “a national railway carrier for interstate transportation throughout the Federation.”  The separation of railway regulation from operations that has been canvassed by railway stakeholders for years has thus finally been resolved by this constitution amendment. It is however imperative that the railway regulator when established is independent not just in name but in reality. In this regard, the Nigerian Electricity Regulatory Commission (NERC) and the Nigerian Communications Commission(NCC), the utility regulators are perceived to be more independent than the state run self-regulating operators which characterized historical utilities provision. Such should provide a template for the new Office for Rail Regulation.
Whereas the constitution amendment limits sub-national government’s participation in railways to their territorial jurisdictions, there is nothing that prevents neighboring states for instance from collaborating and allowing their railway systems to integrate with each other. It may well be that they could build a railway connecting their states thereby creating an inter-state railway which ordinarily would not come under the national asset manager/infraco or the national carrier as it would belong to the relevant states. In such circumstances, the national carrier would need access rights from the states to run trains on their network.

Another potential outcome of the liberalization of the sector is that states may in due course become operators or even investors in the national carrier which if the consensus in the industry holds, would have a private core investor with a controlling stake. The Federal Government would hold a minority stake which could later be sold on the stock market while other investors could fill in any gaps and there are quite a few institutions that fit the bill such as railway workers trust funds etc. While such an outcome may be further down the road, there are states like Lagos that have been developing railway systems over many years and may become the “tigers” of the future Nigerian railway industry.

The next steps that must be taken urgently are in the repeal and re-enactment of the Nigerian Railway Corporation Act. The constitution amendment has voided sections of the existing Act while the Act has long been cited as a major obstacle to attracting private investment to the rail industry. For instance, section 29 of the existing NRC Act provides that “It shall be unlawful for any person without the consent of the Corporation, to construct or operate a railway for public carriage of passengers or goods within Nigeria”. This has now been overtaken by the constitution amendment.

Other aspects of the NRC Act that will require attention is in the separation of regulation from operations by the creation of the independent regulator, constitution of the governing boards of the successor companies and ensuring related professionalism as the yard stick for membership among others.

The new Railway Bill to repeal and re-enact the existing NRC Act could therefore be an omnibus law that would establish the regulator, the asset manager/infraco and the national carrier thus negating the need for 3 separate establishment bills. This is especially given the cumbersome process of law making and the passage of bills. This new law is pivotal to the formalization of the reform and restructuring of the railway.
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There are however differing opinions among railway stakeholders over the shape of the desired restructured railway environment. While some opinions favour a combined passenger and freight operator, my preference is for separation of the businesses. The logic is simple, railfreight and passenger rail are very different businesses. They serve different customer types, use different equipment, need different organization set ups, serve different markets etc. Rail freight operators are a breed apart from passenger rail operators and it is important that we encourage specialisation. Experience has shown that when combined, the passenger business can be a huge distraction for a freight operator, lead to cross subsidisation and ultimately to the underperformance of both businesses. More importantly is that it is easier to obtain private investment for rail freight business standing alone than a passenger business or a combination as the passenger rail business increases the riskiness for investors. Of paramount importance must be the need to keep the railway consistently working and open, not operating in fits and starts as it has done for nearly 60 years. 

The Bollore African Logistics’ story at Sitarail, Camrail and Benirail provides a case study for the Nigerian railways. That Bollore is selling these 3 African railway franchises to MSC (Mediterranean Shipping Company) for a reported $6.2bn is indicative of what value can be created in railway concessions when managed by businessmen rather than bureaucrats, though it takes a lot of hard work and consistency. Railway thrives on reliability, consistency and certainty and when integrated with a port operation, it makes for seamless freight movements and enduring returns. In contrast a recent revelation during the budget presentation by the then Nigerian Minister of Finance, Mrs Zainab Ahmed, was that the Nigerian Railway Corporation with its huge bank of underperforming assets and property is valued at a mere $10m in the assets register of the government. This may be reflective of its current business prospects as a going concern. With an operating ratio of about 23%, it is perhaps among the poorer performing railways in the world. Yet in the right hands and environment, it has enormous prospects for a turnaround because the market is there. 
Nigeria with its size and population provides some of the best prospects for railway business notwithstanding its other environmental challenges in insecurity, poor infrastructure and a weak regulatory environment among others. These challenges may present opportunities and not necessarily weaknesses. With freight movements estimated at about 250m tons per annum, 98% of which are on the roads, a rail freight operator hauling a mere 5m tons per annum can sustain the railway but will need support from government in asset renewals. Keeping the railway open and taking some heavy goods traffic off the roads for long distance haulage must be the overriding imperative.

The Canadian National Railway (CN) is reputedly one of the most profitable railway operators in the world. Comparatively, about 70% of all intercity freight movements in Canada is shipped by rail making it the highest modal share in the world. In Nigeria conversely, this is less than 1%. Whereas 50% of Canada’s exports are by rail, Nigeria has no current rail connections with its neighbours though this will change with the Kano-Maradi rail line into Niger Republic. 

Canada’s rail network is 49,422 km long with about 43,000km used for freight. Nigeria’s rail network is under 4,500km long built over nearly 100 years. Since independence over 60 years ago, Nigeria has added less than 2,000km to its railway network. That’s about 30km per annum and that includes the 879 km Maiduguri extension of 1964 which was initiated by the departing colonial govt. Meanwhile, China adds an average of 5,000km of high speed rail every year to its network.

In 2019, Canada moved more than 332m tons of freight by rail with a valuation of about $320m cad producing a unit rate of about 3.5c cad per ton per km. Nigeria moved a paltry 350,000 tons by rail out of a total freight traffic of 200m tons. So Nigerian roads have remained congested with truck induced traffic, road maintenance costs are high, greenhouse gases emissions are high, road traffic accidents are high and the negative impacts on productivity is high. Conversely, the US has a network of about 257,722 track km moving about 154bn tons per annum equivalent to 40% of its freight market.

Bollore’s Sitarail is mainly a freight operator running about 40 freight and 12 passenger trains each week hauling 900,000 tons of freight and 200,000 passengers per annum between Cote d’Ivoire and Burkina Faso. Its sister railway Camrail however hauls 1.8m tons of freight and 1.6m passengers per annum in Cameroon. The reality which appears lost on the Nigerian railway is that a credible rail freight business underpins railway sustainability.

The takeaways from the Bollore and other stories for Nigeria include that:
· Rail freight underpins railway sustainability

· Railway concessions attract competent investors

· Adequate provision must be made for the infrastructure prior to signing the concession agreement.

· A concessionaire committing to infrastructure investment may need government support so a mechanism for government financing of infrastructure investments could form part of the concession agreement.

· Government needs to fully fund its public service obligations for passenger services and on time
For these reasons the Nigerian national carrier could have two or more subsidiaries but principally, a freight company and one or more passenger companies perhaps offering horizontally separated services. The track would be controlled by the national freight company who would be responsible for maintenance and grant user access to the passenger companies with the infraco/asset manager possibly and independent regulator managing the network code and arbitrating disputes or differences. While this creates the potential for more complex relationships in managing user access, it keeps the railways healthier and happier. What needs to be broken is the stranglehold of one public enterprise on a sector brimming with commercial opportunities for market segregation and specialization. This would energize the economy, improve choice and reduce road mortality.


A rail freight operator may in such circumstances wish to ring fence its exposure to the passenger business but this is a matter for negotiation. The rail freight concession model should be vertically integrated while competition will be for the market, so bidders will compete to provide a monopoly rail freight service. This makes it imperative that the procurement is credible as it would attract good operators rather than buccaneers or political patrons seeking opportunity for asset stripping. The World Bank and other multilaterals have quite good facilities for supporting credible efforts at railway reform and restructuring.
The failure to consummate the GE concession of the narrow gauge railway was a set back for railway development in Nigeria. Time was lost in abortive negotiations and with it came losses from track vandalisation that left an almost fully rehabilitated track in ruin. The complexion of the concession deal changed from GE’s original unsolicited proposal where it had approached the government with a proposal to run a rail freight business on the legacy Western line (Lagos-Kano) only. It also committed to building a locomotive assembly plant in Nigeria but the government insisted on the inclusion of the Eastern line (Port Harcourt-Kaduna and Maiduguri), passenger services as part of a public service obligation and the donation of a Transportation university in Ubima, Rivers State as corporate social responsibility.  The scope also widened to include housing estates on prime surplus railway land, shopping malls and hotels. The government’s concession approach was clearly at variance with GE’s. While the government wanted a single integrated concession, where the Concessionaire would be primarily responsible for transport services, infrastructure upgrades and real estate management, GE wanted a split structure whereby the operations is separate from infrastructure ownership and management, allocated to a special purpose vehicle. 
Another sticking point was Nigeria’s development of a standard gauge line on the same alignment in parallel and potentially in competition. This potential deal breaker is likely to dog any effort at attracting private capital to railway concessions in the future. Shortly after signing a Concession Framework Agreement around November 2018, GE commenced negotiations to sell off its Transportation division that was negotiating with the Nigerian government. By February 2019 when it was sold off, Wabtec, the new owners did not seem to have the appetite for investment in an emerging economy. Though Transnet of South Africa which was a part of the GE consortium would step up to the plate to continue from where GE left, the Nigerian general elections of 2019, and the xenophobic furore that stirred civil unrest in South Africa, dampened the momentum for the concession.    
 
Perhaps the final straw was that the Minister was the main driver on the government side while the

NRC was unenthusiastic about letting go of its prized though underperforming asset. The NRC disposition has not apparently changed and may prove a major disincentive to private investment.
The absence of reliable rail infrastructure may also have had an impact on the growth of the mining sector. Nigeria with its abundant mineral resource endowment has not been able to evolve production processes that integrate optimal logistics solutions. The lack of success with Ajaokuta and its associated steel value chain of NIOMCO Itakpe, Delta Steel Company, Aladja-Warri, and the rolling mills in Oshogbo, Katsina and Jos, has neither helped the railway nor the mining industry. Indeed the central line railway linking Warri to Ajaokuta and Itakpe was for many years stalled until the Buhari government finally completed it for use for passenger services. There is however a question mark as to the completion of the signaling system. The central line corridor has a lot of promise for rail freight business but the line needs to connect to Abuja, the Kaduna-Kano portion of the standard gauge completed and the Warri port dredged and connected to rail for it to have optimum utility. The corridor brims with major industries such as the Dangote and Bua cement plants, ceramics industries and Geregu among others. If or when the steel plants in Ajaokuta and Warri start or resume production sustainably, then we are likely to see a corridor begging for track dualization as it would offer a standard gauge connection to port. It may therefore be just as well that it is single track laid on double formation.

The steel production value chain requires coal from the Kogi East and Enugu fields to feed Ajaokuta and the other industries mushrooming around that axis. The proposed rail line between Oturkpo and Ajaokuta serves this purpose. Indeed a railway bridge was built across the Niger between Ajaokuta and Itobe for this purpose and awaits the construction of the line from Itobe to Oturkpo. A secondary loop from Itobe through Dekina and Abejukolo linking Ankpa through Okobo, Enjema and Okaba where significant coal deposits are currently being mined and shipped in an incoherent                                                                                          manner may also help. Limestone and dolomite are also required inputs in large volumes for Ajaokuta.
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The standard gauge railway from Itakpe also needs to connect to Oshogbo to bring the rolling mill there into the standard gauge mix with the Kano – Maradi line connecting the Katsina mill. This would leave the Jos mill outside the orbit of the standard gauge connection for the time being. Notwithstanding a transhipment facility can be developed in Oturkpo to enable transfers from standard gauge to narrow gauge to serve the Jos mill.

The  Buhari government must be congratulated for its railway achievements. It initiated passenger services on the standard gauge lines Abuja-Kaduna, Lagos-Ibadan and Warri-Itakpe. It persuaded the Chinese to build a wagon assembly plant in Kajola and a Transportation university in Daura as corporate social responsibility. It also trained some young Nigerians in China for railway engineering etc. but finding appropriate utility for them upon their return remains a question as long as there is little or no expansion in railway provision. The greatest credit for railway under Buhari must be the constitution amendment which though not his baby, was signed  into law by him. There is however much else that it could have achieved besides. 
The Buhari government built about 320 track km of standard gauge in 8 years as against Jonathan’s government’s 200 track km of standard gauge in 5 years. Buhari bought some equipment for only the standard gauge lines for passenger services while Jonathan bought equipment for passenger services for the standard and narrow gauge lines. Jonathan also carried out the rehabilitation of about 3,000 km of narrow gauge. 
Jonathan’s government also relaunched passenger services on the narrow gauge railway and managed built the Abuja-Kaduna standard gauge to 95%. The rehabilitation and completion of Warri-Itakpe line which it had initiated was reported as 85% complete when he left office in 2015. The NRC under Buhari did not manage to sustain the long distance services on the narrow gauge lines launched under Jonathan which have remained epileptic and unreliable. Indeed trains stopped running on the Eastern line between Port Harcourt and Kano no sooner that the Buhari government took office.

Where both governments score particularly low is in championing railway reform. The Jonathan government only managed to present the executive’s transport sector reform bills to the National Assembly in the twilight of his tenure. The Buhari government did not manage to push through the Railway Bill nor did he assent to the National Transport Commission Bill when it was passed by the National Assembly. It is therefore to the new government of President Tinubu that we must now look for the reform of the railway.
The Tinubu government must prioritize the reform of the railway and not pay lip service to restructuring as others before it have done. A new orientation is required at the Nigerian Railway Corporation and the Federal Ministry of Transportation that is disposed to reform. The management of the railway must appreciate that reform and restructuring is in the railway industry’s enlightened self interest. That while fear of change is natural, preserving the status quo or some minor tweaking of the organization breakdown structure would not be sufficient to sustain the railway in the long run. The “unbundling” of the NRC commenced by the Federal Ministry of Transportation needs a fresh impetus with the committee reconstituted and expanded to bring in more stakeholders with clear terms of reference. While it is good that it has espoused a commitment to completion of outstanding railway infrastructure projects, it must recognize that it would require nearly $20bn to do so and that it has only about 4 years or 8 years maximum to construct and rehabilitate about 4,000km of track. Sounds like a tall order given the record of his predecessors.  It must however first recognize why railway infrastructure is dilapidating and under utilized, and this is in the failings in operations.
All told, I celebrate the arrival of the new dawn for railways in Nigeria. I congratulate all those who have remained true to the cause of reform with advocacy and others. We have pulled off a feat inspite of the hesitancy and resistance of the NRC. There is still work ahead not only to reform the railway but implementing the restructuring of the railway environment will task us all. Keep sleeves rolled up. Salut!
INSERT BIO AND PIC

Rowland Ataguba








5 June 2023

Managing Director,

Bethlehem Rail Infrastructure Limited

London NW7 4RS.
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Nigerian Railway Corporation Headquarters, Ebute Metta, Lagos
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Map of the amended  Nigerian railway 25 year vision





Nigerian Railway Corporation Freight Performance (1964 – 2022)





Nigerian Railway Corporation Passenger  Performance (1964 – 2022)





Asiwaju Bola Tinubu Train Station, Apapa,  Lagos





Mobolaji Johnson Train Station, Ebute-Metta Junction, Lagos
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Proposed Structure of the New Nigerian Railway





Nigerian solid mineral distribution map
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Forecasts

		

														viability and sustainability of the nigerian railways

														2013		2014		2015		2016		2017		2018		2019		2020		2021		2022

										Locos & Rolling Stocks

										No of Locos to be Refurbished				10		10		6		0		0		0		0		0		0		0

										No of New Locos				0		0		0		10		15		15		25		25		30		30

										Total Number of Locos Required		25		35		45		51		61		76		91		116		141		171		201

										Number of Coaches		187		175		225		255		305		380		455		580		705		855		1005

										Number Wagons		733		733		733		765		915		1140		1365		1740		2115		2565		3015

												Services

										Freight Trains

										No of Trains Per Month				167		251		284		340		423		507		647		786		953		1,120

										Tonnage Per Month				306,564		394,041		446,758		534,400		665,504		797,011		1,016,596		1,235,232		1,497,251		1,757,337

										Revenue Per Month (Nm)				1,477		1,898		2,152		2,574		3,206		3,840		4,898		5,952		7,215		8,468

										Annual Tonnage		0		3,372,204		4,334,451		4,914,338		5,878,400		7,320,544		8,767,121		11,182,556		13,587,552		16,469,761		19,330,707

										Annual Revenue (Nm)				3,372		4,334		4,914		5,878		7,321		8,767		11,183		13,588		16,470		19,331

												0		16,247		20,878		23,672		28,314		35,266		42,240		53,878		65,472		79,365		93,148

										Oerational Costs

														4,739		6,091		6,906		8,261		10,287		12,320		15,704		19,081		23,128		27,178

										Express Passenger Trains

										No of Trains Per Month

				F						No. of Passenger Per Month				18		23		26		31		39		47		60		73		89		104

										Revenue Per Month (Nm)				86,450		111,118		125,984		150,699		187,670		224,755		286,677		348,332		422,221		496,131

										No Passenger Per Annum				122		157		178		213		265		317		404		491		595		744

										Annual Revenue (Nm)		0		950,950		1,222,298		1,385,824		1,657,689		2,064,370		2,472,305		3,153,447		3,831,652		4,644,431		5,457,441

												0		1,342		1,727		1,958		2,343		2,915		3,487		4,444		5,401		6,545		8,184

										Operational Costs

														282		363		412		493		614		735		937		1,139		1,380		1,621

										Mass Transit Trains

										No of Trains Per Month

										No. of Passenger Per Month				404		519		588		703		875		1,048		1,337		1,624		1,968		2,313

										Revenue Per Month				1,006,866		1,294,172		1,467,315		1,755,162		2,185,756		2,617,673		3,338,868		4,056,948		4,917,512		5,778,510

										No Passenger Per Annum				130		167		189		226		281		336		428		521		631		741

										Annual Revenue (Nm)		0		11,075,526		14,235,892		16,140,465		19,306,782		24,043,316		28,794,403		36,727,548		44,626,428		54,092,632		63,563,610

												0		1,430		1,837		2,079		2,486		3,091		3,696		4,708		5,731		6,941		8,146

										Operational Costs

														628		632		716		856		1,066		1,276		1,628		1,978		2,905		3,414

										Total Revenue (Nm)

												0		19,019		24,442		27,709		33,143		41,272		49,423		63,030		76,604		92,851		109,478

										Operating Costs

										Costs of Loco (Nm)				5,649		7,086		8,034		9,610		11,967		14,331		18,269		22,198		27,413		32,213

										Cost of Coaches				3,500		3,500		2,100		5,060		7,590		7,590		12,650		12,650		15,180		15,180

										Cost of Wagons				1,896		7,900		4,740		7,900		11,850		11,850		19,750		19,750		23,700		23,700

										Other Costs				- 0		- 0		960		4,500		6,750		6,750		11,250		11,250		13,500		13,500

										Total Costs

														11,045		18,486		15,834		27,070		38,157		40,521		61,919		65,848		79,793		84,593

										Net Revenue

												- 0		7,974		5,956		11,875		6,073		3,115		8,902		1,111		10,756		13,058		24,885
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TU

		

												Year		Passenger No.				Passenger Revenue		Freight		Freight Revenue

														000				N		000 MT		N

												1964		11,288				N/A		2,960		N/A

												1965		10,630				N/A		2,834

												1966		11,621						2,884

												1967		10,005						2,481

												1968		6,916						1,868

												1969		8,007						1,614

												1970		8,942		4.68		4,676,000		1,311		18,438,000.00		18.44

												1971		5,760.30		5.87		5,865,300		1350.7		15,960,000.00		15.96

												1972		5,819		7.48		7,447,000		1,519		17,095,000.00		17.10

												1973		5,131		6.91		6,906,000		2,129		18,025,000.00		18.03

												1974		4,342		6.91		6,906,000		1,098		12,205,000.00		12.21

												1975		6,755		11.00		11,003,000		1,612		14,724,000.00		14.72

												1976		7,491		10.00		10,004,000		1,452		16,722,000.00		16.72

												1977		6,740		10.80		10,822,000		2,375		17,172,000.00		17.17

												1978		6,750		13.00		12,982,000		1,543		21,861,000.00		21.86

										RITES		1979		8,606.90		15.30		15,316,400		1,129.90		18,530,000.00		18.53

												1980		10,855.10		25.40		25,393,700		1,620.20		30,382,300.00		30.38

												1981		9,972.70		22.90		22,871,400		2,116		44,493,500.00		44.49

												1982		11,753		28.50		28,487,000		2,163		48,431,000.00		48.43

												1983		13,012		31.30		31,333,000		1,619		[$NGN] 36,636,000.00		[$NGN] 36.64

												1984		15,552		33.90		33,938,000		1,458		[$NGN] 33,335,000.00		[$NGN] 33.34

												1985		11,709		37.50		37,527,000		1,182		[$NGN] 34,247,000.00		[$NGN] 34.25

												1986		9,912		39.10		39,088,000		825		[$NGN] 27,776,000.00		[$NGN] 27.78

												1987		7,407		36.50		36,510,000		353		[$NGN] 15,632,000.00		[$NGN] 15.63

												1988		3,629		15.20		15,157,000		294		[$NGN] 13,200,000.00		[$NGN] 13.20

										OGBEMUDIA		1989		6,520		24.30		24,318,000		270		[$NGN] 18,155,000.00		[$NGN] 18.16

												1990		6,345		31.40		31,403,000		319		[$NGN] 35,911,000.00		[$NGN] 35.91

												1991		3942		19.30		19,314,000		330		[$NGN] 64,460,000.00		[$NGN] 64.46

												1992		1,747		17.00		17,015,000		204		[$NGN] 42,743,000.00		[$NGN] 42.74

												1993		1,502		14.60		14,627,000		157		[$NGN] 74,148,000.00		[$NGN] 74.15

												1994		1,438		36.00		35,967,000		142		[$NGN] 121,317,000.00		[$NGN] 121.32

												1995		1,729		39.40		39,402,000		108		[$NGN] 133,915,000.00		[$NGN] 133.92

										CCECC I		1996		1,784		39.60		39,560,000		138		[$NGN] 161,350,000.00		[$NGN] 161.35

												1997		2,974		126.20		126,200,000		270		[$NGN] 136,228,000.00		[$NGN] 136.23

												1998		3,060		138.20		138,200,000		1,513		[$NGN] 375,200,000.00		[$NGN] 375.20

												1999		1,788		88.80		88,882,000		737		[$NGN] 404,346,000.00		[$NGN] 404.35

												2000		2,610		142.90		142,920,000		116		[$NGN] 155,865,000.00		[$NGN] 155.87

												2001		1,283		110.50		110,455,000		132		[$NGN] 165,256,000.00		[$NGN] 165.26

												2002		987		101.00		101,017,000		98		[$NGN] 132,908,000.00		[$NGN] 132.91

												2003		1,622		156.30		156,276,000		58		[$NGN] 101,129,000.00		[$NGN] 101.13

												2004		1,731		206.80		206,772,000		62		[$NGN] 62,575,000.00		[$NGN] 62.58

												2005		752		87.20		87,178,000		84		[$NGN] 110,011,000.00		[$NGN] 110.01

												2006		708		84.30		84,322,000		41		[$NGN] 108,948,000.00		[$NGN] 108.95

										CCECC II		2007		1,478		145.10		145,100,000		36		[$NGN] 82,811,000.00		[$NGN] 82.81

												2008		1,996		233.50		233,513,000		47		[$NGN] 78,600,000.00		[$NGN] 78.60

												2009		1,285		204.60		204,573,000		52		[$NGN] 60,711,000.00		[$NGN] 60.71

												2010		1,514		205.20		205,241,000		138		[$NGN] 81,822,000.00		[$NGN] 81.82
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Road v Rail

		



Year

Revenue (mill. Naira)

NRC Freight Revenues



Net deficit

		

										Freight (million tonne-km)

																Passenger (million passenger km)

										1980		1.03				1980		1.92		0.00

								RITES		1981		1.68				1981		3.24		0.00

										1982		1.69				1982		2.91		0.00

										1983		1.21				1983		3.19		0.00

										1984		1.03				1984		3.39		0.00

										1985		0.93				1985		3.40		0.00

										1986		0.66				1986		2.49		0.00

										1987		0.38				1987		1.86		0.00

										1988		0.26				1988		1.07		0.00

										1989		0.21				1989		1.63		0.00

								OGBEMUDIA		1990		0.22				1990		1.59		0.00

										1991		0.27				1991		0.86		0.00

										1992		0.23				1992		0.13		0.00

										1993		0.12				1993		0.11		0.00

										1994		0.12				1994		0.59		0.00

										1997		0.06				1995		0.93		0.00

										1999		0.07				1996		1.04		0.00

										2002		0.06				1997		0.27		0.00

										2003		0.05				1998		0.63		0.00

										2004		0.07				1999		0.92		0.00

										2005		0.1				2000		0.45		0.00

										2006		0.1				2001		0.35		0.00

										2007		0.1				2002		0.57		0.00

																2003		0.62		0.00

																2004		1.22		0.00

																2005		0.22		0.00

																2006		0.22		0.00

																2007		0.22		0.00





Net deficit

		



Year

million tonne -km/km

NRC Freight Traffic Density



Consolidated

		



Year

million passenger - km/km

NRC Passenger Traffic Density



NBS 1

		

												Distance by road		Distance by rail		Cost by road (N)		Cost by rail		Difference in cost		Cost/ Tonne/Km		Cost/Tonne/Km		Duration of delivery		Duration of delivery		Difference

										From Lagos Port Complex:		km		km		(N)		(N)		(N)		by road		by rail		by road		by rail		in time

																						(N)		(N)		(hours)		(hours)

										Ibadan		166		193		80,794.00		35,319.00		45,475.00		16.22		6.10		12		8		4

										Oshogbo		256		293		118,750.00		53,619.00		65,131.00		15.46		6.10		24		12		12

										Ilorin		325		391		129,758.00		71,553.00		58,205.00		13.30		6.10		24		16		8

										Minna		762		743		189,375.00		135,969.00		53,406.00		8.28		6.10		48		30		18

										Kaduna		925		909		230,000.00		166,347.00		63,653.00		8.28		6.10		67		48		19

										Jos		1,034		1,173		260,526.00		214,659.00		45,869.00		8.39		6.10		70		56		14

										Kano		1,175		1,126		264,318.00		206,058.00		58,260.00		7.49		6.10		72		53		19

										Bauchi		1,166		1,310		285,455.00		239,730.00		45,725.00		8.16		6.10		76		60		16

										Gombe		1,354		1,476		295,000.00		270,108.00		24,892.00		7.26		6.10		76		64		12

										Maiduguri		1,625		1,878		373,333.00		343,674.00		29,659.00		7.66		6.10		106		80		26

												Average cost per-tonne-kilometre										10.05		6.10

												Distance by road		Distance by rail		Cost by road (N)		Cost by rail		Difference in cost		Cost/ Tonne/Km		Cost/Tonne/Km		Duration of delivery		Duration of delivery		Difference

										From Port Harcourt Port Complex:		km		km		(N)		(N)		(N)		by road		by rail		by road		by rail		in time

																						(N)		(N)		(hours)		(hours)

										Aba		64		63		45,221.00		11,529.00		33,692.00		23.55		6.10		5		2		3

										Enugu		281		243		121,785.00		44,469.00		77,316.00		14.45		6.10		24		10		14

										Makurdi		525		463		150,000.00		84,729.00		65,271.00		9.52		6.10		36		24		12

										Jos		864		830		250,000.00		153,354.00		96,646.00		9.64		6.10		68		60		8

										Bauchi		996		975		290,500.00		178,425.00		112,075.00		9.75		6.10		78		74		4

										Gombe		1184		1141		320,166.00		208,803.00		111,363.00		9.01		6.10		84		78		6

										Maiduguri		1460		1443		350,000.00		264,069.00		85,931.00		9.99		6.10		93		84		9

												Average cost per-tonne-kilometre										12.27		6.10





NBS 2

		

										net deficit		revenues		rail revenue		expenses		subsidy

										Naira bn

								1999		3.8		0.664		0.312		1.3		0.867

								2000		0.862		0.394		0.296		2.5		1.9

								2001		1.08		0.345		0.275		3.1		2.6

								2002		1.9		0.338		0.233		2.3		0.93

								2003		1.2		0.495		0.257		2.9		3.9

								2004		1.9		0.51		0.312		2.9		1.6





NBS 2

		



Net Deficit

Gross Revenues

Rail Revenues

Operating Expenses

Govt Subsidy

Year

Naira bn

NRC 5 Year Financial Performance
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Rail Revenues

Operating Expenses

Govt Subsidy
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NRC 5 Year Financial Performance



		

								year				freight				pax																																										freight world				pax world

								1964				2,960				11,288																																										2,960				11,288

								1965				2,834				10,630																																										2,834				10,630

								1966				2,884				11,621																																										2,884				11,621

								1967				2,481				10,005																																										2,481				10,005

								1968				1,868				6,916																																										1,868				6,916

								1969				1,614				8,007																																										1,614				8,007

								1970				1,311				8,942																																										1,311				8,942

								1971				1350.7				5,760.30																																										1350.7				5,760.30

								1972				1,519				5,819																																										1,519				5,819

								1973				2,129				5,131																																										2,129				5,131

								1974				1,098				4,342																																										1,098				4,342

								1975				1,612				6,755																																										1,612				6,755

								1976				1,452				7,491																																										1,452				7,491

								1977				2,375				6,740																																										2,375				6,740

								1978				1,543				6,750																																										1,543				6,750

								1979				1,129.90				8,606.90																																										1,129.90				8,606.90

								1980				1,620.20				10,855.10																																										1,620.20				10,855.10

								1981				2,116				9,972.70																																										2,116				9,972.70

								1982				2,163				11,753																																										2,163				11,753

								1983				1,619				13,012																																										1,619				13,012

								1984				1,458				15,552																																										1,458				15,552

								1985				1,182				11,709																																										1,182				11,709

								1986				825				9,912																																										825				9,912

								1987				353				7,407																																										353				7,407

								1988				294				3,629																																										294				3,629

								1989				270				6,520																																										270				6,520

								1990				319				6,345																																										319				6,345

								1991				330				3942																																										330				3942

								1992				204				1,747																																										204				1,747

								1993				157				1,502																																										157				1,502

								1994				142				1,438																																										142				1,438

								1995				108				1,729																																										108				1,729

								1996				138				1,784																																										138				1,784

								1997				270				2,974																																										270				2,974

								1998				1,513				3,060																																										1,513				3,060

								1999				737				1,788																																										737				1,788

								2000				116				2,610																																										116				2,610

								2001				132				1,283																																										132				1,283

								2002				98				987																																										98				987

								2003				58				1,622																																										58				1,622

								2004				62				1,731																																										62				1,731

								2005				84				752																																										84				752

								2006				41				708																																										41				708

								2007				36				1,478																																										36				1,478

								2008				47				1,996																																										47				1,996

								2009				52				1,285																																										52				1,285

								2010				138				1,514																																										138				1,514

								2011				341				3,493																																										341

								2012				182				4,156

								2013				100				4,329																																								2013

								2014				201				4,686																																								2014

								2015				243				2,500																																								2015

								2016				103				3,200

								2017				141				2,600

								2018				329				3,000

								2019				200				2,900

								2020				87				1,020

								2021				142				2,700

								2022				118				3,200
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				RAIL LENGTHS BY STATE

				ABIA		58

				ADAMAWA		-97

				AKWA IBOM		0

				ANAMBRA		0

				BAUCHI		389

				BAYELSA		0

				BENUE		230

				BORNU		201

				CROSS RIVER		0

				DELTA		120 Standard Guage

				EBONYI		0

				EDO		120 Standard Guage

				EKITI		0

				ENUGU		160

				GOMBE		173

				IMO		0

				JIGAWA		180

				KADUNA		537

				KANO		140

				KASTINA		64

				KEBBI		0

				KOGI		86 Standard Guage

				KWARA		150

				LAGOS		34

				NASARAWA		125

				NIGER		358

				OGUN		195

				ONDO		0

				OSUN		97

				OYO		64

				PLATEAU		259

				RIVERS		37

				SOKOTO		0

				TARABA		0

				YOBE		6

				ZAMFARA		110

				FCT(ABUJA)		0

				VI		30 Locomotives (Daily Average)

				VII		31 Locomotives (Fleet available)

				VIII		10 Rail buses available

				IX		No Broken down crane available

				X		Rail Accident statistics (Pasenger Causalities)

				2005		2006		2007		2008		2009		2010		2011		2012 (January - May)

				2		1		1		6		3		1		7		5

				XI		Number of Accidents to Train (All Classes)

				2005		2006		2007		2008		2009		2010		2011		2012 (January - May)

				51		55		84		79		82		55		88		13

				xIII		Length of Nigerian Railways Corporation Route in kilometre 3,505km Narraw Guage 1067mm and 363km Standard Guage 1067mm

				XIV		Average No of Vehicles Per Train

						16 Wagons Per Train (Freight)

						10 Coaches Per Train (Passengers)

				XV		Average No. of Persons per Train

						900 Passengers

				XVII		Number of Wagons

						860 Wagons

				XVIII		Average Kilometer per day per Wagon

						331Km

				III. & XVI

						N.R.C. OPERATIONAL PERFORMANCE (2005 - 2011)

				S/NO		YEAR		PASS		REVENUE		TON FREIGHT		REVENUE		TOTAL REVENUE

				1		2005		752,482		87,278,830		95,360		110,001,353		197,290,183

				2		2006		708,802		84,322,338		41,495		108,948,616		193,270,954

				3		2007		1,478,700		145,094,568		55,032		82,811,323		227,905,891

				4		2008		1,996,324		233,513,196		63,326		78,600,975		312,114,172

				5		2009		1,285,080		204,573,771		52,489		60,711,935		265,285,707

				6		2010		1,514,215		205,241,800		138,533		81,822,955		287,064,555

				7		2011		3,493,443		466,821,564		341,396		213,351,957		680,173,521

				XXI		SUMMARY OF THE 25 - YEAR STRATEGIC RAIL VISION

				PHASE		PHASE		CONCENTRATION		KEY STRATEGIES		TIME FRAME

				1		1		SYSTEM TRANSITION		REHABILITATION		2002 - 2007

										RESTRUCTURING

										INTRODUCING OPERATION CHANGES

										TRAINING

										INVESTMENT PLANNING

										DEV. OF DOMESTIC CAPACITY FOR PRODUCTION OF RAIL MATERIALS

										DEV. OF NATIONAL TECHNOLOGICAL CAPACITY

				2		2		SYSTEM MODERNISATION		CONVERSION TO STANDARD GUAGE

										CONSTRUCTION OF NEW LINES AND EXTENSIONS

										PRIVATE INVESTMENT TECHNOLOGICAL CAPACITY

				3		3		SYSTEM STABILISATION		COMPLETION OF CONVERSION TO STANDARD GUAGE AND CONSTRUCTION OF EXTENSIONS		2016-2027

						MAJOR TRACK REHABILIATION PROJECT

				CONTRACT		CONTRACTOR (MESSRS)		CONSULTANT		PHYSICAL PROGRESS

				Track & Signaling - Western Line (Lagos - Jebba)		CCEC		Roughton International		99%

				Track Signaling - Western Line (Jebba - Kano)		Costain (WA) Ltd				98%

				Track - Eastern Line (PH - Makurdi)		Esser		Roughton International		27%

				Track - Eastern Line (Makurdi - Kuru, Plus Spur Jos & Kafanchan)		CGGC		Roughton International		23.00%

				Track - Eastern Line (Kuru - M/guri)		Lingo		Roughton International		6.70%

				Track - Zaria - Kaura Namoga		Duluidas		Roughton International		24%





		NB

						REPORTED TRAIN ACCIDENTS IN NIGERIA, 2001-2006

				Accident Type		2002		2003		2004		2005		2006

				Derailment		32		36		55		31		31

				Collision		19		239		17		7		7

				Washouts		6		13				3		3

				Broken Rails		11		3		11		5		5

				Miscellaneos		16				2		5		-

				Loss of Control		-		-		-		-		-

				Grand Total		84		84

						source: Nigeria Railway Corporatio, Lagos

						NIGERIAN RAILWAY CORPORATION PASSENGER/HAULAGE OUT, 2003-2008

				OUTPUT		2003		2004		2005		2006		2008

				No of Passengers(Number)		1,626,193.00		1,751,159.00		752,482.00		708,775.00		1,996,324.00

				volume of Haulage(Tonber)		59,384.00		62,525.00		846,512.00		41,219.00		47,409.00

				Total Revenue(Million Naira)		257,066,084.00		318,193,439.00		197,190,182.00		962,339,863.00		312,114,174.00

						source:NBS/CBN/NCC socio-economic survey on Nigeria,2009

						NIGERIAN RAILWAY CORPORATION COST OF OPERATION/INPUTS, 2003-2008

				COST OF OPERATION/INPUT		2003		2004		2005		2006		2008

				Cost of Fuel(Million Naira)		129,838,467.00		68,552,643.00		-		244,838,730		472,753,809.00

				Cost of Repairs Maintainance		309,797,488.00		39,384,552.00		-		184,007,106.00		207,626,868.00

				Other Cost(Million Naira)		28,165,883.00		187,145,037.00		-		266,172,147.00		-

				Depreciation(Million Naira)		884,927,408.00		1,032,338,321.00		1,035,635,818.00		-		-

				Salaries & Wages(Million Naira)		2,303,505,668.00		2,265,335,002.00		-		-		-

				Capital Consumption Allowance(Million Naira)		76,490,986,599.00		76,083,838,389.00		84,357,804,444.00		-		-

				Total Cost(Million)		80,147,221,513.00		79,676,593,944.00		853,934,440,262.00		2,461,917,272.00		2,634,228,268.00

						source:NBS/CBN/NCC socio-economic survey on Nigeria,2009






