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Abstract 

his paper focuses on farmers’ access to transport services in Wudil local government area Kano State. 

Data from 200 respondents were collected from Darki, Indabo, Danfadal, Makera and Turari villages 

selected on the basis of their access characteristic of poor, moderate and good. The study made use of 

structured interview schedule to collect data the respondents using a simple random sampling technique. The 

data collected were analysed using descriptive statistics such as tables of frequencies and Percentage 

distributions. Results of the analysis shows that the major transport services available to the farmers for trips 

to markets and farms are motorcycles pick up vans and animal carts. The study also reveals that over 6 in 10 of 

the farmers in the area owned an Intermediate Means of Transport ranging from motorcycles, bicycles, 

wheelbarrow among others. The study also shows that almost 5 in 10 of the settlements lies within a distance 

of 6 to 10 km to the major periodic market. The study recommended the improvement on the surface where 

transport takes place to ease the conveyance of produce to the market. 
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BACKGROUND TO THE STUDY 

Agriculture refers to the cultivation of crops and rearing of animals for human consumption. It has 

been identified as the primary and biggest source of income in rural communities and provides 

employment to approximately 70 percent of the rural population (Pal, 2005)..Transportation refers to 

the movement of goods, peoples and services from one area to another over the geographical space. 

Transport is regarded as an important factor involved in agricultural development all over the world; 

it is the only means by which food produced at farm site is moved to different homes as well as 

markets. Mabogunje (1971) stated that some of the variable that determine the level of development 

in an environment are easy accessibility and mobility. It creates market for agricultural produce, 

enhances interaction among geographical and economic regions and opens up new areas to economic 

activities.  

Transport is an indispensable to agricultural development especially in a developing country like 

Nigeria. This is because transport is essential to execution of daily agricultural, economic and social 

activities in any given area. Girvan (2007) stated that road transportation is necessary precursor to 

the development of agricultural productivity and has a unique role and relationship with agricultural 

development because of the characteristics of agricultural production, commodities and markets. 

Hine and Ellis (2001), noted that the pattern of agricultural development is strongly influenced by the 

nature of road transport services and that if road transportation services are infrequent, of poor 

quality or expensive then farmers will be at a disadvantage when they attempt to sell their crops. 

Crossly et al (2009), examines that road transport operations is a basic component of agricultural 

development and that transport can be the decisive factor for the success of a farm activity. The issue 

of rural accessibility is of importance in developing countries of which Nigeria is one. Before the 

discovery of crude oil in the 1970s agriculture products constituted the major export earnings of the 

country. In spite of this, the rural communities have remained largely under developed and grossly 

inaccessible.  

Nigeria being basically an agrarian nation, the majority of the goods to be transported are mostly  

agricultural produce which by nature  are generally bulky low-priced, highly perishable and must 

be conveyed from their areas of production to the areas of consumption with minimum delay and 

cost. Jacoby [2000] reported that road transportation is of particular importance to agricultural 

development through providing cheap access to market for agricultural output, thus improving road 

transportation can stimulate agricultural development. Benton et.al and World Bank, [2002] on the 

other hand underscore that high rural road transportation costs affecting agricultural development 
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in East Africa have more to do with the lack of good rural road transport services. Diop et al [2005] 

stress in particular the importance of reducing rural road transport costs, which effectively delink 

farmers from national and international markets and depress agricultural development. The pattern 

of agricultural development is strongly influenced by the nature of the road transport services, many 

developing countries suffer from monopolistic, low volume and high cost of road transport and 

marketing systems economies of scale are present in both road transport and agricultural 

development. Transport services that are infrequent and of poor quality or expensive then farmers 

will be at a disadvantage when they attempt to sell their crops.  

 

A study conducted by Ajiboye et al [2009] revealed that an improved rural road transportation will 

encourage farmers to work harder in the rural areas for increased in production add value to their 

product, reduce spoilage and wastage, empower the farmer as well as having positive impact on their 

productivity, income, employment and reduce poverty level in the rural areas since it will be easier 

to move input and workers to farm as well as product to the market and agro-allied industries. 

Mbagwu [1981] confirmed that road transport is apparently the most patronized means in 

consideration of speed and haulage capacity among other modes and the most suited for the 

conveyance of agricultural produce because of its wide geographical coverage, flexibility in 

scheduling, departure and arrival time, accessibility, prompt service and delivery of commodities, 

His study confirmed that the efficiency of agricultural commodity flow from the rural to urban areas 

depends very much on the transport facilities available and in use at that particular point in time. 

 

Although many type of infrastructure constraints hinder rural growth, inadequate road transport has 

long been considered a particularly important impediment to agricultural development, and poverty 

reduction in sub-Saharan Africa [Plateau 2010 and Plateau 2000; Torero and Chowdhury 2000; World 

Bank 2008b]. Various reports also highlight improved transport as a significant contributor to the 

achievement of the MDGs, particularly those relating to education and health [World Bank 2009b; 

Diao et al 2007; SSATP 2005]. However, it is the realization of the need to harness rural resources such 

as farm products for the benefit of people in the country through adequate and effective transport 

means that form the basis of this study. This research was carried out in order to identify the transport 

related factors that affect farmers in Wudil Local Government Area Kano State. 

 

 

RESEARCH METHODS 

The Study Area 

The Wudil Local Government Area which is the focus in this research is among the 44 Local 

Government Areas in Kano State. The area is located approximately between longitude8.5OE and 
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latitude 11,8.2127ON of the Greenwich meridian with an estimated land mass of 458km2[Dambazau, 

2008](Fig.1.0 and 2.0). 

 

Fig.1: Map of Kano State Showing the Study Area, Wudil L.G.A. 

 

Olofin[1987] identified four different landforms in the region as follows; River Channel, Low terrace, 

high terrace and the upland plain which are classified as part of Gaya plains. It consists of plain 

without dominant grouped hills occupying, the remaining high plain are believed to be the initial 

pediplains which are now covered in many areas by a layer of wind drift materials. The river Wudil 

also created an alluvial channel complex which is sandy, flat bedded about 200 meters wide and 

steeped walled [Dambazau,2008]. 

 

The climate of Wudil Local Government Area lies within the zone of seasonally fluctuating Inter 

Tropical Convergence Zone [ITC] which gives rise to two seasons, dry and wet season. During the 

wet season [Damina] transportation in many of the rural areas is done with a great difficulty because 

of the poor condition of transportation infrastructure such as roads, bridges and culverts to name a 
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few. Due to the poor condition of these transport infrastructures some rural areas are inaccessible 

with four wheel motorized means of transport while access to places such as farmlands and markets 

becomes very difficult and tedious. 

 

Fig 2.0: 

Map of Wudil L.G.A Showing the Study Villages 
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The dominant means of transportation in the area is road transportation which ranges from 

foot/head porterage and by Intermediate Means of Transport [IMT] such as bicycle, oxen, motorcycle, 

animal drawn cart etc. Majority of rural areas are inaccessible by motorized vehicle and most of the 

roads are foot paths, feeder roads [Dambazau, 2008]. 

 

Types and Source of Data 

Based on the stated objectives of the study the following data were collected from both socio-

economic and demographic data such as house hold size, years of farming experience, vocational 

skills acquired, educational level, transport cost to and from farm, transport cost to and from market, 

total farm size [hectares], road distance to local government secretariat, farmers distance to main road, 

age of the respondents, intermediate means of transport possess by farmer, farm inputs. The data 

listed were obtained through survey method with the use of structured interview. 

 

Choice of Survey Villages and Respondents 

The selection of the survey villages was done through taking of 20 percent of the sample villages in 

the study area. As according to Arlosoroff et al [1987]; as cited by Yakudima [2005] stated that 20 

percent of any population is adequate to yield a meaningful statistical validity of result. The villages 

were stratified into three [3] on the basis of accessibility characteristics as good, moderate and poor. 

The classification of the villages based on access characteristics was based on the criteria adopted by 

Dambazau [2001] in rural Kano Region which is based on distance from main road and nature and 

quality of village access to the main road. Also in selecting the villages it is also taken that any area 

with a population of 20,000 is urban [NPC, 2006] hence, Wudil is not among the sample villages. After 

classifying the villages on the basis of their access characteristics, 20% of villages in each access group 

were chosen in the study area and 20% of targeted respondents were selected in each village to give 

a total of 200 respondents [Table 1]. 

Table 1: Selected villages for the interview 

SN Villages Distance to main road Number of instruments 

1 Darki 3km 70 

2 Indabo 5km 45 

3 Danfadal 3km 35 

4 Makera 4km 30 

5 Turari 2km 20 

Total   200 

Source: Field work, 2014. 
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Results and Discussion 

Socio Economic and Demographic Characteristics of the Respondents  

The data analysis in Table 2 shows that all the respondents were males. Thus, the males form the 

predominant farming population as most women unlike male, do not engaged directly in farming 

activities, this may be due to culture, tradition, norms and religious affiliation of the community. But 

indirectly through threshing of farm produce that include millet, guinea corn, rice, beans etc, they 

also participate in weeding and in scavenging farm produce remnants left after harvest. 

Majority of the respondent falls within the age of 31-40 and 41-50 years (Table 2). These are regarded 

active and most productive in a society. This is also in line with the findings of Oni and Yusuf [2007] 

who noted that the productivity and welfare level of rural household increase with age of the 

household head only up to a certain level before they start to decline. 

 

Table 2: Socio Demographic Characteristics of the Respondents 

  Darki Indabo Danfadal Makera Turari Total   

  No % No % No % No % No % No % 

Sex                         

Male 70 100 45 100 35 100 35 100 20 100 200 100 

Females 0 0 0 0 0 0 0 0 0 0 0 0 

Total 70 100 45 100 100 100 35 100 20 100 200 100 

Age                         

0 - 15 5 7.14 3 6.7 0 0 0 0 0 0 8 2.7 

16 - 30 21 30 6 13 6 17.1 5 17 4 20 42 19.42 

31- 40 26 37.1 12 27 18 51.4 10 33 4 20 70 33.7 

41 - 50 12 17.1 3 6.7 4 11.4 12 40 9 45 40 24.04 

51 - 60 4 5.71 7 16 5 14.3 2 6.7 2 10 20 10.5 

above 60 2 2.86 14 31 2 5.71 1 3.3 1 5 20 9.6 

Total 70 100 45 100 35 100 30 100 20 100 200 100 

HH Size                         

Below 10 24 34.29 16 36 4 11.4 5 16.7 8 40 57 27.68 

10 to 20 42 60 26 58 26 74.3 18 60 10 50 122 60.46 

21- 30 4 5.71 3 7 3 8.57 7 23.3 2 10 19 10.9 

above 30 0 0 0 0 2 5.91 0 0 0 0 2 1.14 

Total 70 100 45 100 35 100 30 100 20 100 200 100 
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Education                         

Primary 18 25.7 2 4.4 7 20 2 6.7 1 5 30 12.4 

Secondary 13 18.6 6 13 5 14.3 0 0 0 0 24 9.24 

Tertiary 14 20 9 20 0 0 0 0 0 0 23 8 

Islamic 25 35.7 28 62 23 65.7 28 93 19 95 123 70.4 

Total 70 100 45 100 35 100 30 100 20 100 200 100 

Income                          

Less 10,000 15 21.4 15 33 6 17.1 2 6.7 5 25 43 20.7 

10000 - 20000 53 75.7 18 40 23 65.7 5 50 7 35 116 53.3 

201 - 30,000 1 1.43 8 18 6 17.1 7 23 7 35 29 18.9 

Above 30000 1 1.43 4 8.9 0 0 6 29 1 5 12 7.06 

Total 70 100 45 100 35 100 30 100 20 100 200 100 

 Farm Size                          

less 1 7 10 2 4.4 5 14.3 2 6.7 5 25 21 12.1 

1 ha - 5ha 32 45.7 30 67 26 74.3 21 70 7 35 116 58.3 

6 - 10 28 40 8 18 3 8.57 4 13 6 30 49 21.9 

Above 10 3 4.29 5 11 1 2.86 3 10 2 10 14 7.65 

Total 70 100 45 100 35 100 30 100 20 100 200 100 

Source: Field Work, 2014. 

 

Further analysis of the data in Table 2 shows that the area is dominated with a household size of 

between 10-20 people with mean household size of 11.87 persons per household. The preponderance 

of house hold size among the poor in rural areas of Nigeria shows that the work force had a positive 

influence on output; This implies that the larger the size of the rural house hold the higher the 

agricultural output will be because large families are able to cultivate larger land area and also 

carryout other related farming activities efficiently than households with fewer members in the work 

force (Eboh, 1995). The educational status shows that 7 in 10 of the rural dwellers had some form of 

education.  In Darki more than 2 in 10 of its respondents have primary and islamic education. Also 

in the other villages the pattern appears the same and tends to refute the alarming rate of illiteracy 

prevalence in rural communities. A high level of educational attainment is expected to affect 

positively the productivity of rural dwellers, as educated farmers are more likely to adopt modern 

agricultural practices (Biswanger, 1989). 

 

The result shows that most of the respondents get annual yield[Naira] within the range of #10,000-

#20,000 and the average mean annual income was found to be N=16275.15 showing that majority of 

the rural dwellers are low income earners. Furthermore, the analysis in the Table 8 reveals that the 
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people of Darki have more income than other places. This is because most of the respondents own 

IMT [motorcycle] which tend to reduce transport cost to farm and market hence increase annual yield. 

The analysis presented in Table 2 shows that about 6 in 10 of the respondents have a   farm size of 

1-5 hectares. Further analysis shows that there are bigger farms in Darki [4in10] and Turari [3 in10] 

than other places; this implies that there would be more agricultural output in these two villages than 

other villages. These two areas recorded higher level of income from the previous analysis in the 

Table.  

 

Analysis of the Nature of transport services in the area 

Types of Transport Service 

Table 3 shows that in most of the villages motorcycle accounted for the highest nature of transport 

service used in the study villages with the exception of Turari and Makera where pick-up van 

accounted for more than 4 in 10 and 7 in 10 respectively. It is important to note that the use of pick 

up vans is mainly confined to market days where the people of the communities convey themselves 

and their produce to the market. 

 

Table 3: Types of transport service in the area 

Types of 

transport 

Service 

Darki Indabo Dan Fadal Makera Turari Total 

No % No % No % No % No % No % 

Pick-up van 12 17.1 15 36 6 17.1 21 70 9 45 64 37.0 

Motor cycle 30 42.9 25 56 20 57.1 5 17 5 25 85 39.5 

Bicycle 5 7.14 1 2.2 2 5.71 0 0 1 5 9 4.01 

animal cart 15 21.4 2 4.4 4 11.4 3 10 4 20 28 13.5 

Wheel barrow 8 11.4 1 2.2 3 8.57 1 3.3 1 5 14 6.11 

Total 70 100 45 100 35 100 30 100 20 100 200 100 

Source: Field work, 2014 

 

The results in Table 3 conforms to Ninnin(1997) findings that normally IMT or small trucks are used 

in rural transport while heavy tractor or semi-trailer are used in inter-urban transport. Motor cycle 

has the highest total percentage of about 4 in 10 and this is attributed to the introduction of motorcycle 

as a mode of transportation in Nigeria including rural areas as well as its low fuel consumption, low 

maintenance costs and its high flexibility.  Other types of transports used by the farmers are animal 

cart for conveyance of farm inputs and outputs, wheel barrow and bicycles. 
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Ownership of IMT 

Table 4: Respondents ownership of IMT    

Ownership 

of IMT 

Darki Indabo Dan Fadal Makera Turari Total 

No % No % No % No % No % No  % 

No 12 17.1 16 36 6 17.1 21 70 9 45 63 36.7 

Yes 58 82.9 29 64 29 82.9 9 30 11 55 137 63.3 

Total 70 100 45 100 35 100 30 100 20 100 200 100 

Source: Field work 2014 

  

Table 4 revealed that more than 6 in 10 of the respondents own IMT while less than 4 in 10 do not 

own IMT. The implication of this is that most farmers have no option than to convey their produce 

by human portage which is very tedious or depend on commercial transportation which is irregular, 

expensive, insufficient, and reduces the net profit. This is in line with the findings of Starkey[2005] 

and Barwell[2006] who observed that most rural dwellers in Africa depend more on IMT than 

motorized transport while heavy tractor or semi-trailer are used in inter-urban transport. This finding 

conforms to the previous assertions that majority of the rural areas are inaccessible by motorized 

vehicle and most of the roads are foot paths, trails, feeder roads which could be all weather or dry 

season access only [Dambazau, 2008]. 

 

Means of transport to farm 

Table 5-Respondents means of transport to farm 

Means of 

transport 

to farm 

Darki Indabo Dan Fadal Makera Turarai Total 

No % No % No % No % No % No  % 

Foot/head 

loading 
21 30 22 49 12 34.3 20 67 15 75 90 51 

Animal cart 11 15.7 4 8.9 5 14.3 5 17 3 15 28 14.1 

Motorcycle 38 54.3 19 42 18 51.4 5 17 2 10 82 34.9 

Total 70 100 45 100 35 100 30 100 20 100 200 100 

Source: Field work, 2014 

 

Table 12 shows that about half of the respondents use foot as their means of transport to farm, more 

than 3 1n 10 use motorcycle and slightly more than 1 in 10 of the respondents make use of animal 
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cart. Furthermore the Table reveals that in Darki and Danfadal have more than 5 in 10 of its 

respondents using motorcycle perharps due to the proximity of the settlements to the road and the 

highest annual income which enable them to acquire a motor cycle.  

 

Distance to farm 

The distance covered by the respondents from home to their farms was examined; the mean distance 

to the farm is 3.45km. Table 14 shows that more than 6 in 10 of the respondents covered 1-5km to 

reach their farm and almost 2 in 10 of the respondents cover more than 5km. 

 

Table 6: Respondents distance covered to farm 

Distance 
Darki Indabo Dan Fadal Makera Turari Total 

No % No % No % No % No % No  % 

<1km 12 17.1 8 17 5 14.3 4 13 5 25 34 17.5 

1-5km 43 61.4 25 61 28 80 20 67 10 50 126 62.7 

6-10km 10 14.3 8 14 2 5.71 3 10 3 15 26 12.6 

>10km 5 7.14 4 7.1 0 0 3 10 2 10 14 7.2 

Total 70 100 45 100 35 100 30 100 20 100 200 100 

Source: Field work, 2014 

When farms are located far from home, precious time and energy that could be used for productive 

activities are devoted to travelling, only 17.51% of the sampled farmers have farms located less than 

1km within their settlements, these farmers usually trek or walk to their farms as no form of farm 

vehicle is available on most of such routes. Trekking is not only physically tasking but takes between 

one to two hours to go in the morning and return in the evening, not only is useful energy dissipated 

on trekking much time is also lost as stated earlier. Therefore, the more the distance the farm is to a 

motorable road the fewer the people who would want such a land to farm and this is in consonance 

with the findings of Ogundana[1972] and Ajiboye[1994]. 

 

Transport cost to farm. 

Table 7: Respondents transport cost to farm 

Transport 

cost 

Darki Indabo Dan Fadal Makera Turari Total 

No % No % No % No % No % No  % 

NO cost 45 64.3 28 62 25 71.4 21 70 11 55 130 64.6 

<#100 5 7.14 7 16 4 11.4 5 17 6 30 27 16.2 

#100-#200 10 14.3 4 8.9 2 5.71 2 6.7 3 15 21 10.1 

#201-#300 4 5.71 2 4.4 3 8.57 2 6.7 0 0 11 5.08 

>#300 6 8.57 4 8.9 1 2.86 0 0 0 0 11 4.06 
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T0tal 70 100 45 100 35 100 30 100 20 100 200 100 

Source: Field work 2014 

Table 7 shows that more than half of the respondents do not pay any cost to farm, while a small 

proportion pays a transport cost of more than #300. This is because of the fact that most farmers 

trekked to their farms or used bicycles, motorcycles, donkeys or animal carts to their farms. This 

confirms with the findings in Table 13 were about 2 in 10 of the respondent covered less than 1km 

distance to farm and more than 6 in 10 covers 1-5km distance to farm. 

Means of transport to market 

Table 8: Respondents means of transport to market 

Means of 

transport to 

Market 

Darki Indabo Dan Fadal Makera Turari Total 

No % No % No % No % No % No  % 

Motor cycle 19 27.1 12 27 7 20 4 13 5 25 47 22.4 

pick-up 48 68.6 24 53 27 77.1 24 80 11 55 134 66.8 

Animal cart 3 4.29 9 20 1 2.86 2 6.7 4 20 19 10.8 

Total 70 100 45 100 35 100 30 100 20 100 200 100 

Source; Field work 2014 

 

Table 8 revealed that almost 7 in 10 of the respondents used pick-up van, slightly over 2 in 10 uses 

motor cycle while the remaining 1 in 10 uses animal cart for transport to market. The reason for this 

pattern is because pick-up van conveys more goods and peoples to a longer distance and faster than 

other IMT such as bicycle, animal cart and wheel barrow. 

 

Distance of the settlement to the major markets 

Table 9-Respondents distance to major markets 

Distance of 

Markets 

Darki Indabo Dan Fadal Makera Turari Total 

No % No % No % No % No % No  % 

<1km 8 11.4 7 16 6 17.1 2 6.7 2 10 25 12.5 

1-5km 20 28.6 5 11 15 42.9 6 20 5 25 51 25.5 

6-10km 33 47.1 27 60 10 28.6 15 50 10 50 95 47.1 

>10km 9 12.9 6 13 4 11.4 7 23 3 15 29 15.2 

Total 70 100 45 100 35 100 30 100 20 100 200 100 

Source: Field work, 2014 
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 Table 9 revealed that in Darki more than 2 in 10 of the respondents attend market that is within their 

locality with less than 1-5km distance [i.e Darki market] while almost 5 in 10 travels about 6-10km to 

attend other markets which such as Garko, Takai or Wudil markets e.t.c. In Indabo 6 in 10 of the 

respondents attend market within the distance of 6 to 10 km[i.e Wudil market] while more than 1 in 

10 attend market with distance travels more than 10km [i.e Garko or Darki to name a few].In Danfadal 

slightly more than 4 in 10 of the respondents attends market within a distance of 1-5km which is 

Wudil market and almost 3 in 10 of the respondents covers a distance of 6-10km to attend other 

markets such as Darki and Garko. 

 

In Makera 5 in 10 of the respondents overcome distance of about 6-10km to major market which is 

Wudil while slightly more than 2 in 10 of the respondents covers more than 10km to major markets 

such as Darki, Garko, Sumaila and Takai (Fig. 2).  In Turari almost 5 in 10 of the respondents cover 

a distance of about 6-10km to major market that  and other 2 in 10 of the respondents overcome the 

distance of more than 10km to other market such as Darki, Garko and Takai etc Distance to market 

had a negative and statistical significant effect on income. This means that the longer the distance to 

market the lower household income would be and the lower his capacity to move and acquire a 

means of transport. This particularly so, for those household where agricultural income constituted 

the greatest proportion of their total income from agricultural product, long distance will also 

discourage people from engaging in off –farm employment, and further reducing the income earning 

potentials of rural household. This confirms with the findings of Ninnin and Priyanthi (2007) as they 

see transport as being a physical asset and also an essential link in the utilization of other asset and 

having the ability to improve access to product market that could stimulate surplus farm production 

 

Transport cost to the market 

Table 10 reveals that majority spend between 10-20% of their annual income on transport. Also in the 

survey, farmers were asked reasons for this situation and they confirmed that the state of the road 

and nature of transport service are the reasons for the high cost of transportation. This confirms with 

the finding of Hine and Ellis (2001) that transports operating cost are higher on rough roads then on 

good quality bitumen road. 

 

Table 10: Respondents transport cost to major market 

Transport 

cost to major 

market 

Darki Indabo Dan Fadal Makera Turari Total 

No % No % No % No % No % No %  

>#100 0 0 0 0 0 0 0 0 4 20 4 4 

#100-#200 41 58.6 14 31 23 65.7 23 77 2 10 103 48.5 
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#201-#300 16 22.9 10 22 8 22.9 3 10 5 25 42 20.6. 

#301-#400 9 12.9 8 18 4 11.4 2 6.7 2 10 25 11.8 

#401-#500 3 4.29 7 16 0 0 2 6.7 6 30 18 11.4 

<#500 1 1.43 6 13 0 0 0 0 1 5 8 3.89 

Total 70 100 45 100 35 100 30 100 20 100 200 100 

Source: Field work 2014 

 

Conclusion and Recommendations 

The paper examines the socio demographic characteristics and access to transport service by farmers 

in Wudil local government area. The study found that the major transport service available for 

farmers for access to farms or markets are motorcycles; pick up vans and animal carts. That a very 

significant number of the respondents owned and operated an Intermediate Means of Transport and 

live within a distance of 6 to 10km of a major market. The study recommends among others: 

 The need to improve the surface over which transport is taking place as most of the roads 

linking these communities are in poor shape. 

 The need to empower the farmers with loans to acquire Intermediate Means of Transport to 

ease the conveyance of farm produces to home and market. 
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