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ABSTRACT 

The paper is devoted to the examination of recent developments in 

the Nigerian Maritime Industry and how these developments, 

individually and collectively have impacted the management of 

logistics and supply chains in Nigeria. It draws from already existing 

literature, academic articles, empirical studies and information 

gathered on the related issues under examination. 

The approach adopted is an expose on the maritime industry from 

birth to date. A brief summary of this is discussed, highlighting the 

recent developments. An examination of the challenges facing 

practitioners and management of logistics and supply chains is 

visited, to measure qualitatively, any effects, positive or negative 

implications, caused directly or indirectly by the developments in the 

maritime industry. Finally proffer suggestions in the areas where 

improvements can be made. 

A brief history of the Nigerian Maritime Industry is presented from a 

chronological perspective from the events that led to its creation; 

through its growth process, and responses to challenges in its growth 

path till present and future. Challenges that led it to each growth 

stage in its evolution are examined, to provide an insight from an 

objective perspective.  

Shipping in Nigeria is agreed to have started in the second half of the 

last century. This fortune is said to be by courtesy of foreign shipping 

lines. 



It all began with Woreman Line developing into a shipping company 

in 1894. Their first ship “Theresa Henrietter” left Hamburg for West 

Africa on the 24th of March 1849.  

Elder Dumpster began operations in Nigeria in 1892 with their first 

vessel “Fore runner”, followed by the British company Palm Line after 

the Second World War. 

Nigeria entered into sea borne trade with the formation of the 

Nigerian National Shipping Line in 1958. By 1970 it had accumulated 

12 owned vessels from a poor start with three used ones. 

By 1977 it added 12 additional new ones, bringing the fleet to 24. 

They are all grounded today or scrapped due to poor management. 

(Inioda & Ukpong, 2004) 

During the same period, there were structural formation and 

regulation designed to create a structural framework for the 

management and regulation of port operations. This led to the 

creation of the Nigerian Ports Authority (NPA) by the Ports Acts (Cap 

155 LFN 1954) 

During this trend in the development of the industry, there were 

developments in the oil industry that impacted the marine industry 

and worthy of discussion in examining the development of the 

industry. 

Oil was discovered in Nigeria in 1956 in commercial quantity prior to 

her independence in 1960. Up until that time, Nigeria’s maritime 

trade focused on the export of agricultural products and solid 

minerals for foreign exchange earnings.  

Before then, maritime activities in Nigeria had largely been 

stimulated and sustained by export of agricultural products and solid 

minerals for earning of foreign exchange.  The leading agricultural 

exports then were groundnuts, cocoa, palm produce and rubber.  

With the discovery of oil in commercial quantity in 1956 at Oloibiri by 



Anglo-Dutch consortium, Shell D’Arcy. The oil and gas sector 

become the main driver of the economy and of maritime activities in 

Nigeria. 

Economic differentials and indices have shown that the overall 

economy performed better before the oil discovery. The growth of 

the Gross Domestic Product (GDP) averaged at five per cent in the 

1960 and rose to eight per cent in the 1970s (FGN), 1987.  In the 

1980s, there was a decline in average to about 3.2 per cent. The 

agriculture sector accounted for 64 per cent of the GDP in the 1960s, 

44.5 per cent in the 1970s (ibid) from whence decline had continued.  

The share of agriculture in total export was 85.6 per cent in 1960 and 

after 10 years, it declined to 30 per cent; and dipped drastically to 

2.4 per cent after another 10 years (ibid).  Presently, Nigeria no longer 

exports most of the agricultural produce it used to export. 

 

In 1960 crude oil production had reached an average daily 

production capacity of 17,000 barrels and by 1970, production had 

risen to 395.8million barrels or an average daily production of 1.08 

million barrels.  By 1980 for instance, the value of oil export alone was 

N13.3 billion, which was 98 per cent of Federal Government export 

earnings and over 80per cent of its revenue (ibid). 

 

The phenomenal increase in Federal Government revenue from the 

oil discovery resulted in the government embarking on large-scale 

developmental projects that stimulated the maritime sector, as huge 

importations were made from the budget of the four national 

development plans, 1962-1968: N2.2billion; 1970-1974: N3.2billion; 

1975-1980: N43 billion; 1981-1985: N82 billion.  Gigantic projects like 

the building of a new capital city, Abuja, initiation of steel project, 

building of 14 airports, among others, progressed very fast during this 

period. It will be noted that huge imports by government resulted in 

historic congestion in late 1970s – the Cement Armada. 



 

Unfortunately, the developmental projects were not all embracing.  It 

could be said that they were not properly thought out and in some 

cases they were adhoc.  Two critical areas were omitted.  These are 

in the areas of public utilities of electricity and pipe borne water 

(portable drinking water); and development of multimodal transport 

system.  For instance, very little was planned for and spent on railway 

network, as a result of which the Nigerian Railway Corporation could 

be said to be non-existent. 

 

Transition from Agriculture to Oil dependent economy will leave the 

often asked question “OIL BOOM OR OIL DOOM”? 

Statistics showing the activities of the Federal Government from oil 

revenues and its impact on the maritime industry at that stage of its 

growth led to the following changes; 

1. The Nigerian Ports Authority embarked on projects that will 

develop the degraded ports in existence at the time. 

Lagos and Port Harcourt Ports extension – (1956 – 1961) 

Lagos Port – 1977 

Tin can Island Port – 1977 

Warri and Calabar Ports commissioned – 1979 

Sapele Port – 1982 

Ocean Terminal Onne Phase 1 – 1996 (World Bank / IBRD) 

With the availability of ports, there was an underutilization of 

capacity to level below 50%, prompting the eventual but 

predictable intervention by the privatization and commercialization 

decree of 1988 creating Nigeria Ports Plc. in 1993 and reversed in 

1996. The indecision to fully privatize the NPA was compromised from 



full commercialization to partial privatization called concessions. This 

is designed to accommodate private sector operators to participate 

in port operations. 

Ports were divided into terminals, and by 2006, most Terminals have 

been concessioned to private operators, with NPA maintaining 

common user services.’ 

As a result of the huge capital investment into port development, the 

following achievements were recorded; 

(1) Construction of new structures 

(2) Expansion 

(3) Maintenance and upgrading old facilities and structures 

(4) Faster cargo delivery 

(5) Shortened turnaround time of vessel.  

(6) Improved cargo handling capabilities 

(7) Acquisition of modern plant and equipment 

(8) Healthy cooperation and competition among operators 

(9) Progressive increase in cargo throughout. 

(10) Increased capacity to handle larger vessels in the nation’s ports 

(11) Enhanced welfare and wages for workers 

 

Despite all the efforts and successes recorded toward capacity 

building and structural formations, the following results were 

observed; 

a. Nigerians have negligible productive share of shipping operations. 

b. 80% of Maritime business is undertaken by foreigners 



c. Loss of foreign exchange earnings  

d. Loss of employment 

e. Threat to National Security (Asoluka, 2003) 

As a response to these observations, and also in response to UNCTAD 

code of Conduct Resolution, the National shipping Policy (NSP) 

decree of 1987 was enacted. The NSP established the National 

Maritime Authority (NMA), with the prescribed functions of; 

  Local Capacity 

  Ship Ownership 

  Ship Building 

  Ship Manning 

The NSP created two major opportunities for indigenous shipping 

practitioners to leverage on and enhance capacity.  These were: 

 The Ship Acquisition and Ship Building Fund; and 

 Cargo Allocation 

The Ship Acquisition and Ship Building Fund (SASBF) was meant to 

assist local shipping practitioners to acquire vessels.  The loan scheme 

was suspended in 1995 after disbursing loans amounting to over 

$92million, 214,000.00 and N141million.  As at December 31, 2002, 

when last known efforts were made to recover the loans, only a total 

of N5,642,128.50 had been recovered (The Voyage Vol. 3 No. 2).  

SASBF more or less did not meet the expected target of setting it up. 

With respect to cargo allocation about 70 per cent of cargoes in 

and out of Nigeria are generated by the public sector (ibid).  Cargo 

allocation was meant to distribute available cargo to genuine local 

shipping operators to encourage their growth.  In February 2000, 

government faulted the administration of the scheme, stating that 

allocations were going to briefcase shipping companies rather than 



the genuine practitioners and the scheme, like the SASBF, was, 

therefore, suspended. 

 

Cabotage 

The Coastal and Inland Shipping Act, 2003 is a protectionist law 

enacted to create exclusive areas of operations in the coastal trade 

of Nigeria for indigenous operators.  Much as it is estimated that 

marine transportation offshore alone has a potential annual revenue 

profit of N600million as against N50million – N60million for coastal 

trade in commodity and products (ibid), it is believed that harnessing 

the opportunities of effective implementation of Cabotage will 

provide a springboard for indigenous operators to acquire requisite 

capacity and expertise to launch themselves into global shipping.  

The target is for Nigerian carriers to have a share of about $3 billion 

per annum gross value of freight in and out of Nigeria.  Only 20 per 

cent share of the market, it is envisaged, will stimulate local economy 

to the tune of about $600million gross per annum.  The Cabotage 

regime covers ship building, ship ownership, manning and 

registration.  Unlike the Cabotage Law in most other maritime nations 

of the world, Nigeria’s Cabotage provides for waiver.  Indigenous 

operators have complained that the waiver clause has helped make 

implementation of the law difficult, inefficient and faulty. 

2.1 Development Challenges 

It was obvious from the above presentation that government drove 

maritime development in Nigeria, using its agencies to coordinate 

and regulate the industry.  The relevant agencies so used were 

Nigerian Ports Authority (NPA), Nigerian Maritime Administration and 

Safety Agency (NIMASA), Nigerian Shippers’ Council (NSC), and 

National Inland Waterways Authority (NIWA), with NPA and NIMASA 



being the most prominent.  These agencies face a number of 

challenges such as: 

(i) Enabling law to back up the current role of NPA and port 

concessions; 

(ii) Funding; and 

(iii) Enforcement of Cabotage; 

2.2 Enabling Law 

Appraisals of most of our maritime laws show that they are either 

domesticated or are close semblance of similar laws in advanced 

maritime nations.  It should also be mentioned that we are quick at 

cancelling and dumping well thought out policies and schemes, 

instead of correcting and learning from our mistakes and aspiring for 

stability and progress for increased foreign exchange earnings and 

favorable balance of trade, creation of employment opportunities 

and for national prestige and defense that go with functional 

maritime operations of a country. 

In 1993, using the Companies and Allied Matters Decree 1990, an 

attempt was made by the NPA Decree 1993 to transform NPA into a 

public limited company (NP PLC).  The attempt failed and in 1996, it 

reverted to its former name NPA.  This reversion was formalized in 

1999 with the promulgation of the NPA Act No. 38 of 1999.  The 

Nigeria Ports Authority Act 1999 established the NPA “to promote 

operational efficiency, cost effectiveness and customer satisfaction 

through a committed workforce, while ensuring adequate returns on 

stakeholders’ investment with the ports serving purely as operational 

transit ports for cargo and regional ports for the sub region”. 

The Act empowered NPA with tripartite role as landlord, operator 

and regulator.  Its functions included: 

 Provision and operation of port facilities  –  Landlord, Operator roles 



 Ensuring efficient management of port operations – Regulator role 

 Provision of port services                   –  Operator role 

 Cleaning and improving waterways         –  Landlord role 

 Pollution control           –  Regulator role 

In the same 1999, the Public Enterprise (Privatization and 

Commercialization) Act 28 charged National Council on Privatization 

(NCP) with the overall responsibility of privatization, 

commercialization and sector reforms of public enterprises. Order 

2000 listed NPA for privatization. However, the decision of the 

National Council on Privatization (NCP) and the Federal Executive 

Council (FEC) changed it to concession. By 2006, all the former NPA-

operated ports had been concession to private operators who 

operate on leases ranging from 10 years – 25 years. It is pertinent to 

note that though by the 1999 Act NPA can grant long leases, the act 

did not envision a landlord port model, as it presents a lot of 

setbacks, some of which include “excessive politicalized government 

structure, excessive influence of governance over NPA financial 

matters; need to clarify concession power; regulatory authority 

concentrated in Board and Minister; inadequate regulation of 

competition; need to clarify private operators’ power to set dues 

and rates; licensing regime needs checks and balances; need to 

expand technical regulation. (Chigbue, 2006 in WISTA, 2008 p. 113). 

It is therefore imperative that provision should be made by legislation 

for the two roles (Regulator, Operator) no longer performed by NPA 

and to reflect realities of a landlord port system and new NPA 

structure. 

It is on record that the Ports and Harbours Authority Bill, a very 

important aspect of port reform, was dropped “because of 

controversies” (Ihedioha, 2007 in Onileimo, 2008). 



That Bill, if it had been passed to Law, would probably had reflected 

the realities of a landlord port system; provided the much needed 

comfort and assurance for investors; provided for the establishment 

of an Independent Economic Regulator; revised the role of the 

Ministry of Transport; and clearly delimited the functions and roles of 

other major stakeholders (Chigbue, 2006). 

2.3 Funding Challenge 

Intentions are great, but to be realized, they have to be backed by 

adequate funding. Government wants Nigerians to be involved in, 

and benefit from the maritime sector of the economy. We are aware 

that maritime related activities are international and capital intensive 

in nature. Efficient shipping involves huge capital outlay and could 

only be initiated through collaborative and syndicated financing 

efforts, with operations sustained by contracts. The nature of shipping 

has made financing through loans unattractive in this part of the 

world. This is because investment requirement is very high, the facility 

is mobile in a precarious domain and the tenure is long. These 

parameters have placed Nigerian operators at a disadvantage in 

the competitive global arena, where you have, for instance, the 

foreign operator having access to loans at two per cent interest rate, 

Naira funds in Nigeria attract about 20 per cent. This is why 

government’s support and funds remain vital to shipping. 

Government support could be in the form of tax rebate incentives to 

encourage more Nigerian businesses to go into ship building and ship 

acquisition. 

The Cabotage Law made provisions for the Cabotage Vessel 

Financing Fund (CVFF). Unlike the SASBF, the CVFF will be disbursed 

through shortlisted banks called Primary Lending Institutions (PLIs). This 

is to ensure that necessary checks were made and that funds were 

channeled to achieve expected goals and at the end of the day 

repayment will be made. NIMASA, which is the regulatory agency for 



shipping, has outlined guidelines for the CVFF released in 2006, 

outlines which hopefully would make interest rates competitive. Item 

7.9 of the guidelines stated that “the fund shall operate under a 

counterpart arrangement between NIMASA and PLIs.  To ensure that 

interest rate charges on the fund are as low as would encourage 

access to the fund and control the effective cost of borrowing by the 

applicants, NIMASA shall ensure that the fund is placed in a PLI at a 

predetermined rate…” 

It is important to mention that much as government’s support and 

funds remain vital, funds should also be sourced outside government.  

The domestic financial market should see the maritime sector as a 

goal investment area and make funds available to genuine investors 

and entrepreneurs.  There are many international development 

corporations ready to make infrastructural support available.  

Investors and entrepreneurs should, therefore, start looking beyond 

the conventional sources of funds. 

2.4 Enforcement of Cabotage 

This is another area of challenge for NIMASA.  Indigenous operators 

have identified weak enforcement of Cabotage as the main bane 

of local capacity building under the regime.  Cabotage is meant to 

enable ship ownership by Nigerians, stimulate shipbuilding industry in 

Nigeria and facilitate manning of vessels by Nigerians.  However, ship 

ownership by Nigerians has over the years been affected by poor 

financing.  The result is that Nigerian vessels are ageing; the average 

age of vessels owned by Nigerians is put at 25-30 years.  In the area 

of shipbuilding, a reference report by Niger-dock stated that the 

yard had developed capacity to construct vessel of up to 3,000 

deadweight before its privatization. It is expected that the 

international private sector expertise will enhance this capacity. 

Manning is another area of challenge.  Nigeria started training 

merchant navy officers in 1959; but till date the issue of job 



placement for seafarers has remained a major challenge.  The re-

listing of Nigeria in the White List of the International Maritime 

Organization (IMO) and the Cabotage Law are expected to offer 

openings for greater productive participation of Nigerian seafarers in 

both local and international shipping arena.  Infrastructural 

development and provision of relevant training equipment have 

remained issues that call for attention at Nigeria’s foremost training 

institution, Maritime Academy of Nigeria (MAN), Oron. 

2.5 Issues 

From discussing the challenges that the NPA and NIMASA face, I will 

like to briefly discuss some of the issues they also contend with, issues 

both fundamental and contemporary which include those of: 

 Multimodal Transportation Network 

 Functional rail lines 

 Inland Water Transportation 

 Inland Container Depots (ICDs) 

 Trucking. 

2.6 Multimodal Transportation Network 

In Nigeria, about 96 per cent of import and coastal cargoes are 

carried by sea (FGN. 1987).  Shipping is international by nature and 

carriage of goods by sea across frontiers involve multimodal network 

that require efficient coordination for cargoes to move to final 

destination points.  This issue of multimodal transportation network is a 

fundamental and, sadly, over-flogged one.  There is immediate need 

to develop Nigeria’s rail lines to serve the needs of the shipping 

industry.  Standard gauge lines should be built and modern trains 

employed, possibly, in a build, operate and transfer (BOT) public-

private sector collaboration (PPP). 



2.7 Terminals and Inland Container Depots (ICDs) 

The privatization of terminals is a contemporary issue that has 

engendered healthy competition in the ports.  The development 

already recorded will be built upon and it is expected that the ICDs 

and Container Freight Stations (CFSs) would be equipped also with 

modern handling plants and digital operations for speed, security 

and safety.  ICDs and CFSs are facilities that have potentials to 

increase the capacity of ports.  They facilitate the development of 

the maritime industry beyond coastal areas.  Expansion of new port 

facilities to green areas should be encouraged to decongest traffic 

in the present port locations across the country. 

2.7.1 Trucking 

This is a fundamental issue that should be addressed by the relevant 

regulatory body.  For road haulage to meet the expected standard, 

only trucks that meet stipulated specifications should be allowed to 

engage in haulage.  Truck capacity should be considered and 

adhered to, while all roads sensitive to efficient operations should be 

given facelift timely to ensure speedy delivery and reduction of 

accidents on the roads. 

It has been estimated that over 85 per cent of vehicles in the fleet of 

Nigerian Association of Road Transport Owners (NARTO) and Joint 

Action Committee of Truck Owners (JACOTO) in the Lagos area are 

old and evidently far gone beyond their economic life.  Breakdowns 

have become daily occurrence; very often containers fall off trucks 

creating traffic jam, with occasional loss of human lives.  This mode of 

transport is seen as unfit to be employed for the ICD operations for 

the aims to be met.  There is need for this area to be regulated. 

There is an aspect of transportation that is not being exploited by the 

maritime industry in Nigeria.  This is the use of barges.  Containers can 

be evacuated by barges to areas from where they can easily be 



evacuated up country through the road highways.  This will not only 

drastically reduce the gridlock and other attendant problems 

caused by container-laden trucks in port cities; it will contribute to 

further reducing vessel turnaround time and increase cargo 

throughput. 

2.8.1 Other Challenges and Issues 

In addition to the challenges and issues discussed above, there are a 

number of other challenges and issues not directly under the purview 

of NPA and/or NIMASA that affect the development of the maritime 

industry in Nigeria.  The coordinating and regulating bodies should 

show interest in addressing these issues, as they could, and do, 

indirectly affect effective and efficient performance of their statutory 

functions. Some of these challenges are specific to port 

development.  According to Usifoh, (2008): “As a result of the recent 

reforms, the ports are confronted with fresh challenges which could 

be in the area of administrative/bureaucratic bottlenecks, slow pace 

of upgrading the dilapidated infrastructures; lack of legal framework 

for the port reforms; inconsistency in the implementation of policies; 

systematic and operational inadequacies; insufficient//inadequate 

trucking services; the human factor etc”. 
 

He was also of the opinion that we should determine what the main 

issues are.  He asked: “Is it corruption, are there too many agencies 

at the port performing overlapping functions, or is it the issue of 

cumbersome processes/procedures/formalities, or standards; 

excessive controls and regulations, or charges, fraudulent practices, 

or lack of political will on the part of government to implement 

policies that encourage indigenous enterprise, or lack of awareness 

or lack of adequately trained personnel, or outright resistance to 

changes etc?” 
 



Nigerian Ports Authority (2008) also reiterated some of these other 

challenges and issues to include that of the Niger Delta; multiplicity 

of government agencies at the ports; security concerns at the water 

front and access channels; poor port access and railway services; 

low activities in the inland water system; poor support infrastructure, 

for example, power, water, telecommunication etc.; and low 

professional standard in the sector. 

The challenge of low professional standard in the sector, probably as 

a result of dearth of qualified relevant professionals, has been 

identified and this can be addressed by the establishment of 

institutions of higher learning to cater for this gap.   

The issue of maritime security must be mentioned.  It is true that 

Nigeria met the deadline for compliance of the ISPS (International 

Ship and Port Facility Security) Code, however, implementation of 

the Code i.e. CSO (Company Security Officer), SSO (Ship Security 

Officer), PFSO (Port Facility Security Officer), and visible maritime 

environmental surveillance will encourage further investment and 

guarantee security of investment in port infrastructure, 

2.9 Records 

It is not all jeers, as the country has a lot to cheer about in the 

nation’s maritime sojourn.  For instance,  

 Nigeria was second after France to commence the 

implementation of international Labour Organization Seafarers 

Identity Document (SID) Convention 185 of 2003, which was 

officially commissioned on October 18, 2007 by NIMASA.  We 

need to make the SID implementation a thing that will give 

Nigerian seafarers advantage. Bearing in mind that there are 

presently very limited employment opportunities for Nigerian 

seafarers here in Nigeria because we don’t have vessels for 

them to man, this area could be developed so that Nigeria 



becomes an industry for producing seafarers for other countries,  

NIMASA should take note of this. 

 Nigeria recently retained its listing on the White List of the IMO.  

This is a boost to training and certification of seafarers. 

 

REVIEW OF THE LOGISTICS AND SUPPLY CHAIN SECTOR REPORT 

NATIONAL LOGISTICS STRATEGY SUMMIT  

PREAMBLE 

Nigerian Economy is at the cross-road of recession, economic 

meltdown and structural change.  Real GDP has declined 

significantly by more than 14% in one year, between 2014 to 2015 

(CIA Fact book, 2016) in dropping from $573b (2014) to $493b 

(2015),CIA 2016, although GDP Purchasing Power Parity has actually 

risen from $1,03trillion (2014) to $1.11trillion. 

Import/export trading activities slowed down as Export drops by 32% 

from ($82.6b, 2014) drops to ($ 50.7b, 2015), and Import drops by 21% 

from ($61.6b, 2014) to   ($48.4b, 2015) 

Even the Customs revenue has declined while other macro-

economic indicators, at a time of economic recession, are heading 

in opposite directions,- rising inflation, high cost of 

borrowing/monetary policy rate, liquidity squeeze, devaluation, high 

currency risks, strict macro prudential measures and capital controls, 

delisting of 41 items from Forex eligibility, fuel shortages, power 

shortages, rising electricity bills etc.  All of these have compounded 

domestic prices of goods and rise in transport costs thus placing  the 

logistics and supply chain sector  in the receiving end as the 

Corporate sector face severe loses, production cuts and hence 

rationalization of logistics / supply chain activities. 

The National response is an offensive at structural transformation of 

the economy with industrial diversification, import substitutions and 



backward integration strategies leading the charge. So, in effect, 

there could be no better time to take stock and reflect on the future 

of the industry and articulate it with a National Logistic Strategy.   

 Size of the economy and growth potential of the industry 

The Logistics sector is estimated at well over N200b and grows at an 

annual rate of 10%.  Deregulatory pressures and investment have led 

to increased professionalization and modernization of the haulage 

and logistics companies with most heavy manufacturers outsourcing 

the transportation of their products and the government 

concessioning out large maritime (ports) and inland assets. 

Supply Chain Management Practices 

The performance on Supply Chain Management is above average 

and largely influenced by outsourcing, sub-contracting, and holding 

safety stock and supply chain diversity. 

The study further revealed the wide variability in organizations that 

have logistics department with Supply Chain Management oversight 

and planning.  Undoubtedly, studies in effective supply chain 

management (SCM) have shown some correlation between SCM 

and profitability for large manufacturing companies. 

Logistic Performance 

Nigeria has continued to consistently underperform and remain in 

the 4th percentile on World Bank’s Logistics Performance Index 

reflected on poor rankings on: the biggest challenge of an average 

Supply Chain manager in Nigeria is the absence of data to work 

with. This has created a situation where they are left to the mercy of 

circumstances. Logistics is more about numbers than stories which 

makes data the king that makes it possible for managers to take 

good decisions. Data driven logistic systems bring several unique 

benefits for companies supply chain process as it enables 



organizations to fully understand their supply chain thoroughly and 

stay ahead of their competitors. 

Logistics and supply chain management play a big role in any 

economy and is a critical contributor to the competitiveness of a 

country. The demand for products can only be satisfied through the 

proper and cost- effective delivery of goods and services. 

Furthermore for Nigeria to grow its market share of various products in 

the global market, the supply chains need to be world class to 

ensure effective delivery of goods.  

More recently a World Bank report on logistics performance states 

that a competitive network of global logistics is the backbone of 

international trade and the importance of efficient logistics for trade 

and growth is now widely acknowledged: “Better logistics 

performance is strongly associated with trade expansion, export 

diversification, ability to attract foreign direct investments, and 

economic growth. In other words, trade logistics matter” (World Bank 

2010). Indicators used globally in this regards are; the efficiency of 

the clearance process, domestic logistics cost and timeliness of 

shipment, product specific logistics records and many others. 

The primary purpose of this proposed research as comprising the 

provision of a comprehensive picture of the state of logistics and 

supply chain operations in Nigeria from macro and micro-economic 

perspectives. The macro- economic perspectives will centre on the 

general economic performance of the logistics services, the nature 

and structure of competition within the industry, the demand 

structure for the industry’s output/services, the logistics and supply 

chain market and interdependencies at the regional and national 

levels, impact evaluation of specific public sector interventions (or 

the absence of same) on the industry, identification of gaps 

necessary for the improvements in the state of logistic infrastructure 



and associated needs that will engender low logistic cost, improved 

delivery time and effective freight handling. On the other hand, the 

micro-economic perspective will examine firm and (limited) industry 

specific developments. 

This study will also have as subsidiary (albeit) significant objectives the 

presentation of the industry performance on critical measures used 

globally for such purposes: the efficiency of the clearance process, 

quality of transport and information technology infrastructure, ease 

and affordability of arranging international shipments, competence 

of the local logistics industry, domestic logistics cost and timeliness of 

shipment in reaching destinations. The objectives will also cover 

product specific records such as the cost of transportation, tonnage 

of good transported, distance, transit time and opportunity cost of 

time in transit etc. 

(a) Trends in logistics metrics, comprising other equally important 

attributes such as average cost, volume and time involved in 

freight movement and management 

(b) Logistics infrastructural needs 

(c) Essential skill requirements for vast majority employees in the 

industry 

(d) Bureaucratic bottlenecks to freight clearing and movement 

across terminals 

(e) Challenges to successful networking and connectivity for small 

and medium scale enterprises in supply chain management 

(f) Performance level measured in terms of consumers’ satisfaction 

of logistics services and so on. 



Industry report is an extremely valuable tool to assess the health of 

different industries. The same industry information can allow you to 

more accurately note the pitfalls and strengths of across sectors. 

Foreign investors rely on industry reports to enter new markets hence 

the report will also be a valuable avenue for advertising. 

 Time delays in international shipment; 

 Poor tracking and tracing capabilities 

 Poor logistics quality and competence 

 Efficiency of customs clearance process 

 Quality of trade and transport related infrastructure 

 Ease of arranging competitively priced shipment 

 Quality of logistics services 

 Ability to track and trace consignments 

 Frequency with which shipment reach the consignee within the 

scheduled time 

Port development has benefited from increased private sector 

engagement in post concession which has in turn brought more 

efficiency and investment with AP Muller investing over $100m in 

Apapa port concession and targeting 1m containers capacity per 

year. Equally a large pipeline of deep sea ports – Lekki, Ibaka, and 

Bayelsa, all geared to make Nigeria the regional maritime hub. 

The Logistics Performance Index as presented in the report was only 

up to 2012. I have taken the liberty to upgrade the LPI to 2015, which 

nevertheless shows persistent under performance on each 

parameter well below the average of 3.5 out of 7 (except perhaps 

aviation). In all cases, all forms of logistical infrastructure (power, 

road, rails, and port) throughout Nigeria are subjected to neglect. 
 



 

GROWTH DYNAMICS AND COMPETITIVNESS OF THE LOGISTICS SUPPLY 

CHAIN SECTOR 

This elaborate study traced the origin and the evolution of the 

logistics and supply chain sector in Nigeria. It captured the ever 

changing industry profile of the foreign and domestic players and 

clearly illustrated how regulatory pressure and adoption of ICT 

platforms have brought growth, increased scale, automation and 

competitiveness to become even more profitable and attractive to 

institutional and private investors. The future remains bright as the 

industry is forecast to grow by 5.19% to 157.3bn in 2016 in the African 

Continent and for Nigeria the growth has somewhat slowed from 

6.1% (2004 – 2009) to 4.8% (2009 – 2014) with the dominant modes 

remaining Road Freight Haulage (51.5%) and Sea Shipping (43.9%). 

Over 80% of heavy duty haulage in Nigeria is by Road. This obvious 

imbalance is predicated on the collapse of rail haulage in Nigeria. 

That notwithstanding, ECOWAS Regional integration agenda and the 

policy of free movement of goods and services portend growth in 

the future not least because of the geo-physical nature of the traffic 

of the goods with the landlocked countries of agricultural produce, 

solid minerals and finished goods from the north and petroleum and 

imported products as well as finished industrial goods from the 

southern part. 

In terms of industry performance, competition has placed a high 

premium on “Speed” and “Agility” in meeting customer needs and 

the bigger players have maintained market leadership by using 

technology and performance anatomy to maintain excellence 

along the most profitable trade lanes. 

 The biggest challenge of an average Supply Chain manager in 

Nigeria is the absence of data to work with. This had created a 



situation where they are left to the mercy of circumstances. Logistics 

is more about numbers than stories which makes data the king that 

makes it possible for managers to take good decisions. Data driven 

logistic systems bring several unique benefits for companies supply 

chain process as it enables organizations to fully understand their 

supply chain thoroughly and stay ahead of their competitors. 

Logistics and supply chain management play a big role in any 

economy and is a critical contributor to the competitiveness of a 

country. The demand for products can only be satisfied through the 

proper and cost- effective delivery of goods and services. 

Furthermore for Nigeria to grow its market share of various products in 

the global market, the supply chains need to be world class to 

ensure effective delivery of goods. These and other aspects of the 

logistics environment in Nigeria will be presented and major issues 

affecting logistics costs will be discussed. In addition, reference will 

be made to the recent World Bank report on logistics 

competitiveness, and comparisons on logistics performance. 

More recently a World Bank report on logistics performance states 

that a competitive network of global logistics is the backbone of 

international trade and the importance of efficient logistics for trade 

and growth is now widely acknowledged: “Better logistics 

performance is strongly associated with trade expansion, export 

diversification, ability to attract foreign direct investments, and 

economic growth. In other words, trade logistics matter” (World Bank 

2010). 

In view of these, the first Nigerian Logistics and Supply Chain Industry 

report will debut by end of the first quarter of 2016. The proposed 

industry report is planned as an annual source of strategic 

information on the industry from both macro-economic and industry-

level perspectives. Coverage will also encompass specific interests, 



including general economic performance of the logistics services; 

the nature and structure of competition within the logistics industry; 

the demand structure for the industry’s output/services; the logistics 

and supply chain market and interdependencies at the regional and 

national levels; and the identification of gaps necessary for the 

improvement in the state of logistic infrastructure etc. It will also cover 

performance measure and monitoring indicators used globally. In this 

regards are; the efficiency of the clearance process, domestic 

logistics cost and timeliness of shipment.  

Dr. Madu, a recipient of the 2014 National Productivity Order of Merit 

Award. 

FINDINGS 

The paper after the study conducted has the following findings and 

conclusion; 

1. There is a relationship and correlation between the Maritime 

Industry and the Logistics and Supply Chain Management 

Industry. 

2. The developments in the Maritime Industry have influenced and 

impacted on the growth of the Logistics and Supply Chain 

Management Industry.  Although statistical figures are not 

available, but given that they are both industries in the same 

economy, and the Maritime Industry’s demand is a derived 

one, from the Logistics and Supply Chain Management sector, 

a primary demand source, improvements in the Maritime 

Industry have shown from our findings that there are impacts. 

 

CONCLUSION 

The current administration of NIMASA, led by Dakuku Peterside and 

his competent lieutenants, have shown comprehension of the 



problems and challenges facing the industry as evidenced by the 

road map developed after their  brainstorming session which gave 

rise to the Medium Term Strategic Plan with its five key pillars. 

The industry will continue to impact other industries such as the 

Logistics and Supply Chain Industry. 

 

Bashir Yusuf Jamoh is a professional of over two decades in the 

Nigerian maritime sector. He is the Author, Harnessing Maritime 

Assets – Past Present & Future and is currently the Executive Director, 

Finance and Administration, of the Nigerian Maritime Administration 

and Safety Agency (NIMASA) 

 

 


