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Editorial Team

“Stronger Together”, the slogan for the new focus of CILT 
and coined during the Launching of its new global identity, 
by the International President, Dr. Dorothy Chan,has come 

to stay and to reflect all aspects of the Institute’s life.CILT, Nigeria 
earnestly seeks a stronger together focus of the Institute. We have 
had our challenges and have overcome. Today, we are a Territory 
and the only one yet on the African Continent.  If we are stronger 
together as we hope and strive to be, we would be able to shape 
our activities better and be able to lead other African Branches 
towards attaining their individual Territorial Status.

To be stronger together is to believe in ourselves and in our abili-
ties. In the International Council Meeting in Malacca, Malay-
sia, CILT identified its strengths to include the following activ-
ity areas.

i. Diversity
ii. Culture of Voluntarism.
iii. Sharing of Best practices.
iv. A multi-disciplinary institute.
v. Low costs but good value secretariat.
vi. Creditable reputation.
vii. Network of branches and groups like yp and wilat.
viii. Central governance with strong constitution and 
 royal identity.

In all the above, CILT, Nigeria has a similar reflection. The only 
exception is perhaps, the aspect of the absence of a local equiva-
lent of the Royal Charter, the domestication of the Institute in 
Nigeria. This is one aspect of the current challenges facing the 
Institute, and on which lines of action have been mapped out to 
address. The National Council of the Institute is committed to 
this and it is only with a combined support and goodwill of every 
member that we can really attain a status of a stronger, together 
Institute.

In Africa, just a few Branches have made measurable progress 
with an Act to back their country’s CILT. We are aware of the 
level of progress Ghana, Tanzania and Malawi have made and 
earnestly believe that we would be able to tidy up all the legisla-
tive processes for the CILT in Nigeria.

Maj Gen Umar T Usman (Rtd) FCILT
National President, CILT, Nigeria

GOODWILL MESSAGE FROM THE PRESIDENT, 
CILT, NIGERIA
CILT: “STRONGER TOGETHER”

Goodwill message from the president, cilt, nigeria.
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CILT, Nigeria looks with optimism at the gradual but steady 
progress we have collectively made. We need their links and the 
goodwill they left in the sand of time. As we project to the future, 
we have in mind all our lapsed members. We are looking into 
new ways of re-engaging them, even as we endeavor to sustain 
our current membership and attract new ones. The more, the 
merrier and the stronger together, we become.

The publication of this journal, ‘Logistics and Transport Digest’ 
is one major initiative we have designed to stretch out to every 
one. It will provide a source for greater sharing of opinions and 
views among all members. Copies can be extended to members 
we cannot reach out to, online. In the comfort of our individual 
homes, we can peruse the magazine and update ourselves on the 
current standing of the Institute and its members.

In view of its wider circulation and reach, it will provide the re-
quired platform for CorporateMembers to put out adverts and 
profiles. We urge our Corporate Members to book permanent 
page advertisements of their products, services and profiles and 
through that strengthen the Institute in the spirit of our slogan 
“stronger together”.

Thank you and enjoy your time with the magazine.

To remind ourselves of the wide horizon and prominence CILT 
has come to be identified with, I will draw your attention to the 
reflections of the International President in her address in Ma-
laysia. ICM delegates were thrilled when she informed Members 
that in the 50 leading economies of the world, CILT has either 
a Branch or a Territory in 15 out of those countries, noting that 
CILT has presence in 32 countries. The foundation for this was 
laid in the strategic restructuring and broad base positioning of 
the Institute.
The Institute took advantage of the emerging issues in the world 
economy to diversify to become a strong and virile Logistics, 
Transport and Supply Chain Management Institute, with a Royal 
Charter. We have broadened our student’s base, revolutionized 
our education syllabus with a virtual Library in place, stream-
lined our Membership development processes, standardized our 
accreditation processes for our training providers and sustained 
our inter-relationships and information dissemination through 
newsletters, social media, online news and interactive windows 
among others. Our Governance Structure is on course and being 
continually consolidated.

What is yet to be clearly delineated is the source for our financial 
sustainability. The strength of the Institute resides on its mem-
bers. As we increasingly strive at expanding our membership, we 
regret to note an increasing number of lapsed members. We can 
not truly be stronger together in such a situation. The new chal-
lenge therefore is on how to reconnect to those lapsed members 
and pull all our energies together in the spirit of the new focus 
of the Institute.
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while at the same time not sacrificing our local peculiarities. 
What we should set out to achieve in the AGM should be defined 
to enable every delegate align with it. We have to look at the level 
of information flow and capture, them especially in the context 
of the report to members. It is this assembly of members that 
will evaluate the report on the stewardness of its elected officials, 
review their financial position, approve of their future plans, 
appoint its auditors and adopt any new changes for its strategic 
growth.
In our AGM, while presenting our score card to members, we 
should be mindful of our membership growth, membership 
retention level, activities that would endear the Institute to its 
members, to enable them hold it in high esteem. Members would 
look for assurances that they can reach out to the Institute from 
the comfort of their homes, through the Institute’s website, her 
new communication channels. As regards the website communi-
cation, I must admit that we have not done very well but efforts 
are on to make noticeable improvements. We therefore solicit the 
understanding of members. 
Additionally, members would like to know how its certificates 
and various membership grades are fairing in terms of govern-
ment recognition and privileges on the certificate holder. Avenue 
for interaction, social welfare, networking and evening delights 
should be made known to them. Finally, the level and depth of 
information dissemination to members and in the various in-
formation formats or products should be outlined. Our level of 
industry presence, relationship with Corporate organizations, 
MDAs and other stakeholders remains critical and should be 
pursued vigorously. 
On the part of the members, how are they connected in their 
local zones and branches? The AGM or conference schedule 
should not be the only forum for connecting with members. We 
should have a structure where each member should identify with 
its zone and then Branch. It is through this simple relationship 
avenues that the best in us can be spotted and harnessed. 
To effectively take a stand on the above, we need to look at how 
other professional bodies conduct their affairs. How do they 
choose those who will pilot their affairs? Do they go through 
the process of direct elections without a succession plan and for 
continuity and sustenance? In this respect, they allow for an in-
ternal succession plan and conduct election in select areas that 
will translate into a more sustaining and strategic plan.
It is in this regard that we must strive to build institution and 
not individuals. This is obvious because when the individual we 
have built, leaves, the institute is strangled of energy and it dies. 
This issue has in the past characterized the Institute and should 
now cease.
To this end, members and delegates are now urged to critically 
examine and elect its National officers along the path of capabil-
ity and not sentiments. They should look out for credible candi-
dates that have broad ideology, candidates that can create easy 
access for members’ interactions with them, candidates that have 
reasonable exposure to Government and its agencies, including 
good knowledge of how government business is conducted. The 
Institute needs candidates that can penetrate the private sector, 
the crème-de-le-crème of the society, candidates with a touch 
of good governance skills, exemplary life style, candidates pos-
sessing role model qualities, humane, but firm, disciplined, ,with 
high integrity, candidates possessing high self esteem and charis-
ma. Finally, members should identify and rally round candidates 
with good team work disposition.

In the 56 years of exis-
tence of CILT, Nige-
ria, it has operated as 

an International Branch 
(IB) for over 55 years and 
just became a Territory 
on January 1st, 2014. This 
Territorial Status was at-
tained on account of its 
growth in the accredita-
tion of Training Providers 
(which include Universi-
ties, Polytechnics and few 
selected private training 

centers), Student’s high enrollment, Membership growth, effec-
tive Governance, Education, Women integration and inclusion 
levels and on our strategic growth plan. CILT, Nigeria com-
menced its new life as a Territory on the 8th of Jan, 2014. It took 
us this long to attain because of our inability to meet the criteria 
and other relevant demands set out by our parent body, CILT 
International Council of Trustees in the United Kingdom.  
In line with known global practice in shaping our business pro-
cesses along the path of the International Council of the Insti-
tute, CILT, Nigeria is expected not to deviate from the acceptable 
norms.

Currently, Nigeria is the first and only country granted a Territo-
rial Status in Africa. As part of the Delegation Agreement, Nige-
ria is to champion the course of the CILT in Nigeria in particular 
and in Africa in general. This new status confers on us as well, the 
privilege of nominating an International Vice President ((VP) to 
represent our affairs at the International Council.
The expectations of the International Council on Nigeria, as a 
Territory is very high and the big concern is whether our cur-
rent processes and procedures would enable the Institute fully 
discharge those responsibilities.
One way to cast our thoughts as a Territory is to frankly analyse 
whether we would be able to deliver, is by evaluating how we en-
trench leadership at the different level of governance, be it at the 
Chapters, Branches or the National Council through the AGM 
programmes. Majority of our Members attend these AGMs with 
a soul focus of electing or selecting candidates of their choice 
without carrying out a well thought out appraisal of such can-
didates the function of that office, and the where with all of such 
candidate to perform as expected in that office. So many mem-
bers who hitherto showed lukewarm attitude on the activities of 
the Institute suddenly wake up to perform an electionary role for 
the sole purpose of electing their preferred candidates. The inter-
est being demonstrated is good, but it has to be galvanized into a 
force that the Institute will leverage upon.
At the AGM, we are expected to look inwards and vote a set of 
leaders to provide a strategic direction for attaining our object 
clause. The constitution of the Institute is to help provide the re-
quired guidance. In relation to the constitution, we might need 
to search and see if there are changes or modifications we need 
to make in the constitution to suit our current realities. I think 
the best approach will be to adopt a reflection of our parent body 

Editorial Desk
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Sequel to its evolutionary trend, the automobile has con-
tinued to witness frequent changes and adjustments in its 
technological growth and development. Some of its tech-

nologies have been discarded only to be reintegrated, while en-
tirely newer systems have been conceptualized and adopted in 
some cases. The technology of today’s acceptable automobile is 
still being subject to constant scrutiny for all-round improve-
ment. The incessant technological revolution in the manufac-
turing of automobiles requires an equally rapid advancement in 
human capital development with which to attend to the associ-
ated complexity of the modern era automobile vehicles. 
With no globally recognized auto manufacturing factories in 
the country, Nigeria records a high rate of vehicular influx 
and usage in West Africa.  Latest models of automobiles flood 
into Nigeria almost as soon as they are manufactured. Fairly 
used automobiles of all kinds (known as ‘second hand new’) 
also flood the Nigerian market almost without control. Con-
sequently, the necessity for the acquisition of appropriate and 
standardized skills and competencies by automobile Techni-

Developing Sustainable Vocational Competencies  for  
Auto Mechanics and Technicians 
Francis A. Ehiguese, FCILT.

cians, mechanics and other automobile related entrepreneurs in 
Nigeria cannot be overemphasized. 
Before delving into the discussion of the topic, it is only pertinent 
to begin by taking a cursory look at the historical development 
of the automobile as the bases for understanding the assertion 
of the numerous innovations and the full dynamics in its tech-
nology.. The early history of the automobile can be divided into 
a number of eras, based on the prevalent means of propulsion. 
Later periods were defined by trends in exterior styling, size, and 
utility preferences. 
The history of the automobile begins as early as 1769, with the 
invention of steam engine automobiles capable of human trans-
port.  In 1807, the first cars powered by an internal combustion 
fuel gas appeared, which led to the introduction in 1885 of the 
ubiquitous modern gasoline- or petrol-fueled internal combus-
tion engine. Cars powered by electric power briefly appeared at 
the turn of the 20th century but largely disappeared from use 
until the turn of the 21st century. 

With the knowledge of the above, it can be said that we look 
forward to installing a very good internal democracy with the 
election of officials that will honour and uphold the hierarchical 
order of the Institute and its constitution.
As the clock of the current Council ticks to its end, my appeal 
to all members is to set aside all retrogressive actions capable 

of hindering the growth and development of the Institute, when 
deciding who to vote for at the forthcoming National Council 
election.

Francis A. Ehiguese,
National Executive Director,
CILT Nigeria.
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PREVALENT GENERAL TREND
Most often, frustration is the lot of majority of auto vehicle users 
in Nigerian cities e.g. Lagos, Ibadan, Kaduna, Zaria Kano, Ower-
ri, Port Harcourt, etc. In many cases in our environment, simple 
faults have proven very difficult to fix or overcome by supposed 
automobile experts and technicians. Some car owners have had 
to resort to multinational garages like Toyota, The Honda Place, 
Kia Motors, etc for repairs after repeated visits to their auto me-
chanic shops, which often seem to possess insufficient required 
skill with which to understand and solve the vehicles’ problems. 
The fact that the multinational garages are expensive and inac-
cessible by the majority has continued to have more and more 
vehicles abandoned by their owners. It has been reported on not 
few occasions that vehicles come out of the mechanic workshops 
either worse off than they were taken in or that other nonexistent 
problems have been created and used to replace that for which 
the vehicle was brought to the garage in the first place. 

The modern era is normally defined as the 25 years preceding 
the current year. However, there are some technical and design 
aspects that differentiate modern cars from antiques. Without 
considering the future of the car, the modern era has been one 
of increasing standardization, platform sharing, and computer-
aided design. 
Some particular contemporary developments are the prolif-
eration of front- and all-wheel drive, the adoption of the diesel 
engine, and the ubiquity of fuel injection. Nearly all modern 
passenger cars are front-wheel-drive 
designs, with transversely mounted en-
gines, but this design was considered 
radical as late as the 1960s 
Thus, given the spate of technological 
advancement globally over the years, 
the necessity for automobile engineers, 
mechanics and other automobile related 
entrepreneurs in Nigeria to keep abreast, 
reflect and sustain global best practices 
in their field is genuine, if Nigerians will 
continue to maximize the benefits inher-
ent in the modern technology. 

i  DIAGNOSTIC STUDY OF  
 MECHANICS’ OPERATION 
It is not a novel discovery that govern-
mental support for the emergence of 
small and medium scale enterprises 
opens the portal for economic growth 
and development. In the research of 
Sanda et al. (2006), a sample of 360 firms 
in Kano and its environs was used to ex-
amine whether or not small firms were better at creating em-
ployment opportunities than large ones. Their results pointed 
to the fact that, indeed, small firms were comparatively better. 
Hence they submitted that a policy that would align with the 
encouragement of small firms’ development and their better co-
ordination was right and necessary. It is the gateway to national 
wealth. Access to bank facilities by these small businesses should 
be made easy through flexible loans, affordable interest rates, tax 
holidays and other tax incentives 
Studies have long shown also that the educational level of the 
owner of a business enterprise was a significant factor influenc-

In 1807,the first cars 
powered by an

 internal 
combustion fuel gas 
appeared, which led 

to the 
introduction in 1885 

of 
the ubiquitous 

modern 
gasoline- or petrol-

fueled internal com-
bustion 
engine. 

ing the level of efficiency. Ajibefun and Daramola (2003), who 
examined the efficiency of micro enterprises in the Nigerian 
economy using a sample of 180 micro enterprises, provide evi-
dence of wide variations in technical and functional efficiencies, 
both within and across industries. 
The outcome suggests that the observation of variations (weak-
nesses) in business efficiency is a further evidence of the need for 
practical measures to improve the level of education and com-
petence among business owners and the firms captured in the 
research sample. 
A detailed look into this section of the informal sector reveals a 
yawning gap between what obtains in reality and the ideal posi-
tion expected of the Nigerian automobile technicians in terms 
of technological know-how i.e. knowledge and experience.  The 
question then remains: what factors influence the emergence and 
expansion of the informal sector, what are the possible causes 
of the observed trends and how do we come out of this ailing 
posture? 
Efforts to formalize and regulate micro enterprises often trans-
late into increased GDP, especially in developing nations where 
a major percentage of the private sector is usually in the hands 
of the small commercial business people. The running of pub-
lic offices and enterprises in developing nations is expensive and 
negative on the national balance 

a. The first condition for the expansion of the informal sector of 
the automobile industry, 

Like all other industries in the informal sec-
tor,  is: the reduced role of the State, wherein it 
is iterated that the role of the state has to be re-
duced to that of a provider of institutional and 
infrastructural environment for the growth of 
the individual’s entrepreneurial initiatives, (be-
cause nations recognize that the growth of their 
economies cannot be placed on the prerogatives 
of the large or state-owned corporations per sè, 
and that government alone) cannot provide the 
impetus for economic growth. 
All national development plans not permissive 
to the policies of expansion and integration of 
the individual’s entrepreneurial efforts have the 
inevitable effect of stagnation. Over the years 
this has constituted part justification for the per-
manent and continuous phase-out of centrally 
controlled, command economies 
Most national economic advancements are 
strongly woven into the private pursuit of the 
aggressive individuals who devise and organize 
growth privately; the rippling multiplier effect 
then spreads across the nation. Such private ef-

forts must be given a high level of ubiquitous proliferation in 
order for their effect to be rapid and far reaching. As against 
unstable economies, in economies of virtual stability there exist 
conditions for their observed development, chief among which 
relate to the expansion of the private individual’s economic drive 
as an impetus for national prosperity. 
In Nigeria, although government is refining its involvement in 
the informal sector by the establishment of SMEDAN and Mi-
crofinance banks to encourage and enable small and medium 
scale enterprises access necessary funds needed for their survival 
and success, there   is room for government to do more as many 
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of the concerned, still lament their inability to acquire sufficient 
resources to either develop professionally or procure work tools 
with which to excel in their respective vocations. The Microfi-
nance banks have been accused of selective support to compen-
sate loyalty to members of the ruling class and their cronies.
 
b. One of the causes for the expansion of the private individual’s 
economic drive as an impetus for change within a national eco-
nomic space is; corporate downsizing:
 
Job cuts in form of downsizing, rightsizing and the effects of 
other restructuring practices like off-shore manpower outsourc-
ing and cross-border mergers and acquisitions in companies’ 
effort to remain competitive or to gain a strategic selling edge, 
have continued to produce many free-handed but busy-headed 
individuals whose intellect never stops seeking alternative enter-
prises to get involved in, either for value creation or for mere 
survival. 
They may be unemployed but not jobless and never idle. These 
are the individuals referred to as corpo-
rate castoffs and dropouts who conse-
quently constitute an important source 
of entrepreneurial activity as they begin 
to establish their enterprises and work 
for themselves. Another factor is that 
while some youth prefer formal educa-
tion and white collar Jobs, others are 
excited by the prospect of self-determi-
nation where they work for no one from 
the onset. And while some can afford 
education, others cannot and choose to 
be entrepreneurial instead. 

c. Another is: the forces of globalization, technological advance-
ment, information and communication technology, and the im-
peratives of market forces, 

which have continued to enhance individual’s participation in 
economic development drives. Trade deregulation and liberal-
ization, the removal of protectionist policies, and technological 
advances have removed the monopolistic power from hitherto 
inefficient bureaucratic red tape which is a prime characteristic 
of the state. 
These factors have continued to tear down national boundaries 
by enabling seamless, real time international communication and 
fostering international economic relations, a situation related by 
Kenichi Ohmae as “what has eaten them (national boundaries) 
away is the persistent ever speedier flow of information - infor-
mation that governments previously monopolized, cooking it up 
as they saw fit and redistributing in forms of their own devising. 
Their monopoly about things happening around the world en-
abled them to fool, mislead or control the people because only 
the governments possessed real facts in anything like real time.” 
With all this phasing into the past, individuals have now not only 
taken control of their own economic destinies but are practically 
becoming masters, carvers, custodians and designers of their 
national economic destinies that were hitherto centrally deter-
mined. There is, therefore, need for a deliberate, concerted ef-
fort on the part of government to demonstrate its sincere politi-
cal will for the general reorganization of the informal sector in 

line with the aforesaid, of which the automobile subsector will 
equally benefit. 

d. The fourth condition for economic growth is; changes in eco-
nomic and political ideologies: 

the type of changes that drive individual impetus. Some Asian 
and Eastern European countries with stagnating economies un-
der the state-controlled economic policies have witnessed visible 
prosperity with their new paradigm shift. For example, China’s 
gateway to economic growth was built when she reviewed her 
communist policies by aligning very closely with capitalism and 
investing in entrepreneurial development. 
This is a scenario wherein the imperatives of the market forces 
produced and heighten the drive for private participation in the 
localized economic activities of a nation, such that we observe 
that the more economic affairs and decisions rest within the 
private domain, the better the economic outlook and national 
growth. In 2005 China exported as much as $202billion to the 

United States than it imported. It was said that 
this accounted for a quarter of US trade deficit. 
e. Social transformation is the next condition 
under which the individual will succeed eco-
nomically. 

Where old lifestyles, tradition and status quo are 
held sacrosanct unconditionally, this impracti-
cal primordial attachment to unrealistic senti-
ments may stagnate the growth of those blindly 
holding on to them. We have said that the eco-
nomic growth of a nation is woven to that of its 

citizenry, if not determined by it. Therefore, the need for posi-
tive attitudinal changes within the informal sector, where a larger 
percentage of businesses are located in a country like ours, must 
be emphasized. 
Impatience and get rich quick syndrome: This is characteristic of 
uncountable automobile apprentices. Attention is focused more 
on reward instead of learning the trade. Some bolt out of training 
to establish own practices before completing the skill acquisition 
term and obtaining certification, popularly known as freedom. 
Thus they mostly end up half baked and corrupt, using patrons’ 
automobiles to experiment by guesswork. Rather than entrepre-
neurs, they turn out Solopreneurs. Little wonder the inherent 
weaknesses, particularly in the informal sector of the automobile 
industry,  has remained a persistent hydra-headed monster. At-
titudinal change cannot be overlooked in correcting this ill. 
The growth of private sector industries, formal and informal, 
has been more easily observable in countries and regions where 
there are profound shifts and base changes such as changes in 
economic policies, demographic imperatives, political relations, 
and socio-cultural ideologies. These changes provide opportuni-
ties for the individual’s economic initiatives to thrive. Without 
fundamental changes in socio-political substratum, there can 
hardly be innovation in the economic superstructure.
 
NATIONAL AUTOMOTIVE COUNCIL DIMENSION
The laudable efforts of the Automotive Council at translating 
its objectives to empirical and realizable reality over the years 
is worthy of commendation. Some of the Council’s notable 
achievements include, but are not limited to the following: it has
been involved in the pursuit of local content program with gov-

In 2005 
China exported as much as 
$202billion to the United 
States than it imported. It 

was said that this accounted 
for a 

quarter of US trade 
deficit. 
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ernment protective support resulting in almost 70% local con-
tent in the manufacture of bicycles, concluded plans to conduct 
industrial environment surveys and sector studies,  develope an 
internet based platform to capture data of all vehicles registered 
in Nigeria, automotive component manufacturers, assembly 
plants, car dealership, etc.

 commenced a scheme for automotive technician skills upgrade 
in Nigeria. Nigerian auto mechanics under the aegis of Nige-
ria technicians association (NATA) are the target, and in order 
to achieve the objective of capacity building in the repairs and 
maintenance of automobiles in Nigeria, the Council has devel-
oped and launched a curriculum for teaching automotive me-
chatronics in the informal sector and held critique workshop on 
the curriculum of automotive mechatronics etc.
Inspiring as the aforementioned, the practical impact of the 
Council’s giant steps remain yet to be seen. Close observations 
of the functioning of the Nigerian automative technicians re-
veal that there exists a contend for more serious training. For 
example, dismantling and re-coupling of a vehicle’s component, 
applying the basic principle of FILO is still unknown to many. 
To collaborate this truth, only in 1999 the Director General, Na-
tional Automotive Council (NAC), Aminu Jalal, said in Abuja 
that over two million Nigerian auto mechanics may be rendered 
unemployed by the influx of new cars into the county.
According to him, it was because the type of vehicles the over two 
million mechanics were trained to fix were getting extinct, and 
in their place were a wide range of fanciful vehicles, imported 
into the country by individuals, firms and various governments, 
which their members are not conversant with. The assertion 
holds true to this day.
Consequently, in addition to its salutary and restorative measures 
already noted above, the Council must move the implementation 
of its objectives many notches higher, especially as there are po-
tentials for good national economic expansion through the au-
tomotive industry.  One of such ways is for the Council to seek 
the possibility of collaborating with the CILT towards updating 
and imparting necessary information to automotive technicians 
with view to enhancing their skills and ultimately improving the 
industry’s contribution to the national economy as it happened 
in Japan 

ii  PROFESSIONAL AND VOCATIONAL 
 INSTITUTIONS’ INTERVENTION
Carry out sector study: diagnostic and due diligence studies 
Identify needs, gaps and failures and causes of observed trends. 
Present corrective recommendations to the ailing sector and rel-
evant Authorities. 
Organize current skill acquisition programmes tailored to the 
needs of pertinent vocations in line with the Institute’s profes-
sional leaning. 

iii  RECOMMENDATION
State Governments should come up with regulations that will 
cater for the interest of practitioners and consumers of their ser-
vices.
Short terms Certificate of Professional Competence (CPC) Pro-
grammes that will lead to re-certification of Practitioners should 
be introduced.
Manufacturers and Organised Auto Dealers should be compelled 

by regulation to train Mechanics/Technicians and thereafter ap-
point them as Accredited Independent Service Providers (AISP). 
Continuing Professional Development (CPD) programme 
should be included in the package so as to ensure their skills are 
kept up to date.
Meaningful engagement of government in dialogue by sector 
practitioners for easier access to finance and equipment. Import 
tariffs and price regime of working tools can be deliberately regu-
lated by government.
 Introduction of Continuing Professional Development (CPD) 
Corporate engagement of financial institutions by sector to seek 
alternative means of accessing funds. 
Exposure of sector practitioners to Information and Communi-
cation Technology through recurrent workshops by professional 
Institutes to regularly update on global best practices. 
Attitudinal change and social reformation by sector practitioners
Make sector more attractive and encourage better skilled indi-
viduals into it. 
 All Practicing Mechanics/Technicians should be registered by 
the State/Local Government, issued with a practicing identifica-
tion so as to distinguish qualified ones from quacks.
 Specialisation should be encouraged and be enforced by Me-
chanic/Technician Associations in conjunction with Govern-
ments.
Government should, through regulation, stipulate the brand and 
capacity of vehicles intended for commercial purposes within 
the country. In addition, technicians should be sent to the manu-
factures of all such vehicles at their countries of origin to ensure 
they are trained and understand the vehicles’ implicit technol-
ogy, to be able to carry out proper preventive and corrective 
maintenance on them when eventually imported. 
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The expansion of the frontiers of CILT, Nigeria 
has begun with the breaking news in the CILT 

world of Nigeria’s recent endorsement as a Ter-
ritory by the President and Council of Trustees, 
CILT International. The good news that CILT, Ni-
geria would start operating as a Territory from 
January 8, 2014 was first broken by the Secretary 
General on December 3, 2013. This means that 
CILT Nigeria on January 8, 2014, joined the uni-
versal league of autonomous CILT Territories, 
worldwide.  
This is a new pedestal for CILT, Nigeria, as it is 
boosting our current exertion towards chartering 
the Institute through an Act of Parliament and 
further strengthening the Institute’s processes and 
territorial control. 

The euphoria of the new birth has engulfed the 
Nigerian team and members nationally. It is no 
less the opening of a new vista in furthering the 
ideals and practice of Logistics and Transport for 
CILT International as it is for CILT, Nigeria; an 
enhancement of the propagation and possibility 
of fulfilling the vision and mission of CILT Inter-
national. 
With Nigeria becoming the first African country 
to attain this status, the certificate handing over 
ceremony was held at the African Forum in Gha-
na in March, 2014, and was reinforced at the In-
ternational Convention in Malaysia in June 2014 
respectively.

CILT Nig National President, Maj Gen UT Usman (Rtd), FCILT with Mr. Keith Newton, FCILT 
Sec. Gen, CILT Int’l after the handing over of the Territorial Organization’s Certificate to CILT 
Nigeria

CILT Nig Nat’l President & other CILTNig delegates after the presentation of the TO certificate 
by Sec Gen, CILT Int’l

Behold!!! The Territorial Organization’s certificate presented to CILT Nigeria... CILT 
Nigeria being the 1st CILT section in Africa to be granted a Territorial Organization

Receives certificate of territorial status 
(CILT Nigeria is now a territory)

CILT – NIGERIA HONOURED IN GHANA; 
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The Chartered Institute of Logistics and 
Transport, Nigeria presented certificates 

of Accreditation /Re-accreditation to the 
Training Providers accredited by CILT Inter-
national to offer CILT professional courses. 
Certificates were presented to Redeemer’s 
University, Multimix Academy, Olabisi 
Onabanjo University, Centre for Logistics 
and Transport Education and the Federal 
University of Technology, Akure.

Presentation of Certificates to 
Accredited Training Providers

Presentation of Accreditation Certificate to the Vice Chancellor of The Federal University 
of Technology, Akure by Mr. Francis Ehiguese, FCILT National Executive Director, CILT 
Nigeria

Presentation of Accreditation Certificate to Centre for Logistics and Transport Education 
by Mr. Paul Ndibe, FCILT Deputy Director (Finance & Admin, CILT Nigeria)

Presentation of Re-Accreditation Certificate to Prof. Dele Badejo, FCILT of  Olabisi 
Onabanjo University by Mr. Francis Ehiguese, FCILT National Executive Director

Presentation of Re-accreditation Certificate to Mr. Madu Obiora, CMILT (Director, Multimix 
Academy) by Mr. Jibril Ibrahim, FCILT Vice President (West), CILT Nigeria flanked by Mr. 
Francis Ehiguese, FCILT (National Executive Director, CILT Nigeria)

Presentation of Accreditation Certificate to the Vice Chancellor, Redeemer’s University by 
Mr. Francis Ehiguese, FCILT National Executive Director, CILT Nigeria
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The world economy is be-
coming increasingly inte-
grated into a single robust 

economy as the economies of na-
tions are increasingly becoming 
borderless and operated on the 
principles of systems and codes 
(technology). The above pattern 
is facilitated by the increasing 
segregation of the economy of 
nations along various markets on 
which the global economy is de-
fined.
This global economy as defined 
along market lines and driven by 
the global market forces, techno-
logical applications, global prod-
uct classifications, products bar 
code identification, coding and 
packaging systems, trade regula-
tory mechanisms, denomination 
of transactions on the dominant 
currencies among others is open 
to competing players. Compet-
ing nations now compete under 
the above platforms in pursuit 
of trade and commerce, while 
adopting global best practices in 
logistics, transport and supply 
chain management, in order to 
gain economies of scale.
Generally, the production or 
manufacturing sites of the global 
market are no longer concentrat-
ed in the developed economies on 
account of their increasing move-
ment into the service sectors, as 
well as their slowing down con-
sumption levels, slowing down of 
profits on account of increasing 
personnel costs and insurance 
premiums, high taxes and profit-

ability ratio concerns. The operators of these markets are increas-
ingly turning to the emerging economies and some high point 
developing economies for market expansions, revenue growth 
and increased profits. As they are drawn to these new areas, 
they face significant logistics, transport and supply chain man-
agement complexities. In taking decisions to set up industrial 
plants in these newly found markets, or in transporting finished 
or semi-finished goods to them, companies keep a close look on 
their profitability. They evaluate their potentials for local market 
expansion, cheap labour availability, tax rates, ease of delivery of 
raw materials and evacuation of finished products, institutional 
arrangements for funds repatriation, investment risks etc.
The population of Nigeria and its accompanying consumer mar-
ket, its abundance of labour, long coastal lines, and huge reserve 
of mineral resources, present a good economic background for 
attracting strategic foreign direct investments. Nigeria, as a de-
veloping country with the above features, stands out as a possible 
upcoming ‘emerging market’, as confirmed and reinforced by the 
recent debasing of Nigeria’s Gross Domestic Product statistics. 
In this regard, prospective foreign investors, in concluding their 
destination investment options, evaluate the potentials of our lo-
cal economy in absorbing the increased pressure they will exact 
on it.  In taking this decision, prospective investors would natu-
rally consider the aspects of logistics, supply chain, transporta-
tion and value chain in relation to the envisaged physical distri-
bution network that will support the growth of their investments.
To enable Nigeria engage in this global market, its transport, 
logistics and supply chain management mechanisms should be 
properly aligned. The IBRD/World Bank attribute trade in in-
termediate accounts to 56% of world trade in the case of goods 
and 70% in the case of services. (Miroudot et al, 2009).These 
are cross-border trades and are being facilitated by the change 
in traffic direction in favour of sea transportation, in addition 
to the huge ship designs and heavy dead weight of ocean lin-
ers, elongated and suitably dredged harbours. Other areas of im-
provements like containerization, technological improvements 
in equipment handling and in electronic systems (that are known 
to reduce the level of huge human interaction that breeds cor-
ruption), and of course, concessioning/privatization of terminal 
operations etc. have in no small measures aided the supply chain 
management of the world market.
Nigeria started to make an impact in its domestic logistics and 
supply chain sector with the advent of its ports concessioning 

UNBUNDLING THE RAILWAYS TO MEET NIGERIA’S 
TRADE AND LOGISTICS VOLUME: THE UNBUN-
DLING OF THE NIGERIAN PORTS AUTHORITY AS 
A PATTERN -By Paul O. Ndibe, FCILT.

“

“

A cause 
and effect 
analysis of 
the problem 
revealed that 
our existing 
ports and 
their fa-
cilities were 
inadequate 
for the vol-
ume of traffic 
destined to 
them.
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in 2006. The initiative was aimed at allowing the NPA to retain 
its Landlord’s status and then function as the Technical Regula-
tor of the ports, while providing pilotage and towing services, 
dredging, laying of buoys, provision of ports infrastructure and 
common user facilities. It also allows the operations and man-
agement of the ports, in form of terminal operators, and the in-
dividual development of the infrastructural requirements of the 
terminals including equipment needs thereof, to the terminal 
operators, under an agreed developmental plan.
Before this time, ships were known to incur demurrage charges 
and containers were known to stay an average of 25days before 
clearing. Documentation and retrieval of shipments were very 
poorly maintained. The ports were porous with high security is-
sues, including huge cases of pilferage and broaching of contain-
ers and pallets. Parts of cars were easily removed as cars are being 
unloaded in the RO-RO section of the ports. Customs’ clearanc-
es were lengthy and fraught with complaints. Port’s procedure for 
payment of charges, as well as information on the cargo’s arrival 
time and processes for their clearing were not transparent. On 
account of the above, cases arose where containers are known 
to have arrived ports without accurate information on them at 
the disposal of the importers. Quite regularly, too, cargoes were 
abandoned in the ports on account of heavy ports’ bills in the 
form of demurrage charges. The above warranted situations 
where, in an attempt to decongest the ports, imported cargoes, 
especially containers were approved for auctioning and removal 
from the ports within a stipulated time frame.
A cause and effect analysis of the problem revealed that our exist-
ing ports and their facilities were inadequate for the volume of 
traffic destined to them. There was absence of the much need-
ed facilities for handling the variety of cargoes being offered to 
them. Additionally, there exists poor state of internal and exter-
nal road network that did not allow easier movement of trucks 
taking out or bringing in containers or other bulky goods. There 
was also the issue of staking area and abandoned articles in the 
ports that could not translate to revenues.
At this time, due to the strong Government ownership and con-
trol of the ports and facilities relating to them, there was no con-
scious effort to leverage on the importance of inter modalism 
that would have reduced the level of ports congestion and im-
prove logistics chain. Connections of the railway network to the 
ports were practically not there, as railway connections to the six 
port areas in Nigeria were possible with the Apapa and Port Har-
court Ports only. There was no interface between the ports and 
the airports, and as such, data on the performance of the port 
and airport intermodal connections is nonexistent. 
These high costs of ports charges, transportation charges and 
double handling associated with imported goods reflected in the 
high costs of logistics and supply chain management of cargoes 
in the country. The profitability rate and riskiness of logistics 
support to business growth were poor, hence the low level of 
value chain in the domestic economy.
However, with the unbundling of the ports in 2006 with specific 
charges to the terminal operators to make consistent invest-
ments in infrastructure outlay, provide for security, and run a 
24hour ports operations among others, they started to eliminate 
all the teething problems at the ports. The age old structures 
on the berths that were no longer suitable for the present day 
ports’ operations, and which constitute obstruction to stacking 
of containers, had to give way for modern storage spaces. Con-
tainer handling equipment and others, like conveyor belts that 

were either bad or defective were 
being replaced and relocated. Au-
tomation of shipping documents 
started to be in wider use, decay-
ing and dilapidating apron of the 
berths were being turned around, 
simplification of shipping docu-
ments and procedures started to 
become the norm, including the 
reduction in the number of gov-
ernment agencies in the ports. 
The effect of the above was felt in 
the elimination of the huge bu-
reaucratic bottlenecks on cargo 
clearing. Suitable and adequate 
cargo handling equipment were 
installed and the ports’ inefficien-
cy and ineffectiveness started to 
dwindle. 
As they dwindle, they gave way 
for improvements and efficiency 
in the ports to the level where 
our ports gained momentum and 
started to become efficient as to 
impact on our Logistics Perfor-
mance Index, LPI. Between 2007 
and 2009, Nigeria’s LPI was poor 
and was in fact lower in the ladder 
than most of the African coun-
tries. However, by 2010, owing to 
the improvements in infrastruc-
ture, customs, ease of arranging 
shipments, trucking, forwarding 
and customs’ brokerage, track-
ing and tracing and timeliness 
around the ports, in addition to 
the volume of direct foreign in-
vestment flow into the country, 
our LPI improved further. This is 
outside of the transportation as-
pect of the imported cargoes from 
the ports. 
Therefore, if our efficiency statis-
tics were based on the service or 
logistics aspect within the ports 
activity interchange, and if we 
can also improve on the aspect of 
physical movements of cargoes, 
then our growth potentials would 
be enormous. Further on the 
LPI rating, Nigeria in 2012, was 
ranked 121in the world, and 21st 
in Africa. In the turn of the year, 
2014, Nigeria jumped to the 75th 
position in the world and 5th in 
Africa on account of the impact 
on the ports concessioning and 
on the level of the individual Ter-
minal Operators’ investments, 
operations and infrastructural 
improvements.

In 
taking deci-
sions to set 
up industrial 
plants in these 
newly found 
markets, or 
in transport-
ing finished or 
semi-finished 
goods to them, 
companies 
keep a close 
look on their 
profitability.

“

“
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There 
was also 
the issue 
of staking 
area and 
abandoned 
articles in 
the ports 
that could 
not trans-
late to 
revenues.

“

“

In relation to the Railways, Nige-
ria is currently faced with the same 
problem she had with the ports 
and the imported cargoes before 
the ports’ concessioning.  There are 
inadequate and suitable wagons for 
the carriage of goods. The age old 
single line, narrow gauge track sys-
tem, suitably connecting spurs and 
siding lines are still being subjected 
to rehabilitation efforts, instead of 
modernization. Common features 
on the track like steep gradients, 
reversing and sharp curves, non-
alignment of tracks etc. are still 
common place. Features like these 
often determine the speed of the 
trains and of course, their running 
time and efficiency. Locomotive 
traction is still on the diesel elec-
tric model with a regulated hauling 
power and track-based design re-
tardation. Nigerian Railway signal-
ing system, a major factor in train 
ordering and control system is still 
in the rudimentary level that it is 
difficult to automate. The installa-
tion and adaptation of Track Tran-
sponders, a major shift in Railway 
signaling is yet to be introduced in 
our network. Without access to this 
type of technology, on which we can 
leverage our train control systems, 
we cannot achieve higher train 
speeds with effective control system 
that can ensure safety. 
On the side of train communica-
tions, Nigeria is still very low in 
technological acquisition. Although 
microwave system network has 
been introduced in the railway sys-
tem before our Global System for 
Mobile Telecommunications, GSM 
era, but structural designs and the 
requirements for line of site affected 
their performance. Train communi-
cation systems posed a very difficult 
challenge. Workshop machines for 
specific repair needs of rolling stock 
were either defective or not avail-
able.
On a larger scale, major improve-
ments that can translate into higher 
pay load per train, like large train 
sets are yet to be introduced due 
to lack of the suitable technology 
for them. Technologies like full air 
brake systems, as opposed to vacu-
um brake system in our coaches and 
wagons; flexible coupling system as 
opposed to automatic buffer cou-

pling system; small axle load of the available coaches and wag-
ons abound. The above technologies, if available and integrated 
all round in our network, would allow our trains to carry large 
number of wagons of up to 60 vehicles. However, with vacuum 
brake systems, there would be loss of brake power on such large 
number of vehicles, considering our track network, slopes and 
gradients. Furthermore, the automatic Buffer Coupling system 
may not be able to support the load or weight on the entire ve-
hicles on the train, in terms of their obvious drag. We may also 
note that the current set of wagons on the Nigerian Railway 
System have their designed Tare Weight and Net Weight. To ef-
fectively have impact on the nation’s logistics and supply chain 
pattern, double decker flat wagons for carrying containers over 
routes that overhead bridges and other structures would not in-
hibit, should attract attention and constitute areas for privatiza-
tion or concessioning.
Another major structural area where the Railway is yet to fully 
participate is in the area of marshaling yards and dispatch yard 
lines. The original design of the Railway Stations was to accom-
modate the type of trains we anticipate to run. With the tendency 
of improvements in train sets due to the availability of technol-
ogy and knowhow, our station layouts would have to change with 
elongated Station Limits and reception lines for passenger trains 
on the platform lines, and admission lines for the elongated or 
enlarged goods trains or jumbo trains.
In consideration of the above problems afflicting the Railway 
system in Nigeria, it is the invitation of the private sector with 
huge and sustaining direct foreign investments that could help to 
revamp our railway system to enable it play its expected role in 
the transport and logistics equation of the country. This initiative 
was tried in the ports with the Nigerian Ports Authority and the 
impact is there. We can do more with taking up another arm of 
the transport industry to unbundle. What the LPI had shown was 
the performances around the ports, and not necessarily with the 
internal physical distribution network. It is now being proposed 
that if Nigeria wants to improve its domestic physical distribu-
tion network, it would have to address it channels of distribution. 
Railway is the core and its efficiency would further help to drive 
up our LPI and reduce the mounting transportation costs that 
often cause inflationary pressure in the economy.  
There is still no rail line to the Onne Ports; the Tin Can Island 
Port; the Warri Port and a host of other ports and jetties. One 
way to ensure a uniform economic development is to match this 
steady growth in the ports with a similar growth prospects in the 
rail sector. Arguably, there is a measure of government funding 
in the railway, but it does not appear to be in the core areas of 
the railway, otherwise, the impact of those investments would 
have translated into reduction in the transportation costs and in 
inflation. The gains from the efficiency of the railways are being 
eroded by double handling due to the need to first move goods 
to the nearest railway station from the ports, before moving them 
by rail. If the railway was unbundled about the time the ports 
were concessioned, there would have been measurable improve-
ments now. 
It will constitute a dis-service to the nation to sign a $1.35bn 
contract for the Lekki Deep Sea Port Complex under a PPP ar-
rangement without a railway concept or access to accompany it. 
If the essence of the new deep sea port is to provide the nec-
essary drought for larger ships, which means larger goods or 
cargo deliveries, and also for taking advantage of economies of 
scale, how will the annual projected 4 million tonnes of brake 
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cargoes would be moved away to their various destinations, in-
cluding neighboring countries, would be of concern to everyone. 
It would be inappropriate to expect that we plan to deploy only 
trucks to evacuate these cargoes. If we plan that the deep sea port 
would provide for three berths for containers; four berths for liq-
uid bulk cargoes and a berth for dry goods, it means that we are 
looking at eight heavy sea going ships being unloaded at a time. 
What if each of the three ships in the container berths were car-
rying 350  containers each, we would be having 1050 containers 
to be unloaded with 48 hours or so. Without a railway network 
to take off these containers and create space for more contain-
ers or to even take in the return empty containers, you would 
be thinking of having 1050 trucks on our roads around the Le-
kki Deep Sea Port. If one truck measures about 18meters, 1050 
trucks would give us a whopping 18,900metres or the occupation 
of about 18kilometres of our road around Lekki by trucks taking 
out containers. We are yet to calculate the road occupation of 
trucks bringing in empty containers for return to their originat-
ing shipping countries, which would most likely be loaded unto 
the same ships.  
The recent contract for a standard gauge railway line from Iddo 
to Ibadan may suffice, but the advantage it will confer on the na-
tion would only be limited to what it can carry from Iddo up 
North. The Government may have to do a few more things right. 
It may have to quickly arrange to link the Tin Can Island Port to 
the Railways. If this is done, along track upgrading or renewal on 
the Apapa axis, it makes sense as that will take off the pressure 
from both the Apapa Port and the Tin Can Island Port. Further-
more, Government has to review its programmne on the Onne 
Port. There is a rail line at Else-Eleme. It is a short distance to 
the Onne Port. Contract on upgrading this line and linking it up 
with Port Harcourt Enugu Railway line at Elelenwa, would be a 

wonderful idea. Additionally, connecting all the Inland Contain-
er Depots (ICDs) with a functional railway line would be a key 
to growth and development, as remarked by Ahmad Rabiu, the 
Chairman, Dala Inland dry Port Nigeria Limited, with respect to 
the haulage of containers from Apapa to Kaduna and Kano, that 
‘the commencement of rail services for container deliveries is a 
great boost to the Inland ports services and to the overall cost of 
doing business in the hinterland’. This comment was in respect 
of the already connected or lined up container depots at Kaduna 
and Kano. Imagine the boost to the economy if the other five 
ICD are similarly linked. It should be noted that the basic consid-
eration in the establishment of the ICDs was to reduce the time 
frame for cargo deliveries and of course, the costs of the goods. 
Emphasis on this was recently made by the Executive Secretary/
CEO, Nigerian Shippers’ Council, in a recent interview, when he 
declared that ‘whether we like it or not, rail is the key to the suc-
cess of the ICDs and these ICDs are located near the rail lines’. As 
the rail mode has been adjudged the preferred mode on account 
of time and quantity, the costs of goods would sharply reduce if 
attention is given to the railway improvements in the required 
direction. As signaled by the same Executive Secretary/CEO, Ni-
gerian Shippers’ Council, ‘cost of goods is time and time for de-
livery by rail is cheaper than the roads’. We should carefully note 
his comments and use them to evaluate our attitude to railway 
growth prospects. I do not think that we will make the same mis-
take of consistently repairing roads as they are being consistently 
damaged by trucks, carrying heavy cargoes meant to be carried 
by rail. If we recognize that we made this mistake in our earlier 
development programmes, we should at least, be bold enough 
to correct that now, as we focus attention towards funds injec-
tion into the Lekki Deep Sea Port. We should also be thinking of 
how the railway will play its own role of helping to complete the 
physical distribution chain arising from that port.
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In the course of my sojourn in the field of inventory manage-
ment in the last ten (10) years I have experienced and ob-
served that material planning is majorly a function of mate-

rial (inventory management).
My interest developed out of concern where  Material Planner 
across industries looks at it as separate from their job of planning 
material supply ,and in most cases this argument surface when 
ever stock variances are to be reconciled.
Let’s consider few definitions of Inventory, the word inventory is 
a French term recorded in 1601 – meaning Inventaire or detail 
list of items. By definition, Inventory is a stored accumulation of 
material resources in a transformation system. Wikipedia: The 
free Encyclopedia define inventory as a list of goods and material 
or those goods and material held available in stock by a busi-
ness. Material planning on the other has to do with forecasting 
and planning the supply of material at the right time, right cost, 
and store properly for production usage. At points you attempt to 
define Inventory material must be mentioned .This is an indica-
tion that material planning\inventory management are two side  

of the same coin . In some organizations, the material planner 
is the head or manages the warehouse or manages the store and 
this is not out of place for accuracy, accountability and proper 
planning.

The material planner in most organizations uses the Material 
Requirement Planning (MRP) tools among other models like, 
Just in Time (JIT), Re-order Level (ROL), Economic order quan-
tity (EOQ), Min –Max philosophy to plan supply.  But at every 
point in time, he must rely on physical inventory figures which 
are loaded on soft ware to produce output for consideration and 
guide final requisition and procurement decision. 
From this analysis, as a material planner, they is that need for you 
to be on-top of your inventory (inventory management)  to en-
able you re-order the right quantity, at the right time and be sure 
of space for storage.

Finally, they are no wrong doing when we say Effective Material 
Planning is a function of proper inventory management.

Effective Material Planning 
is a function of Proper 
Inventory management 

In a recent publication in the punch newspaper, the Govern-
ment had taken a position to merge the Nigerian Civil Avia-
tion Authority, The Nigerian Airspace Management Agency 

and the Nigerian Metrological Services to form the Federal Civil 
Aviation Authority. The merger has attracted a lot of controversy 
in the sense that a Regulator has the powers to inspect, penalize 
and serve as a watchdog to the other Agencies within the Avia-
tion industry.

Nigeria Compromises Air Safety Through Merger.

-SULE Tijjani Bala -CMILT 

Herbert Odika
MD/CEO FMC AVIATION LTD.

The downside to this 
new directive is that 
the Regulatory body 
will be compromised 
further by covering the 
errors of the two Agen-
cies under its umbrella 
and with the Airspace 
Management Agency 
bordering on safety 
to navigate Aircraft, 
how would the NCAA 
be able to do its work 
without compromising 

its position. In recent times there has been improvement in the 
Airspace Management Agency because they were under scrutiny 
from the regulators, but this will return Nigerian Aviation thirty 
years from development in the industry.
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It started as a mere initiative that was intended to at-
tract more female membership and participation in 
the activities of the Chartered Institute of Logistics and 

Transport (CILT) and give women in the transport industry 
a stronger voice. Little did Hajia Aish Ali-Ibrahim, FCILT the 
Global Convener and Chairperson WiLAT at the Nigerian 
Ports Authority who conceived this idea know that other 
women involvedin transport and logistics businesses all over 
the world would embrace this initiative and adopt it as their 
official platform for a common voice and the strengthening 
of their careers. The body, Women in Logistics and Transport 

(WiLAT), which from inception has gotten every support 
and encouragement from CILT-Nigeria, particularly the 
immediate past National President of the Institute, Late 
Emeritus Prof. M. O. Filani, FCILT and the National Ex-
ecutive Director, Mr. Francis Ehiguese, FCILT has become 
a global forum. Hajia Ali-Ibrahim is recognized all over 
the world as the global convener of WiLAT, as she and her 
other co-founders continue to attend global and regional 
CILT forums and visiting various countries to inaugurate 
WiLAT. The unveiling of their global logo also took place 
last year. many of us didn’t know. It’s a memory to relive.

Women in Logistics and Transport 
Nigeria-(WiLAT), 
The Unveilng of A NEW LOGO

At an event in Colombo, Sri-Lanka.
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PROCUREMENT, LOGIS-
TICS AND TRANSPORTA-
TION: THE POWERFUL 
TRIPLETS FOR ECONOMIC 
REVIVAL.    By Nwokoma Gibson Anozie, MILT

Procurement, logistics and transportation have held sway as 
powerful triplets for economic revival. Indeed, these vari-
ant of services have proven to be vital and an expedient 

flagships for national transformation. Nigeria is receptive to this 
influence; having reacted expectedly following reforms in the 
supply-chain sub-sector of the economy. 
Whereas procurement is simply referred to as the acquisition of 
goods, works and services at the right time, from the right source 
at the lowest cost of ownership; logistics is the management of 
the movement of goods from the point of origin to the point of 
consumption; while transportation facilitates the movement of 
men and materials. 
Indeed, these triplets are part of the coterie of multi-sector that 
is undergoing transformation in the country. Closer look reveals 
that these three entities form stages along the route to final con-
sumption of goods by consumers. Therefore, economic transfor-
mation is tied to this powerful trinity, recalling that economic 
growth and development collectively explain healthy and up-

ward movement of the macroeconomic indices of a nation.
Reforms, of course, describe overhaul of specific systems with 
the view to charting effective path of service delivery for im-
proved performance. The trinity are interwoven, causing each 
discipline to be a set in its own and a sub-set of the other.
The service of procurement, logistics and transportation covers 
virtually every aspect of government and private endeavours; 
because whatever activity is  performed in an organized body 
must fit within the categories available in the rules of proce-
dures. In emphasis, logistics and transportation are critical to 
sound procurement system which adds value to the acquisition 
systems and engender life and greater revival to the economic 
growth and development. 
Increased propagation of procurement process as a guiding 
principle in governance was gained at the inception of this cur-
rent democratic dispensation, and was climaxed at the enact-
ment of the Public Procurement Act in 2007. The procurement 
and logistics of physical items usually involves the integration 
of information flow, material handling, production, packaging, 
inventory, transportation, warehousing, and often security. The 
complexity of logistics can be modelled, analysed, visualized, 
and optimized by dedicated simulation software. 
On the other hand, transportation dates back to prehistoric pe-
riod when the needs arose to change the locations of items or 
men themselves. Since then, the urge for the development of 
that sector has not abated, as its demands are ever-increasing. 
The functionality of transportation makes the sub-sector al-
most indispensable in the procedures of procurement.
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Expectedly, the mandate of public procurement units harps on 
strengthening systems to foster the obedience to rules and regu-
lations in government transactions. The other two services, logis-
tics and transportation, facilitate the ultimate ownership of items 
procured by the consumer or user agency. Of course, compliance 
with rules guiding economic activities reduce the incidents of 
leakages and promotes economic growth. Therefore, procure-
ment process, in tandem with logistics and transportation, which 
is primarily adherence to rules of resource acquisition, precipi-
tates economic revival, as interfaced with logistics and transpor-
tation. 
In the modern times, various degrees of efforts and innova-
tions have been made to regularly update the status of transport 
because transport system is pivotal in the growth of every na-
tion. Suffice it to say, that every other industry of the economy 
relies on transport for optimal performance. Taking one mode 
of transportation as an example, records show that the aviation 
sector – comprising the airlines together with the airports, air 
navigation and other essential ground services that make up the 
air transport infrastructure – carries over 8.3 million passengers 
and 1.5 million tonnes of air freight to, from and within Nigeria. 
More than 15,200 scheduled international flights depart Nigeria 
annually, destined for 32 airports in 30 countries. Domestically, 
more than 66,800 flights make over 7.5 million seats available to 
passengers, destined to 18 airports.
The above presents a tip of the ice-berg of the transport sector. 
The huge turnover recorded in the air transport is a pointer to 
what may be obtainable in the land and sea transportation sec-
tors.
Interestingly, the knowledge centre-point of this triplets is the 
understanding of the Incoterms which are revised periodically 
in order to meet the evolving challenge in the multi-sector. These 

rules marry procurement, logistics and transportation entities 
together. They are a set of three-letter standard trade terms most 
commonly used in international contracts for the sale of goods. 
First published in 1936, INCOTERMS provide internationally 
accepted definitions and rules of interpretation for most com-
mon commercial terms. The International Chamber of Com-
merce (ICC) published the 8th and current version of its Inter-
national Commercial Terms, also known as INCOTERMSon 
January 1, 2011.
The revised rules, originally designated “INCOTERMS 2010”, 
contain a series of changes, such as a reduction in the number 
of terms to 11 from 13. Noteworthy that two new terms, Deliv-
ered at Terminal (DAT) and Delivered at Place (DAP), have been 
added to the terms. INCOTERMS 2010 also attempt to better 
take into account the roles cargo security and electronic data in-
terchange now play in international trade.
It is important to note, however, that INCOTERMS by them-
selves DO NOT:
•	 Constitute	a	contract;
•	 Supersede	the	law	governing	the	contract;
•	 Define	where	title	transfers;	nor,
•	 Address	the	price	payable,	currency	or	credit	terms.
Finally, proofs on the expediency of the G-3 of procurement, 
logistics and transportation to the growth of the economy are 
clear. The introduction of reforms on supply-chain procedure at 
the inception of this political dispensation in 1999 has yielded 
results. The Director-General of the Bureau for Public Procure-
ment (BPP), Engr. Emeka Ezeh recently pronounced that pro-
curement reforms have saved the country N58 billion. These 
savings arose from the successful review of 184 contracts across 
the MDAs. These successes in economic revival, and more, are 
effectively attributed to the prowess of the powerful trinity.
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In line with the thrust of the CILT International to regular-
ize and universalize its new identity, and in compliance with 
the call for it, CILT Nigeria unveiled the new Global Identity 

(logo) with pomp and fanfare at Nigeria’s historic Civic Center, 
Victoria Island, Lagos.
The date was Thursday 14th November, 2013. It was during the 
week-long National Council on Transport (NCT) Conference 
holding in Lagos, Nigeria, which spanned from 11th to 15th of 
November, 2013. The NCT is the singular most populated as-
sembly of policy makers in the logistics and transport sector in 
Nigeria, where “who is who” in the profession and the  industry 
meet and network, articulate and present papers on topical indus-
try-related issues with a view to generally improve on the current 
trends. It is an annual industry meeting, and this informed the 
idea of launching the global identity during this conference.
The huge success recorded at the launching was aided by the gra-
cious agreement of the Honourable Minister of Transport and  
the National Patron of the Institute, Senator Idris Umar, who ac-
cepted our expressed desire to have him unveil the logo at this 
year’s National Conference. The occasion was impressively graced 

by the Honourable Commissioners and Permanent Secretaries 
of the Transport Ministries of the 36 States of the Federation, 
including the Federal Capital Territory, Abuja, and their Aids. 
Other dignitaries in attendance included captains of the industry, 
prominent stakeholders, representatives of pertinent organiza-
tions and distinguished members of the public, as well as repre-
sentatives from associated government Ministries, Agencies and 
Parastatals.
On the part of the Honourable Minister of Transport, this event 
was a land mark in the history of CILT, Nigeria. As expected, 
the Institute’s programmes have consistently demonstrated total 
commitment towards the professional development of its mem-
bers and the industry at large. For the National President, CILT, 
Nigeria, Major General UT Usman (Rtd), FCILT, the espousal of 
the new Global Identity is a sure means of identifying with CILT 
and what it represents. It is believed that the popular unveiling 
of the new global identity will be a unifying influence among our 
members in Nigeria and in all other countries where CILT main-
tains presence, and that it will remain a channel for the further-
ance of our universal recognition.

THE LAUNCH OF CILT NEW GLOBAL 
IDENTITY IN NIGERIA

CILT Nigeria National President, Maj Gen UT Usman 
(Rtd), FCILT delivering a speech @ the CILT Global 
Launch

Hon. Minister of Transport, Senator Idris Umar de-
livering a speech before the unveiling of the CILT 
Global Identity Launch flanked by Permanent Sec-
retary, Federal Ministry of Transport

Hon. Minister of Transport, Senator Idris Umar unveiling 
the CILT Global Identity Launch

Hon. Minister of Transport, Senator Idris Umar after the 
unveiling of the CILT Global Identity Launch

Hon. Minister of Transport, (1st L) - Hon. Commissioner of Transport (LASG – 
2nd R), Chairperson WiLAT Nigeria & other participants

Mr. Francis Ehiguese, FCILT National Executive Director, 
CILT Nigeria explaining the idea behind the new Global 
Identity to the Hon. Minister of Transport

National President CILT Nigeria (3rd left), flanked by 
other CILT Nigeria officials

Hon. Minister of Transport, (3RD L), Hon. Commissioner of Transport (LASG), 
National President, CILT Nigeria, Permanent Secretary, Federal Ministry of 
Transport (2ND L), NED, CILT Nigeria (1st L) & other participants
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The Institute’s Fellows and Corporate Members’ Forum is 
a special initiative for top level members of CILT and rel-
evant organizations to interact on internal and external in-

dustry issues and draw an acceptable direction to follow. It offers a 
veritable platform for Corporate Members to share ideas on best 
practices, discuss common and peculiar problems and showcase 
their products and services. As designed, this same initiative en-
ables the Institute to come to terms with the specific and general 
needs of our Corporate Members and take steps to identify with 
them and lend support where needed.

The programme was held at Rockview Hotel, Apapa, Lagos on 
February 27, 2014 under the Chairmanship of Dr. Ade Dosunmu, 
MON FCILT (Fmr. Director General, Nigerian Maritime Admin-
istration & Safety Agency). The Industry Leadership Lecture was 
delivered by Miss Adenike Sonaike, FCILT (General Manager of 
Western Ports, Nigerian Ports Authority).
Other highlights of the event were the induction of newly elected 
members, presentation of certificates to corporate members, net-
working session, special showcases amongst others.

CILT Nigeria’s Fellows 
& Corporate Members’ Forum

CILTN Nat’l President (5th frm R) & Inductees @ the Fellows & Corporate Members’ 
Forum

Miss. A. Sonaike, FCILT (GM, Western Ports, NPA) delivering her lecture @ the forum

CILTN National President, Maj Gen UT Usman (Rtd), FCILT presenting Corporate Mem-
bership certificate to Reps of Transport & Logistics Ltd & Ekesons Bros Nig. Ltd

R-L- Dr. Ade Dosunmu, MON, FCILT (Chairman of the forum) in a chat with Mr. Francis 
Ehiguese, FCILT (NED, CILTN)
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CILT Council Members’ visit 
to the Senate President

National President 
CILT Nigeria during 
the courtesy visit of 
CILT Nigeria to the 
Senate President of the 
Federal Republic of 
Nigeria

Select CILT Council 
and BOT Members in 
a meeting with Senate 
President,  Federal 
Republic of Nigeria

Select Council & BOT 
Members with the 
Senate President of 
Nigeria
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Meeting with Mr. Mark Miller of ASEAN Logistics Centre and other stakehold-
ers in the logistics and transport sector at the CILT Nigeria National Secretariat.

The Mandatory Professional Development Programme (MPDP) is a 
progamme designed to form and educate members about the current 
trends in the world of Logistics and Transport, the Institute and the 
strategies to adopt as regards their continuing Professional Develop-
ment Plan.It is a pre-requisite for upgrade of members from Affiliate 
to other grades of membership. The first of the year 2014 was held in 
the Institute’s Secretariat on February 18, 2014.

Mr. Francis Ehiguese, FCILT National Executive Director (middle – front 
row) and participants @ the programme

News FromBranches

Newly elected officials of  WiLAT- Nigeria.

Mandatory Professional Development Programme (MPDP Level One) Batch I

SOUTH WEST ZONE (IBADAN BRANCH)
The South-West Zone (Ibadan) Branch of the Institute officially inducted 
its newly elected Excos on Wednesday 28th May, 2014 at the Assembly 
Hall, North Campus of The Polytechnic, Ibadan, Oyo state. The programme 
also featured the presentation of awards. Their invited guests include 
the Commissioner of Transport in Oyo State and the Commissioner of 
Works and Infrastructure in Ogun State. Also present were Prof. Kayode 
Oyesiku, FCILT and Prof. Bamidele Badejo, FCILT (Fmr. Commissioner 
of Transportation, Lagos State).
Elected Officials are:
Prof. Adesoji Adesanya, FCILT – Chairman, Mr. Ayodele Folarin, CMILT 
– Gen. Secretary, Dr. Adebambo Shomuyiwa, CMILT – Auditor, Mr. 
Jimoh Salami, MILT – Asst. Gen. Sec, Engr. Majolagbe Abdul Fatai – 
CMILT -Welfare Officer II, Mr. Ajala AbdulRahman – CMILT – Publicity 
Secretary, Mr. Animashaun Abiodun, CMILT – Welfare Officer I, Engr. 
Fasanmade P. A., CMILT – Treasurer 

Sequel to the recent election conducted on 12th April 2014, the fol-
lowing under listed people have been saddled with the responsibili-
ties of steering the affairs of the Branch for the next 2 years. They 
are, Mrs. Fatima Diko-Kuton, FCILT – Chairman, Mallam A. A Yusuf 
– V/Chairman, Mr. Samuel Elumole, CMILT - Secretary, Mr. Jilani 
Ahmed - Asst Sec, Prince Seedeeq Adewale  - Fin. Sec., Mrs. Andy Jo-
sephine, CMILT  -Treasurer, Mr. F N C Okorie, - PRO, Mr. Benjamin 
Imam, CMILT - Membership Officer.
Knowing fully well that Lagos Branch is the backbone of CILT Nige-
ria, the branch has resolved to continue working harmoniously with 
the National headquarter for the purpose of achieving the common 
goal.

The present executive intends to move the branch forward and take 
its rightful place within the Institute and has set machinery in motion 
to organize a Training/Workshop that will benefit everyone. 

All zones under Lagos Branch are to become viable and this will be 
propelled through visits to be made to all the Zones to interact with 
them and know their problems with a view to jointly proffer solu-
tions.

LAGOS BRANCH

Mr. Samuel Elumole,  CMILT
Gen Sec, Lagos Branch

Mrs. Fatima Diko-Kuton  FCILT
Chairperson, Lagos Branch
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The phenomenon of globalization and trade liberalization 
through the mechanism of the multilateral trading sys-
tem of the World Trade Organization (WTO) had meant 

that no one nation can operate an independent economy and 
still meet the yearnings of its population. On the contrary, the 
WTO more than any other global body had been instrumental 
to the reduction of global poverty, improvement of the standard 
of living and opening-up of hitherto reclusive states. The fall of 
communism and the unleashing of the vibrancy of emerging 
economies like China and India easily comes to mind;this was 
not the case prior to their membership of the WTO, Hoekman 
and Kostecki (2011).The impact of the WTO had been made 
even more far reaching by the disruptive nature its enablers like: 
information technology, process technologies and the Internet. 
The resulting impacts on any economy like Nigeria’s are; chang-
ing consumertaste, extremely short product-life-cycles requiring 
dependable and agile logistics services in order to satisfy con-
sumer needs and the interconnectedness of global productions, 
services and consumptions.

WTO AND IMPORTS INTO NIGERIA
Nigeria joined the WTO in 1995.Since its membership of the 

body, the country had experienced astronomic rise in the vol-
ume of non-oil imports. For instance,  despite the prevailing in-
frastructural and energy bottlenecks in the economy; year 2013 
showed a 10% increase of about 442,000 forty feet equivalent 
units (FFE) whilst 383,000 FFE was shipped out of the country, 
this is a remarkable spike in volume from 2012 data , with a fur-
ther forecast of about 8% growth for 2014 (Source: Maersk Trade 
report).Importantly, these imports are made up of essential ma-
chineries, raw materials, manufacturing stocks and spare parts 
etc., needed for the smooth running of the industrial sector, the 
service industries, essential business inputs, health and medical 
drugs etc. because the collapse of the industrial sector in Nigeria 
had meant that we are an import dependent economy. 
Unfortunately the policies of relevant government agencies like 
the Nigerian customs service (NCS), had meant that importers 
and their logistics partners cannot take deliveries of these mate-
rials in good time as earlier planned and forecasted. These had 
meant disruptions in already established business budgets, plans 
and strategies with its accompanying negative impacts like stock-
outs, lost-sales, idle-production-lines, additional overheads and 
lack of business competitiveness etc.

THE NEW CUSTOM’S PRE-ARIVAL ASSESSMENT REPORT 

(PAAR) AND SUPPLY CHAIN PERFORMANCE
By: Jude Oraegbunem, CMILT
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SUPPLY CHAIN COMPETITION
It is generally believed that economic performance of any coun-
try is the aggregated performance of businesses and industries 
operating in the country. A key challenge in our interlinked 
and globalized world is that national competitiveness can be 
enhanced by the supply chain competitiveness of 
individual companies and businesses operating in 
the country. This is because international competi-
tion had shifted from just inter-business competi-
tion among nations to competition between differ-
ent supply chains, Christopher, M. (2013) contend 
that in order for the Nigerian economy to pursue 
growth and competitive advantage amongst com-
peting nations especially in the sub region, it should 
create enabling environment for businesses and in-
dustries to flourish through the implementation of 
business friendly trade/import policies and cargo 
clearing procedures for stakeholders. The success 
of any supply chain is based on an integrated and 
collaborative relationship between and amongst 
suppliers, logistics service providers and customers 
or consumers, Ruston et al (2011). Thus, synergy, 
integration and policy alignment that leads to the 
creation of wealth for suppliers and logistics-ser-
vices providers as well as satisfaction for custom-
ers, can only be achieved and sustained through 
quality information flow and the adoption of an 
enabling procedure for business activity by regulators, Christo-
pher, M. (2013). Unfortunately the running of the Nigerian ports 
complex, especially the newly launched pre-arrival assessment 
report (PAAR) had greatly hampered planning, business activ-
ity and market growth within and among supply chain partners.

THE OLD AND THE NEW CLEARING REGIMES
Operators in the Nigerian ports complex are still reeling and 
copingwith the many infrastructural and bureaucratic barriers to 
quick and speedy clearing procedure for cargo imports. But the 
implementation of the new PAAR; since its adoption in January 

2014, had made situations even more precari-
ous and disruptive for industries and businesses 
with huge losses for all players in the supply 
chain. Although there are no available data for 
the degree of costs and losses incurred by op-
erators in the sector but no doubt the losses and 
costs had been significant since January 2014 
when the new policy commenced. An article, 
in the Businessday NewspaperApril 9th, 2014 
edition captioned: ‘Delays in PAAR Issuance is 
taking Nigerian Ports Back to Square One’, aptly 
captures the challenges facing port users with its 
accompanying side effects.
For many countries, the adoption of the vari-
ousimport clearing procedures and instruments 
were meant to ease international trade, facili-
tate and reduce barriers to customs clearance 
of cargo and to further liberalize the multina-
tional trading environment made possible by 
the WTO, Hoekman and Kostecki (2011).Al-
though, some have pursued alternate methods 
like pre-shipment inspection in other to ascer-

tain trade value, verify and ascertain cargo origin, enforce cargo 
and import quality etc. In Nigeria, the last regime saw private 
concerns like:COTECNA, SGS and GLOBAL SCAN, handle des-
tination inspections for imports into the country. The expiration 
of their agreements with the government saw the takeover of the 

These 
had meant disrup-

tions in already 
established busi-

ness budgets, plans 
and strategies with 
its accompanying 

negative impacts like 
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process by the NCS from December 1st, 2013. It has been sug-
gested that breaches involving this outsourced procedure dis-
couraged the government from extending the agreement and 
thus warranting the adoption of new PAAR regime. In addition, 
the Nigerian Customs Service had also explained on its official 
website that the implementation of PAAR was to ‘‘perform clas-
sification and valuation of goods imported to 
Nigeria without partiality’’ (Source: Nigerian 
Customs Service). But its poor implementation 
either through incompetency or sabotage had 
left many sector and industry players counting 
their losses. Delays resulting from this ham-
pered implementation could run into weeks in 
addition to factoring-in a lot of uncertainties 
and additional costs to importers and their lo-
gistics collaborators and invariably losses to the 
economy through ports congestion and the un-
attractiveness of our ports’ facility as a destina-
tion for imports.

CHALLENGES WITH PAAR
Some of the challenges surrounding the new 
PAAR regime include:
•	 Lengthy	cargo	clearing	time	with	no		
 clear time frame for import 
 processing, documentation and cargo     
 release.
•	 Accompanying	delays	had	also	led	to	conges
 tions in the ports complex
•	 Additional	clearing	costs	emanating	from	de	
 murrage charges from shipping companies  
 and terminal operators
•	 Subjective	valuation	system	notwithstanding		 	
 original invoice values from shippers
•	 Lost	sales,	sub-optimization	and	underuti	 	 	
 lization of logistics assets especially road 
 freight transport assets, leading to poor per   
 formance results, negative returns on capital

 investments and labour redundancy. 
RECOMMENDATIONS
Feelers from the Nigerian Customs Service (NCS) clearly shows 
that they meant well for the economy by adopting and imple-
menting the new PAAR regime. But it is obvious that its imple-
mentation had caused more harm than good to the competitive-

ness of our businesses, industries and the economy. 
Furthermore, recent re-basing of our GDP figures 
in April 2014,and the identification of Nigeria as 
one of the future ‘MINT’ economies by the re-
nowned economist Jim O’Neill (Source: BBC), is 
a pointer that the Nigerian economy would con-
tinue to remain a darling and destination for mul-
tinational and global brands seeking foreign direct 
investments (FDIs) destinations; which according 
to the Finance minister, Ngozi Okonjo-Iweala had 
exceeded $20 Billion USD in the last three years 
alone (Source: Channels TV); especially consid-
ering the vibrant nature of our human resources 
and our rich endowments in natural resources. It 
is therefore imperative that government agencies 
especially the NCS, with its strategic importance to 
international trade and competitiveness, must be 
proactive and thorough in adopting cargo clearing 
procedure that would encourage import growth, 

competition and infrastructural development in the economy. 
This is the only route if our businesses, industries and supply 
chain would achieve and sustain competitive advantage and 
prosperity for the teeming population and in order to remain the 
undeniable economic giant in our sub region and in deed Africa.
Interim measures to ameliorate the negative impacts of the new 
PAAR may include suspending its further implementation until 
the procedure is perfected and in order to ease the prevailing 
negative environment it has created for stakeholders.

This
 is the only 
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Abstract- Globalization and global economic disorder have brought new but daunting 
realities to global logistics and supply chain business. Similarly, the global outcry on the 
realities of climate change, food crisis and global security appear to be clarion calls for 

paradigm shift in global logistics management. Before now, global logistics service providers have 
focused on timely delivery no matter the cost, arguing that time economics may be more important 
than monetary economics. Then the newer argument that pre-planned and predictable arrival 
times may be more relevant than speed emerged. The new realities of escalating global emergencies 
compel us to consider total logistics as an optimal paradigm making location a critical factor. This 
will save the world a lot of human capital, emissions, energy, and time to reach the desired loca-
tions. And given the increasing trends in global emergencies, the establishment of global logistics 
centres across the continents is an urgent imperative.

TOTAL LOGISTICS IN CRISIS REGIME 
– Rethinking the Value of Centrality
    by Alban Igwe

KEY WORDS: 
GLOBAL CRISIS, 
GLOBAL ECONOMIC DISORDER, 
GLOBAL EMERGENCIES, 
GLOBAL LOGISTICS CENTRES AND TOTAL LOGISTICS.
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Introduction
You may never fully appreciate the role of logistics in supply 
chain until you are faced with serious crisis. The truth is that we 
now live in a global regime of crisis where epidemics such as HIV 
Aids, Hurricanes, floods, earthquakes, mining disasters, torna-
does, volcanic eruptions, wild fires, winter storms, energy and 
food crises, terrorist attacks etc have become 
part of the daily rhythm of life. And what is cri-
sis by the way?  Crisis is a dangerous or worry-
ing time, a situation or period in which things 
are very uncertain, difficult, or painful and es-
pecially a time when action must be taken to 
avoid complete disaster or breakdown (Micro-
soft Encarta, 2009).

What about logistics? The military defines lo-
gistics as the science of planning and carrying 
out the movement and maintenance of forces 
and those aspects of military operations that 
deal with the design and development, acquisi-
tion, storage, movement, distribution, mainte-
nance, evacuation and disposition of material; 
movement, evacuation, and hospitalization of 
personnel; acquisition of construction, main-
tenance, operation and disposition of facilities; 
and acquisition and furnishing of services (Online Wikipedia, 
2009).  
However, a more comprehensive definition of Logistics would 
be the time-related positioning of resources (goods, information, 
energy and people) in order to meet end-user requirements. This 
brings us to the concept of total logistics which implies the effi-
cient integration of resources, location, and time to yield desired 
outcomes. Logistics as a business concept evolved only in the 
1950s as a result of the increasing complexity of meeting end-
user needs in the increasingly globalized supply chain market. 
Supply Chain in turn means having the right item in the right 
quantity at the right time at the right place for the right price in 
the right condition to the right customer. Logistics therefore, is 
an essential component of Supply chain.

The Scope and Scale of Global Crisis
This paper takes a special look at “total logistics” and derives 
inspiration partly from crisis trends around the world that re-
quire more dedicated logistics attention than the commercial 
scenarios. Whether we are considering food or energy crisis, 
floods, epidemics, wars, violence, conflicts, political upheavals, 
forced migration, bombings or even the extreme cases of high 
magnitude earthquakes and the consequent displacements of the 
most vulnerable persons (the extreme poor, diseased, women 
and children), humanitarian logistics has become the most ur-
gent imperative of our time. Pre-event planning and post-event 
management of armed conflict in Sierra Leone, Liberia, Sudan, 
Somalia, Angola, Burundi and the Niger delta conflict in Nigeria 
all have globalized implications. What about the recent floods in 
Bosnia and Herzegovina, Ghana, Republic of Benin, Philippines 
or the violence against aid workers in Pakistan, Darfur crisis in 
Sudan, the influenza in the Region of the Americas, the tropical 
cyclone in Philippines, epidemic in Nepal and similar emergen-
cies and challenges in Sri Lanka, Uganda, Ethiopia, Indonesia, 
Central African Republic, Congo, Zimbabwe etc. Crisis has so 
dotted the universe that we can correctly say we are in a ‘Crisis 

regime’.  

Crisis Management Process
This is the process by which an organization deals with any 
major unpredictable event that threatens to harm the organi-
zation, its stakeholders, or the general public. “Nowadays the 

unpredictables have become closely predictable”. 
Three elements are common to most definitions 
of crisis: 
(a) a threat to the organization, 
(b) the element of surprise, and 
(c) a short decision time. 

Crisis management consists of:
➢ Methods used to respond to both the reality  
 and perception of crises. 
➢ Establishing metrics to define what 
 scenarios constitute a crisis and should con 
 sequently trigger the necessary response  
 mechanisms. 
➢ Communication that occurs within the re-
sponse phase of emergency management 
scenarios. 

Whereas risk management involves assessing potential threats 
and finding the best ways to avoid those threats, crisis man-
agement includes dealing with the disasters after they have 
occurred. It is a discipline within the broader context of man-
agement consisting of skills and techniques required to assess, 
understand, and cope with any serious situation, especially 
from the moment it first occurs to the point that recovery pro-
cedures start. Let us take a cursory look at some of the issues in 
question. 
Earthquake has become a major global phenomenon. Looking 
at the earthquake geography above, the global outlook appear 
very disastrous and earthquake researchers confirm that earth-
quakes continue to increase in frequency and intensity, just as 
the Bible predicts for the last days before the return of Christ. 
History shows that the number of killer quakes remained fairly 
constant until the 1950s - averaging between two to four per de-
cade. In the 1950s, there were nine. In the 1960s, there were 13. 
In the 1970s, there were 51. In the 1980s, there were 86. From 
1990 through 1996, there have been more than 150 (Steven & 
Mark, 1999). We regret that globalization is still lopsided with 
commercial gains overriding the major global asset – the hu-
man capital (its development, preservation and conservation). 

A number of countries including Nigeria appear both safe and 
centralized to merit global logistics and supply chain centres to 
deal with emergencies of this sort much more readily than is 
currently the case. In proposing such centres, we consider cen-
trality as a critical factor since it provides amongst other things 
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proximity to emergency sites, a savings in energy (in the face of 
global energy crisis) and very importantly a reduction in trans-
port emissions which is critical to climate change. We take due 
cognizance of the safety of the centre and propose that in addi-
tion to natural disposition the centres should be made politically 
protected zones (PPZ).

A) Food Crisis
 In response to the severity of the food crisis and the need for 
prompt action, the World Bank Group set up the Global Food 
Crisis Response Program (GFRP) in May 2008 to provide im-
mediate relief to countries hard hit by high food prices. The 
Bank’s response has been articulated in coordination with the 
United Nations’ High-Level Task Force (HLTF) 
on food security. Through its response, the Bank is 
supporting the implementation of the joint Com-
prehensive Framework for Action (CFA) (Online 
Wikipedia, 2009).
In the past, nations tended to keep more sizable 
food stockpiles, but more recently, due to the pace 
at which food could be grown and the ease with 
which it could be imported, less emphasis was 
placed on keeping high stockpiles. Between the 
start of 2006 and 2008, the average world price for 
rice rose by 217%, wheat by 136%, maize by 125% 
and soybeans by 107%. In late April 2008, rice pric-
es hit 24 cents a pound, twice the price that it was 
seven months earlier (BBC News, 2008)
The price rises affected parts of Asia and Africa 
particularly severely with Burkina Faso, Camer-
oon, Senegal, Mauritania, Cote d’Ivoire, Egypt and 
Morocco seeing protests and riots in late 2007 and 
early 2008 over the unavailability of basic staple foods. Other 
countries which have seen food riots or are facing related unrest 
are: Mexico, Bolivia, Yemen, Uzbekistan, Bangladesh, Pakistan, 
Sri Lanka, and South Africa.(Online Wikipedia, 2009).  
Khor (2008), of the Third World Network, points out that many 
developing nations have gone from being food independent to 
being net food importing economies since the 1970s and 1980s. 
One systemic cause for the price rise is held to be the diversion of 
food crops (maize in particular) for making first-generation bio-
fuels. An estimated 100 million tons of grain per year are being 
redirected from food to fuel. The crisis can be seen, in a sense, 
to dichotomize rich and poor nations, since, for example, filling 
a tank of an average car with biofuel, amounts to as much maize 
(Africa’s principal food staple) as an African person consumes in 
an entire year (Online Wikipedia, 2009)

B) Flood Crisis
Historically, floods have proven to be the world’s most common 
and deadliest natural disasters. This is mainly due to the fact that 
the high population densities reside around rivers. In fact, mega-
cities have traditionally been known to locate on coastlines due 
largely to trade and transport access, food and other ecological 
advantages (Igwe, 2006). Floods and associated aftermaths such 
as famine and diseases could have had avoidable death toll were 
they centrally planned for and managed. Below is a list of deadli-
est floods worldwide with death tolls at or above 100,000 indi-
viduals.

C) Energy Crisis and Climate Change
Energy crisis is a great bottleneck in the supply of energy re-
sources to an economy. It usually refers to the shortage of oil and 
additionally to electricity or other natural resources. Any elec-
tricity shortage is felt most by those who depend on electricity 
for their heating, cooking and water supply. In these circum-
stances a sustained energy crisis may become a humanitarian 
crisis. If an energy shortage is prolonged a crisis management 
phase is enforced by authorities. 
There is of course a direct relationship between transport and 
energy and whenever there is combustion of fossil fuels, there is 
an emission of carbon dioxide. Environmental Defense, (2002) 
estimates that 15% of the world’s emissions of carbon dioxide, 50 

% of nitrogen oxide and 90%  carbon monoxide 
are due to motor vehicles.  Furthermore, trans-
port contributions to global warming are well 
documented.  A report by Worldwatch Institute 
(2004) shows that transportation is the world’s 
fastest growing form of energy use accounting 
for nearly 30 % of world energy use and 95% of 
global oil consumption. It affirms that even rela-
tively small shifts in transport choices can have 
significant impacts. 

D) Pandemics
A pandemic is an epidemic of infectious disease 
that spreads through human populations across 
a large area, even worldwide. It is estimated that 
between 1 to 1.5 million people per year die of 
influenza or related complications with a dis-
tinct seasonality that runs between October and 
March. Influenza pandemics are thus consid-

ered to be among the most significant threats to the welfare of 
the global population.
Over the last 300 years, ten major influenza pandemics have oc-
curred. The 1918 pandemic (Spanish Flu) is considered to be yet 
the most severe. Thirty percent (30%) of the world’s population 
became ill and between 50 and 100 million died (Online Wiki-
pedia, 2009). Acquired Immune Deficiency Syndrome (AIDS) 
has led to the deaths of more than 25 million people since it was 
first recognized in 1981, making it one of the most destructive 
epidemics in recorded history. Despite recent improved access to 

Deadliest  Floods  Worldwide  

Death  
Toll       

Event        Location        Date       

2,500,000–
3,700,000[17]  

1931  China  floods   China   1931  

900,000–
2,000,000  

1887  Yellow  River  (Huang  He)  
flood  

China   1887  

500,000–
700,000  

1938  Yellow  River  (Huang  He)  
flood  

China   1938  

231,000  

Banqiao  Dam  failure,  result  of  
Typhoon  Nina.  Approximately  
86,000  people  died  from  flooding  
and  another  145,000  died  during  
subsequent  disease.  

China   1975  

230,000   Indian  Ocean  tsunami  

India  (mostly  
in  Tamil  
Nadu),  
Thailand,  
Maldives  

2004  

145,000   1935  Yangtze  river  flood   China   1935  

more  than  
100,000  

St.  Felix's  Flood,  storm  surge   Netherlands   1530  

100,000   Hanoi  and  Red  River  Delta  flood  
North  
Vietnam  

1971  

100,000   1911  Yangtze  river  flood   China   1911  

Source:  Wikipedia  July  25,  2009  
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antiretroviral treatment and care in many regions of the world, in 
2007 the AIDS pandemic killed an estimated 2.1 million people, 
including 330,000 children. In 2007, an estimated 33.2 million 
people lived with the disease worldwide, with an estimated 2.5 
million people newly infected in 2007. This has been attributed 
to lack of access to antiretroviral treatment in huge areas such as 
the continent of Africa, where less than 10 percent of infected are 
reported to have access to it. The pandemic is not homogeneous 
within regions, with some countries more afflicted than others. 
The number of people infected with HIV continues to inflate in 
most parts of the world, despite the implementation of preven-
tion strategies, Sub-Saharan Africa being by far the worst-affect-
ed region, with an estimated 22.5 million at the end of 2007, 68% 
of the global total. South & South East Asia has an estimated 12% 
of the global total (Online Wikipedia, 2009). Concerns about the 
emergence of a new pandemic are salient, particularly in light of 
recent outbreaks such as SARS (Severe Acute Respiratory Syn-
drome) in 2002-2003. 
A pandemic is obviously associated with a surge in the use of 
medical facilities, equipment and pharmaceutical products. 
Global drug production is controlled by a few large conglom-
erates that maintain a limited number of facilities 
at selected locations. Commonly, a single drug is 
produced at a single plant. If global distribution 
systems were impaired during a pandemic, many 
essential drugs would have difficulties to reach pa-
tients while limited stockpiles maintained at medi-
cal facilities would quickly run out. For instance, 
over 95% of all generic drugs used in the United 
States are made off shore, primarily in China and 
India. A similar pattern applies to critical medi-
cal equipment such as ventilators. Even simple 
respiratory masks could quickly run out. All these 
shortages are likely to result in additional deaths 
(Rodrigue et al, 2009). 
It is very likely that a pandemic would quickly ex-
haust available food, energy and medical resources 
and replacements may not be forthcoming. Thus, 
supply chain issues are expected to seriously com-
pound the impacts of an influenza pandemic.
Estimated prevalence of HIV among young adults (15-49) per 
country at the end of 2005

Forced Migration: The Sad Outcome!
Forced migration has been perceived as the forces that compel 
people to move out of their immediate environments in search 
of safety, survival and livelihood. Its primary cause is seen to be 
mostly political upheaval, civil wars or environmental disasters. 
However, there are many other factors that could cause people to 
leave communities for safety and self preservation such as: perse-
cution, human rights violations, repression, conflict and natural 
and man-made disasters. Many depart on their own initiative to 
escape these life-threatening situations, although in a growing 
number of cases, people are driven from their homes by govern-
ments and insurgent groups intent on depopulating or shifting 
the ethnic, religious or other composition of an area.  
Forced migration has opened up a lot of other social problems. 
Global movements have an impact on political stability, national 
security and economic development. The continuing migra-
tion on every continent is changing the way we view national-
ity, citizenship and cultural identity. With this in mind, many 

governments confronted with this mammoth problem resort to 
unsustainable means of dealing with the problems thereby deep-
ening the problems of these migrants. Many are deprived of their 
self-worth when they are forced into slaving below the minimum 
wage while hiding from the authorities. Others are forced into 
crimes and other self destructive acts as a means of survival. No 
one benefits fully from the present situation because they are not 
sustainable. The unsustainability of the various migration poli-
cies depend on faulty epistemology that does not consider the 
human condition in the formation of knowledge about the world.
 
Arguments for Centralized Global Logistics Centres 
(GLCs)
The crises facing the world in different spheres have been very 
persistent that they defy the fire brigade approach that we of-
ten use. Today’s crises call for centralized action, strategic po-
sitioning and globalized goals. Furthermore the idea of Freight 
Village can be applied positively in addressing the crisis associ-
ated with global movements. Typically, freight villages are areas 
within which all activities relating to transport, logistics and the 
distribution of goods, both for national and international transit, 

are carried out by various operators. In order to 
comply with free competition rules, a freight vil-
lage must allow access to all companies involved 
in the activities set out above (Rodrigue et al, 
2009).
There have been some global attempts to miti-
gate the impacts of global crisis by international 
and nongovernmental organizations. One of 
such is in the area of food crises. For example, 
the International Fund for Agricultural Devel-
opment (IFAD) made up to US$200 million 
available to support poor farmers boost food 
production in face of the global food crisis. On 
May 2, 2008 U.S. President George W. Bush 
said he was asking Congress to approve an ex-
tra $770 million funding for international food 
aid. The release of Japan’s rice reserves onto the 
market was expected to bring the rice price 
down significantly. As of May 16, anticipation 

of the move lowered prices by 14% in a single week. On April 
30, 2008 Thailand announced the creation of the Organization of 
Rice Exporting Countries (OREC) with the potential to develop 
a price-fixing cartel for rice. In June 2008 the Food and Agri-
culture Organization hosted a High-Level Conference on World 
Food Security, in which $1.2 billion in food aid was committed 
for the 75 million people in 60 countries hardest hit by rising 
food prices. In June 2008, a sustained commitment from the G8 
was called for by some humanitarian organizations. (www.ifad.
org, 2009)
One of the most enduring concepts in Urban Geography is cen-
tral place theory, with its emphasis on centrality as a feature of 
the urban hierarchy. Cities more centrally located to markets are 
larger with a wider range of functions. Geographers have long 
recognized relative location as an important component of logis-
tics management embodying the position of places with regards 
to other places. 
Another very important factor is climate change challenges, 
which draws from the urgent need to reduce carbon dioxide 
emissions globally. Since transport is considered one of the 
most critical factors in climate change contributing up to 15% 
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of global emissions, it is believed that even small shifts in trans-
port energy management could bring significant benefits to the 
global environment. Therefore, the need to address international 
transportation energy through every form of service integration 
within the global supply chain network is an urgent imperative. 
Moreover, it is estimated that worldwide logistics expenditures 
represent about 10-15% of the total world GDP. The wide arrays 
of activities involved in logistics have respective costs with seri-
ous global implications. Once compiled, they express the burden 
that logistics impose on distribution systems and the economies 
they support, which is known as the total logistics costs. For the 
transport of commodities, logistics costs are commonly in the 
range of 20 to 50% of their total costs. (Rodrigue et al, 2009). 
 Centralizing the various units of movement associated with 
global emergencies would be a very cost effective strategy espe-
cially in an era of financial crisis. Furthermore, what is mostly 
at risk in every crisis situation is the human capital (which can 
hardly be quantified in monetary terms), therefore, centralized 
approach is considered more responsive and sensitive to this 
most important aspect of global resources. Who can rightly esti-
mate the worth of human victims involved in these catastrophes 
or yet their potential intellectual contribution towards solving 
global problems?
Considering the sad outcome of forced migration, it would 
be logical to establish Sustainable Migration Centers (SMCs) 
around the globe where people under severe compelling circum-
stances could have their cases addressed first and foremost with 
a view to proffering sustainable solutions. The attention of the 
international community should be drawn to the existence of 
potential migrants who are scattered here and there under severe 
living conditions because they cannot even find a means of exit. 

In such a globalized world as we claim, is it not a shame that such 
category of people cannot access interim help or refuge within 
their nearest neighborhood. 
Since accessibility is dominantly the outcome of transportation 
activities, namely the capacity of infrastructures to support mo-
bility, it presents the most significant influence of transportation 
on location. Hence, it appears that location (accessibility) and 
economic activities are intimately linked. The majority of loca-
tion theories have an explicit or implicit role attributed to trans-
port but they are hardly designed for emergency conditions. 
Since, there are no absolute rules dictating locational choices, 
the importance of centralized logistics can only be evaluated by 
estimating the costs of actions and inactions with respect to the 
emergencies in question. Therefore post event analyses will be 
highly relevant in assessing the efficacy of strategies. The current 
fire-brigade approach of dealing with emergency situations with 
global implications is not disposed to post event analysis which 
is a lacuna in knowledge management. A classical example is the 
Indian Ocean tsunami of 2004 where several individualized ef-
forts (mainly NGOs) were made to rescue victims but not a great 
deal was done to evaluate the success of the exercise or lessons 
learned. 
Furthermore, the degree to which a location serves any crisis 
area depends on the ease of access to the area in question and 
the availability of transportation options. Thus, centrality can be 
linked with access, location, speed, flexibility and availability of 
intermodal exchange platforms. Centrality also provides huge 
economics of scale benefits, knowledge and expertise, capacity 
building opportunities, increased confidence in dealing with cri-
sis, efficiency and speeds up the post rehabilitation process.

Conclusion
This paper has examined global emergencies in different 
spheres such as food and energy crises, pandemics, flood, 
earthquakes and much more and the author is convinced that 
for all of these cases, total logistics is a critical factor.  The cur-
rent fire-brigade approach to global crises management is far 
less satisfactory and unsustainable and does not reflect true 
globalization. Moreover, it is retroactive rather than proactive 
and sadly, uneconomical, socially irresponsible and a gross dis-
service to humanity. 
This paper strongly advocates the establishment of global logis-
tics centres which will serve as interim “Safe Havens” or “Cities 
of Refuge” for the distressed. It sees human lives as critical to 
the sustainability of global economy and argues that no invest-
ment is too much along these lines. Moreover this will contrib-
ute to increased global stability, solidarity and social cohesion. 
Other potentials of global logistics centres include:
a) the opportunities to save lives and offer quick   
 rehabilitation for the victims; 
b) the opportunity for the victims to contribute to global  
 economics; 
c) the opportunity to learn quickly and holistically from   
 different crises regimes and to apply such knowledge   
 more proactively.
d) the opportunity to build capacity on total logistics in   
 crises regime
e) the opportunity to reach and account for greater per  
 cent of victims
f) the opportunity to adequately address those critical   
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 crises with stigma such as HIV aids by potentially   
 destigmatizing the victims in the city of refuge.
g) the opportunity to contribute to climate change con  
 trol through reduction in transport CO2 emissions etc.
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ABSTRACT The transport sector of every economy gen-
erally depend on the combustion of fossil fuels that 
generates sulfuric, carbonic, and nitric acids, which 

contribute to the Ozone layer depletion that are now causing 
global warming (climate change). The threats of climatic change 
together with the attending negative global impacts necessitated 
the development of sustainable transport and green mobility 
paradigm. Over the years sustainable transport definition and 
meaning has changed in terms of interpretation and implemen-
tation. In this paper, several of these paradigm shifts are ex-
amined using a combination of existing theoretical constructs. 
Among the areas addressed are hydrogen as an alternative fuel, 
the role of networks and Intelligent Transport Systems (ITS). An 
examination of some of these notions reveals that they clearly 
need to be researched in further detail and propagate the chang-
ing facets of sustainable transportation.

KEYWORDS: 
AUTOMOBILE-SUSTAINABILITY, 
CLIMATE CHANGE, 
GREEN MOBILITY, 
ITS AND BEST PRACTICES. 
 
Introduction.
Climatic change and global warming are two growing related 
phenomena that are now threatening the environmental spheres 
and posing challenge to most scientists due to the impact it has 
on people and the ecosystems on which they depend. Most sci-
entists agree that the warming in recent decades has been caused 
primarily by human activities that have increased the amount of 
Greenhouse Gases (GHG) in the atmosphere.  Greenhouse gas-

es, such as carbon dioxide is said to have increased significantly 
since the Industrial Revolution, mostly from the burning of fos-
sil fuels for energy, industrial processes, and transportation. 
There is no doubt that climate will continue to change through-
out the 21st century and beyond, but there are still important 
questions regarding how large and how fast these changes will 
be, and what effects they will have in different regions. In some 
parts of the world, global warming could bring positive effects 
such as longer growing seasons and milder winters. Unfortu-
nately, it is likely to bring harmful effects to a much higher per-
centage of the world’s people. For example, people in coastal 
communities will likely experience increased flooding due to 
rising sea levels, (NRC, 2008).
In recent usage, especially in the context of environmental pol-
icy, the term “climate change” often refers only to changes in 
modern climate, including the rise in average surface tempera-
ture known as global warming. In some cases, the term is also 
used with a presumption of human causation, as in the United 
Nations Framework Convention on Climate Change, (UN-
FCCC, 2008). There is also considerable evidence that human 
activities are causing the increases in other greenhouse gases 
such as methane and nitrous oxide, (NRC, 2009).
The burning of fossil fuels produce around 21.3 billion tonnes 
(21.3 gigatonnes) of carbon dioxide per year, but it is estimat-
ed that natural processes can only absorb about half of that 
amount, so there is a net increase of 10.65 billion tonnes of at-
mospheric carbon dioxide per year (one tonne of atmospheric 
carbon is equivalent to 44/12 or 3.7 tonnes of carbon dioxide), 
IPCC. 2007. Carbon dioxide is one of the greenhouse gases that 
enhances radiative forcing and contributes to global warming, 
causing the average surface temperature of the Earth to rise in 
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response, which climate scientists agree will cause major adverse 
effects, National Academies Report, (NRC, 2008). 
The transport sector of every economy generally depend on the 
combustion of fossil fuels that generates sulfuric, carbonic, and 
nitric acids, which fall to Earth as acid rain, impacting both natu-
ral areas and the built environment. Monuments and sculptures 
made from marble and limestone are particularly vulnerable, as 
the acids dissolve calcium carbonate. Fossil fuels also contain ra-
dioactive materials, mainly uranium and thorium, which are re-
leased into the atmosphere. In 2000, about 12,000 tonnes of tho-
rium and 5,000 tonnes of uranium were released worldwide from 
burning coal. (In addition to carbon dioxide, the “greenhouse 
gases” generally include water vapor, hydrogen itself, nitrous 
oxide, methane, hydrofluorocarbons (HFCs), perfluorocarbons 
(PFCs), and sulfur hexafluoride), (Karl et al, 2003)
Road capacities in urban areas are reaching saturation or even 
‘gridlock’ in some cities, while interurban passenger and freight 
transport by road is increasing as a result of socio-economic 
and political changes that is increasing personal mobility and 
intra-EU trade. Traffic congestion on major overland road and 
rail corridors in urban areas, the need to improve the balance 
between different transport modes, improve safety and mitigate 
the impact of transport on the environment are some of the key 
challenges set out in the European Commission’s White Paper 
on Transport Policy for 2010: “time to decide” (NRC, 2001). See 
Fig. 1 for a typical urban traffic flow. The fact is that the transport 
sector has impacted much on the global ecosystem especially on 
the atmosphere.

The Transport Sector and Climate Change.
Light-duty vehicles generate one-third of global CO2 emissions 
and capturing CO2 emissions from individual vehicles is effec-
tively impossible, so reductions in the transportation sector can 
be effected only by improved fuel economy and/or replacement 
of current fuels with lower-carbon or zero-carbon fuels. 
Transportation professionals need to take note of climate change 
because; First, it is not just a problem for the future. Recent 
changes, such as global warming and resulting sea level rises, 
reflect the effects of GHG emissions that were released into the 
atmosphere over the past century. What appears to be new is 
the greater certainty of scientists that human activity is already 
warming the climate and that the rate of change is likely to be 
greater than at any time in modern history (IPCC 2007a,b). Sec-
ond, climate change will not necessarily occur gradually. Climate 
scientists expect that higher temperatures will be amplified by 

normal variability in climate, leading to new extremes far outside 
current experience [e.g., the heat wave in Europe in 2003 (Stott et 
al. 2004) and the near record heat of 2006 in the United States]. 
Higher temperatures are also likely to trigger surprises, such as 
more rapid than expected melting of Arctic sea ice and rising sea 
levels. 
This paper therefore focuses on the impact of transportation on 
climate change, the concepts of sustainable transport system and 
green mobility. Case review of successful best practices were also 
looked into and the way forward for policy makers and other 
stakeholders in the transport industry.   
Aim and objectives.
The aim of this paper is to assess the impact of automobile fos-
sil fuel combustion on the global climate change and the need 
for the adoption of best practices in sustainable transportation 
system. This is being achived through the following objectives:
i. Assess the impact of automobile fossil combustion on the 

global and regional climate change 
ii. Examine the concept of sustainable transportation system,
iii. Examine the use of ITS in sustainable transport system, and
iv. Identify best practices in greening urban mobility that can be 

adopted in South Africa.

What Warms and Cools the Earth?
a) Solar energy. Its output appears nearly constant, but small 

changes during an extended period of time can lead to cli-
mate changes. In addition, slow changes in the earth’s orbit 
affect how the sun’s energy is distributed across the earth. 

b) Water vapor (H2O), supplied from oceans and the natu-
ral biosphere, accounts for two-thirds of the total green-
house effect but acts primarily as a feedback. Water vapor 
introduced directly into the atmosphere from agricultural 
or other activities does not remain there very long and is 
overwhelmed by natural sources; thus it has little warming 
effect.

c) Carbon dioxide (CO2) has natural and human sources. 
CO2 levels are increasing as a result of the burning of fossil 
fuels and this has positive effect on the atmospheric warm-
ing.

d) Methane (CH4) has both human and natural sources and 
has risen significantly since preindustrial times as the result 
of an increase in several human activities, including raising 
of livestock; growing of rice; use of landfills; and extraction, 
handling, and transport of natural gas.

e) Ozone (O3) has natural sources, especially in the strato-
sphere, where changes caused by ozone-depleting chemi-
cals have been important; ozone also is produced in the 
troposphere (the lower part of the atmosphere) when hy-
drocarbons and nitrogen oxide pollutants react. Scientists 
have medium level of understanding of the human contri-
butions to climate forcing by ozone (Forster et al. 2007).

f) Nitrous oxide (N2O) has been increasing from agricultural 
and industrial sources.

g) Halocarbons continue to be used as substitutes for chloro-
fluorocarbons (CFCs) as refrigerant fluids, and CFCs from 
pre–Montreal Protocol usage as refrigerants and as aerosol-
package propellants remain in the atmosphere.

h) Black carbon particles, or “soot,” produced when fossil fuels 
or vegetation is burned, generally have a warming effect by 
absorbing solar radiation. 
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 Sustainable Transportation and the Prospect of Green Mo-
bility Development

 Sustainable urban mobility policies and plans place the em-
phasis on transportation systems that are more benign in 
terms of their impacts on the environment. They notably 
promote none-motorised means (walking and cycling) and 
public transportation, and also aim to reduce the use of pri-
vate motor vehicles. The measures implemented represent a 
mixture of physical changes and user information systems 
that are designed to reduce traffic volumes and emissions, 
increase accessibility, improve safety, change travel habits 
and provide a better quality of life for all citizens. Urban 
mobility measures, therefore, fundamentally involve chang-
ing behaviour.

 When discussing sustainability or greening the automobile 
industry, the typical conventional way of reasoning are:

i. Exhaust emissions from petrol and diesel engines (primary 
pollutants as carbon monoxide, nitrogen oxides, sulphur 
oxides, hydrocarbons and particulate matter), but also sec-
ondary pollutants due to chemical reaction of primary pol-
lutants;

ii. Noise which mainly results from the growth of motoriza-
tion, which can influence mood and reduces the perfor-
mance of the cardio-vascular system, as well as affects intel-
lectual and mechanical tasks [Haq, 1997];

iii. Congestion, from which major cities throughout the world 
are suffering;

iv. The large area of land for the construction of roads, rail-
ways, airports and ports, as well as the land-use of develop-
ments which are derived from these constructions;

v. Traffic safety, with a majority of pedestrians, cyclists and 
motor cyclists as victims.

Discussion on the sustainable transportation should be intertwine 
with the principle of redressing the imbalances in the cost-benefit 
analysis of the transport sector, [Zuidgeest and van Maarseveen, 
2000]. Green automobile development is the interaction between 
mobility, sustainability and socio-economic system, as illustrated 
in figure 2.

Fig. 2. Cost-Benefit-Analysis of the transport sector and sustain-
able development.

Many attempts have been made to relate the concept of sustain-
able development to transportation. An often-cited definition is 

that of Daly (1991), who argues that a physically sustainable so-
ciety, from which a transportation system takes up a big share, 
should satisfy three basic conditions:

The search for solutions to urban road congestion frequently leads 
to promoting telecommunications as trip substitution:
i. Letting employees work at home instead of commuting, this 

is called telecommuting.
ii. Shopping on the Internet, that is, teleshopping.
iii. Distance learning, which means taking classes via videocon-

ferencing or the World Wide Web.
 However, the story of telecom and transport is much more 

complex than trip substitution. Telecom includes the Inter-
net, cell phones, the exchange of data between machines, and 
much more. For example, the automobile industry is now 
moving to use the Internet to communicate vehicle main-
tenance status automatically and make it available online. 
Within a decade or so, the World Wide Web will likely be 
available everywhere through voice command. Full-time, 
high bandwidth connections mean that television will be de-
livered via the Internet. For transportation policy analysts, 
telecom as a substitute for travel is typically the most inter-
esting aspect of telecom-transport interactions. Five differ-
ent mechanisms at work are:

i. Letting people achieve much of the purpose for going to a 
place without actually having to go there. Telecommuting, 
teleshopping, and distance learning are prime examples.

ii. Calling ahead to a potential travel destination to find out if 
the trip is really worth making.

iii. The ability to weigh travel conditions against trip purpose. 
The Internet already displays video of freeway traffic in Se-
attle, Portland, and elsewhere.

 While teleworking changes the location of workers, teleser-
vices change the location of customers. Teleservices refer 
to all the ways that telecom applications are now changing 
the locations, activities, and travel patterns of consumers 
and business customers. This includes electronic commerce 
(e-commerce), prominent examples being online shopping 
from home computers, kiosks in malls, and cell phones that 
connect to Amazon.com and TicketMaster. While online 
shopping by consumers has caught the attention of popular 
media, the much bigger story in e-commerce is business-to-
business (b-to-b) transactions, approximately 10 times the 
volume of business-to-consumer spending. 

 Managing flows of raw materials, components, and finished 
goods requires telecom-dependent logistics processes, which 
in turn yields these results:

a. More online and telephone ordering by households and 
businesses creates more diverse sources of product supply 
and more package delivery.

b. Telecom and computers enable tight management of the flow 
of goods from factories to point of consumption, even while 
in motion aboard airplanes, trains, and trucks.

c. Computerized logistics means that expanded varieties of 
goods are in trucks, warehouses, and stores everywhere.

d. Emphasis on fast, guaranteed delivery leads to more trucks 
carrying only partial loads.

 Finally, across both freight and passenger transport, telecom 
can modify the length, timing, routing, and mode (car versus 
transit) of travel through ITS, the integrated application of 
computers and telecom to road transportation by cars, buses, 

Logistics & Transport Digest

38



A Publication of CILT-Nigeria.       www.ciltnigeria.org  

and trucks. ITS includes the following:
i. Surveillance and dispatch systems that improve incident 

response and clear problems sooner. Accidents and break-
downs are the source of 60 percent of traffic congestion.

ii. Electronic signs that strategically advise drivers of alternate 
routes, point to the nearest available parking, or display the 
exact time until “next bus” arrivals at transit stops.

iii. Fast, automatic, electronic fee collection at parking facilities, 
on toll bridges and freeways.

iv. Cable TV channels and Web sites that provide electronic 
maps showing bus location and video of freeway congestion 
areas.

According to the U.S. Department of Transportation (1970), ITS 
spending is 10 times more effective in providing road capacity 
than spending on road building. For example, freeway manage-
ment systems such as ramp metering have reduced crashes by 
nearly 50 percent while allowing 22 percent more traffic flow at 
speeds 13 to 48 percent faster than prior congested conditions.
Teleworking affects the location and movement of all work-
ers, all day, and encompasses the activities of field workers, the 
home-based self employed, and workers in suburban branches of 
downtown firms. Over a decade of experience reveals that allow-
ing or specifying more flexibility in work locations benefits both 
organizational and individual performance. 

Initiatives and Best Practices
Many states and countries of the world in an effort to respond 
to the global climatic change have carried out lots of initiatives 
that is worthy of emulation. In July 2008, Alberta announced the 
Green Transit Incentives Program (GreenTRIP), which provides 
$2 billion in capital funds for local, regional, and inter-city public 
transit. The program is part of Alberta’s updated climate change 
strategy announced in January 2008. GreenTRIP will accelerate 
the expansion of public transit projects, that may include Light 
Rail Transit (LRT) that has been significant, in both Calgary, 
where the trains are powered by wind-generated energy, and Ed-
monton. 
The province has also partnered with several agencies: the Al-
berta Motor Transport Association has signed a memorandum 
of understanding with Transportation and Environment to ad-
dress reducing greenhouse gas emissions; the Clean Air Strategic 
Alliance, a non-profit agency, cofounded the Roadside Optical 
Vehicle Emissions Reporting (ROVER) project; and the public 
private partnership Climate Change Central led Alberta’s pilot 
project on hybrid taxis.
British Columbia
In British Columbia, sustainable transportation efforts include 
funding for a Cycling Infrastructure Partnership Program, as 
well as other active transportation facilities, and support for cy-
cling promotion activities like Bike to Work Week. The province 
has also funded trials for hybrid diesel electric buses and plans to 
purchase hydrogen fuel cell buses. 
Manitoba
Manitoba’s sustainable transportation approach is guided by crit-
ical legislation and policy documents, such as the government 
report Beyond Kyoto Manitoba’s Action Plan on Climate Change 
(2008), and the Climate Change and Emission Reduction Act 
(CCERA). The CCERA, passed in 2008, for example, establish-
es a framework for the future regulation of low-speed vehicles; 
measures for the prescription of a fuel efficiency standard and al-
ternative fuel use for the provincial government vehicle fleet. The 

Board also identifies further methods to encourage consumers to 
purchase low-emitting vehicles, an action already supported by 
a provincial rebate program for hybrid electric vehicle purchase.

New Brunswick
New Brunswick is moving forward with a new Intelligent Trans-
portation Systems (ITS) strategic plan by building on Road 
Weather Information, Weigh in Motion and traveller informa-
tion networks. A green vehicle and anti idling policy for the 
government fleet is in place. As part of fleet efficiency, a hybrid 
school bus is being tested as well as the use of bio fuels in school 
buses, heavy equipment and light vehicles with the goal to evalu-
ate optimal engine performance.
DUBAI 
As many as eight major bus manufacturers participating in the 
UITP’s 59th congress and Mobility expo in Dubai signed the 
UITP’s Sustainable Development Charter as a formal vow to shift 
towards alternative fuel. The powerful line-up includes Daimler 
Busse, Iveco, Man, Volvo, Scania, VDL, Solaris and Temsa, which 
together cover around 60 per cent of world’s high-end and mid 
range bus market share.

The UITP also unveiled its new strategy towards the sustainable 
growth of public transport titled: PT*2, (Shafaat, 2011). PT*2 
provides a framework for all the parties involved in bringing to-
gether public transport to usher in a sustainable future. Demon-
strating the positive impact of the strategy — that aims at dou-
bling the share of public transport across the world by 2025 — on 
the world environmentally, financially and economically, Patrick 
Vautier, chairman of UITP’s PRESCOM committee, said: “Stud-
ies show that a daily walk of at least 30 minutes to and from pub-
lic transport will have 50 per cent less risk of coronary heart dis-
ease and obesity as well as 30 per cent less risk of hypertension.”
Europe initiatives.

Trappers: ‘Trappers’ is a rewarding program to stimulate bicycle 
use in commuter traffic (Trappers 2007). Companies register 
their employees bicycle kilometres on a website. For every bi-
cycle trip to work a certain amount of points are rewarded. Em-
ployees can exchange their points for several products in a web 
shop of ‘Trappers’. The project is a rewarding program; every-
body can get ‘Trappers point’ and exchange them for a product.  

‘Velotaxi’ is researching the technical possibilities and market 
chances of a fuel cell powered 
Velotaxi. An experiment is created to view the possibilities of 
using a fuel cell powered 
Velotaxi in a natural environment, (see www.velotaxi.com).
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Conclusion.
The world’s transport industry is changing in response to the 
climate change challenges and no nation can afford to seat 
on the fence but join in the crusade for the: Optimization of 
Vehicular Usage, Use of Electric-drive Vehicles, Alternate Fuels, 
the use of Congestion Pricing, Educate the whole community 
on better vehicular usage, Making Public Transport convenient 
and above all Promote Telecommunicating. 
Recommendations
i. Regional Transport Planning Officers need to implement 

new methodologies that acknowledge the uncertainty and 
risk in future projections of transport demand and traffic 
congestion.

ii. More ITS investments emphasis in public transportation 
budgets to improve performance from existing road infra-
structure.

iii. State and provincial governments should better inform 
public and private organizations on the opportunities for 
teleworking and other telesubstitution for travel. iv. There 
should be a new regional research and education forum for 
teaching civic leadership how the development and deploy-
ment of telecom applications can yield better mobility.

v. Building support for the development of the Metro Transit 
U-Pass for students of higher institution.

vi. Joining the International Walk to School Week and organiz-
ing ‘Car Free Day’ events in all the regions. 
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Obituaries

The shocking news of his death 
started going around in the evening 
of August…..The hope, of many 
who heard the news but refused to 
share it, that it might be false were 
dashed when the family formally 
notified the national secretariat of 
CILT, the University of Ibadan and 
other bodies that Professor Michael 
O. Filani had been part of and, of 
course played a key role in their de-
velopment. The posters robbed in 
the message. 

It was true! The erudite Professor of 
geography and Fellow of the Char-
tered Institute of Tranpory; and the 
immediate past National President 
of CILT had passed on. 

The least members of CILT Nigeria 
could do was to contribute to giv-
ing the Late Prof, who gave his time, 
talent and strength to the growth of 
CILT and the transport industry in 
Nigeria generally a decent burial. 
The final burial which took place at 
his home town, Ikole-Ekiti, in Ekiti 
state, attracted a large crowd. Many 
of them: the crème de la crème of 
the global society. For those who 
could not take part in any of the 
burial activities, let’s share some 
memories with you.

Eminet Professor 
Michael O. Filani

Pa Emmanuel Ishola Shodeinde, aka 
‘Mai DaranGudu’ aged 87yrs, was 
called to glory on 24/01/14. The fa-
ther of the Asst. Director (CILT, Abuja 
Liaison Office), was an amiable pa-
triarch, disciplinarian and a practical 
industry person by whom many were 
mentored. In his active days, he was a 
boxing coach, good sportsman and a 
Grade 1 Loco Driver of the Nigerian 
Railway Corporation. He retired as a 
Loco Inspector and had the honour of 
speaking Yoruba, Hausa and Ibo lan-
guages, fluently. 

Pa Shodeinde who lost his beloved 
wife more than two decades before his 
passing, resisted the idea of remarry-
ing. He was a friend, brother, uncle, 
father, grandfather, great grandfather, 
and a great, great grandfather, seeing 
many generations of his biological 
descendants.  He was a “father of na-
tions” whose memories shall remain 
indelible in the hearts of the so many 
he was privileged to touch. 

Pa E. I. Shodeinde
Was born to the family of Dr. & Mrs Yu-
suf Pam Jack on the 16th January 1991. 
She had her primary education at Plateau 
Private and Little Angels Private schools, 
respectively, in Jos. She had her junior sec-
ondary education at St. Louis College, Jos 
and her senior secondary education at St. 
Benedict’s Seminary and Convent, Pank-
shin and passed out with excellent results 
in WAEC, NECO & JAMB.

She was admitted to read Economics at the 
Nasarawa State University, Keffi. She was in 
her 400 level of studies when she was vio-
lently killed by a bomb blast at the Nyanya 
Bus park on the 1st of May 2014 where 
she dropped for a bus from Keffi to board 
a taxi/ High Capacity Bus to the Federal 
Capital City, Abuja.

She had since been buried at her home 
town- Nding, near Jos in accordance with 
the Christian rites.

Jenny was a highly intelligent girl and 
a very promising student. She was very 
friendly with people, highly accommodat-
ing and loved helping the poor around her.

Jennifer Jack (as fondly called by friends) 
will be fondly remembered by her parents- 
Dr. & Mrs Yusuf and Tabitha Jack, her 
siblings Yvonne-Simi, Paul and Sharon-
Yeipyeng, her numerous Uncles and Aun-
ties, friends, schoolmates at various levels 
and the Church.

Adieu, Jennifer.

*JYp+

Jennifer Pam Jack 
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Jokes/Poem of the Day
MADE 

IN NIGERIA PLANE

Some passengers were in an aircraft going to Brazil to watch 
life the 2014 world cup. Just about when the plane wanted to 

take off, they hear an announcement thus: Welcome to made in Nigeria 
aircraft, bla bla bla , we thank you for your patronage. On hearing that it 

was a made in Nigeria aircraft, all the passengers ran out of the plane except 
one man who was reading a newspaper. The pilot then approached him 

and appreciated him for being a good ambassador and a patriotic Nigerian. 
Surprisingly, the man removed his glasses, smiled and then asked in pidgin 
English ‘’no be made in Nigerian plane una call am? The pilot said yes, the 
man then laughed and said ‘’me I only dey read my paper bicos dis plane no 
go comot for ground until I finish reading my paper since na made in Nige-

ria you call am. So when I read my paper finish me sef go comot ‘’.

This na joke but I beg make we appreciate made in Nigeria prod-
ucts.

ASAJU JOEL AYODEJI
SCHOOL OF TRANSPORT

LAGOS STATE UNIVERSITY, OJO, LAGOS.

A 

UNIVERSITY GRADUATE AND A
N ILLITERATE 

FARMER

A university graduate (who had just finished his course in 
a university, with the best result in Forestry) went to a 

village one day, to practice his professional discipline. In the 
process of his journey, he met an old farmer who was also a 
hunter. After greeting each other, the young man told the 
farmer about his mission to a big forest near the village.

As an experienced old man, he warned the young man that 
he should be careful of a big Lion in the forest. “If care is not 
taken, the wild animals in the forest may attack and kill you,” 

the old farmer warned.
But the young graduate criticized the old man’s instruction by 

telling him that he was not an illiterate like the old man. In 
order to assure the gray-haired man that he was a graduate, 
he brought out håis certificate, and showed it to him. “Okay, 

you can go, experience is more important than any certificate,” 
the farmer remarked.

In defiance, the young man crossed a stream that demarcates 
the jungle from the village, and continued his assignment.

Not quite two hours, the old man was hearing the noise of the 
young graduate calling on the old man for quick rescue. “Papa! 

Papa! Please save me, the Lion had been chasing me”. But the 
old man replied him and said. “You don’t need to be panic, 

nor be afraid of the Lion, just show him your certificate!” 
The contemptuous graduate was killed by the wild 

animal.

Actually, certificate is good, but your life and 
experience in your professional field must not be 

underestimated.

TOMORROW MIRAGE - NWOKOMA 
GIBSON ANOZIE, MILT

If today is yesterday’s tomorrow
Then there is no tomorrow
We have only today
To stay

If life is a journey
Then there is no next day
We only need a compass
To pass

If the journey is across the Atlantic
Then the night or day is specific
The flower petals blossom
To ransom

If today is here
Then you imagine hence
Waiting for tomorrow 
Bending low

As a stranger you opt to be
There your morrow comes not whence
Use your today to full
For tomorrow is wishful 

WHY AM I HERE?   WOKOMA GIBSON ANOZIE, MILT

Why am I here?
A glimpse on the drawing board
Of my creator avails us
Of the picture of 
Why I am here

Why am I here?
In the draft, my hands are
Designed to cater
To feed, to care for the colony
So is it?
Why I am here

Why am I here?
No, not only that
The legs are meant for mobility
To change locations per time
Not movement, as in vibration
Move! For such is 
Why I am here

Why am I here?
The eyes are not only to sight
It is beyond that, to vision
Yes, because when you see alone
The brain processes for identification
Or otherwise, the power of eyes then is undermined
But that is not only
Why I am here

Why am I here?
So enormous, but most important
Make appropriate use of them
Vision, not only see
Move, not only shake
Comprehend, not only hear
Perceive, not only smell
Care, not only touch
And, here I am, why?
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