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Abstract

Reforms are deliberate initiatives designed by the government or top
management of an organization to effect some strategic improvements in the
state or that particular institution. From a sectoral perspective, maritime reforms
are geared towards facilitating the operational standards and developing the
maritime sector to meet global benchmarks in efficient operations and
management. Reforms are strategic policy thrusts consciously mobilized to grow
the capabilities and core competencies of an economy. However, critical action
plans have not been developed to attract investments in the maritime sector, and
it has been discovered that the Nigerian maritime sector is grappling with several
challenges that can only be addressed by strategic reforms. The objectives of the
study are to boost government revenue, attract foreign direct investments
(FDIs), sustain bilateral trade relations, and generate employment opportunities
for the Nigerian population. The study considered measures that would assist
the government and port administrators in overhauling the maritime sector,
enhancing service delivery, attracting investments, and ensuring a secure
environment for enterprising maritime businesses. It employed multiple
regression analysis to analyze the primary data generated by administering a set
of questionnaires. Multiple regression analyses were significant for the study
because they accommodate more than one variable and do not alter the effects
or results of individual variables. Findings revealed that maritime sector reforms
and manpower reorganization have a positive and significant relationship with
maritime performance. It was also affirmed that several challenges are impeding
the performance of the industry in Nigeria, such as overbearing political
interference, poor conditions of ports, a dearth of infrastructure, port
congestion, and so on. The study recommends aggtessive, strategic maritime
reforms and a concrete manpower reorganization plan because the business
world is fast-growing without considering nations that refuse to catch up with
the dynamics associated with the growth process. Moreover, the growth process
is accelerated by improved human knowledge and technological advancements.
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Reforms are deliberate initiatives developed by governments and/or organizations to improve the
status quo in terms of economic growth and development. Every nation that desires steady and sustainable
growth must necessarily develop viable policies and implementable reforms that will enhance such a
national vision. Growth and development are macroeconomic variables that explain the desires of nations
to attain progressive expetiences from less desirable economic and political situations to a more desirable
and encouraging standard of living for their citizens, as well as the entire population. These socio-economic
concepts are discussed with respect to the current economic state, current human status, and how resources
are put to use. However, there are scholarly arguments that there can be no growth without development
and/or that there can be no development without growth (Jinghan, 2008; Leonard, 2000). Arguably, the
standard of living of a people and the overall development of a country are largely proportional to or
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predicated on the implementation of major reforms and manpower reorganization - economic,
technological, socio-cultural, and socio-political reform agendas, etc. Reforms can take different
dimensions, such as economic /financial sector reform, political sector reform, maritime sector reform, and
even private organizational reform.

Maritime sector reforms tepresent a comprehensive initiative usually specific to countties and/or
international organizations that are constructively designed to improve legal frameworks, enhance
efficiency, ensure safety, and foster sustainable maritime transactions. Furthermore, reforms are developed
to attract private sector investments, facilitate global trade and commerce, and create a secure and friendly
ecosystem for businesses. According to the Portable Document Format (PDF) of UNCTAD, IMO, World
Bank, and national government agencies, the key initiatives of maritime sector reforms include legislative
and regulatory updates, digitalization and technology, safety, security, environmental stewardship, and
economic and operational efficiency (private sector participation, cabotage regimes, etc.).

Several countries engaged in maritime trade and commerce (i.e., maritime nations), such as America,
Singapore, India, and South Africa, have carried out robust reforms to transform their maritime economies
and management. Specifically, India’s government embarked on key maritime reforms through legislation:
the Indian Ports Act, 2025, the Merchant Shipping Act, 2025, and the Coastal Shipping Act, 2025. Other
initiatives include Maritime India Vision 2030, Amrit Kaal Vision 2047, and the Sagarmala program. These
legislations are necessary to meet global maritime standards (modernization), promote ecase of doing
business (efficiency), encourage green shipping and environmental compliance (sustainability), and boost
shipbuilding, port infrastructure, and maritime trade (economic growth). Notable areas of the maritime
reforms in America and South Africa are discussed in section 2.1 below.

Recently, some countries in Africa have been reinventing coups d’état, such as the Niger Republic,
Mali, and Burkina Faso, to topple democratically elected governments in pursuit of more responsible
leadership and good governance across the continent in the 21st century. Perhaps coups d’état have become
one of the tools for reforming or restructuring the African continent economically or politically. Farazmand
(2002) argues that reform or reorganization is conceived on political grounds. Reform actions generally
mean mobilization for national independence, anti-corruption crusades, elite consolidation, expansion of
economic markets and opportunities, foreign interests, and enriching powerful elites (whether civilian or
military government). The government of Nigeria has, for the umpteenth time, carried out political sector
reform, better called political restructuring, by amending the 1999 Constitution and the Electoral Act of
2010.

Again, maritime reforms and manpower reorganization are some of the many sectoral reforms
required to speed up economic growth in Third World countries that are naturally endowed with coastal
features. The importance of the maritime industry to the Nigerian economy cannot be overemphasized
because it complements the oil sector by boosting revenue performance and providing economic
opportunities (Omoke et al., 2019; Osadume and University, 2020; Imide et al., 2022). Nonetheless, it is
bedeviled by numerous recurrent natural or human disasters posing major threats to economic activities,
security of life, and property (Edih et al., 2023). The maritime wozld is prone to disasters and challenges
occasioned by either natural or anthropogenic forces; whichever it is, the specific cause ought to be
addressed either temporarily or permanently. In this study, challenges and disasters are synonymous terms
(used interchangeably). Critical challenges need critical reform measures. Disasters are unexpected
calamities (Faghawari and Edih, 2023), but when such events become recurrent, they metamorphose into
predictable challenges. Generally, shipping and port operations are not insulated from disasters or
challenges (Edih et al., 2023), and scholars have suggested humanitarian and logistical services as quick
response measures to curtail or minimize the damage caused by disasters (Holgum-Veras et al., 2012;
Overstreet et al., 2012).

The nature of disasters as well as challenges may create direct or indirect consequences on port
infrastructures and the economy - disruptions of maritime transport, maritime tourism, and hospitality (Bell
et al., 2005; Edih et al., 2023; Horspool and Fraser, 2010). Some challenges or disasters are peculiar to
certain regions. The 2010 Chile earthquake and tsunami disrupted a commercial power station at San
Antonio. The Kamaishi port, Japan, was damaged by three tsunamis: the 1896 Meiji Sanriku earthquake,
the 1993 Shoro Sanriku earthquake, and the 2010 Chilean tsunami. In the USA, 80 major tsunamis occurred
within 230 years, resulting in the loss of USD 80 million in ports, vessels, and properties (PIANC, 2010;
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Turnbull and Hughes, 2017). It is obvious that tsunamis and earthquakes can shut down port operations
and navigation by ships (Admire et al., 2014; Edih et al., 2023a; Noko, 2017).

However, the recurring challenges of the shipping business in Nigeria are different from earthquakes
and/or tsunamis. Recession, being a double-edged sword, is a major disturbance to the global maritime
industry (Edih et al., 2023a). Global economic recession usually slows down economic activities (including
maritime affairs) (Shauna and Halima, 2024). It is a period characterized by declining economic activities, a
drop in real GDP, real income, employment, etc. (Gnuschke,2010). Many changes have taken place and are
still occurring in the global maritime sector, which demand drastic actions from the stakeholders, especially
in developing economies (OECD, 2011). The growth of GCE Blue Maritime Clusters was affected by the
inferno of the Covid-19 pandemic (Erick et al., 2020, as cited in Edih et al., 2023a).

The Nigerian maritime industry is exposed to cyclical changes, political and financial crises, which
are hindrances to the dire need for expansion and consolidation, as well as international trade (Edih et al.,
20232; Romina, 2020). Both external and internal pressures are compelling the closure of shipping
companies and ports across the globe (Pocuca and Zanne, 2009). The Nigerian maritime sector is
confronted with similar pressures, resulting in the redundancy of five or more ports/terminals out of the
eight designated ports. Those moribund or redundant ports have exacerbated the rates of unemployment
and crime across the country. Specifically, studies have identified recurrent challenges hampering the
growth of maritime business performance in Nigeria, such as poor funding, a dearth of infrastructure,
unsecured waterways, congestion of ports, delays in port calls, and poor infrastructure situated in maritime
institutions (Nigeria Maritime University, Okerenkoko), among others (Edih et al., 2022; Hadiza, 2017).

Imide et al. (2022) contend that a repeat of a pandemic or epidemic is inevitable. This position is
corroborated by Edih et al. Edih et al. (2022a) state that the Nigerian maritime industry is in dire need of
“structural re-engineering and strategic reforms.” Furthermore, James and Gylfi (2007) had earlier put
forward that improving the capacity and efficiency of port operations is a critical element in gearing up the
Nigerian transport logistics networks, and a poor transport network limits economic activities and
development. Though the need for maritime reforms has been merely recommended, such studies did not
carry out data analysis or verify the empirical relationship between maritime reforms and strategic
manpower reorganization vis-a-vis the Nigerian maritime sectot’s performance (James & Gylfi, 2007).
Hence, to cover the identified gap, two empirically testable hypotheses were addressed in the study:

HO1: There is no positive and significant relationship between maritime reforms and maritime business
performance in Nigeria.

HO2: There is no positive and significant relationship between strategic manpower reorganization and
maritime business performance in Nigeria.

2. LITERATURE REVIEW
2.1. Global Maritime Reforms

Basically, global maritime reforms are largely driven by International Conventions and
Organizations, IMO (International Maritime Organization), and UNCLOS (United Nations Convention
on the Law of the Sea). International Maritime Law is the embodiment of SOLAS (International
Convention for Safety of Life at Sea), MARPOL (International Convention for the Prevention of Pollution
from Ships), STCW (Standards of Training, Certification, and Watchkeeping for Seafarers), and MLC, 2006
(Maritime Labour Convention). These laws and conventions provide uniform standards for safety,
environmental protection, training, and working conditions in the shipping industry. Every convention
deals with specific aspects of maritime sector reform, safety protocols, prevention of pollution, seafarers,
and labor conditions on vessels (Waltz et al., 2024).

2.1.1. Maritime Sector Reforms in America

America, which is designated as a maritime nation like Singapore, China, and others, depends on
safe, open, and reliable access to the oceans. It was observed by four congressmen that China dominates
the world’s maritime trade because of decades of neglect by the U.S. government of its maritime industry.
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The call to revitalize the maritime power of America was strategically reinforced by the statements attributed
to the four congressmen:

“We must now, before it is too late, make a once-in-a-generation investment in the future of America’s maritime
power.” - Congressman Mike Waltz.

“Revitalizing the American maritime industry will supercharge onr economy and strengthen our national security.” -
Senator Mark Kelly.

“The competition between the United States and Communist China will define the 21st century, and nowbere is the
conflict more potent than in the maritime domain.” - Senator Marco Rubio.”

“Since 2013, 1 have worked to revitalize the U.S. maritime industry so we can continue to project American sea power
abroad during peacetime or war.” - Congressman John Garamendi (Washington Core, 2025).”

The Trump administration is poised to develop the U.S. maritime sector through the following key
areas: shipping, shipbuilding, and port operations. This move was necessitated by the strong resolve that
maritime dominance is a national asset and a critical pillar for national security. The robust reforms were
strengthened by deliberate government policy, executive actions, and legislative proposals. Other definitive
measures include understanding geopolitics at sea (countering China and securing global chokepoints),
reviving shipbuilding (industrial policy should meet strategic alliances), energy security and the Arctic
Frontier; logistics, ports, and supply chain security; and international partnerships with Japan and South
Korea. The strategic objectives proffered by the four Congressmen to position America beyond China are:
one) measures to achieve maritime prosperity, two) ensuring maritime security, three) seeking allied and
partner cooperation, and four) prioritizing American values, maritime independence, freedom of the seas,
and the resilience of the oceans, seas, and inland waterways.

2.1.2. Maritime Sector Reforms in South Africa

The South African government embarked on comprehensive and ambitious maritime sector reforms,
and the key initiatives demonstrated by the national action plan include (Tran, 2025).

1. Decarbonization and green shipping: pragmatic efforts were made toward aligning maritime policies
with the IMO’s Net-Zero Framework to reduce carbon emissions in the shipping subsector. In doing
so, a national action plan was developed to: one) provide strategies for fuel transition, two) introduce
green hydrogen (PtX fuels), and three) ensure low-carbon fleets. In addition, there were plans to
improve port infrastructure and digital systems.

2. Ship registry and international competitiveness: In order to improve competitiveness and maintain
efficiency with special reference to Singapore, the South African Ship Registry (CASR) sought radical
and transformative reforms. Singapore’s maritime reforms served as a model in developing the national
action plan.

3. Integrated coastal and marine management: The reform plan includes the formulation of a legal
framework for the sustainable management of coastal zones and the establishment of the Marine Spatial
Planning Framework to harness the economic, social, and environmental objectives for marine
resources.

4. Other areas focused on by the massive reform are maritime security, economic empowerment, and
international cooperation (Comprehensive Maritime Transport Policy, CMTP).

2.2. Importance and Challenges to Growth of the Maritime Industry in Nigeria

Ports have been portrayed several times as gateways to international trade and commerce (USAID,
2010; Okechukwu, 1994; Edih, 2022; Kahyarara and Simon, 2018; Omoke et al., 2019; Osadume and
University, 2020). This connotes that port infrastructure is critical to maritime transportation and trade
development across the globe and that the largest share of international trade passes through the ports. The
International Chamber of Shipping estimated that 90 percent of global trade in goods is transported by
ships. Moreover, containerization is a major boost to maritime transportation, leading to a reduction in
freight costs. In 2016, UNCTAD’s review indicated that maritime trade expanded by 2.5 percent, and
seaborne trade surpassed 10 billion tons.
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Maritime trade has helped governments in achieving the threefold pillars of the Sustainable
Development Goals (SDGs)- Economic, Social, and Environmental Pillars (KKahyarara and Simon, 2018).
The volume and type of cargo have a direct bearing on shipping costs, and understanding the theories of
economies of scale and management, both at sea as well as in the ports, is germane to effective port
performance. Failure to do so may result in port congestion and diseconomies of scale in the ports.
Kahyarara and Simon (2018) revealed that freight rates are far higher from China to North America than
from North American exports to China. Similarly, freight rates for containerized imports into Africa are
higher than those for its exports. It sounds unimaginable to compare freight rates to and from the route
with varied charges. The differences in freight rates depend on trade direction, and such imbalances can be
corrected by market mechanisms and reforms. Based on the connection between ports and maritime
transportation, any disruptions to port management and operations affect global trade and the economy.

The study by Kahyarara and Simon (2018) examined opportunities and growth diagnostics of
maritime transportation in Eastern and Southern Africa and found a range of factors that led to port
inefficiency. The identified constraints are longer container dwell times, delays in vessel traffic clearance,
lengthy documentation processing, and container dwell times per crane hour. Additional factors include
inefficient rail and road networks, insecurity, port congestion, delays at checkpoints, and diversions arising
from frequent maintenance, among others. The authors developed a growth diagnostics framework that
revealed different categories of constraining factors to maritime growth and development.

What Constraints Maritime Growth/Development

|
| |

Low Returns to Economic Activities Disintegrated Maritime and Logistics Services
I
I
| |
Low Cargo Low intrinsic return Poor Port ICT Disharmonized
Cargo process
| Low Traffic b — Costly and Delays in
i Infrastructure Maritime services
Ead Inefficient Non-Economic Viability
—1 Ina a — Inefficien
it —1 and Loss Making
Ports
— Congested Ports High Cost

L Low Productivity

Source: Kahyarara and Simon (2018). The authors recognize the above-mentioned constraints to
maritime growth as the “Growth Diagnostic Framework for Maritime Development.

Figure 1. Constraints of Maritime Growth

Okpara and Enyioko (2022) highlight a comprehensive list of factors affecting seaport cargo
operations in Nigeria, which are: a reduction in the number of vessels calling at the ports due to a stringent
revenue generation formula, poor data collection on port operations, a pootly computerized system, port
congestion, high container dwell time, and high turnaround time for vessels and trucks. Also mentioned
are inadequate port facilities for berthing, inefficiency, and poor logistics arising from the lack of standard
port facilities, lack of capital/mismanagement of capital, poor incentives for investments, poor transport
networks, lack of innovation and creative technologies, inadequate shipping management skills, and
inadequate superstructures. The study did not fail to identify government interference and the usual
bureaucratic resistance, endemic corruption, subversion of international conventions, rules, and regulations
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of operations, piracy in the waterways, as well as the dominance of foreign vessels, deficient policy on
exports, and lack of regulatory oversight.

According to Stopford (2016), “for 100 years ships improved by evolution but the system did not.
The liner and tramp service continued unchanged and needed a different system - a revolution”. The above
quote is a deliberate desire to effect transformational changes and workable reforms since 1966. Many
challenges have evolved after 50 years, such as shipping cycles growing bigger, a persistent slow growth rate
of sea trade, the need for regional trade transformation, shipyard capacity management, the zero emissions
agenda, harnessing digital technology, and developing business models. Compating the transformation in
the maritime world with respect to the participation of OECD nations and their inputs, Stopford (2016)
posits that in 19606, the maritime world was dominated by OECD members, whose imports accounted for
75% of cargo, raw materials, and exported manufactures. Industrial shipping was developing, driving the
need for specialized ships and chartering of fleets, with liners graduating into containerization, while cargo
handling costs escalated. However, in 2016 (an interval of 50 years), OECD member nations imported only
37% of cargo, while non-OECD nations accounted for 63%, with a prediction to move to 75%. Non-
OECD member nations have six times the population of OECD nations, even as bulkers and liners struggle
with mature technology. Due to the rapid changes encouraged by globalization, the world economy needs
new services driven by shipping investors with a new vision and drive for smart services.

Rhetorically, Stopford (2016) asked that since Yamaha has a zero-emission bike, can there be a
technology that will guarantee a zero-emission ship cargo? Predictively, by 2066, seaborne trade would
amount to 46 billion tonnes or more, presupposing higher carbon emissions in the already heated
atmosphere. Stopford proposed three ways of changing the maritime business model: building smart ships
equipped with much better QA and efficiency standards; a smart fleet that will manage the smart ships as
a transportation factory (like a BMW factory); and smart global logistics integrating the whole process from
door to door.

2.3. Maritime Reforms and Economic Development

The Maritime Security Sector Reforms (MSSRs) guide (USAID, 2010) is a comprehensive analytical
tool designed to: one, map and assess the maritime sector; two, assess existing security sector capabilities
and gaps, and three, enable, collaborate, coordinate, and improve maritime safety and security. The guide
discusses the structure of maritime security, maritime governance, maritime civil and criminal authorities,
maritime defense, maritime safety, maritime response and recovery, and the maritime economy. According
to the MSSRs guide, “the maritime realm encompasses oceans, seas, lakes, coastlines, and harbors that are
vulnerable to a range of threats such as unreported illegality, unregulated fishing, environmental
degradation, smuggling, trafficking in persons, narcotics trafficking, piracy, proliferation of weapons of
mass destruction, and terrorism.

It is contended that the maritime sector, as a microcosm of the nation, shates its characteristics. If
the nation has a deficit of political will, public consensus, and administration over governance, political
competition, and capabilities, it will in turn affect the maritime sector. Therefore, any improvement in
maritime governance and/or administration, law enforcement, and safety will generate progressive ripples
across the national economy. Maritime security has a nexus with national security. It is intertwined with the
criminal justice sector, civil justice system, and commercial sector of the economy. In fact, maritime reforms
are fundamental to national defense, law enforcement, and the social and economic goals and objectives of
coastal and landlocked states. A vibrant maritime economy is a necessary promotion of the national
economy, because even landlocked countries are negotiating access to the coastlines through neighboring
maritime nations.

It has been argued that state-owned enterprises (SOEs) in West Africa have become dumping
grounds for political cronies. The sea-ports of such countries, Ghana, Nigeria, and India, epitomize
bureaucratic red tape, pilfering, bribery, and corruption, leading to high prices for imports and inflation.
The author identified the unstable political economy of developing nations as a major impediment to
development and reforms. He states as follows, “The privatization of maritime state-owned enterprises
(SOEs) in West Africa is unlikely to result in increased efficiency because the region’s maritime problems
stem not necessarily from ownership but from interactions between the structural constraints in world

Journal of Research in Environmental and Science Education, V'ol. 3, No. 2, pp. 164—180 169



Edih & Irejeb (2026) Effect of maritime sector reforms and strategic manpower. ..

shipping and the management style and the domestic and regional politics of these countries” (Okechukwu,
1994).

As observed by James and Gylfi (2007), the Nigerian government attempted ambitious port reforms
in the 1990s. The need for extensive reforms in the ports was compelled by a low level of efficiency, long
turnaround times for ships, increased container dwell times, and too many weeks for unloading and
reloading of ships, instead of the 48-hour standard time in other regions, such as Asia. In addition, an
overstaffed and unproductive workforce (a pointer for training, motivation, and a revised recruitment
policy), theft of cargo, and excessive port charges were concerns. The worst scenario is the level of
infrastructure decay of the ports. The Haskoning Study classified “the Nigerian port administration system
as an example of a tool port approach”.

The tool port approach means a combination of both the public sector controlling authority and
private companies’ operational and management styles. This model is sustained by short and medium-term
contracts. The study recommended the “Landlord Approach” for the management of the Nigerian port
system. In the Landlord Approach, the public sector has the role of planning and regulating the port system
in tasks related to safety, security, and the environment. It also maintains ownership of port-related land
and basic infrastructure. While the private sector is responsible for marine and terminal operations,
construction, purchase, and ownership of superstructures and equipment.

The study of James and Gylfi (2007) further extends the landlord model to include institutional
reforms such as;

e The federal government of Nigeria, through the Ministry of Transport, should develop and improve
maritime policy.

e Divide the Nigerian Port Authority NPA into several autonomous authorities.

e Make private companies responsible for port operations and services.

e It should undertake concession contracts to structure the relationship between public sector landlords
and private sector terminal operators.

According to the Haskoning Study, the Bureau for Privatization of Enterprises (BPE) and the
Nigeria Port Authority (NPA) executed 20 concession agreements in 2006. The first and biggest of these
concession contracts for the Apapa Container Terminal in Lagos was signed in September 2005 with APM
Terminal (owned by the Danish Shipping Company, A.P Moller-Maersk Group).

In Igbodo (2018), there exists a positive relationship between ship haulage, berthing, and customs
duties with the balance of payments, external reserves, and total revenue, respectively. The study noted that
the maritime sub-sector has not been fully explored, exploited, or galvanized for improved growth of the
Nigerian economy. It is suggested that the government should embark on formulating policies for
revitalizing the sector, enhancing investments, controlling customs duties, stopping invasions, and boosting
indigenous participation. There are hidden and untapped maritime treasures due to the enormous expanse
of coastline and navigable waterways, as Nigeria has over 823 kilometers of coastline and about 4,000
kilometers of navigable waterways (Afolabi, 2015; Chizea, 2018). According to the quote in [40], “whoever
commands the sea, commands trade, and whoever commands trade, commands the riches and by
implication, commands the world itself.” This means that the maritime world is akin to world trade and
commerce. Madueke (2005) opines that the maritime industry is the artery of the Nigerian economy, while
Finitell (2014) states that it is the catalyst for socio-economic development and international
competitiveness in a dynamically globalized economy.

“Any reduction in customs levies and tariffs will lead to a boost in the world’s trade and deregulation
of the port sub-sector, resulting in an increase in competition. Prior to port reforms, competition between
ports was nonexistent. Deregulation has a number of benefits - increased competition between sub-regional
and national levels, competition in port markets, dismantling of liner conferences, competition across
modes of transportation, etc (African Bank, 2010). Weak institutions pose threats to trade through different
channels: poor management, delays at the borders, high taxes and customs fees, extortion along the import
and export chain, and inefficient regulation and control. The African port sub-sector has embraced
institutional reforms but has yet to adopt global best practices. The results are disparities in measures of
assessing port efficiency. In North Africa, average costs for 20-ft containers are 370 in Casablanca, 210 in
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Rades-Tunis, and 70 in Alexandria. Average port transit delays in Alexandria are 15 days, and 9 days in
Casablanca and Tunis African Bank, 2010; Kostianis, 2005).

According to the African Bank (2010), the focus of port reforms covers the following broad areas:
expansion and modernization of container handling capacity, stimulation of economic growth, reduction
of government expenditures, increased private participation, and improved general infrastructure. The
combination of two essential characteristics of ports makes port reforms complicated, from the public
goods perspective (coastal protection works/setvices) and the private goods (cranes, quays, and other hard
infrastructures). The interplay between the public and private sectors demands a proper understanding and
coordination by the supervisory authorities. The port authorities in Nigeria, which are the Nigerian Ports
Authority (NPA) and the Nigeria Maritime Administration and Safety Agency (NIMASA), are shouldered
with pivotal responsibilities in harnessing the symbiotic relationship between the public and private sectors
in maritime administration and operations. The provision of public goods creates positive externalities and
social benefits that cannot be provided by commercial operators due to high budgets.

The report/review of the African Bank (2010) suggests some policy measures by demonstrating a
clear vision before privatization; coordination between port institutions, customs, transport ministers, and
labor unions; ensuring pro-competitive policies, reducing documentation, and implementing single window
processing to drive efficiency and encourage autonomy for port authorities, as well as simplifying and
harmonizing procedures between countries. Farazmand (2002) considers administrative reforms a
worldwide phenomenon. Reform movements of the 20th century were centered mainly on building
institutions, bureaucratization, nationalization, and organizational capacity building for economic growth
and development. However, the current global trend of reforms is to promote private and corporate-driven
markets. The new ideology is anchored in privatization, commercialization, marketization, and promoting
a number of institutional changes. These reforms are directly influenced by the United States and Western
donors - the World Bank, IMF, and the World Trade Organization (WTO). Such a vigorous push has
compelled developing economies to hurriedly embrace globalization and promote the interests of
globalized corporate elites. The need to reorganize traditional governance structures is to improve
administrative capabilities, eliminate duplication of functions and waste, and ensure the productive use of
public resources.

Farazmand also argues that many countries, notably those in Latin America and some nations in
Asia, have realized the fallacy of the “supreme marketplace ideology.” Therefore, there is a sincere cause to
establish a satisfactory balance between the provision of both public and private goods to the global market.
This reveals the adoption of the principles of prudentiality and pragmatism in government administration
(Farazmand, 2002).

According to Mushtaq (2008), the interdependent good governance reform agenda includes: one,
policies to improve government accountability; two, improved accountability reforms and decentralization;
three, policies to counter corruption and rent secking; four, anti-corruption policies, liberalization, WTO
restrictions on subsidies, and IMF fiscal requirements.; five, policies to stabilize property rights across the
board; and six, policies to improve the rule of law, reduce expropriation risk, and strengthen the judiciary.

Ferdinand (2013) examines donor practices in the use of budgetary aid to promote economic and
structural reforms in developing countries, especially in Africa. It was observed that the increase in
budgetary aid had a limited impact on the design and execution of economic reforms in developing
economies. To remedy this deplorable situation, budgetary aid should be repositioned as a catalyst for
structural transformation, reorganization, and the creation of job opportunities in recipient nations.

2.4. Manpower Reorganization and Economic Growth

No organization can exist without the inputs and competence of the personnel who are in charge of
managing it. Manpower resourcing, recruitment, selection, training, and placement are vital and critical
decisions taken by a team of managers or management to enhance organizational growth. The management
ot body of administrators should shoulder the responsibility of fashioning recruitment strategies or models
that can deliver qualified and competent employees for the firm or institution. The productivity of a firm
is a direct consequence of the quality, competence, and morale of the workforce. The failure of the
workforce means the failure of the organization, and the inept and lackadaisical attitudes of these employees
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will result in poor petformance, liquidation, and the eventual winding up of the company and/ or agency.
Based on the central and indispensable roles played by the directors, managers, and other workers of an
agency or organization, it is apt to say that there is a need for manpower reorganization in the maritime
sector due to the pressures from competitors and the effects of globalization on maritime setrvices.

It is most worrisome that NIMASA and NPA, the government-established agencies empowered to
control the maritime sector, are filled with political cronies. These, in turn, recruit workers based on
nepotism at the grave expense of merit and competence, showing adverse effects on their performance.
No wonder there is alleged corruption and low productivity in the maritime sector corridor. Therefore, a
comprehensive manpower reorganization model for any enterprise must factor in the following: principles
of motivation, training, recruitment policy, placement, commission, general emoluments, and exposure to
internationally acclaimed maritime businesses in the world, etc.

2.5. Impact of Maritime Reforms, Manpower Reorganization on Identified Specifics

Maritime reforms in infrastructure are the backbone of security management. Infrastructure reforms
energize and build up human capital, enhance environmental stewardship, and promote sustainable
maritime operations. Strategic manpower reorganization also improves the competencies of maritime
personnel, enhances the use, adherence, and enforcement of professional ethics and conduct, and creates
environmental awareness through the educational learning process and training schedules for industry
stakeholders. On specific and measurable impacts, below are detailed relationships:

1. Security Management: There is a mutual cohesion between maritime infrastructure and security reforms
(MSSR), which includes the modernization of ports, improvement and enforcement of cybersecurity,
promotion of maritime governance and administration, enhancement of maritime safety, demonstrating
efficiency, and economic viability. MSSR is a means of executing integrated approaches to combating
threats such as sea piracy, cyberattacks, and illegal activities, thus creating resilience and efficient
maritime trade and security.

2. Human Capital Development: Maritime reforms are measures for developing human capital or
knowledge required for sustainable maritime operations in the 21st century. Skilled professionals are key
to driving and implementing new reforms and policies in the maritime sector. In this respect, research
on human capital development focuses on building expertise through formal education (Maritime
University, Academy, or Institute), special training, and mentoring programs. The knowledge gained will
propel innovations, creativity, agility, competitive stamina, and overall productivity in the maritime
sector. Such a knowledge-driven workforce will boost economic growth and development. Gerald,
Ndikom, Nwachukwu, and Nwokedi (2019) suggested that the federal government of Nigeria develop
robust human capital development strategies by educating and training personnel (seafarers) on new
skills, rules and regulations, laws, etc.

3. Capacity Building in Environmental Stewardship: Maritime operations take place in the environment;
hence, there should be compatibility between them. The environment is nurtured and sustained by
promoting green technology. This focus is driven by an increase in efficiency, digitalization, and
decarbonization, which entails the global sustainability standard. In order to achieve this standard,
reforms should focus on port modernization, infrastructure, green technology, and compliance with
environmental regulations. Other measures include dredging operations, smart ports, port rehabilitation,
and multimodal connectivity. Regulatory and institutional reforms should incorporate private sector
participation, strengthen compliance, and foster regional cooperation, etc. Chad (2025) argues that the
maritime sector and its operations impact the environment through carbon emissions, waste, and other
activities. To curb these negative and harmful effects on the environment, maritime administrators
should employ a regulatory framework to balance the equation between environmental stewardship,
sustainability, and maritime operations. The IMO and NIMASA’s regulatory frameworks are desirable
for maintaining environmental stewardship.

4. Sustainable Maritime Operations: No doubt, maritime reforms are intended to boost maritime
operations in all their ramifications. Maritime reforms are inclusive measures to strategically position the
maritime sector in promoting national economic growth and diversification. The Nigerian Maritime
Administration and Safety Agency, NIMASA, is poised to consolidate on the 2025 gains to advance
maritime operations in 2026. It is intended to generate about 10,000 new opportunities in the maritime

Journal of Research in Environmental and Science Education, V'ol. 3, No. 2, pp. 164—180 172



Edih & Irejeb (2026) Effect of maritime sector reforms and strategic manpower. ..

sector through deliberate reforms. Port reforms and ocean resource management have recorded huge
revenues and other gains, and the Nigerian Local Content is taking steps to reshape the maritime sector
for more indigenous participation and capacity building.

2.6. Theory of Reforms and Reorganization

Theoretically, Farazmand (2002) reflected on the body of knowledge in organizational theory to
buttress the need for collective action required for implementing reforms, whether administrative, maritime,
or political reforms, etc. The author studied and dissected vatious but connected theories to unravel the
explicit meanings and approaches for developing and executing reforms or reorganizing the unsatisfactory
socio-political and socioeconomic states of a nation. The combined knowledge and understanding of
classical theories, formal theoties of organization, change, and development in contemporary market
theory, and the newest organizational elite theory (which demands a fundamental change and reform in the
structures and processes of administrative systems) will foster the formulation and execution of reforms
and the reorganization of manpower.

According to Peters (1992), administrative reforms and reorganization are categorized into three
broad areas, namely: purposive model (top-down approach), environmental model (bottom-up), and
institutional model. He identified three basic importance of these models to governance/or modern
administration. First, the models serve as useful tools for understanding and explaining the methods and
purposes of reform and reorganization embarked on by the government. Second, the models represent
frameworks and guides for organizational analysis and restructuring government. Third, they assist the
government or policymakers in understanding the connection between reform and revolution in
contemporary political, economic, and administrative environments. These specifics and somewhat
separate models are designed to solve a particular problem or purpose. Nonetheless, the combination of
the trio will necessarily achieve huge success, where some distinctions between reorganization, structural
changes, and reforms have been adequately clarified.

Drawing from the insights of Farazmand (2002), Peters (1992), and Pollitt (1984), it is thus stated
that reforms can be initiated from two perspectives: one, by the government or its agents, in line with the
outlined short-term, medium-term, and long-term objectives or set goals. Two, due to the prevailing market
competition, economic and political changes in a country. However, both forms of initiatives are
complementary to the overall development of the nation. This study is carried out based on the latter
perspective, which involves the environmental pressures necessitating holistic maritime reform (s) and
manpower reorganization for national development.

3. MATERIALS AND METHODS

The study generated primary data by administering a set of questionnaires to 350 respondents
selected from NPA, NIMASA, and 15 private maritime companies. The primary data were analyzed using
correlation and multiple regression analyses. The two hypotheses were structured econometrically using
two models, and the independent variables, which are maritime reforms and manpower reorganization,
were proxied with six sub-variables. Maritime reforms were represented by the instruments of public-
private partnership (PPP), improved maritime infrastructure (MIF), and maritime security threats (MST),
while manpower reorganization was represented by regular manpower training services (RMT), improved
technology and data analysis (DT'C), and networking with maritime organizations (PMO).

3.1. Model Specifications
In line with the general multiple regression formula, the model specified for the study is as follows:
MBP; = f (MRs) eqtnl
MBP; = f (MPRO) eqtn2

Initiating the econometric process to transform equation (1) to (3), and equation (2) to (4)
respectively, we arrived at;
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Hypothesis one model:

MBP; = a, + by (PPP)e1 + ba MIF).2 + by (MST)e2 +een. eqtn3
Hypothesis two model:

MBP; = ao+ (b1 MPT)e1.+ bz (PMO) 2 + bz (DTC)e3 +eca...... eqtn4
Where;

MBP; and MB: mean improving maritime business performance. MRS means the matitime reforms
proxy with Public-Private Partnership (PPP), Maritime Infrastructures (MIF), and Maritime Security (MST).

MPRO refers to the manpower reorganization proxy with Manpower Training (MPT), a partnership
with the World Maritime Organization (WMO), and the adoption of full-scale technology/data
computation (DTC).

e means the error term
bi- bs are the coefficients

“u1 - ¢3” is the period of time

3.2. A Priori Expectation

There will be a positive and significant relationship between maritime reforms, manpower
reorganization, and the Nigerian maritime business performance.

4. RESULTS

This section explains the statistical analysis of data using tables, and the findings are interpreted in
this section. Results from the correlation and multiple regression analyses are shown in Tables 1, 2, and 3
below.

Table 1. Correlation Analysis of the Six Sub-Variables

Var. PPP MIF MST RMT PMO DTC MBP
PPP 1.000
MIF 0.4575 1.000
MST 0.5372 0.4261 1.000
MPT 0.5119 0.6242 0.4444 1.000
PMO 0.5251 0.5880 0.5179 0.6451 1.000
DTC 0.4689 0.5038 0.4402 0.5132 0.6132 1.000
MBP 0.5413 0.4362 0.5511 0.6121 0.6035 0.5641 1.000

Source: SPSS Computation, 2025

Table 2. Analysis of the Effect of Maritime Reforms on Maritime Business Performance

Source SS Df Ms Number of obs 345
Mode 1 144.6487 3 48.2162 F (3,246 22419
Residual 52.9072 246 0.21507 Prob > F 0.0000
Total 197.5559 249 0.7933 r-squared 0.7322
Adj R Squared 0.7289
Root MSE 0.4637
MBP Coef Std. err. T P>/t/ (95% confidence Interval.
PPP 0.11000 0.03878 2.84 0.005 0.03361 0.18639
MIF 0.12652 0.03735 3.39 0.001 0.05295 0.20009
MST -0.70180 0.03987 17.6 0.000 0.62326 0.78034

Source: SSPS Computation, 2025.

Table 1 shows the correlation between the two independent variables (maritime reforms and
manpower reorganization) and the dependent variable (maritime business performance). Each of the two
independent variables was proxied with three sub-variables. The correlation analysis revealed a positive
relationship among the six sub-variables and the dependent variable (maritime business performance). MBP
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correlates with PPP, MIF, MST, MPT, PMO, and DTC at r = 0.5413,0.4362, 0.5511,0.6121,0.6035, and
0.5641, respectively.

Table 3. Analysis of the Effect of Manpower Reorganization on Maritime Business Performance

Source SS Df Ms Number of obs 346
Model 1 106.7346 3 35.7072 F (3,341 10883
Residual 80.4213 341 0.3269 Prob F 0.0000
Total 187.1559 344 0.7516 Square 0.5651
Adj R Squared 0.5651
Root MSE 0.5717
MBP Coef Std. err. T Pr/t/ 95% conf. interval
MPT 0.2841 0.4803 5.92 0.000 0.1895 0.3787
PMO 0.2838 0.0464 5.69 0.000 0.1724 0.3552
DTC 0.3080 0.0504 6.11 0.000 0.4395 1.1863

Sonrce: SSPS Computation, 2025.

5. DISCUSSION

The study analyzed the two hypotheses using Tables Two and Three above. In Table 2, the impact
of maritime reforms on maritime business performance was demonstrated by three sub-variables, namely:
public-private partnership (PPP), maritime infrastructure (MIF), and maritime security threats (MST).

According to Table Two, “PPP” showed a positive and significant effect on “MBP” (B = 0.11; p =
0.005 < 0.05); “MIF” had a positive and significant impact on “MBP” (B = 0.1265; p = 0.001 < 0.05), and
“MST” revealed a negative and significant effect on “MBP” (B = -0.7018; p = 0.000 < 0.05). The adjusted
R-squared of the model is 0.7289, which implies that a 72.89% change in maritime business performance
is brought about by strategic and transformative maritime reforms, and the remaining 27.11% may represent
other factors, such as a stable transitory government, good governance, and the rule of law, etc., not tested
in the study. It is also interpreted that since the F-statistic (0.0000) is less than the level of significance
(0.05), at least one of the sub-vatiables, “PPP,” “MIF,” and “MST,” is a significant predictor of “MBP.

These findings are in line with the previous studies (Imide et al., 2022; Edih et al., 2022a; James and
Gylfi, 2007; Kahyarara and Simon, 2018; Stopford, 2016; USAID, 2010; African Bank, 2010; Farazmand,
2002). Imide et al. (2022) and Edih et al. (20222) emphasized the dire need for maritime re-engineering in
the 21st century, while James and Gylfi (2007) outlined measures that will ensure the efficiency of maritime
services. Stopford (2016) supported the maritime revolution (implementation of human resources reforms).
USAID (2010) highlighted the need for maritime sector security reforms to address the multidimensional
security challenges. Additionally, African Bank (2010) supported port and institutional reforms,
modernization of container handling capacity, etc., and Farazmand (2002) suggested administrative reforms
anchored in privatization, commercialization, marketization, and promotion of institutional changes.
Furthermore, Kahyarara and Simon (2018) and Okpara and Chinuwa (n.d.) provided a comprehensive list
of factors that affect maritime business performance as a pointer to maritime reforms.

Also, Table three revealed the effects of manpower reorganization (MPRO) on maritime sector
performance (MSP). The effect of “MPRO” on “MBP” was tested using three sub-variables, namely,
regular manpower training (MPT), partnership with maritime organizations (PMOs), and deployment of
technology and data computation (DTC). The regression analysis showed that “MPT” had a positive and
significant effect on “MBP” (B = 0.284; p = 0.0000 < 0.05); “PMOs” had a positive and significant impact
on “MBP” (B = 0.2838; p = 0.0000 < 0.05), and “DTC” revealed a positive and significant relationship
with “MBP” (B = 0.3080; p = 0.0000 < 0.05). The adjusted R-square (0.565) showed that a 56.5% change
in maritime business performance is caused by maritime reorganization (MPT, PMO, and DTC). The
remaining 43.5% indicates other probable factors that were not considered in the study recruitment process,
motivational factors, etc., while the F-statistic (0.0000 < 0.05) means that the tested variables are significant
predictors of likely changes in maritime business performance.

These results are supported by studies conducted by Imide et al. (2022), Stopford (2016), and Peters
(1992). The importance of restructuring the maritime industry and reorganizing the human resources
component was canvassed by Imide et al. (2022) and Stopford (2016). Also, Peters (1992) theorizes that
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administrative reforms and reorganization entail the combination of purposive, environmental, and
institutional models, which advocate for holistic and comprehensive reform initiatives.

5.1. Implications of Maritime Reforms and Findings

Generally, the implications of maritime reforms are to boost maritime infrastructure, synergize
security, improve operations, meet international standards, and sustain economic growth and development.
However, the implications of this study on the identified specifics are as follows:

1. Policymakers: Reforms are products of decisions made by policymakers and the government. Better-
informed decisions are initiated through research on further reforms and reorganization. This study
would create deeper and broader awareness of the need to implement the advocated reforms in the
maritime sector.

2. Maritime authorities: Maritime authorities such as NIMASA, NPA, and the Ministry of Maritime and
Blue Economy would be empowered by the findings and recommendations provided in the study to
address key strategic issues and areas in the maritime sector. This will position the maritime sector for
improved performance in the trajectory of sustainable growth and development.

3. Industry stakeholders: Improved infrastructure will enhance competitiveness and better performance.
It will boost morale, innovation, and productivity. Stakeholders will be aware of and implement maritime
ethics and regulations. Thus, it will meet global maritime standards.

4. Environmental Education: The maritime sector and its operations cannot be separated from the
environment. The issues of carbon emissions, waste, and other harmful activities would be urgently and
thoroughly addressed through enlightenment. Education and regular training imbue stakeholders with
the ability to comply with rules and regulations.

5. Researchers: Research is a continuous and planned process of investigation in order to address a specific
problem or issue. Every research project provides room for another complementary research study.
This particular study will motivate researchers to conduct further research in the suggested areas or
widen the scope of other identified gaps.

6. CONCLUSION AND RECOMMENDATIONS

It is evident that progressive reforms are pillars for economic rejuvenation, growth, and development
in any given country. Based on the nature of sectoral reforms, they are designed to achieve specific
objectives; however, such sectoral restructuring will definitely impact the overall growth of the economy.
The intention of maritime sub-sector reform, deployment of effective management skills, and manpower
reorganization is to create huge investment opportunities, develop an effective and efficient workforce, and
enlarge the revenue performance base of the Nigerian maritime sector. Therefore, a holistic maritime
reform agenda should consider the following concerns;

First, the Nigerian government is advised to eliminate the political bias that has been hindering the
progress of the maritime sub-sector. The appointment of political cronies to manage the NPA and
NIMASA, and the abandonment of ports in certain regions of the country, are man-made factors retarding
the prospects of the sector.

Second, the government should construct new ports in strategic locations along the coastline and
refurbish the existing Warri and Calabar clusters of ports. This will help decongest the Lagos cluster of
ports. These innovations will, in turn, provide huge job opportunities for the teeming unemployed youth
in the country.

Third, the waterways should be dredged to allow large ships to dock at the Nigerian ports. The
shallow waterways are a huge challenge for the transport business, preventing the docking of major ships
at these ports and resulting in a significant loss of investments and revenue to the national treasury.

Fourth, more private sector participation should be encouraged by providing concessions, building
maritime infrastructure, and ensuring maritime security along the coastline and waterways. The government
should partner with private maritime security services in conjunction with neighboring littoral countries to
enhance security synergy.
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Fifth, the federal government should enact admiralty laws that will strengthen and liberalize the
maritime sector, amend existing laws to accommodate current international standards and demands, and
abolish outdated laws.

Sixth, the government should also fund and boost the infrastructural needs of the two maritime
institutions in Nigeria. For effective capacity building in the sector, both lecturers and administrators of
these institutions should be paid a special salary or allowance to boost their morale for teaching and training
employable workers for the maritime sector.

Seventh, the need for collaboration and partnership with the World Maritime Organization (WMO)
cannot be overstated. Such relationships will facilitate networking with other nations across the globe
engaged in maritime trade and commerce.

Eighth, the government should build a road and rail network to and from the ports that will facilitate
the processes of decongesting the ports and avoid the issue of recurrent demurrage.

Ninth, the automation or computerization of port operations and the documentation process will
reduce container dwell time.

Tenth, a reduction of tariffs, import duties, and other charges will attract ships calling at the ports.

Finally, manpower reorganization is key with respect to the regular training of workers in the use of
modern technologies and providing efficient services while networking with maritime organizations.

6.1. Suggestions for Further Studies

The scope of the study is limited to the six subvariables that were tested, namely maritime reforms
proxy with public and private partnership, maritime infrastructure, and maritime security, while the
subvariables for manpower reorganization are training, partnership with world maritime organizations,
technology, and data computation adoption. The authors relied on the quantitative data generated from the
field and interpreted it based on results from the multiple regression analyses. Therefore, further studies
may be carried out in testing the following variables: compliance with environmental standards, adoption
of green technologies, sustainability-oriented decisions, and UNESCO’s ESD agenda, among others.
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