AN EVALUATION OF THE ROLE OF NIMASA IN THE MARITIME INDUSTRY

ABSTRACT

This study was carried out on the role of NIMASA in the maritime industry. The survey design was adopted and the simple random sampling techniques were employed in this study. The population size comprise of staff of Nigerian Maritime Administration and Safety Agency, Lagos State. In determining the sample size, the researcher purposefully selected 53 respondents and 50 were validated. Self-constructed and validated questionnaire was used for data collection. The collected and validated questionnaires were analyzed using frequency tables. While the hypotheses were tested using chi-square statistical tool. The result of the findings reveals that NIMASA plays a significant role in regulating shipping safety in terms of ship construction and navigation. The study also revealed that NIMASA plays a significant role in administering ship registration and licensing. Therefore, it is recommended that there is need for adequate evaluation and monitoring of the manpower recruitment NIMASA. This will help to ensure that workers are employed based on there technical know-how of how the industry runs and their ability to be productive to the organization, and not based on familiarity, tribalism or selfish interest of key officials. And workers must be oriented about the need to astern corrupt practices, and every victim of such should be penalized as due regardless of status.To mention but a few.
CHAPTER ONE

INTRODUCTION

1.1 BACKGROUND OF THE STUDY

Most recently, in a number of nations, efforts have been made to achieve greater efficiency in the transportation business by modifying the structure and institutional framework of the sector. The role of government, and the Federal government in particular, will be greatly diminished as a result of these developments, which have been brought about by the implementation of measures like as privatization and deregulatory policies. The maritime sector has experienced a development that is analogous to this one. Changes in maritime and port policy, on the other hand, have been rather minor in the vast majority of third world nations, including Nigeria. The nations whose national policies had a significant impact on the policy of port operations are the ones that have seen the most significant changes in their respective policies (Usoro, 2003). Examples such as the United Kingdom and New Zealand are well familiar to most people. In recent years, it seems that the policies of the government are evolving in directions that are compatible with a market structure that is more competitive. The maritime sector is still characterized by a prevalence of elements such as public ownership, government subsidies, and varying degrees of central planning in many nations. However, due to the many different arrangements that exist for the ownership and administration of ports and maritime activities, issues have been raised about the suitability of the rules that are now in place. In light of the logic presented above, the National Shipping Policy, also known as Decree No.10 of 1987, which came into effect in 1988 and established what was then known as the National Maritime Authority was created around twenty years ago (NMA). The code of conduct (40:40:20) of the United Nations Conference on Trade and Development (UNCTAD), which was established in 1975 and put into effect in 1983, is considered to be the progenitor of the National Shipping Policy. This code was first implemented in 1983. Since its beginnings, the organization that is now known as the National Maritime Authority has had a commendable impact on the maritime sector. This industry, in turn, has a significant part to play in the development of the national economy. The open waters off the coast of Nigeria are home to an impressively rich and varied collection of maritime resources. Despite this, Nigeria has not been successful in making the most of the opportunities presented by its natural resources. Rather, she has experienced a troubled history in the development of her maritime sector and shipping to be more specific during the course of the last half century. Prior to the year 1959, the maritime industry of Nigeria was owned, managed, and controlled solely by her colonial master and its foreign maritime commercial partners. This situation lasted for the majority of the country's history. The fundamental tenet of the cyclic theory of port oscillation is that it is made evident in the concentration and dissemination of port activity, which may be linked to the then-prevailing trend in cargo through put at the country's port. This problem was not unique to Nigeria; rather, many other African nations encountered similarly insurmountable obstacles while attempting to participate in the maritime trade of their own nation at the same time. These non-native speakers oversaw the ports, during which time they were solely responsible for the import and export cargo. Because of this, the advantages that should have accrued to a nation as a result of the management of her maritime industry were instead enjoyed by foreigners (Usoro, 2003). The cargo of goods into and out of Nigeria is almost entirely dependent on international shipping companies at the present time. In addition to this, in spite of having a "National Shipping Policy," Nigeria's maritime sector is in the midst of a crisis that might lead to its extinction. If the nation is going to be able to fully handle this issue, it probably needs to have a better understanding of what it is losing. Perhaps, a fresh start in shipping and maritime administration in Nigeria can be attributed to the National Assembly's approval of the coastal and inland shipping Act in 2003. (Wambua, 2009).
1.2 STATEMENT OF THE PROBLEM

The resuscitation of the National Maritime Authority (NMA) as the Nigerian Maritime administration and Safety Agency (NIMASA) should provide space for efficiency in the maritime sector, and the carbotage regime is anticipated to enhance indigenous engagement in maritime industry to a fair amount. Based on the problem that has been discussed up until this point, the purpose of this paper is to evaluate the contributions that NIMASA has made to the development of the Nigerian maritime industry and to determine whether or not there is a significant relationship between the number of ships registered by NIMASA and the revenue that has been accrued to the government (Wambua, 2009).

1.3 OBJECTIVES OF THE STUDY 

The main aim of this study is to evaluate of the role of NIMASA in the maritime industry. Other objectives of this study are:

To determine whether NIMASA plays a significant role in regulating shipping safety in terms of ship construction and navigation. 

Determine whether NIMASA plays a significant role in administering ship registration and licensing.

To determine whether NIMASA has contributed positively  to the  development  of  Nigeria Maritime industry.

To find out if there are factors influencing the effectiveness of NIMASA in carrying out its’ statutory roles. 

1.4 RESEARCH QUESTIONS

The following research questions will be answered in this study:

Does NIMASA play any significant role in regulating shipping safety in terms of ship construction and navigation?

Does NIMASA play any significant role in administering ship registration and licensing?

Have NIMASA contributed positively  to the  development  of  Nigeria Maritime industry? 

Are there are factors influencing the effectiveness of NIMASA in carrying out its’ statutory roles?

1.5 RESEARCH HYPOTHESES

The following hypotheses will validate this study:

H0: NIMASA does not play a role in the maritime industry.

Ha: NIMASA plays a role in the maritime industry

1.6 SIGNIFICANCE OF THE STUDY

This study will be of great benefit to the maritime industry as it will highlight the role of NIMASA in the sector. It will also serve as a literature for further studies.

1.7 SCOPE OF THE STUDY

This study focuses on the role of NIMASA in the maritime industry. Specifically, this study focuses on determining whether NIMASA plays a role in the maritime industry, determining whether NIMASA’s  contributions  to the  development  of  Nigeria Maritime industry significant and determining whether NIMASA has challenges in the maritime industry.

1.8 LIMITATIONS OF THE STUDY

In the course of carrying out this study, the researcher experienced some constraints, which included time constraints, financial constraints, language barriers, and the attitude of the respondents. However, the researcher were able to manage these just to ensure the success of this study.

Moreover, the case study method utilized in the study posed some challenges to the investigator including the possibility of biases and poor judgment of issues. However, the investigator relied on respect for the general principles of procedures, justice, fairness, objectivity in observation and recording, and weighing of evidence to overcome the challenges.

1.9 DEFINITION OF TERMS

NIMASA: The Nigerian Maritime Administration and Safety Agency, formerly the National Maritime Authority is responsible for regulations related to Nigerian shipping, maritime labor and coastal waters. The agency also undertakes inspections and provides search and rescue services.

1.10 Organization of the Study

The study is categorized into five chapters. The first chapter presents the background of the study, statement of the problem, objective of the study, research questions and hypothesis, the significance of the study, scope/limitations of the study, and definition of terms. The chapter two covers the  review of literature with emphasis on conceptual framework, theoretical framework, and empirical review. Likewise, the chapter three which is the research methodology, specifically covers the research design, population of the study,  sample size determination,  sample size, abnd selection technique and procedure, research instrument and administration, method of data collection, method of data analysis, validity and reliability of the study, and ethical consideration. The second to last chapter being the chapter four presents the data presentation and analysis, while the last chapter(chapter five) contains the summary, conclusion and recommendation.

CHAPTER TWO

REVIEW OF LITERATURE

INTRODUCTION
Our focus in this chapter is to critically examine relevant literature that would assist in explaining the research problem and furthermore recognize the efforts of scholars who had previously contributed immensely to similar research. The chapter intends to deepen the understanding of the study and close the perceived gaps.

Precisely, the chapter will be considered in three sub-headings:

Conceptual Framework

Theoretical Framework

Empirical framework

2.1 CONCEPTUAL FRAMEWORK

Concept of NIMASA

NIMASA is the foremost maritime regulatory agency in Nigeria1. It was established on 1st August 2006, arising from the merger of the National Maritime Authority (NMA), Government Inspector of Shipping (GIS) and the Joint Maritime Labour Industrial Council (JOMALIC), with additional functions, and by a new Act which became effective from 25th day of May 20072.

By virtue of sections 2, 19 to 26 and 32 of Nigerian Maritime Labour Act, 20033, JOMALIC was statutorily created to among other things register, keep and maintain the register of each dock worker, seafarer, stevedoring company and seafarer employer, jetty and terminal operator, regulate conditions of service and activities of dockworkers and seafarers for smooth operations at the ports and off board vessel, enforce existing regulations and standards on crewing wages, safety, welfare, training of dockworkers and seafarers at ports and on board vessels, act as a medium of dispute resolution in the maritime industry and conduct a census of dockworkers and seafarers in the pool every three years (Wambua, 2009).

The National Maritime Authority was established by the National Shipping Policy Act4 (NSPA), which commenced on 30th April 1987, and which in its sections 3 and 4 set out the aims and objectives and functions of NMA thus:

3.Aims and objects of the Authority.

It shall be the objective of the Authority to-

(a)
correct any imbalance in the Nigerian shipping trade for the purpose of implementing the provisions of the UNCTAD Code of conduct for Liner Conference, especially to observe the ration of 40: 40: 20 in respect of carriage of goods to Nigeria ports;

1 Other maritime regulatory agency in Nigeria includes NPA, NSC, NIWA

2 Nigerian Maritime Administration and Safety Agency Act 2007

3 Nigerian Maritime Labour Act, 2003 (Act No. 10 of 2003).

4 National Shipping Policy Act (No. 10 of 1987) (Chapter 279).

(b)improve Nigeria’s balance of payments position by enhancing the earning

and conservation of foreign exchange from the shipping industry;

(c)
use the national shipping policy as instrument of promoting the export trade of Nigeria and this accelerate the rate of growth of the national economy;

(d)
ensure the greater participation of indigenous shipping lines in liner conferences thereby influencing the decision making processes of such liner conferences serving Nigerian international sea-borne trade; (Olukoju, 2004)
(e)
promote the acquisition of shipping technology by creating and diversifying employment opportunities in the shipping industry, through the stimulation and protection of indigenous shipping companies;

(f)assist in the economic integration of the West African sub-region;

(g)offer protection to Nigerian vessels flying the nation’s flag on the high seas

and world seaports;

(h)
increase the participation by indigenous Nigerian shipping lines in ocean shipping through the application of the provisions of the UNCTAD Code on General Cargo and by entering into bilateral agreements, or other suitable arrangements;

(i)
encourage the increase of ownership of ships and the achievement of indigenous skills in maritime transport technology;

(j)achieve a systematic control of the mechanics of sea transportation; and

(k)
promote the training of Nigerians in maritime transport technology and as seafarers.

The National Maritime Authority (NMA), predecessor of NIMASA, was established by the Shipping Policy Decree of 11 May 1987, and was supervised by the Federal Ministry of Transport. Its mandate was to ensure orderly development, protection and manpower training in the shipping industry. The NMA also was given responsibility for monitoring marine pollution and spillage in Nigerian waters. The oil platforms off the Niger Delta are vulnerable, and the decree recognized the role of maritime cargo carriage in defense (Olukoju, 2004).

Cargo allocation

The decree establishing the NMA applied the 40-40-20 principal defined by the United Nations Conference on Trade and Development (UNCTAD). This meant that 40% of cargo should be allocated to ships from the importer, 40% to ships from the exporter and 20% subject to open competition, which may include ships from other countries. For non-conference and bulk cargoes it went further, sharing on a 50-50 basis, with the NMA having authority to allocate all export cargoes. Despite this ruling, in practice the oil extraction companies supplied their own tankers to transport most of the crude to their refineries abroad. However, members of the American-West African Shipping Conference said they had been arbitrarily denied shipments by the NMA, an issue raised several times by the United States government. In 1988 the NMA announced that it would be setting up freight booking offices in Liverpool, London, Hamburg, Paris, Tokyo, New York and Brazil. Dr. Bassey U. Ekong, Director General of the NMA, said the centers would record all inbound Nigerian cargos and would ensure "full implementations of UNCTAD's 40-40-20 principle". In the end, none of the offices opened (Olukoju, 2004).

Foreign shippers

In 1988 the NMA granted six Nigerian shipping lines "national carrier" status, including the state-owned Nigerian National Shipping Line. The NMA had plans to extend this status to more domestic companies so as to reduce control of trade by foreign-owned lines. For reasons of national pride, the NMA did not encourage domestic shipping lines to engage in feeder services, bringing goods to a distribution point for direct onward shipping, preferring direct-line services. An NMA official said in 1989 "the development of feeder services is not at the moment consonant with the region's maratime development". According to UNCTAD, the lines would have been best suited to feeder services, and ignoring this approach may have led to their demise.

Dependence on foreign shippers, who were carrying over 80% of cargo by 1992, made the country vulnerable. When the NMA attempted to impose a dock charge of $0.25 per tonne of crude oil loaded in Nigerian ports and oil terminals, the shipping companies threatened to go elsewhere, saying the charge would make Nigerian oil uncompetitive. The NMA had no choice but to suspend the fee. The NMA charges on shipping lines that called into Nigerian ports were increased in 2003, with a surcharge being added to taxes on all Nigerian freights. In December 2004, based on recommendations from the World Bank, the government announced that all NMA charges would be scrapped as of January 2005. There were delays in implementing the change (Olukoju, 2004).

Corruption

During the period between 1987 and 1992 the NMA staff included some professionals, mainly transport economists. However, most employees had no experience in the shipping industry but were hired due to their connections. As a result, the NMA was ineffective at best. At a 1991 seminar the NMA was said to be inefficient and corrupt. One particularly harsh characterization was that the NMA was "a dead dog, but a dangerous one, because it sucks blood by collecting money in hard currency for services not rendered". In the 1980s and 1990s the National Maritime Authority administered the Ship Acquisition and Ship Building Fund, giving loans that were intended to encourage ownership of ships by Nigerians. Some loans were used for that purpose, while much of the money was diverted to other uses by politicians, friends of the military junta and "briefcase ship owners". The fund was suspended in the late 1990s, but most of the money was never recovered (Olukoju, 2004).

In 2003, Nigeria provided just $25 million for shipping development, a very small amount given the size of the country. Writing in 2004, Ayodeji Olukoju said "In effect, both the indigenous entrepreneurs and the National Maritime Authority merely play the role of rent collectors. The latter's earnings (in hard currency) rather than serve in any meaningful way to develop the industry have simply made it a veritable honey-pot plundered by successive governments and their agents".

In 2020, The Economic and Financial Crimes Commission (EFCC) prosecuted Amosu, alongside Air Vice Marshall Jacobs Adigun, a former NAF Chief of Accounts and Budget, and Air Commodore Owodunni Olugbenga, a former NAF Director of Finance and Budget, for their alleged roles in the diversion to personal use of about N21billion belonging to the NAF. They are facing an amended 13-count charge to which they have pleaded "not guilty".

NIMASA activities

NIMASA was created on 1 August 2006 when the National Maritime Authority was merged with the Joint Maritime Labour Industrial Council. Both were formerly parastatals of the Federal Ministry of Transport. Under the act establishing NIMASA, 5% of annual income would support the Maritime Academy of Nigeria (MAN) and 35% of income would be used to develop maritime infrastructure. The agency provided funding to MAN for a jetty and boat project. In December 2009 the agency said it was setting up a fund which would cover 40% of the cost of a nautical education, with the student being responsible for the remainder (Okoroji, & Ukpere, 2011).

In June 2010 it was confirmed that NIMASA was encouraging Nigerians to enter the maritime industry. The agency was enforcing the directive that all ship operators engaged in the cabotage trade, whether Nigerian or foreign-owned, must have Nigerian cadets on board so they could gain sea-time experience. However, there was still a severe shortage of trained sailors. As of 2011 the agency was still spending large amounts on training Nigerians in India, Glasgow and Egypt because MAN lacked the capability to provide complete training. A government plan to open new training institutes was under criticism, since they seemed likely to be operated no more effectively than MAN (Okoroji, & Ukpere, 2011).

In May 2011 NIMASA was mediating between the Seaport Terminal Operators Association of Nigeria and the Maritime Workers Union of Nigeria, who were seeking improved wages and terms of service. NIMASA was involved in the debate over a proposal to create a Maritime Security Agency (MASECA) as a successor to the Presidential Implementation Committee on Maritime Safety and Security (PICOMSS). The objective was to provide greater protection for merchant vessels against rising levels of piracy. However, NIMASA and the United Nations were concerned that MASECA could be in conflict with the International Convention for the Safety of Life at Sea, which does not allow merchant ships to be armed. The MASECA act also seemed to be in conflict with the act establishing NIMASA.

In June 2011 the agency promoted over 60% of its staff, including 135 junior staff who were promoted to the next grade levels, and 536 senior staff. Also in June 2011, it was announced that NIMASA would be acting as the approving authority and guarantor for beneficiaries of a new Cabotage Vessels Finance Fund, this time administered by banks, replacing the former Ship Acquisition and Ship Building Fund.

On 28 November 2020, NIMASA commissioned its first-ever e-library to bridge the Knowledge Gap in the industry (Okoroji, & Ukpere, 2011).

THE ROLE AND MANDATE NIMASA

The Nigerian Maritime Administration and Safety Agency (NIMASA) is an agency of the Federal Ministry of Transport created from the merger of National Maritime Authority (NMA) and Joint Maritime Labour Industrial Council (JMLIC) (both former parastatals of the Federal Ministry of Transport) on August 1, 2006 to monitor, implement and enforce Cabotage Act 2003, otherwise known as Nigerian Coastal and Inland Shipping Act 2003. By 2007, the National Assembly passed a law formalizing the establishment of the Nigerian Maritime Administration and Safety Agency (NIMASA) known as NIMASA Act 2007 empowering it to implement and enforce the Cabotage Act 2003 (Usoro, 2010).

In the course of enforcing the Cabotage Act 2003, the NIMASA under the supervision of the Federal Ministry of Transport synergized with the following federal agencies such as Nigerian Inland Waterways Authority (NIWA), the Nigeria Ports Authority (NPA), and the security agencies like Nigerian customs, police and navy. Also, in order for effective enforcement of the Cabotage Act 2003, the NIMASA is divided into the following departments or units like the Register of Ships, Cabotage Enforcement Unit, Collecting Agency for Cabotage Vessel Fund and Seafarers Training and Certification Development (Wilson, 2005).

The Nigerian Maritime Administration and Safety Agency, NIMASA Act 2007, Merchant Shipping Act 2007 and Cabotage Act 2003 empower NIMASA to monitor, implement and enforce the Cabotage Act 2003 by conferring the following functions on the agency: (a) restrict the use of foreign vessels in domestic coastal trade (b) promote development of indigenous tonnage (c) establish Cabotage Vessel Financing Fund (d) reserve the bulk of coastal trade for vessels built, owned, registered in Nigeria and manned by qualified Nigerian seafarers (e) stimulate and expose Nigeria’s indigenous shipping firms to shipping business in the coast as a stepping stone to deep sea or international shipping (f) encourage acquisition of shipping technology by creating and diversifying employment opportunities in the industry (g) improve environmental safety (h) protect the nation’s security interests (i) enhancing domestic waterborne transportation (i) increase the national fleet or tonnage (j) develop ship building and repair capability (k) create opportunities for employment (l) conserve foreign exchange (m) protect national economy and security, etc (Usoro, 2010).

In other words, the mandate of the Nigerian Maritime Administration and Safety Agency (NIMASA) is derived from the following: (a) Nigerian Maritime Administration and Safety Agency Act 2007; (b) Merchant Shipping Act 2007; and (c) Coastal and Inland Shipping (Cabotage) Act 2003. The Nigerian Maritime Administration and Safety Agency (NIMASA) is to implement and administer the Cabotage Act 2003 by; one, encouraging indigenous shipping lines to participate in coastal and inland trade; two, administering Cabotage Vessel Financing Fund (CVFF); three, enlightening and sensitizing would-be investors in the cabotage trade through seminars, conferences, workshops, etc; four, maintaining a Registry of Vessels for cabotage trade; and five, registering ships owned by indigenous shipping lines to participate in the nation’s cabotage trade (Usoro, 2010).

Prior to the creation of NIMASA, the National Maritime Authority (NMA), predecessor of NIMASA, was established by the shipping policy decree of May 11, 1987, and was supervised by the Federal Ministry of Transport. Its mandate was to ensure orderly development, protection and manpower training in the shipping industry. The NMA also was given responsibility for maintaining marine pollution and spillage in Nigerian waters. In 2003, following the enactment of Cabotage Act, Nigerian government provides just $25million for shipping development, a very small amount given the size of the country. In effect, both the indigenous entrepreneurs and the NMA merely play the role of rent collectors. The NMA’s earnings (in hard currency) rather than serve in any meaningful way to develop the industry have simply made it a veritable honey-pot plundered by successive governments and their agents (Olukoju, 2004).

Under the Act establishing NIMASA, 5 percent of annual income would support the Maritime Academy of Nigeria (MAN) and 35% of income would be used to develop maritime infrastructure. The agency provided funding to MAN for a jetty and boat project. In December 2009, the agency said it was setting up a fund which would cover 40% of the cost of a nautical education with the students being responsible for the remainder. In June 2010, it was confirmed that NIMASA was encouraging Nigeria to enter the maritime industry. The agency was enforcing the directive that all shop operators engaged in cabotage trade whether Nigerian or foreign owned must have Nigeria cadets on board so they could gain sea-time experience. Yet, there was a severe shortage of trained sailors. As of 2011, the agency was still spending large amounts on training Nigerians in India, Scotland and Egypt because MAN lacked the capability to provide complete training. The government’s plan to open new training institutes was under criticism, since they seemed likely to be operated no more effectively than MAN. Also in June 2011, it was announced that NIMASA would be acting as the approving authority and guarantor for beneficiaries of a new Cabotage Vessels Finance Fund (CVFF), this time administered by banks replacing the former Ship Acquisition and Ship Building Fund (Bernard, 2010).

THE MERGING OF NMA AND GIS

Pursuant to section 395 of the Merchant Shipping Act5 (“MSA”) and Merchant Shipping (Delegation of Powers) Notice which commenced on 27th September 1967, the Minister of Transport delegated to the GIS the performance of certain functions conferred on him by the provisions of the MSA. Some of the salient delegated functions (but which do not allow the delegation to the GIS of any power to make regulations or orders for the purposes of MSA) are, granting certificates of competency, designating times and places of and regulating all examinations and qualifications of seafarers, keeping a register of all persons serving in Nigerian ships, receiving and approving plans and specifications and ordering detention of ships without approved plans and specifications, granting permits for ships to clear from Nigeria, issuing certificates of surveys, safety equipment and radio and issuing notices of cancellation of certificates. Other relevant ministerial functions delegated to the GIS include detaining and releasing un-seaworthy ships, detaining unsafe foreign ships and ships without evidence of ownership, recognising ship “builders”, granting new certificates of registry, approving provisional certificates of registry for ships which in a foreign country become Nigerian ships and giving necessary statutory consents. In 2003, the office of the GIS was merged with NMA and a new department in NMA called Maritime Safety and Seafarer Standards Department, was created. By that means, NMA took over and was performing those functions conferred on the Honourable Minister of Transport by the MSA that were delegated by the Honourable Minister of Transport to the GIS (Okoroji, & Ukpere, 2011).

POWERS AND FUNCTIONS OF NIMASA
The Nigerian Maritime Administration and Safety Agency (NIMASA) is the apex regulatory and promotional maritime agency of Nigeria, the Agency was established primarily for the administration of Maritime Safety, Seafarers Standards and the obligation of regulating the Maritime industry in Nigeria, NIMASA derives its power from the Nigerian Maritime Administration and Safety Agency Act 2007, The Merchant Shipping Act 2007, and Coastal and Inland Shipping Act 2003, other function of the Agency are Security, Maritime Labour, Shipping, Promotion of Commercial Shipping and Cabotag the functions and the powes of the the agency are spelt out in section 22 and 23 of the Act thus:

The functions and duties of the Agency. shall- be to :

(a) pursue the development of shipping and regulate matters relating to merchant shipping and seafarers ;

( b) administering the registration and licensing of ships ; .

(c). regulate. and administer the certification of seafarers;

(d)established maritime training and safety standards;

(e)regulate the safety of shipping as regards the construction of ships and Navigation

(f)provide search and rescue service;

(g)provide directions and ensure compliance with vessel security measures;

(h)carry out air and coastal surveillance;

(i)control and prevent marine pollution;

(j)provide direction on qualification, certification, employment and welfare of maritime labour;.

THE ENACTMENT OF THE CABOTAGE ACT 2003
Wilson (2005) writes that Nigeria made a bold step to change the face or transform the maritime business within its coast when it enacted the Coastal and Inland Shipping (Cabotage) Act of 2003. The guidelines on implementation of Coastal and Inland Shipping (Cabotage) Act 2003 were issued in April 2004 to facilitate implementation of cabotage regime. The Act became enforceable or effective on May 2004. Although, designed to restrict foreign participation in Nigeria’s domestic coastal trade, a lot of opportunities exist for foreign involvement or investment. The consideration in arriving at the tariff and fees for registration, waivers and licences are basically to cover administrative costs of the entire process from application stage to issuance of respective certificates. Fees and tariffs are subject to annual review by the Minister of Transport and the figures may be reviewed to introduce punitive and deterrent parametres as may be found necessary (Okoroji, & Ukpere, 2011).

NIMASA AND IMPLEMENTATION OF CABOTAGE ACT 2003

Bernard (2010) writes that when on July 8, 2009, Dr Adegboyega Dosumu, former Director-General of the Nigerian Maritime Administration and Safety Agency (NIMASA) was sacked; one of the reasons for his ouster was the claim that the Agency under his watch lacked the requisite managerial ability to implement the Cabotage Act 2003. In fact, the Committee set up at the time to evaluate the impact of the Coastal and Inland Shipping Act, that is the cabotage regime, under his over two years regime had reported that the erstwhile NIMASA Director-General failed woefully to translate the letters and intent of the Act to the benefit of the investing Nigerian public in the booming shipping industry (Okoroji, & Ukpere, 2011).

The Committee had stated that NIMASA under the former Director-General lacked the capacity to enforce the Cabotage Act. It further stated that there is a dearth of human and material resources to implement cabotage regime. This is because the institutions charged with the responsibilities of implementing the Act are weak and incapable of effectively delivering on the objectives of the Act and expectations of the promoters. The cabotage as was being implemented has failed. There is no doubt that cabotage so far has failed as a result of the inability of the NIMASA to properly administer the law. The NIMASA has not lived up to its responsibilities as the manager of cabotage and has failed to achieve its aims (Bernard, 2010).

A year after this report was submitted, the story has not changed either. For example, it has recently been reported that Nigeria loses about N2 trillion yearly to capital flight due to poor implementation of Cabotage Act. Out of over 600 vessels working as oil rig and platform support vessels in the upstream sector less than 50 were owned by Nigerians. Moreover, NIMASA has no database or a Data Clearing House (DCH) to measure progress being made or recorded in the cabotage sector. Thus, the absence of a Cabotage Development Index (CDI) has further diminished NIMASA’s ability to measure the level of compliance in the cabotage sector. Consequently, it would be difficult to really determine whether those empowered statutorily to implement the policy are doing their jobs (Bernard, 2010).

Given the weight of evidence available to us therefore, we concur that the institutional incapacity of the Nigeria Maritime Administration and Safety Agency (NIMASA) to monitor compliance accounts for its inability to enforce the Cabotage Act 2003 in the coastal and inland shipping industry. Perhaps, no other person than the General Manager, National Content Division (NCD) now Nigeria Content Development Monitoring Board (NCDMB) has observed that the major government agency empowered to implement the cabotage regime, that is, NIMASA, has not considered the importance of requisite government bodies as a synergy in the implementation of the Act. Therefore, there is a total disconnection between NIMASA and NNPC, NCD, IOCs, security agencies, as they failed to partner and leverage on the synergy from this partnership to effectively implement the Act. On several occasions, NIMASA and ISAN had bickered over allegations that the regulatory body had failed to take action against violators of the Act. Indeed the Nigerian Maritime Administration and Safety Agency (NIMASA) institutional incapacity to monitor compliance affects adversely the enforcement of the Cabotage Act 2003 in the Nigerian coastal and inland shipping.

Consequently, Iroegbu (2010) observes that Nigerians have a negligible productive share of shipping industry despite the Cabotage Act of 2003; and it is estimated that up to 30% of the maritime business is undertaken by foreigners with the attendant loss of foreign exchange earnings and loss of employment opportunities. The Cabotage Act thus has not lived up to expectation in its implementation as Nigerians have only 20% share of the market value. NIMASA, the apex regulatory agency in the industry earns about $ 18 million monthly and despite this huge amount it derives it has done little in protecting the interest of Nigerians in the maritime sector.

CAPACITY BUILDING

In 2003, following the enactment of Cabotage Act, Nigerian government provides just

$25 million for shipping development, a very small amount given the size of the country. In effects, both the indigenous entrepreneurs and the NMA merely play the role of rent collectors. The NMA’s earnings (in hard currency) rather than serve in any meaningful way to develop the industry have simply made it a veritable honey-pot plundered by successive governments and their agents. Under the Act establishing NIMASA, 5 percent of annual income would support the Maritime Academy of Nigeria (MAN) and 35% of income would be used to develop maritime infrastructure. The agency provided funding to MAN for a jetty and boat project. In December 2009, the agency said it was setting up a fund which would cover 40% of the cost of a nautical education with the students being responsible for the remainder (Olukoju, 2004).

In June 2010, it was confirmed that NIMASA was encouraging Nigeria to enter the maritime industry. The agency was enforcing the directive that all shop operators engaged in cabotage trade whether Nigerian or foreign owned must have Nigeria cadets on board so they could gain sea-time experience. Yet, there was a severe shortage of trained sailors. As of 2011, the agency was still spending large amounts on training Nigerians in India, Scotland and Egypt because MAN lacked the capability to provide complete training. The government’s plan to open new training institutes was under criticism, since they seemed likely to be operated no more effectively than the MAN. Also in June 2011, it was announced that NIMASA would be acting as the approving authority and guarantor for beneficiaries of a new Cabotage Vessels Finance Fund (CVFF), this time administered by banks replacing the former Ship Acquisition and Ship Building Fund (Bernard, 2010).

Even the Director-General of Nigerian Maritime Administration and Safety Agency (NIMASA), Temi Omatseye that succeeded Dr Adegboyega Dosumu has noted that the full implementation of the cabotage regime will depend on the ability of NIMASA to grow indigenous capacity, facilitating tonnage volume and positioning the maritime industry as a major contributor to federal revenue and natural development. To create value and the right impact, the programmes must be performance-driven. Since the commencement date for the disposal of the cabotage vessel financing fund (CVFF) on December 31, 2009, NIMASA has not demonstrated any seriousness in the management and disbursement of the $40 million fund currently at the agency’s disposal. NIMASA has been accused of diverting the Fund for political purposes (Bernard, 2010).

The stakeholders and industry watchers have insisted that the failure of cabotage, as it were, goes beyond the absence of available legal framework to drive the regime. In fact, maritime experts contend that the 2003 Act as conceptualized, is enough to encourage Nigerian participation in the lucrative shipping business. But the point is that there is not enough indigenous capacity to absorb the available opportunities in the coastal and inland shipping industry. Nigerians have not availed themselves to seize the numerous opportunities created by the cabotage regime (Bernard, 2010).

This is because NIMASA has not been able to build sufficient indigenous capacity to bridge the gap between the indigenous or local capacity and available opportunities thrown up by the cabotage Act or close the supply-demand gap in the coastal and inland shipping sector. For instance, the General Manager of Nigeria Content Division (NCD), Ernest Nwapa has observed that there is a dearth of capacity building in the sector to meet one of the requirements of the provisions of the Act that vessels operating in Nigerian waters must be built in Nigeria, which is almost impossible because ships cannot be built in Nigeria in the absence of a working steel rolling mill. NIMASA has been blamed for failure to use funds allocated to it for the purpose of building in-country capacity which is severely affecting the success of cabotage. There is allegation of diversion of funds under the Cabotage Vessel Financing Fund (CVFF) created to serve as an avenue for indigenous players to borrow capital to acquire vessels, for political purposes. In other words, NIMASA has been accused for not appropriately disbursing the Fund or for misappropriation of the Fund placed under CVFF (Bernard, 2010).

The indigenous ships owners in Nigeria are yet to exploit the opportunities that would have created direct and indirect jobs for Nigerians due to poor implementation by Nigerian Maritime Administration and Safety Agency (NIMASA). The Nigeria’s labour market loses millions of employment opportunities estimated to be over five million for not engaging Nigerian-owned vessels actively in coastal trade. Precisely, Nigeria loses over five million jobs, because each ocean-going vehicle create about 25 employment opportunities and when this is multiplied by 1000 vessels that would have been owned by Nigerians, it would create up to 25,000 jobs in four months it takes to execute one contract. The implication is that because the country transports its crude oil with foreign vessels and imports the refined products with foreign ships, most of these foreign owned ships are manned by foreigners from India, Malaysia and Philippines are leaving little or nothing for millions of youths who are jobless or seeking for employment in the labour market (Daily Independent August 26, 2011).

Investigation reveals that indigenous ship owners have over 200 ocean-going vessels and 700 offshore supply vessels, and about 90 percent of these vessels are lying idle without contract to execute while the remaining 10 percent secure contracts usually on a short term basis, making it difficult for local investors to recoup their investment. Studies have also shown that Nigeria is the world’s largest oil producing countries with 2.4 million barrels per day amounting to over 60 million barrels per month yet has indigenous ship owners operating under optimal with less than 20 percent Nigerians flagged vessels executing crude lifting jobs. No other person than the current Director-General of Nigerian Maritime Administration and Safety Agency (NIMASA) Mr. Patrick Akpobolokemi has noted that there is a shortfall in indigenous capacity in the industry. He stated that Nigeria needs to train over 50,000 seafarers to man vessels operating in cabotage in order to bridge the capacity gap created by available opportunities and as well create job opportunities for the teeming population especially the unemployed youths (Daily Independent August 26, 2011).

Despite deliberate efforts to drive cabotage to translate to investment hub for Nigerians, the sector is still in the hands of foreigners or better still, their fronts or cronies. In other words, the cabotage sector or the coastal and inland shipping industry is still dominated by the foreigners. No wonder that the share of the water transport in the Gross Domestic Product (GDP) by economic activity at current basic prices, percentage distribution from 2001 to 2005 remains constant or unchanged at 0.01. The contribution of the water transport to Gross Domestic Product (GDP) at current basic prices, percentage distribution from 2001 to 2005 remained stagnant during the cabotage regime. Therefore, we assert that the inability of the Nigerian Maritime Administration and Safety Agency (NIMASA) to bridge capacity gap results in poor compliance with the Cabotage Act 2003 in the Nigerian coastal and inland shipping industry. This is why Okoroji and Ukpere (2011) observe that the captivation of the cabotage shipping market opportunity is expected to occur as a result of the restrictiveness of Cabotage Act. Yet Nigeria has been losing as much as $ 4 billion to foreign ship owners annually owing to lack of indigenous or local capacity in the coastal and inland maritime transportation. This lack of local capacity is attributed to the inability of Nigerians to invest in the maritime transportation. Even the transport services for the personnel and equipment for oil exploration in the deep sea were being rendered by foreigners. The contention is that the indigenous operators do not have seaworthy vessels. They insisted that the Nigerian vessels do not meet up with safety, health and environmental standard.

Also, Iroegbu (2010) notes that this is the reason why despite its potentials for wealth creation as the largest sector in the Nigerian economy, the maritime industry has not lived up to its expectation. The industry which normally should employ up to 5% of the population is enshrouded by the regulatory agencies and people consequently loss interest in investing in the opportunities in the industry. Few Nigerians are ship owners, their ships are getting rickety and older. The shipbuilding Subsector of the industry remains hollow and beset with numerous problems that lie outside the control of the key players in the maritime industry. Shipbuilding requires huge financing and is a highly technological driven heavy industry that cannot be effectively managed without an efficient service sector and steel sector. The lack of infrastructural facilities like power, rail, inland container deposit, etc, is compounding these problems making it more economical to acquire a ship from abroad than building it in Nigeria. Poor ship financing has also been a major problem confronting the shipping subsector, because very few Nigerian banks have the strength and capacity to finance the acquisition of ships given the huge amount involved in acquiring a standard vessel from abroad. In the absence of a virile shipping Subsector, any efforts made to protect the indigenous players in the maritime sector would be futile.

NIMASA AND NSDP

In furtherance of a part of its functions under the NIMASA Act the agency appears to have developed a comprehensive training programme for seafarers called the Nigerian Seafarers Development Programme (NSDP) which was designed to develop the capacity of workers in the maritime sector. Under thisprogramme from 2011 till date NIMASA was reported to have spent N20 billion in training some 2,500 seafarers, The NSDP, a scholarship scheme was supposed to have been jointly funded by NIMASA and State governments in the ratio of 40:60 but due to the huge capital requirement and the seeming poverty of so many States NIMASA ended up funding the scheme xclusively, there has even been a situation where NIMASA has seized certificates of some graduates of the Nigerian Seafarers Development Programme (NSDP) over alleged non refunding of school fee by their various states government30.. This program is no doubt a laudable scheme and it will go a long way to enhance the capacity in the shipping sector of the country if it is well managed.

The program though laudable as stated above, it will be more effective if the seafarers are not just trained to become graduates but developed as professional seafarers by ensuring they are engaged in sea-time training in any of their institution. According to Greg Ogbeifun31 “If a product of NSDP come into my office and say I am one of the cadets of this scheme and I went to Malaysia or Philippines and I came out with first class, I will congratulate him. But we ship-owners do not need graduates; but professionally trained cadets...” If the scheme is to be effective, it must not only be better structured, the training institutions must also be tied to train the cadets; a task most foreigners would rather not want to perform, because they believed that any trained Nigerian has become a noteworthy asset. As a result of this anomaly, you see a backlog of already trained seafarers who are not employable, likewise this student research and enquiry at the (NSDP) office shows that there is barely no employment opportunity in the shipping industry for the beneficiaries of NSDP, then one begins to wonder the essence of the program, NSDP is a commendable effort but why should government use its resources to train cadets and mariners that will be employed in other countries and used for companies’ commercial benefit? NSDP must not be reduced to a mere jamboree. It must be redesigned to benefit the country and it must be tied to the opportunity in the country.

NIMASA AND MARITIME SAFETY AND SECURITY

By section 22(2) of the Act, NIMASA shall inter alia inspect ships for the purposes of

maritime safety and security and generally perform any other duty for ensuring maritime safety and security or matters incidental thereto. Under sections 23(5)(j) and 23(6) of the Act, NIMASA can enter ports, terminals and vessels to monitor and investigate matters related to maritime safety and security and its officers were for the purpose of the Act given powers which any enforcement agency may exercise under any Federal Act applicable to the Nigerian Maritime Zone. Although not specifically set out, these law enforcement agencies would definitely include the Nigerian Navy, Marine Police, Nigerian Police Force, Nigerian Customs Services, Nigerian Immigration Service and Nigerian Air Force. Evidently, section 23(10) of the Act gives NIMASA the mandate to collaborate with, request for and be entitled to assistance by other designated Government Agencies responsible for the maintenance of security in Nigerian Maritime Zone. Sections 40(1) and 40(3) of the Act also allow NIMASA to detain unsafe ships and mandate NIMASA to have regard to the ISM Code, ISPC Code and other international conventions and Acts on ship safety and security.

EFORCEMENT
OF
THE
MARITIME SAFETY AND SECURITY CODES

Earlier in 2016,33 th IMO Needs Assesment Team, led by Gisela Vieira, commended the Management of NIMASA for the commitment and zeal shown towards ensuring the effective implementation of the ISPS code. It was stated that Nigerian Maritime Administration and Safety Agency (NIMASA) has been able to achieve 83 percent compliance level in the implementation of International Ships and Ports Security Code compliance,34 which is a very commendable news.

Prior to the time NIMASA became the Designation Authority (DA) for the implementation of the ISPS Code in Nigeria, there were less than 10 port facilities that had effective anti-terrorism measures in place. Then, a committee, Presidential Committee on Maritime Safety and Security (PCOMSS) was in charge of the implementation and Nigerian ports were almost slammed with Conditions of Entry (COE), with the agency as the agency as the DA for the implementation of the ISPS Code, the compliance level rose from 7 percent to 83 percent within two years.

The compliance level eliminated wharf rats, hawking and even touting within the ports’ vicinity, and unlike in the past; importers can import goods and be sure that the goods will arrive intact without the usual dreadful experience, some facilities were adjudged non-compliant despite repeated warnings and extension of time graciously granted its management over the past year, and they were thereby shut, last November Obat Oil and Petroleum Limited Jetty at Ibafon, Apapa, Lagos was shut, also in December 2015, the agency shut the Magcobar Manufacturing Limited jetty at Reclamation Road Port Harcourt and Shoreline Logistics Limited at Old NPA Port, Marina Road Calabar. in its bid to ensure total compliance with the provisions of the code, the agency instituted stringent measures against defaulting facilities, having worked hard to attain its present position of over 80% compliance with the nation’s 129 ships and ports facilities.

While we commend NIMASA for a job weldone, it is very important that we also state that it is better to ensure our ports are safe hundred percent, though, NIMASA has surpassed the benchmark set by the International Maritime Organisation (IMO) for the actual compliance level of the International Ships and Ports Facility Security (ISPS) Code, very recently Dockworkers under the Maritime Workers Union of Nigeria (MWUN) expressed their fears, saying that Nigerian ports are currently vulnerable to attacks, due to having not totally complied with the International Ships and Ports Facility Code (ISPS), and a recent visit to the Tin Can port and the Apapa port by this student can conveniently corroborate this position.

2.2 THEORETICAL FRAMEWORK

The Grounded Theory

Nations have a common interest in facilitating the maritime commerce, sustaining the maritime transpor- tation and protecting against terrorist and criminal. Facilitating maritime trade by the nations is a necessity for their economic security. On the other hand, incidents that occurred in the recent past, such as marine accidents -Exxon Valdez (occurred in1989), Erika (occured in 1999) and Prestige (occured in 2002)- that created significant marine pollution, or September 11 attacks that changed the maritime security paradigm, have required the states to regulate the maritime transportation system (MTS).

Regulation and enforcement on maritime safety, security, and environment are two important tools for nations to organize the MTS. They achieve the regula- tion and enforcement through international agree- ments or bilateral or unilateral measures. Uncovering all dimensions and relationships of maritime safety, security, and environment through a grounded theory will bring along to set the right maritime policies which make easy to achieve the balance between facilitation of trade and safe and secure transportation. So, this grounded theory research aims to develop a theory of national maritime policies based on safety, security, and environment by understanding the participants’ experiences.

Glaser (1992, 12) defined the grounded theory as, “a general methodology of analysis linked with data col- lection that uses a systematically applied set of methods   to   develop   inductive   theory   about a substantive area.” There are few studies using the grounded theory approach in maritime literature.

De Vries (2015) investigated the success factors for navigational assistance as performed by maritime pilots and Vessel Traffic Service (VTS) operators using a grounded theory-style approach. Mullai and Paulsson (2011) designed a grounded theory model for analysis of marine accidents. Sciberras and Silva (2018) identi- fied the role and challenges of stakeholders at International Maritime Organization (IMO), when implementing the United Nation (UN)’s 2030 Agenda in the international maritime transport domain using a grounded theory approach.

2.3 EMPIRICAL REVIEW

A study by Okeke (2012) on “An Evaluation Of The Effectiveness Of The Cabotage Act 2003 On Nigerian Maritime Administration”critically evaluate the effectiveness of the Cabotage Act 2003 on Nigerian maritime administration. The paper relied solely on data gathered from secondary sources. This study contends that, one, the Nigerian Maritime Administration and Safety Agency (NIMASA) institutional incapacity to monitor compliance affects adversely the enforcement of the Cabotage Act 2003 in the Nigerian coastal and inland shipping, and two, the inability of the Nigerian Maritime Administration and Safety Agency (NIMASA) to bridge capacity gap results in poor compliance with the Cabotage Act 2003 in the Nigerian coastal and inland shipping. Thus, the paper concludes that the character of the Nigerian state has adversely affected the capacity of the NIMASA to monitor and enforce the Cabotage Act 2003 as well as its ability to bridge the capacity gap in the maritime industry leading to poor compliance.

CHAPTER THREE

RESEARCH METHODOLOGY

3.1 Introduction

In this chapter, we described the research procedure for this study. A research methodology is a research process adopted or employed to systematically and scientifically present the results of a study to the research audience viz. a vis, the study beneficiaries.

3.1 Research Design

Research designs are perceived to be an overall strategy adopted by the researcher whereby different components of the study are integrated in a logical manner to effectively address a research problem. In this study, the researcher employed the survey research design. This is due to the nature of the study whereby the opinion and views of people are sampled. According to Singleton & Straits, (2009), Survey research can use quantitative research strategies (e.g., using questionnaires with numerically rated items), qualitative research strategies (e.g., using open-ended questions), or both strategies (i.e. mixed methods). As it is often used to describe and explore human behaviour, surveys are therefore frequently used in social and psychological research.
3.2 Population of the Study

According to Udoyen (2019), a study population is a group of elements or individuals, as the case may be, who share similar characteristics. These similar features can include location, gender, age, sex or specific interest. The emphasis on study population is that it constitutes individuals or elements that are homogeneous in description. 

This study was carried out to evaluate the role of NIMASA in the maritime industry. Hence, the population of this study comprises of staff of Nigerian Maritime Administration and Safety Agency, Lagos State.
3.3 Sample Size Determination

A study sample is simply a systematic selected part of a population that infers its result on the population. In essence, it is that part of a whole that represents the whole and its members share characteristics in like similitude (Udoyen, 2019). In this study, the researcher adopted the convenient sampling method to determine the sample size. 
3.4 Sample Size Selection Technique And Procedure

According to Nwana (2005), sampling techniques are procedures adopted to systematically select the chosen sample in a specified away under controls. This research work adopted the convenience sampling technique in selecting the respondents from the total population.   
In this study, the researcher adopted the convenient sampling method to determine the sample size. Out of the entire staff of Nigerian Maritime Administration and Safety Agency, Lagos State, the researcher conveniently selected 59 respondents as sample size for this study. According to Torty (2021), a sample of convenience is the terminology used to describe a sample in which elements have been selected from the target population on the basis of their accessibility or convenience to the researcher.
3.5 Research Instrument and Administration

The research instrument used in this study is the questionnaire. A survey containing series of questions were administered to the enrolled participants. The questionnaire was divided into two sections, the first section enquired about the responses demographic or personal data while the second sections were in line with the study objectives, aimed at providing answers to the research questions. 
Participants were required to respond by placing a tick at the appropriate column. The questionnaire was personally administered by the researcher.
3.6 Method of Data Collection

Two methods of data collection which are primary source and secondary source were used to collect data. The primary sources was the use of questionnaires, while the secondary sources include textbooks, internet, journals, published and unpublished articles and government publications.
3.7 Method of Data Analysis

The responses were analyzed using the frequency tables, which provided answers to the research questions. While the hypotheses will be tested using Chi-square statistical tool.
3.8 Validity of the Study

Validity referred here is the degree or extent to which an instrument actually measures what is intended to measure. An instrument is valid to the extent that is tailored to achieve the research objectives. The researcher constructed the questionnaire for the study and submitted to the project supervisor who used his intellectual knowledge to critically, analytically and logically examine the instruments relevance of the contents and statements and then made the instrument valid for the study.
3.9 Reliability of the Study

The reliability of the research instrument was determined. The Pearson Correlation Coefficient was used to determine the reliability of the instrument. A co-efficient value of 0.68 indicated that the research instrument was relatively reliable. According to (Taber, 2017) the range of a reasonable reliability is between 0.67 and 0.87.
3.10 Ethical Consideration

The study was approved by the Project Committee of the Department.  Informed consent was obtained from all study participants before they were enrolled in the study. Permission was sought from the relevant authorities to carry out the study. Date to visit the place of study for questionnaire distribution was put in place in advance.

CHAPTER FOUR

DATA PRESENTATION AND ANALYSIS

1 INTRODUCTION

This chapter presents the analysis of data derived through the questionnaire and key informant interview administered on the respondents in the study area. The analysis and interpretation were derived from the findings of the study. The data analysis depicts the simple frequency and percentage of the respondents as well as interpretation of the information gathered. A total of fifty-nine(59) questionnaires were administered to respondents of which fifty fifty (55) were returned while 50 were validated. This was due to irregular, incomplete and inappropriate responses to some questionnaire. For this study a total of  50 was validated for the analysis.

4.2
DATA PRESENTATION

The table below shows the summary of the survey. A sample of 59 was calculated for this study. A total of 55 responses were received whiles 50 was validated. For this study a total of 50 was used for the analysis.

Table 4.1: Distribution of Questionnaire

	Questionnaire 
	Frequency
	Percentage 

	Sample size
	59
	100

	Received  
	55
	93.22

	Validated
	50
	85


Source: Field Survey, 2021

Table 4.2: Demographic data of respondents

	Demographic information
	Frequency
	percent

	Gender
Male
	
	

	
	18
	36%

	Female
	32
	64%

	Age
	
	

	20-30
	24
	48%

	30-40
	18
	36%

	41-50
	08
	16%

	51+
	0
	0%

	Education
	
	

	HND/BSC
	30
	60%

	MASTERS
	12
	24%

	PHD
	08
	16%

	Marital Status
	
	

	Single
	21
	42%

	Married
	26
	52%

	Separated
	3
	6%

	Divorced
	0
	0%

	Widowed
	0
	0%


Source: Field Survey, 2021

4.2
ANSWERING RESEARCH QUESTIONS

Question 1: Does NIMASA play any significant role in regulating shipping safety in terms of ship construction and navigation? 
Table 4.3:  Respondent on question 1

	Options
	Frequency
	Percentage

	Yes
	26
	52

	No
	13
	26

	Undecided
	11
	22

	Total
	50
	100


Field Survey, 2021

From the responses obtained as expressed in the table above, 52% of the respondents said yes, 26% said not. while the remaining 22% were undecided. 
Question 2: Does NIMASA play any significant role in administering ship registration and licensing?
Table 4.4:  Respondent on question 3

	Options
	Frequency
	Percentage

	Yes
	30
	60

	No
	10
	20

	Undecided
	10
	20

	Total
	50
	100


Field Survey, 2021

From the responses obtained as expressed in the table above, 50% of the respondents said yes, 20% said no. while the remaining 30% were undecided. 

Question 3: Have NIMASA contributed positively to the  development  of  Nigeria Maritime industry?
Table 4.5:  Respondent on question 3

	Options
	Frequency
	Percentage

	Yes
	31
	62

	No
	06
	12

	Undecided
	13
	26

	Total
	50
	100


Field Survey, 2021

From the responses obtained as expressed in the table above, 62% of the respondents said yes, 12% said no. while the remaining 26% were undecided. 

Question 4: Are there are factors influencing the effectiveness of NIMASA in carrying out its’ statutory roles?
Table 4.6:  Respondent on question 4

	Options
	Frequency
	Percentage

	Yes
	24
	48

	No
	16
	32

	Undecided
	10
	20

	Total
	50
	100


Field Survey, 2021

From the responses obtained as expressed in the table above, 48% of the respondents said yes, 32% said no. while the remaining 20% were undecided. 

TEST OF HYPOTHESES

Table 4.7: NIMASA does not play a role in the maritime industry.
	Options
	Fo
	Fe
	Fo - Fe
	(Fo - Fe)2
	(Fo˗-Fe)2/Fe

	Yes
	25
	16.66
	8.34
	69.56
	4.18

	No
	10
	16.66
	-6.66
	44.36
	2.66

	Undecided
	15
	16.66
	-1.66
	2.76
	0.17

	Total
	50
	50
	
	
	7.01


Source: Extract from Contingency Table




Degree of freedom = (r-1) (c-1)
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At 0.05 significant level and at a calculated degree of freedom, the critical table value is 5.991.

Findings

The calculated X2 = 7.01 and is greater than the table value of X2 at 0.05 significant level which is 5.991.
Decision

Since the X2 calculated value is greater than the critical table value that is 7.01 is greater than 5.991, the Null hypothesis is rejected and the alternative hypothesis which states that NIMASA plays a role in the maritime industry is accepted.

CHAPTER FIVE

SUMMARY, CONCLUSIONS AND RECOMMENDATIONS:

5.1 Introduction

This chapter summarizes the findings on the role of NIMASA in the maritime industry. The chapter consists of summary of the study, conclusions, and recommendations. 
5.2 Summary of the Study

In this study, our focus was on the role of NIMASA in the maritime industry. The study is was specifically carried out to determine whether NIMASA plays a significant role in regulating shipping safety in terms of ship construction and navigation, determine whether NIMASA plays a significant role in administering ship registration and licensing, determine whether NIMASA has contributed positively  to the  development  of  Nigeria Maritime industry, and find out if there are factors influencing the effectiveness of NIMASA in carrying out its’ statutory roles.
The study adopted the survey research design and randomly enrolled participants in the study. A total of 50 responses were validated from the enrolled participants where all respondent were staff of Nigerian Maritime Administration and Safety Agency, Lagos State.
5.3 Conclusions

Based on the findings of this study, the researcher concluded that;

NIMASA plays a significant role in regulating shipping safety in terms of ship construction and navigation. 

NIMASA plays a significant role in administering ship registration and licensing.

NIMASA has contributed positively to the development of  Nigeria Maritime industry.

There are factors influencing the effectiveness of NIMASA in carrying out its’ statutory roles.

5.4 Recommendations

Base on the findings, the following recommendations can be made:

There is need for adequate evaluation and monitoring of the manpower recruitment NIMASA. This will help to ensure that workers are employed based on there technical know-how of how the industry runs and their ability to be productive to the organization, and not based on familiarity, tribalism or selfish interest of key officials.

There is need to motivate workers of NIMASA. This will help to increase their morale and encourage them to be more productive at work.

Workers must be oriented about the need to astern corrupt practices, and every victim of such should be penalized as due regardless of status.

Government should provide every assistance to NIMASA to help them operate effectively.
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APPENDIXE

QUESTIONNAIRE

PLEASE TICK [√] YOUR MOST PREFERRED CHOICE(S) ON A QUESTION.

SECTION A

PERSONAL INFORMATION

Gender

Male [  ]


Female [  ]

Age 

20-30
[  ]

31-40
[  ]

41-50   [  ]
51 and above [  ]

Educational level

WAEC

[  ]

BSC/HND
[  ]

MSC/PGDE
[  ]

PHD

[  ]

Others……………………………………………….. (please indicate)

Marital Status

Single
[  ]

Married [  ]

Separated [  ]

SECTION B
Please indicate the extent to which you are satisfied with the following items by ticking in any of the boxes represented below;

Question 1: Does NIMASA play any significant role in regulating shipping safety in terms of ship construction and navigation? 
	Options
	Please Tick

	Yes
	

	No
	

	Undecided
	


Question 2: Does NIMASA play any significant role in administering ship registration and licensing?
	Options
	Please Tick

	Yes
	

	No
	

	Undecided
	


Question 3: Have NIMASA contributed positively to the  development  of  Nigeria Maritime industry?
	Options
	Please Tick

	Yes
	

	No
	

	Undecided
	


Question 4: Are there are factors influencing the effectiveness of NIMASA in carrying out its’ statutory roles?
	Options
	Please Tick

	Yes
	

	No
	

	Undecided
	


