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Background

Transport and logistics is often referred to as the ‘backbone of the 
economy’ as all sectors require goods to be delivered in order for 
their businesses to run, while the speed and efficiency of the logistics 
sector directly impacts on the cost and availability of goods. The 
ability of Uganda’s transport and logistics sector will therefore have a 
direct impact on the development of the country’s economy. 

For a landlocked country like Uganda, access to ports through its 
neighbours as well as adequate transport infrastructure (road, rail, 
air, inland waterways to facilitate better access to the ports) are 
crucial since it is the conduit through which trade flows.  Regional 
integration is indispensable in this context in order to expand and 
to integrate markets, exploit economies of scale, and attract foreign 
direct investment.  In addition, Uganda’s geographical position and 
the socio-political and security concerns of the region, offer the 
opportunity for Uganda to become a distribution hub for the other 
landlocked countries/regions around it such as South Sudan, eastern 
DRC and Rwanda.

Uganda’s ‘Vision 2040’ sets out the high level strategies the country 
will take in order to operationalise Uganda’s vision statement which 
is “A Transformed Ugandan Society from a Peasant to a Modern and 
Prosperous Country within 30 years”.  More specifically, Vision 2040 
sets out the goal of attaining upper middle income country status by 
2032. The Vision recognises that transport and logistics infrastructure 
is a key fundamental in achieving this transformational shift and 
states that “Uganda must urgently attain an integrated transport 
infrastructure network to spur its own economic growth. This will 
entail development of a highly interconnected transport network 
and services optimising the use of rail, road, water and air transport 
modes.” (Vision 2040:70).  The focus on interconnectivity is aligned 
with Uganda’s aim of engaging in international and regional trade 
agreements – most notably through its membership of the East 
African Community (EAC) – as a key strategy for stimulating and 
sustaining economic growth.  

Recognizing the importance of transport and logistics as a key sector 
in supporting Uganda’s economic development, the Ministry of Works 
and Transport requested support from the World Bank to 

For a landlocked 
country like 
Uganda, access 
to ports through 
its neighbours as 
well as adequate 
transport 
infrastructure are 
crucial since it is 
the conduit through 
which trade flows
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conduct a skills needs assessment for the sector.  
The World Bank and Government of Uganda 
worked with Mott MacDonald to undertake a study 
on human resource needs and skills development 
of the Transport and Logistics sector in Uganda. 
The purpose of this study was:

(i) To conduct an assessment of human resource 
needs of the transport and logistics sector, 
including ‘green skills’.  Green transport and 
logistics is a focus of the sector globally as 
it seeks to maximise resources, focus on 
efficiency and effectiveness to reduce carbon 
emissions and bring about financial savings. 

(ii) To support the Government of Uganda in 
establishing a Logistics Sector Skills Council;

(iii) To document the methodological framework 

used for assessing skills needs for the logistics 
sector.

This is the second sector skills analysis that has 
been conducted in Uganda in the recent past.  
The first was conducted, with support from the 
World Bank, in the oil and gas sector in 2015. The 
vision of the Government of Uganda is to build a 
national workforce development strategy and 
plan to support the growth of its key economic 
sectors. During the course of this study, it was 
determined that while skills was a constraint to the 
development of the transport and logistics sector, 
it was one of a number of constraints. The study 
therefore widened its scope to include the major 
barriers and constraints to the development of the 
transport and logistics sector in Uganda while the 
focus remained on skills.
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Main Findings

i. The competitiveness of Uganda’s transport and logistics sector in the region

The East African Community (EAC) - with membership of Kenya, 
Tanzania, Burundi, Rwanda and South Sudan, recognizes that 
connective infrastructure can effectively reduce the economic 
distance between locations. 

The Northern Corridor (anchored by the port 
of Mombasa in Kenya) and the Central Corridor 
(anchored by the port of Dar-es-Salaam in 
Tanzania) are the principal transport routes for 
national, regional and international trade for 
the EAC.  There are 11 road projects in progress 
in Uganda and 30 projects in Kenya relating to 
further development of the Northern Corridor road 
system.  This investment in roads is driven by a 
desire to increase the volume of goods which can 
be transported along this Corridor and significantly 
reduce the transportation costs associated with in 
this route. A report by Trademark East Africa in 2012 
noted that it takes an average of 10 days at a cost of 
$3,400 to transport a 40ft container from Mombasa 
to Kampala along the Northern Corridor- a distance 
of 1,140km. By way of contrast it takes an average 
of 28 days and a cost of only $600 to transport 
the same container from Shanghai to Mombasa.  
Working together, Uganda and Kenya have already 
agreed on the development of a standard gauge 
railway to link Mombasa with Kampala. 
Before looking in detail at the competitiveness of 
the transport and logistics sector in Uganda it is 
important to gain a general sense of the current 
state of Uganda’s economy and general business 
environment to see how this compares with its 
East African neighbours and competitors.  This 

analysis is important for shaping any policy 
recommendations and responses for the transport 
and logistics sector. The free movement of goods 
and labour within the East African Community is 
already a reality and this openness is only likely to 
increase in the years ahead . 

The World Economic Forum’s Global 
Competitiveness Report 2014/15 provides a useful 
starting point for comparing Uganda, Kenya, 
Rwanda and Tanzania.  In 2014/15 Uganda was 
ranked 122nd out of 144 countries in terms of its 
overall competitiveness with a score of 3.6 out 
of 7. This is an identical score to 2011/12 when 
Uganda was ranked 121st overall suggesting that 
its position has remained fairly static
Before looking in detail at the competitiveness of 
the transport and logistics sector in Uganda it is 
important to gain a general sense of the current 
state of Uganda’s economy and general business 
environment to see how this compares with its 
East African neighbours and competitors.  This 
analysis is important for shaping any policy 
recommendations and responses for the transport 
and logistics sector. The free movement of goods 
and labour within the East African Community is 
already a reality and this openness is only likely to 
increase in the years ahead1. 

1. Tanzania for example has been reluctant to permit the same degree of openness which exists currently between 
Uganda, Rwanda and Kenya but this may well change over the coming years and decades.
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The World Economic Forum’s Global 
Competitiveness Report 2014/15 provides a useful 
starting point for comparing Uganda, Kenya, 
Rwanda and Tanzania.  In 2014/15 Uganda was 
ranked 122nd out of 144 countries in terms of its 

overall competitiveness with a score of 3.6 out 
of 7. This is an identical score to 2011/12 when 
Uganda was ranked 121st overall suggesting that 
its position has remained fairly static.

Table 1.1: Comparison of key metrics by country in the Global Competitiveness Report 2014/15

Uganda Kenya Rwanda Tanzania
Overall Competitiveness Rank & Score 122nd (3.6) 90th (3.9) 62nd (4.3) 121st (3.6)

Overall Infrastructure Rank & Score 129th (2.3) 96th (3.3) 105th (3.1) 130th (2.3)

Quality of Overall Infrastructure 104th (3.5) 65th (4.3) 68th (4.3) 117th (3.2)

Quality of Roads 105th (3.2) 59th (4.2) 46th (4.7) 112th (3.0)

Quality of Railroad Infrastructure 101st (1.5) 71st (2.5) N.A. 88th (2.0)

Quality of Port Infrastructure 118th (2.8) 61st (4.3) 98th (3.6) 106th (3.3)

Quality of Air Transport Infrastructure 124th (3.2) 54th (4.8) 73rd (4.3) 131st (2.8)

Overall Goods Market Efficiency Rank & Score 119th (3.9) 62nd (4.4) 42nd (4.6) 122nd (3.9)

Intensity of Local Competition 55th (5.2) 21st (5.7) 78th (4.9) 123rd (4.3)

Effect of Taxation on Incentives to Invest 94th (3.4) 76th (3.6) 29th (4.3) 96th (3.4)
Source: World Economic Forum 2015

From this comparative analysis it is clear that both 
Kenya and Rwanda score higher than Uganda and 
Tanzania when it comes to overall competitiveness, 
infrastructure and goods market efficiency factors. 
The Global Competitiveness Report ranking above 
also shows that the quality of Uganda’s rail network 
(with a score of 1.5) lags behind the quality of its 
ports (2.8), air transport infrastructure (3.2) and its 
roads (3.2). Given that these scores use a 1-7 scale it 
is notable that Uganda fails to achieve a 50 percent 
score on any of its transport modes.

One of the most interesting aspects of the Global 
Competitiveness Report is that stakeholders 
in each country are asked to self-identify the 
most problematic factors for doing business in 
their country. This provides an interesting self-
assessment of the most pressing constraints 
to improved business performance. The table 
below provides a comparative summary of the 
responses from six countries.  Four of these - 
Uganda, Tanzania, Kenya and Rwanda - are all 
East African neighbours and are considered by 
the World Economic Forum to have ‘factor-driven’ 

There are 11 road projects 
in progress in Uganda 
and 30 projects in Kenya 
relating to further 
development of the 
Northern Corridor road 
system, to increase the 
volume of goods which can 
be transported along this
Corridor and significantly 
reduce the transportation 
costs associated with in  
this route
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economies. As a comparator we have included 
South Africa which is a Sub-Saharan African 
country classified as having an ‘efficiency-driven’ 

economy (which is Uganda’s aspiration through 
Vision 2040) and the United Kingdom which has an 
‘innovation-driven’ economy.  

There is a very similar pattern of responses across 
Uganda, Kenya and Tanzania. In all three countries 
‘corruption’ and ‘access to financing’ were 
identified as the two most problematic factors. 
‘Tax rates’ and ‘inadequate infrastructure’ also 
featured in the top five factors in Uganda, Kenya, 
Tanzania and Rwanda. ‘Crime and theft’ scored 
very highly in Kenya whilst ‘inefficient government 
bureaucracy’ scored highly in Tanzania but, apart 
from these differences there were very consistent 
scores across these three neighbouring East 
African countries. 

Rwanda, however, displays some noticeable 
differences from its neighbours. Firstly, corruption 
scores considerably lower and secondly the 
‘education and skills’ related indicators in Rwanda 
are ranked as much more problematic than in 
Uganda, Kenya and Tanzania. ‘Inadequately 
educated workforce’ is ranked second in Rwanda 
and ‘insufficient capacity to innovate’ is ranked 
third.  The comparative rank in Uganda by contrast 
is twelfth for ‘inadequately educated workforce 

and eleventh for ‘insufficient capacity to innovate’, 
which are comparable to those from Kenya and 
Tanzania.

Our hypothesis of what appears to be a 
contradiction is that in factor-driven economies 
such as Uganda there is a ‘hierarchy of issues’ which 
need to be addressed if businesses are to become 
more productive. In such contexts taking measures 
to reduce corruption and address concerns around 
access to financing and tax rates may have more 
immediate benefit than measures to improve 
workforce skills. This does not necessarily mean 
that they are not important, just that they are 
not viewed as a significant constraint given the 
comparative magnitude of problems caused by 
issues such as corruption, access to financing and 
tax rates. Their lack of relative importance may 
also be due to the nature of business in ‘factor-
driven’ economies which are dominated by basic 
processes and supplied by large quantities of 
cheap and often low-skilled labour.  In this context, 
Rwanda provides an interesting case and its self-

Table 1.2: Comparison of ‘most problematic factors for doing business’ across 6 countries

Uganda Kenya Tanzania Rwanda South 
Africa

UK

Corruption 1st (22.5%) 1st (20%) 1st (17%) 10th (2.5%) 4th (11%) 12th (0.8%)
Access to Financing 2nd (14%) 2nd (18.1%) 2nd (16.7%) 1st (21.3%) 10th (2.2%) 1st (17.3%)
Tax Rates 3rd (13.5%) 5th (9.9%) 4th (10.3%) 5th (10.1%) 15th (1%) 3rd (12.8%)
Inadequate 
Infrastructure

4th (11.5%) 4th (9.9%) 5th (10%) 4th (11.3%) 5th (9.8%) 6th (7.2%)

Inefficient 
Government 
Bureaucracy

6th (7.6%) 6th (8.2%) 3rd (11.3%) 9th (3.5%) 3rd (14.8%) 5th (8.5%)

Crime and Theft 9th (2.8%) 3rd (10.3%) 10th (2.8%) 15th (0.6%) 9th (2.5%) 14th (0.5%)
Poor Work Ethic in 
National Workforce

7th (6.1%) 12th (1.4%) 9th (4.7%) 6th (7.5%) 7th (5.2%) 9th (6.1%)

Inadequately 
Educated Workforce

12th (1.7%) 13th (1.3%) 8th (6.2%) 2nd (14.3%) 2nd (16.9%) 4th (10.8%)

Insufficient Capacity 
to Innovate

11th (1.8%) 11th (1.6%) 11th (2.7%) 3rd (11.5%) 8th (3%) 7th (6.9%)

Source: World Economic Forum 2015
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identification of education and innovation as 
significant constraints may be an early signal of its 
transition towards an ‘efficiency-driven’ economy 
where growth is based on the development of 
more efficient production processes and increased 
product quality.

Due to the lower skills required in Uganda, 
employers are less likely to consider inadequate 
education and insufficient capacity to innovate 
as significant constraints to doing business. 
As economies transition from ‘factor-driven’ to 
‘efficiency-driven’, as is Uganda’s aim with Vision 
2040, employers are increasingly likely to identify 
education and skills related factors as a constraint 
to business performance.  

ii. Barriers and issues constraining the 
transport and logistics sector from achieving 
transformational change 

While the importance of Uganda’s transport and 
logistics sector in enhancing the country’s economic 
development is undisputed, the sector currently 
remains informal with the majority of companies 
being owner-operated, with manufacturing 
companies and individuals engaging them on a 
one-off or short term basis. This fragmentation of 
the industry creates significant difficulties in the 
quantification of those involved in the industry, the 
services these small companies can provide and 
the skills required to grow the industry.

Uganda has a particularly weak third party logistics 
sector which, with the a few notable exceptions, is 
small-scale and fragmented. Its offer to customers 
is generally one dimensional and unsophisticated 
- single load, single destination transport runs, 
basic warehousing facilities - yet customers in 
the growing sectors of the Ugandan economy 
will increasingly be demanding more and better 
services from their logistics providers.

If the transport and logistics sector is going to react 
to capitalise on the potential growth in demand for 
third party logistics, there are a number of barriers 

and constraints which will need to be addressed. 
These barriers to growth include both external and 
internal factors and therefore, it is not possible 
for all of these to be addressed by the industry 
alone, but requiring governmental support and 
commitment to encouraging a more competitive 
business environment. 

The external barriers can be broken into four 
major sub-sectors, i) business environment; 
ii) infrastructure; iii) lack of enforcement of 
regulations, and; iv) supply to the sector. Uganda 
suffers from expensive finance and high rates of 
taxation, while businesses have the additional 
challenge of unpredictable and unreliable revenue 
generation. This is coupled with a long and 
expensive process for starting a business when 
compared to its neighbours, causing many smaller 
businesses to remain unregistered, allowing the 
evasion of taxes. The high cost of finance reduces 
the ability of companies involved in the transport 
and logistics sector to invest in new assets, resulting 
in low quality, second or third hand vehicles 
populating Uganda’s roads. With interest rates 
between 4% and 13% higher than neighbouring 
Kenya, it is not just the lack of incentive for 
Ugandan firms to invest, but also the lack of ability 

If the transport and 
logistics sector is going
to react to capitalise on
the potential growth in
demand for third party
logistics, there are a
number of barriers and
constraints which will
need to be addressed
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to invest which precludes firms from achieving 
growth. Competitiveness is further reduced by the 
tax rates firms’ experience, particularly in relation 
to the importation of vehicles. With higher import 
taxes than their neighbours, it is not possible 
for Ugandan firms to be regionally competitive, 
ultimately leading to transport and logistics sector 
clients opting to purchase their logistics provision 
from a neighbouring country such as Kenya. 

While the issues with infrastructure in Uganda are 

well documented, the costs incurred by transport 

and logistics firms due to these are less so. 

Delays at weighbridges and congestion increase 

unpredictability for clients over when their goods 

will arrive, while poor quality infrastructure 

increases breakdowns and maintenance costs 

for transport and logistics companies. Without 

the necessary infrastructure, Ugandan transport 

and logistics firms will struggle to provide a high 

quality and reliable service. The costs associated 

with the infrastructure are also likely to add cost 

to Ugandan firms as the transport and logistics 

companies incur greater maintenance costs, 

reducing the competitive of Ugandan business 

against its neighbours. 
Ugandan transport and logistics firms are further 
disadvantaged due to the ineffective enforcement 

of regulations within the country, creating a 
situation where poor quality, low cost providers 
can thrive. Regulations not only need to be in 
place, but they also need to be enforced in order 
for them to be effective. It is this enforcement of 
regulation which requires improvement in Uganda. 
The lack of enforcement creates a reluctance by 
international logistics firms to invest in the country 
or find Ugandan partner companies as the strict 
standards they adhere to are hard to meet within 
the country generating risk for the business. 
Additionally, this creates a lack of demand for 
support skills such as vehicle mechanics as well 
as creating environmental and social issues such 
as having polluting and unsafe trucks on the roads.

As explained above, the lack of enforcement 
of regulations, such as annual vehicle testing, 
reduces the demand for services such as vehicle 
maintenance. With a lack of demand for specialist 
mechanics, appropriately skilled and using 
appropriate tools, smaller logistics suppliers 
use mechanics to keep the trucks on the road 
rather than keep them maintained to a sufficient 
standard. The lack of skills in the sector also affects 
the trainers themselves. For example, truck driver 
training suffers from a lack of driving instructors 
which has the knock on effect of allowing low 
skilled drivers to enter the sector. These drivers 
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may not have the appropriate skills to provide 
quality logistics provision neither in their driving 
nor in their education level. For example, as the 
industry develops, it is expected that the need to 
speak English will become greater, requiring drivers 
to have a higher education. This lack of supply 
of skills has created a situation where smaller 
businesses are unable to develop a high quality 
logistics offering even if the will is there. The effect 
of this lack of skills is felt in all three of the previous 
areas of business environment, infrastructure and 
enforcement of regulation and therefore needs to 
be addressed if the sector is to develop effectively. 

While the external barriers are largely out of 
the hands of the logistics sector, there are also 
a number of internal barriers which could be 
addressed by the industry itself. These include i) the 
composition of the logistics sector; ii) inconsistent 
skills development and people management; iii) 
operational culture and employer investment, and; 
iv) the limited demand for quality logistics. The 
Ugandan transport and logistics sector is currently 
fragmented, with the majority of the logistics 
provision being provided by small and micro 
companies. These small companies often have 
proprietors who derive the majority of their income 
from a different form of employment or business 
and therefore do not have the passion, motivation 
or incentive to develop their logistics business. This 
lack of commitment to the industry and the use of 
trucks as a small investment for individuals is not 
conducive to sector growth and development. 
The fragmentation also results in the sector being 
extremely disjointed with little collaboration or 
information sharing. If the sector is to develop, 
the fragmentation and lack of information sharing 
needs to be addressed. 

The number of small and micro businesses in the 
transport and logistics sector also has an effect on 
skills development and people management. The 
lack of interest in the business by the proprietor 
reduces the likelihood that they will invest in the 
people they employ to operate their small or micro 
business. Often, the incentive is to find employees 

who are willing to work for the lowest cost rather 
than provide a high level of service to the clients of 
the business. As the sector begins to develop, the 
low cost, single truck provision which is currently 
available should reduce as clients demand a higher 
level of service. However, without the provision 
of skills development for the sector, finding 
employees who are able to provide the relevant 
level of skills could be a major challenge for the 
industry as whole.

Business decisions based purely on cost, combined 
with the external constraints described above, have 
had an effect on the operational culture of the 
transport and logistics sector in Uganda. The lack 
of investment in both staff and vehicles, as well as 
the fragmented nature of the industry have created 
a situation where logistics provision is polarised 
between high-quality, high-cost international 
providers and small scale logistics businesses. 
While the provision of logistics services by the 
large international companies is world-class, the 
small businesses provide ad hoc, low-cost and 
low-quality services. To change the culture of 
these small operators, there is a need for them to 
take a greater interest in their companies and try 
to develop in order to provide a range of high-
quality logistics services. Much of this will rely on 
investment in new vehicles and skills for their 
staff which is hindered by the external barriers. 
However, if this is achieved, the culture these 
business engender is likely to change for the better 
with employees taking more care and having more 
pride in their work, with customers returning on the 
basis of high-quality service provision. 

While the four internal barriers above relate 
directly to the transport and logistics sector, the 
development of these businesses and their service 
offering is reliant on the demand from the client. 
Currently clients often use transport and logistics 
services in an ad hoc way based on the cost of 
the service, which creates instability in revenue 
generation for transport and logistics companies. 
Choosing their transport and logistics provider 
purely on the basis of cost reduces the incentive 
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and ability for transport and logistics companies to 
invest in the services they provide and their staff. As 
such, there is also a need to educate transport and 
logistics customers and clients on the benefits to 
their business of a high quality logistics provision. 
As Ugandan industry grows and begins to compete 
globally, the requirement of Ugandan firms to 
deliver high quality logistics services will become 
greater potentially leading to consolidation within 
the sector and development of the service offering.

iii. Demand for skills in the transport and 
logistics sector

There is likely to be considerable employment 
growth within the Ugandan logistics sector. 
As Uganda shifts towards an efficiency-driven, 
middle income economy with more sophisticated 
manufacturing and service industries, it is clear 
that the nature of its logistics sector will also evolve 
and become more sophisticated.

Employment opportunities within the transport 
and logistics sector in Uganda can be classified 
according to the thirty-four (34) occupational 
areas in the table below. Thirty (30) of these 
occupational areas can be classified as belonging 
to a specific sub-sector, either road, rail, air, marine 

& inland waterways or warehousing (in the case 
of three occupational areas they can apply to 
both the road and rail sub-sectors). A further four 
occupational areas cut across all transport and 
logistics sub-sectors. When considering the needs 
of the transport and logistics sector in Uganda, 
particularly within the context of skills demand, 
utilisation and supply, this study bases its analysis 
around these thirty-four occupational areas.  While 
the roles were based on the UK transport and 
logistics sector, the number employed within each 
role were adjusted to take into account the modes 
of transport used in Uganda.

Building on a number of different data sources 
including the 2010/11 Census of Business 
Establishments, the 2013 Statistical Abstract and 
Uganda’s Second National Development Plan, 
estimates suggest that by 2013, there were about 
208,000 individuals working in the transport 
and logistics sector.  Of these, almost 60 percent 
worked in the road sector as truck drivers or light 
goods vehicle drivers, and just over 20 percent 
worked as warehouse operatives.  A smaller 
percent (5 percent) worked in cross-cutting areas 
such as freight forwarding and customs clearance 
and a further 3 percent as operations managers. 

The analysis suggests that there will be about 
522,000 working in the transport and logistics 
sector by 2030 (see table below).  The road sector 
will be the dominant employer in terms of numbers 
but the percentage of truck drivers and light goods 
vehicle divers within the total logistics sector will 
drop to about 30 percent.  As the sector becomes 
more regulated and competitive, there will be more 
demand for driver instructors and maintenance 
technicians for trucks and vehicles.  The demand 
for individuals with skills in rail, inland water and to 
a lesser extent, air transport, will increase as those 
sectors develop. 

If the transport and 
logistics sector is going
to react to capitalise on
the potential growth in
demand for third party
logistics, there are a
number of barriers and
constraints which will
need to be addressed
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Table 1.3: Future demand in the transport and logistics sector

Road Rail Air Marine and Inland 
Waterways

Warehousing

Truck Driver 83,160 Locomotive Driver
<20

Pilot
<20

Senior Officer: 
Captain

<20

Forklift Truck 
Driver
1,000

Light Goods Vehicle Driver
31,680

Truck Driver Instructor
<20

Train Driver Instructor
<20

Pilot 
Instructors

<20

Navigators
<20

Maintenance Technician & 
Truck Mechanic

3,860

Locomotive and 
Wagon Maintenance

100

Plane 
Maintenance

50

Senior Officer: Marine 
Engineer

50

Truck Inspection
100

Rail Yard Operators 
(Cargo Handling)

400

Cargo 
Handling

100

Cargo Handling
400

Warehouse 
Operative

41,130

Weighbridge Operation
300

Weighbridge Clerks 
(Inland Container 

Depots)
50

Port Management: 
Vessel Docking 

Assistants & 
Passenger Safety

150

Rail Trackers (Monitor 
Trains in Transit)

<20

Supervisor
9,950

Airport 
Operations

150

Warehouse 
Supervisor

3,970

Traffic Office Clerk
6,240

Port Management: 
Scheduling Vessels

<20

Transport (Fleet) Manager
1,000

Air Traffic 
Control

<20

Freight Forwarding & Customs Clearing Agents 10,480

Customer Service Clerks & Advisers 6,250

Operations Managers 6,890

Supply Chain Managers 340

While the headline name of each occupational 
area may remain the same, the actual tasks 
involved within each specific job are likely to evolve 
considerably in complexity as Uganda moves 
from being a factor-driven to an efficiency-driven 
economy. This is particularly true for roles such as 
supply chain management, transport planning and 
operations. Other roles such as freight and customs 
clearing, weighbridge operations and traffic clerks 
are liable to see considerable productivity gains 

through computerisation and introduction of 
improved business processes. 

As a service industry, the ability of the Ugandan 
transport and logistics sector to reach the 
estimated employment figures is inextricably linked 
to Ugandan industrial development. Without the 
demand being created by industries such as agro-
processing, manufacturing and construction, the 
transport and logistics sector is unlikely to grow 
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or develop higher-quality operations. Instead, it 
will remain fragmented with a low-quality service 
offering. The study has therefore assumed that the 
targets under Vision 2040 are met with the resulting 
transport and logistics provision being required by 
industry.

iv. Supply of skills in the transport and logistics 
sector

To meet the demand, the study reviews the 
provision of training available and its potential to 
meet demand as the sector evolves to require more 
skilled employees. Unlike many sectors, transport 
and logistics tends towards on-the-job training. 
However, the study reviewed both the capacity 
of the on-the-job training provision and the 
institution-based training providers. Ultimately, the 
study concludes that there are a number of serious 
deficiencies in the quantity, quality and equity of 
training available, particularly in disciplines such 
as truck driving and truck mechanics. 

On the quantitative side, training supply for most 
disciplines within the rail, inland waterways and air 
transport sub-sectors is currently adequate but is 

not placed to cope with the expansion in training 
requirements within these sub-sectors if Uganda’s 
Vision 2040 is to be implemented as planned. 

The enforcement of regulations is one significant 
driver of skills improvement in the logistics sector. 
Regulations on vehicle licensing and driver testing 
will, for example, will lead to significant increased 
demand for high quality truck mechanics and truck 
drivers, demand which the supply side will initially 
be unable to match. The table below indicates 
likely significant quantitative and qualitative skills 
gaps across a number of occupational areas in 
the Road Sub-Sector. Truck Drivers are likely to 
be the most significant quantitative gap although 
this is closely related to the sizeable gap for 
Truck Driver Instructors (increase the supply of 
qualified instructors and they will be able to train 
more qualified drivers). Maintenance is another 
occupational area where specific, quality, truck 
related skills are in short supply. Truck Inspection 
and Weighbridge Operations are two occupational 
areas where there is currently no relevant training 
provision in Uganda although demand for both 
these areas is likely to grow.
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Table 1.4: Comparison of demand and supply in road sub-sector

Occupational 
Area

Estimated 
Numbers 
Employed 

2015

Estimated 
Additional 
Workforce 
Numbers 

2030

Annual 
Training 
Supply 

2015

Predicted 
Quantitative 
Skills Gap by 

2030
(% of 

additional 
workforce 
required in 

occupational 
area)

Qualitative Issues

Truck Driver 83,160 113,308 20 113,008
(99.7%)

The CILT and MOWT 
accredited training is of 
a high quality but the 
quantity of provision is 
currently far, far below what 
is required. 

Light Goods 
Vehicle Driver

31,680 43,165 800 31,165
(72%)

UDSA delivered training is 
of adequate quality. 

Truck Driver 
Instructor

<20 433 0 433
(100%)

Currently no relevant 
instructor provision 
available in Uganda.

Maintenance 
Technician & 

Truck Mechanic

3,860 20,458 394 (3,941 
for all 

vehicles- 
assume 

10% truck 
ready) 

14,458
(71%)

Quality issues as very 
few providers offer 
specialist training in truck 
maintenance. Number 
presented in table 
assumes that skills will 
be transferrable for some 
mechanics taking general 
qualifications.

Truck 
Inspection

100 380 0 380
(100%)

No provision in Uganda 
currently.

Weighbridge 
Operation

300 173 0 173
(100%)

EAC curriculum for 
weighbridge operators not 
yet implemented in Uganda 
although there are plans to 
accredit an institution.

Whilst the current Nairobi based training provision 
for Train Drivers and Instructors through the Rift 
Valley Railway Company is sufficient to meet 
projected demand, there are likely to be quite 
significant shortages in Locomotive and Wagon 
Maintenance as well as Rail Yard Operators (Cargo 
Handling).  Similarly, the number of pilots and 

instructors produced by the East African Civil 
Aviation Academy (EACAA) appears sufficient to 
keep pace with the projected demand, though 
additional training provision will be required to 
eliminate projected gaps in Aeroplane Maintenance 
and Airport Operations.  
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There are likely to be significant quantitative and 
qualitative shortages in warehousing- particularly 
concerning Forklift Drivers and Warehouse 
Supervisors where new warehousing techniques are 
likely to require a greater degree of sophistication 
than the skills available in the labour market. There 
are also likely to be significant quantitative gaps for 
Freight Forwarding & Customs Agents. 

Aside from the shortage of skills supplied in 
specific occupations highlighted above, there are 
deficiencies in the quality of training provided 
by some institutions, a gender imbalance, poor 
working practices and weak regulation in the sector 
that erodes the demand for good quality skills, 
inequity in access to training and in employment 
in the sector.     

v.   Roadmap for supporting the transport 
and logistics sector with a focus on skills 
development

The transport and logistics sector in Uganda is in 
need of transformational change if it is to assist in 
achieving the goals the country has set out in Vision 
2040. This report has focussed not just on the skills 
required by the industry, but also some of the 
challenges the transport and logistics sector faces 
in carrying out their business. In order to address 
these issues, the report sets out “A Roadmap for 

Improving the Competitiveness & Productivity of 
Green Transport and Logistics in Uganda”. This 
roadmap sets out a path to addressing the issues 
which currently affect the sector, providing the 
foundations for sectoral transformation.  Each 
stakeholder has significant work to undertake in 
order to achieve the successful implementation set 
out in the roadmap below. 

•	 Activity Area 1 – Agreement of strategic 
leadership and formation of a Sector 
Development Group: As a service industry, 
transport and logistics is a facilitator to the 
development of all industries. The high number 
of stakeholders has the potential to leave the 
sector without the strong leadership and clear 
vision it requires to achieve transformational 
change. It is first, therefore, necessary to create 
a clear strategy for the development of the 
transport and logistics sector in the form of a 
Logistics Policy. The development of this policy 
should be the responsibility of the Ministry 
of Works and Transport in consultation with 
stakeholders from both other government 
departments and the private sector. From this 
policy, a clear Ugandan Logistics Roadmap 
should be created, setting out the detail on 
how the aims and objectives in the policy can 
be achieved. As a cross-cutting sector, it is 
recommended by this report that a Logistics 
Sector Development Group be created, 
consisting of government representatives and 
well as private sector logistics representatives, 
and client and worker representatives. The 
Logistics Sector Development Group will then 
be responsible for developing the objectives 
and timelines for the implementation of the 
Ugandan Logistics Roadmap.

•	 Activity Area 2 – Conduct an In-depth Study 
as a foundation for effective Strategy 
Development: In order for the Ugandan 
Logistics Roadmap to address the issues faced 
by the transport and logistics sector in the 
most effective way, there is a need to have a 
detailed and complete baseline of the sector, 

Analysis shows that the 
road sector will be the 
dominant employer in 
terms of numbers but the 
percentage of truck drivers 
and light goods vehicle 
divers within the total 
logistics sector will drop to 
about 30 percent
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formed from the collection of both quantitative 
and qualitative data. The report recommends 
that this baseline research is led by the 
Logistics Sector Development Group to ensure 
ownership by a wider stakeholder group. It is 
expected that the baseline study will collect 
information on aspects of the sector such as 
client responsiveness, structure, performance 
and behaviours. Once the baseline study has 
been completed, the data collected will inform 
the development of the key performance 
indicators required for the sector to measure its 
performance in reaching the objectives which 
have been set out in the Logistics Policy. 

•	 Activity Area 3 – Enhancement and 
Enforcement of Regulation: The failure of 
the authorities to enforce the regulation which 
is currently in place is a major barrier to the 
development of the sector. Companies and 
individuals in the sector lack the incentive to 
invest in either their physical assets or their 
staff, leaving the Ugandan logistics sector 
to fall behind its regional rivals. While the 
Ministry of Works and Transport is currently 
engaged in developing driver and vehicle 
testing standards, the enforcement of the 
regulation will rely on the development of the 
support services in the form of the instructors, 

assessors and maintenance professionals 
with the capabilities of meeting the standards. 
Engaging with stakeholders to inform them 
of the necessity of the regulations as well as 
working to encourage the development of the 
necessary skills to develop the support services 
required should be undertaken by the Logistics 
Sector Development Group in consultation 
with the Skilling Uganda initiative and the 
appropriate Ministries. To assist with this and 
encourage client involvement in the transport 
and logistics sector, it has been suggested that 
it may be appropriate to develop a kitemark or 
logo which could be used by companies which 
have achieved an agreed standard. This would 
make it simple for customers and clients to be 
sure of the quality of the service the company 
they are engaging is able to provide. This should 
encourage others companies in the transport 
and logistics sector, though commercial 
pressure only, to enhance their standard.

•	 Activity Area 4 – Supporting Better 
Business Practices: In respect of the transport 
and logistics industry, this can be broken down 
into four areas; i) improved infrastructure; ii) 
improved financial landscape; iii) improved 
business environment; iv) improved business 
support. While it is not possible for the 
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Logistics Sector Development Group to have 
a direct impact on these areas, it is possible 
for it to influence and apply pressure on the 
relevant government Ministry or Authority 
to take action to support the development 
of the transport and logistics sector. The 
Logistics Sector Development Group should 
review the government plans for infrastructure 
development and provide a voice for the sector 
in the development of any new infrastructure 
plans. In relation to improving the financial 
landscape, the Logistics Sector Development 
Group could look at working with the financial 
sector to see what options might be possible 
for concessionary loans to be provided to the 
sector, enhancing its ability to invest and be 
regionally competitive. While this would be a 
positive step, the Logistics Innovation for Trade 
Fund (LIFT) operated by Trademark East Africa 
is already in place and looks at addressing the 
logistics gap by providing matching grants 
to private sector firms on transformative 
technologies and innovative practices to help 
improve the operating environment. The 
Logistics Sector Development Group could 
promote LIFT and assist qualifying companies 
with their applications to the fund. Finally, 
the study suggests that the Logistics Sector 
Development Group should work to develop 
a network of successful Ugandan business 
leaders who would become Ugandan Logistics 
Ambassadors. These individuals would work 
with SME’s to coach and mentor them to achieve 
growth within their companies. Additionally, 

the Logistics Sector Development Group would 
also work to partner large logistics companies 
with small logistics companies to create 
partnerships for the purpose of information 
sharing. This should encourage smaller firms 
to learn best industry practise as well as the 
business skills they require to growth their 
businesses.

•	 Activity Area 5 – Skills Development- 
Overarching Improvement Activities: 
While the study determined that a Sector 
Skills Council would not be appropriate in the 
Ugandan context due to the industry being 
made up of a large number of micro and 
small businesses with differing objectives, 
skills development remains key to the 
transformation of the industry. It is anticipated 
that the lack of skills will become a greater 
constraint as the sector develops if it is not 
addressed. To address the lack of skills and 
to make the skills acquired industry relevant, 
it is suggested that a strong management 
information system (MIS) is developed by 
the Logistics Sector Development Group. 
This should provide the information required 
in order to work towards the creation of a 
strategic plan to address the most immediate 
skills gaps in the industry. In addition to the 
data received, it is also important to develop 
dialogue between the transport and logistics 
sector and the training providers to ensure the 
skills being taught at the training institutions 
are those required by industry. The Ministry of 

information on companies’ services and the skills provision 
offering for the transport and logistics sector is scarce, as the 
sector is dominated by a relatively small group on international 
transport and logistics firms, with the majority of the companies 
involved being micro or small businesses
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Education and Sports should also be engaged 
to provide the necessary quality assurance of 
the qualifications. This should help to build 
trust and partnership between industry and 
training providers, enhancing and encouraging 
greater dialogue between the two. 

 In addition to encouraging the development 

of the relations between industry and the 

training providers, skills development can be 

encouraged through a bursary or scholarship 

scheme. The cost of the courses coupled with 

the relatively low salaries paid by transport 

and logistics companies can reduce uptake 

by potential and current employees. The 

introduction of a bursary or scholarship 

scheme would help to address this barrier to 

skills development.

•	 Activity Area 6 – Skills Development - 
Occupation Specific Initiatives in the 
Road sub-sector: The road transportation 
sub-sector dominates the transport and 
logistics sector in Uganda and is expected 
to continue to do so even as the sector is 
encouraged to rebalance towards rail, air and 
inland waterways. As such, the road sub-sector 
presents the most immediate requirement 
for skills development. With a large number 
of small businesses involved in the transport 
and logistics sector, it falls upon the Logistics 
Sector Development Group to coordinate 
the provision of skills training through an 
action plan in order to resolve the skills gaps. 
Working with the Ministry of Education Sports, 
the Ministry of Works and Transport and the 
private sector, it is believed that the Logistics 
Sector Development Group could build an 
understanding of where the likely skills gaps 
would be in the industry. This could involve 
developing Uganda into a Road Transport and 
Logistics Hub to act as a centre of excellence in 
driver training and vehicle maintenance. This 
would allow Uganda to take the lead regionally 
in truck driving, allowing it to compete on the 

basis of skills. Accreditation should be looked 
at to provide a pool of weighbridge operators 
who have the skills to undertake their task 
acceptably. Finally, it is suggested by the report 
that a Private Public Partnership agreement be 
entered into in respect of vehicle inspection, 
taking this out of the remit of the Ugandan 
police. Allowing experts to undertake this role 
would help to ensure quality in the sector and 
increase the standard of the trucks used by 
road haulage firms. These steps would allow 
Uganda to meet the needs of the road sub-
sector in the short and medium term while 
building the capacity and high quality culture 
in the longer term.  

•	 Activity Area 7 – Skills Development - 
Occupation Specific Initiatives in the Rail, 
Air and Marine & Inland Waterways sub-
sectors: A rebalancing of the transport and 
logistics sector is expected over the longer 
term. Rail, air and marine and inland waterways 
are expected to achieve significant growth as 
set out in the National Transport Masterplan. 
While road is the most immediate area of 
focus for skills development, these other sub-
sectors cannot be ignored. As these are much 
smaller sub-sectors, some of the skills required 
will involve a relatively few employees and as 
such, it is suggested that a regional approach 
to training is taken with those requiring the 
skills visiting neighbouring countries who are 
able to provide the necessary training. This 
would prevent high levels of investment in 
training institutions and courses which would 
benefit a relatively small pool of employees. 
However, while skills for the rail sub-sector can 
be provided in Nairobi, Kenya and marine in 
Dar es Salaam, Tanzania, Uganda does have 
the regional centre of excellence for the air sub-
sector in Soroti. If activity area 6 is implemented 
effectively, it would allow Uganda to provide 
transport and logistics centres of excellence for 
the region in both road and air transportation, 
building the country into a hub for transport 
and logistics skills development.
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•	 Activity Area 8 – Communications and 
Awareness-Raising: As the sector is 
dominated by a relatively small group on 
international transport and logistics firms, 
with the majority of the companies involved 
being micro or small businesses, information 
on companies’ services and the skills provision 
offering for the transport and logistics sector 
is scarce. It is therefore suggested that a 
web portal which provides information 
on companies and training providers is 
established. It is anticipated that this facility 
would encourage collaboration between 
small logistics providers and encourage 
transport and logistics employees to review 
the opportunities they have to develop their 
skills. Collaboration between small businesses 
not involved in the transport and logistics 
sector would be encouraged through an 
advertising campaign in order to get them to 
work together to become intelligent customers 
when purchasing logistics services focusing on 
service quality as well as cost.

•	 Activity Area 9 – Promotion of Green 
Transport and Logistics in Uganda: . The 
roadmap suggests that a ‘Green Logistics 
Award’ be created and coordinated by industry 

ambassadors which would be companies who 
are currently implementing green logistics. 
This initiative would help to raise the profile of 
green logistics in Uganda and award those who 
are committed to introducing innovative and 
efficient practises, highlight the importance of 
innovation to the sector as a whole. This would 
further be encouraged through the offering 
support and training courses to companies 
that want to implement green technologies or 
business practises. In addition to the support 
and raising awareness, it is also suggested that 
incentives are introduced to encourage green 
logistics in the form of VAT relief. It would be the 
role of the Logistics Sector Development Group 
to research and provide evidence to promote 
the VAT relief to the Government of Uganda. 
While this is a longer term strategy and requires 
thoroughly researched evidence, it could be 
extremely useful in the promotion of green 
technologies and practises. Green logistics 
in sectors outside the road sub-sector, would 
be encouraged through the appointment of 
‘Champions’ from within the Logistics Sector 
Development Group who would be promote 
the views of the rail and inland waterways 
sub-sectors when decisions are being made by 
government which will affect them. 
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Introduction
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1. The World Bank and Government of Uganda, with support 

from Mott McDonald and financed by the Government 

of the Republic of Korea, undertook a study on human 

resource needs and skills development of the Green 

Transport and Logistics sector in Uganda. The purpose of 

this study was: (i) To conduct an assessment of human 

resource needs of the transport and logistics sector, 

including ‘green skills’; (ii) To support the Government of 

Uganda in establishing a Logistics Sector Skills Council; 

and (iii) To document the methodological framework 

used for assessing skills needs for the logistics sector.  

2. During the course of the study, the scope of the study was 
widened in order to assess other key barrier and issues 
constraining the development of the logistics sector in 
Uganda.  The study team worked closely with employers 
and government officials in the sector to develop a series 
of recommendations to address these issues and develop a 
‘roadmap’ to improve the competitiveness and productivity 
of transport and logistics in Uganda.  

3. Section Two defines what is meant by Green Transport 
and Logistics contains an analysis of the current state of 
Uganda’s transport and logistics sector.

4. Section Three provides an outline of Uganda’s strategic 
objective of becoming a competitive upper middle income 
country, set out in Vision 2040, and explains the key role 
which logistics and transport must play if this vision is to be 
achieved. It provides an overview of the volume and type of 
goods being transported and sets out where transformative 
change will be required within the sector if Vision 2040 is to 
be achieved.
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5. Section Four sets out the barriers and issues 
constraining the logistics sector from making 
the transformational change required to 
achieve Vision 2040. This section contains 
findings from a series of interviews, focus 
group discussions and workshops with 
employers and other key stakeholders in the 
Ugandan logistics sector. 

6. Sections Five and Six look specifically 
at the issue of workforce skills and the 
extent to which current or future skills gaps 
and shortages contribute to the barriers 
and issues set out in Section Three. Our 
assessment of workforce skills needs takes 
a holistic view of skills in the workplace 
and covers skills demand and utilisation as 
well as training supply. Employer attitudes 
towards recruitment, management and 
training are covered by this analysis which 
includes the findings of a survey which was 
completed by 36 prominent employers 
within the Ugandan transport and logistics 
sector (please see Annex 1 for details). This 
section also contains findings from a survey 
of 31 public and private training providers 
which currently deliver courses for the 
logistics sector in order to provide a picture 
of the current states of skills supply for the 
logistics industry (please see Annex 2 for 
details).

7. Section Seven documents lessons learned 
from the Republic of Korea as a model for 
transformation into a transport and logistics 
hub and finally Section Eight concludes 
with a series of recommendations of specific 
short and medium term actions which can 
be taken by the Government of Uganda 
and key stakeholders in order to address 
barriers to transformational change within 
the Ugandan logistics sector. Together these 
recommendations provide the basis for a 
roadmap to improve the competitiveness 
and productivity of transport and logistics in 
Uganda.  
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SECTION 2: 
Overview of Transport and 
Logistics in Uganda
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For a landlocked country like Uganda, access to ports through 

its neighbours as well as adequate transport infrastructure 

(road, rail, air, inland waterways to facilitate better access 

to the ports) are crucial since it is the conduit through which 

trade flows.  Regional integration is indispensable in this 

context in order to expand and to integrate markets, exploit 

economies of scale, and attract foreign direct investment.  

In addition, Uganda’s geographical position and the socio-

political and security concerns of the region, offers the 

opportunity for Uganda to become a distribution hub for the 

other landlocked countries/regions around it such as South 

Sudan, eastern DRC and Rwanda.

The Government of Uganda has ambitious plans to improve 

transport and logistics infrastructure, but there is no existing 

logistics policy nor dedicated units within government 

Ministries to holistically address the issue of logistics. 

While there are a number of references to ‘sustainability’ 

in the National Transport Master Plan, the specific concept 

of ‘green transport’ is new to Uganda. With a growing 

population and economy, the direct consequences for 

Uganda of not adopting a sustainable green transport and 

logistics policy are further congestion and pollution which 

will have negative effects on all three pillars of sustainability.  

Raising awareness and capacity building to integrate and 

pursue aspects of low carbon strategies will indirectly lead 

to the sector being more productive and competitive. 

SUMMARY 
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8. Transport and logistics is often referred to as 
the backbone of an economy and directly 
impacts many aspects of the economy - 
from the competitiveness of a country’s 
exports, to the availability of imports, to the 
prices charged for goods.  While transport 
refers simply to the transportation of goods 
between locations, logistics encompasses 
wider sector roles and can be defined as 
the process of planning, implementing 
and controlling the flow and storage of raw 
materials, in-process inventory, finished 
goods and related information from 
point of origin to point of consumption 
for the purpose of meeting customers’ 
requirements. 

9. As a land-locked country, Uganda’s logistics 
extends across the domestic market, 
involving cross-border integration and 

inter-connectivity with international trade, 
including roles such as freight forwarding 
and customs clearance. Delays in these areas 
can affect the competitiveness of the country 
and the potential for it to build trade links 
with other countries in the region.

10. Figure 2.1 illustrates a specific supply chain, 
in this case oranges that are exported for 
processing and retail. This example shows 
the movement of goods from the point of 
production to the point of consumption 
and provides a clear example of the stages 
of transport and logistics involved in the 
export of goods.  It highlights the need 
and usefulness of inter-modal transport 
hubs where it is possible to transfer goods 
between road, rail and waterways transport 
modes. 

2.1 The Role of Transport and Logistics

Figure 2.1: Specific Supply Chain- Processing and Retail of Oranges

Producer

Consumer

Truck

TruckTruck Factory
Finishing goods

Train

Train

Loading LoadingShip

Source: Maersk, 2015

11. The diagram illustrates most of the sub-
sectors that make up transport and logistics:

•	 Rail transport
•	 Waterways and Marine transport 
•	 Air transport
•	 Road transport
•	 Storage and warehousing
•	 Customs clearing & freight forwarding
•	 Supply chain management

12. Each of these areas are reviewed within this 
study, focussing more specifically on road, 
rail, air and inland water transport; storage 
facilities; border infrastructure; and road and 
rail transit corridors to gateway ports.  

13. In addition to mode of transport and logistics 
provision, the sector globally is looking to 
increase ‘green logistics’ practices. Green 
transport and logistics can be defined as 
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a means of ensuring effective and efficient 
resource utilization through changes in 

business practices, transportation structure 

and definition of routes to be taken. The 

purpose of green transport and logistics is 

to support the three pillars of sustainability, 

namely: (i) environmental; (ii) economic; and 

(iii) social.  Considering these three pillars 

when making business decisions is often 

referred to as the ‘triple bottom line’. ‘Green’ 

transport seeks to maximise resources, focus 

on efficiency and effectiveness to reduce 

carbon emissions and bring about financial 

savings. 

14. While there are a number of references to 

‘sustainability’ in the National Transport 

Master Plan, the specific concept of 

‘green transport’ is new to Uganda. With 

a growing population and economy, the 

direct consequences for Uganda of not 

adopting a sustainable green transport and 

logistics policy are further congestion and 

pollution which will have negative effects 

on all three pillars of sustainability.  The 

challenge therefore is to improve current 

logistics efficiency and effectiveness, 

increase densification and create lower 

cost strategies.    Performing in a ‘green’ and 

sustainable way provides the opportunity to 

be more productive and competitive, and 

allows trade to respond more quickly to the 

tide of increased economic activity caused by 

national, regional and international growth.  

These relationships are shown in Figure 2.2. 

Figure 2.2: Project Drivers and Links

Transport and Logistics

Productivity:
E�ectiveness: “

doing the right thing”
E�icient: 

“doing the right thing well”

Human resource skills development

Strategic level: policy, support, promotion
Tactical level: business decisions

Operational level: Impletion

(knowldge, vision, skills and numbers)
in

transport and logistics

National Vision

Economic development

Scarce resources - raw products,fuel
and people
Waste

Opportunity to reduce cost, be more
e�icient and increase competitiveness

Pollution
Quality of life

Environment and social
responsibility

Sustainable (Green)

Regionalisation, International
Challenges

Opportunity

Trade and supply chain
productivity

Transport and Logistics
Trade volume (growth)

(today, +5 years and +15 years)

Competition
Competitiveness

Human resouce constrained
Opportunity

Need to increase knowledge, skill and
number

Resource constrained (cost,fuel and 
human)

Constraint

Human resource opportunity
Need to increase human resource
knowledge, skill and numbers

Engagement
Opportunity

Active role
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15. The greening strategy for improving transport 
and logistics can be considered in terms of 
strategic, tactical and operation influences 
as shown in the table below. This table 

demonstrates that a range of actions need 
to be taken in order to firmly embed ‘green’ 
strategies and practices within the Ugandan 
transport and logistics sector. 

16. At a strategic level the Government of 
Uganda needs to develop and articulate 
national policy measures which promote 
green transport and logistics. These policies 
need to be supported by appropriate 
legislation and regulation so that there is 
a clear incentive for employers and other 
logistics stakeholders to follow national 
policy direction. Without such legislation 
and regulation the Government has limited 
levers with which to influence and enforce 
policy direction. 

17. At a tactical level businesses and public 
sector organisations need to respond to 
national policy direction, regulation and 
legislation in a way which enables them 
to deliver effective ‘triple bottom line’ 
outcomes. In order to do this they require the 
skills and expertise to respond to legislative 
requirements and enforce quality standards. 
They also need the knowledge and expertise 
to make appropriate tactical decisions and 
choices in order to grow their business whilst 
setting and reinforcing an organisational 

culture which promotes green transport and 
logistics.

18. At an operational level individual employees 
at all levels of a business need to act and 
behave in a way which reinforces the tactical 
decisions made by business leaders. A failure 
to incorporate such behaviours within day to 
day staff behaviour and operational norms 
will mean that overarching policy objectives 
will not be achieved. As an example, an 
individual business may have the best Health 
& Safety policy possible on paper but if this is 
not reflected in the behaviours, thoughts and 
actions of each employee it will not achieved 
the desired effect of limiting accidents. 
Likewise, with fuel efficiency and effective 
vehicle management, efforts to improve fuel 
efficiency will be undermined if individual 
drivers do not drive in an efficient manner. 

19. Greening transport and logistics makes 
business sense and stimulates economic 
prosperity. Enhancing awareness through 
training of green issues and equipping 
people with the necessary skills and 

Approach Target role in delivery Influence
Strategic Government involved or 

influencing trade
Settings and enforcing national policy, strategy and 
plans to achieve economic growth through effective 
and efficient trade

Tactical Businesses, and public 
and private transport  
organisations involved or 
influencing  trade

Delivering efficient and effective business objectives 
through appropriate transport and logistics choices, 
standards and procedure s

Operation Operating personnel Implementing procedures using behaviours set by 
standards and regulation 

Source: Mott MacDonald

Table 2.1: Table of actions required to be taken to embed ‘Green’ strategies and practices



9

qualifications - strategically, tactically and 
operationally -lies at the foundation of a 
sustainable green transport and logistics 
strategy.  All parties – from government 

to operative – play a fundamental part in 
making sustainable choices and adopting 
appropriate behaviours, behaviours that 
have an economic benefit.

2.2  Regional Integration to Support Uganda’s Role as a Logistics Hub2

20. Uganda, like many countries in the region, is 
reliant on the Port of Mombasa for the import 
and export of its goods. While the lack of 
coastline and the reliance on neighbouring 
countries to access ports initially appears 
to be a weakness for trade, the country’s 
geographical location also creates the 
potential for the country to act as a logistics 
hub the region. In turn, investments in 
transport infrastructure (road, rail, air, inland 
waterways to facilitate better access to 
the ports) are crucial since it is the conduit 
through which trade flows.    

21. Uganda is increasingly playing a regional role 
as a distribution hub for the other landlocked 
countries and regions around it. This is 
particularly the case for goods trade with 
South Sudan and Eastern DRC. Already the 
private sector in Uganda sees great potential 
in expanding this role as a logistics hub, 
consolidating imports from third countries 

and repackaging and distributing them from 
Kampala. (World Bank, 2013).

22. For a landlocked country such as Uganda 
regional integration is indispensable to 
achieve maximum potential to expand and 
to integrate markets, exploit economies of 
scale, and attract foreign direct investment. 
The East African Community (EAC) was re-
established by Kenya, Tanzania, and Uganda 
in 1999 following a gradual institutional 
convergence that was helped by global 
economic and political trends. Burundi and 
Rwanda joined in 2007 followed by South 
Sudan in 2011.  

23. The EAC recognizes that connective 
infrastructure can effectively reduce the 
economic distance between locations. 
By enhancing connectivity, regional 
infrastructure (especially in the form of 
transport and communication corridors) 

 2. This section draws heavily from the Uganda Diagnostic Trade and Integration Study update, 2013, World Bank.
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can facilitate the exploitation of economies 
of scale and scope, make possible greater 
specialization in production, and allow for 
more efficient division of labour. 

24. The Northern Corridor (anchored by the 
port of Mombasa in Kenya) and the Central 
Corridor (anchored by the port of Dar-
es-Salaam in Tanzania) are the principal 
transport routes for national, regional 
and international trade for the EAC.  The 
Northern Corridor comprises the transport 
facilities and infrastructure linking Burundi, 
D.R. Congo, Rwanda, and Uganda to the 
sea port of Mombasa in Kenya. The corridor 
serves also Northern Tanzania, South Sudan 
and Ethiopia. It is the shortest route to 
the sea for Uganda. There are three main 
transport arteries connecting Kampala with 
the port of Mombasa are the Mombasa-
Malaba-Kampala highway which is 1150km, 
a rail line of approximately 1300km and a 
multimodal route comprising rail and water 
transport which connects Kampala (via Port 

Bell or Jinja) with Mombasa through the 
port of Kisumu (Kenya) and is approximately 
1150km. For Uganda the Northern Corridor 
is the dominant trade route (Figure 37) 
accounting for 98% of import trade traffic 
and 80% of export volumes. In fact, Uganda 
is the second largest market for the Port of 
Mombasa after Kenya.

25. There are 11 road projects in progress in 
Uganda and 30 projects in Kenya relating 
to further development of the Northern 
Corridor road system.  This investment in 
roads is driven by a desire to increase the 
volume of goods which can be transported 
along this Corridor and significantly reduce 
the transportation costs associated with 
this route. A report by Trademark East Africa 
in 2012 noted that it takes an average of 10 
days at a cost of $3,400 to transport a 40ft 
container from Mombasa to Kampala along 
the Northern Corridor- a distance of 1,140km. 
By way of contrast it takes an average of 28 
days and a cost of only $600 to transport 

Source: Transport World Africa, 2015

Figure 2.3: Northern Corridor



11

Figure 2.4: The Current and Planned East African Transport Network

the same container from Shanghai to 
Mombasa.  The same report estimates that 
road transport costs within the East African 
region account for 35% of total logistical 
costs with delays contributing an additional 
44%. These costs are highly significant in 
aggregate, contributing to an estimated 1% 
per annum reduction in the region’s GDP 
growth rate (Trademark East Africa, 2012).  

26. The Central Corridor comprises three main 
mode options: a) an all road route from 
Kampala to Dar es Salaam via the Mutukula 
border post; b) a rail – road option also from 
Kampala through Mutukula by road to Isaka 
where there is a rail head then by rail to Dar es 
Salaam, and c) a rail – lake option consisting 
of rail from Kampala to Port Bell in Uganda 
by rail then ferry to Mwanza in Tanzania and 
rail to Dar es Salaam. The Central Corridor 
from Kampala to the port of Dar es Salaam in 
Tanzania is longer than the Northern Corridor 
route between Kampala and Mombasa. The 
road route through the Mutukula border post 

is approximately 1700km long, some 600km 
longer than the Kampala-Malaba-Mombasa 
route. However, the use of Lake Victoria 
provides an alternative to all-road transport. 
The Kampala-Port Bell- Mwanza-Dar es 
Salaam rail-water route is approximately 
1550km, or 250km shorter than the all-
road route. Currently, the link between Dar 
es Salaam and Mwanza can be connected 
by road, or alternatively by rail (Mwanza- 
Dodoma) and then road (Dodoma-Dar es 
Salaam) due to the track disruptions that 
occurred in 2009.

27. It is apparent that the Northern Corridor 
dominates as Uganda’s main trade route 
because of a combination of shorter 
distance, superior performance of the port 
and better infrastructure and services. When 
comparing the costs of road transportation 
between Kampala and Mombasa, there is 
a sizeable price advantage in the Kampala-
Mombasa route vis-à-vis the Central Corridor. 
In this respect, some efficiencies can be 
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gained at this border post by implementing 
a joint border post like the one found in 
Malaba (Kenya-Ugandan border). Currently, 
automated systems in Malaba allow the 
truck and rail operators to clear goods at the 
border within 2 hours.

28. Working together, Uganda and Kenya have 
already agreed on the development of a 
standard gauge railway to link Mombasa 
with Kampala. The World Bank, International 
Finance Corporation, African Development 
Bank and the East African Community worked 
together to assist in the development of the 
legal and regulatory frameworks required 
for the sound operation of the railway. This 
was supported as part of the wider East 
Africa Trade and Transport Facilitation 
Project (EATTF), which closed in September 
2015. In addition to the progress on the 
development of the standard gauge railway, 
EATTF also supported the construction of 
the Inland Container Depot (ICD) at Mukono, 
the rehabilitation and recommissioning of 
the MV Kaawa Railway Wagon ferry, and 
the installation of Electronic Cargo Tracking 
system in Uganda, Kenya and Rwanda.

29. The new developments such as the 
Electronic Cargo System and the investment 
in infrastructure, combined with the inter-
governmental and regional cooperation 
are providing a positive direction for the 
future of the transport and logistics sector.  

30. Combined, these factors have created 
a unique situation for Uganda which, if 
utilised correctly, should allow the country 
to play a major role regionally in the 
development of logistics system which could 
help enhance regional growth and build 
the ability of Ugandan industry to thrive 
as export and import costs are reduced. 

Developments such as the 
Electronic Cargo System 
and the investment 
in infrastructure, 
combined with the inter-
governmental and regional 
cooperation are providing 
a positive direction for the 
future of the transport and 
logistics sector
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31. Uganda’s National Transport Master Plan 
2008-2023 sets out a 15 year management 
framework and investment plan for 
transportation in the country. The Master 
Plan covers a comprehensive range of 
transport modes including roads, railways, 
civil aviation, inland water transport, 
urban transport in the Greater Kampala 
Metropolitan Area and other modes of 
transport, including pipelines and non-
motorised transport (NMT).

32. Uganda’s transport vision as set out in the 
National Master Plan is to “have a reliable and 
safe infrastructure in works and transport 
that will deliver timely, quality, cost-effective 
and sustainable services to the people of 
Uganda.” The scenario and activities set out 
in the Master Plan are consistent with the 
longer-term development goals set out in 

both ‘Vision 25’ and ‘Vision 35’ which were 
the precursors of the government’s current 
‘Vision 2040’. 

33. The Master Plan adheres to principles which 
are fully in line with Uganda’s Vision 2040. The 
first is the focus on ‘regional standardisation 
and networking for market enlargement into 
neighbouring states (within or outside the 
EAC)’. The second is the ‘principle of multi-
modal parallelism (in all transport corridors)’. 
The latter principle refers to the need to 
develop different methods of transport in an 
integrated manner in order to produce an 
efficient and effective transport network as 
a foundation for Uganda’s economic growth. 
In this approach, a range of transport modes 
are developed in parallel along existing 
corridors (such as the Northern Corridor) 
including, for example, telecommunications, 
pipelines and railways. 

2.3 The Current State of Transport and Logistics in Uganda and Plans 
for the Future  
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34. Logistics in Uganda is currently dominated by 
road transport. The Master Plan recognises 
that roads will “remain the dominant 
transport mode due to its great flexibility” 
whilst also setting out a convincing rationale 
for ‘resuscitating’ rail and inland water 
transport in particular. It notes that rail offers 
strong potential cost advantages over road 
when it comes to bulk transport over long 
distances. A further advantage of rail is that its 
expansion has the potential to significantly 
reduce the impact of overloaded trucks on 
Uganda’s road network. Likewise, the Master 
Plan notes that in some circumstances 
inland water transport could offer low unit 
cost transportation despite its slow speed 
and the expense of loading and unloading 
at ports. The Master Plan makes particular 
reference to the need to revitalise ‘road 
bridges’ which are water-borne linkages 
between islands and across rivers in Lakes 
Victoria, Albert and the River Nile.     

2.3.1 Overarching priorities

Logistics in Uganda is 
currently dominated by 
road transport. Roads will 
“remain the dominant 
transport mode due to its 
great flexibility”. There 
is a convincing rationale 
for ‘resuscitating’ rail and 
inland water transport 

35. While there are a number of references to 
‘sustainability’ in the National Transport 
Master Plan, the specific concept of 
‘green transport’ is new to Uganda, unlike 
countries like Korea, which has been 
following a low-carbon, green growth 
logistics strategy since 2008.  While the 
rationale underpinning the adoption of 
low-carbon strategies are generally familiar 
to policy makers and employers in Uganda, 
awareness raising and capacity building 
will be required to build consensus on 
‘green skills’ for the transport and logistics 
sector so that they are incorporated within 
national plans and policy documents.  

36. The current state of transport 
infrastructure as well as future plans for 
improvement and expansion as set out 
in the National Transport Master Plan 
are highlighted in the paragraphs below. 

37. Establish a Multi-Sectoral Transport 
Regulatory Authority (MTRA) covering 
all transport modes except air and with 
sufficient human, technical and financial 
resources to overcome some of the issues 
which have hampered the Transport 
Licensing Board (TLB).  The MTRA will 
be responsible for: reviewing existing 
regulations and creating new ones for 
qualification of public transport service 
providers; supplying operating licenses, 
renewals and cancellations; reviewing 
and creating new operating regulations 
for service providers; and monitoring 
the services provided, compliance with 
regulations and quality of provision.  
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38. The total road network in Uganda currently 
stands at about 140,000km, with over 50 
percent being community access roads.  
National roads accounts for about 15 percent 
of the total network and the Uganda National 
Roads Authority (UNRA) is responsible for 
its management.  Only about 19 percent of 
national roads are paved while the remaining 
are are gravel or earth roads. UNRA’s core 
business is the management of the road 
network in terms of the maintenance and 
development works, though the Authority 
is also responsible for the management 
of ferry services and axel load control.  

39. Road is the dominant mode of transport 
in Uganda and between 2000 and 2009, 
the number of registered cars on the road 
increased from 189,000 to just over 522,000. 
In parallel, the number of road accidents 
increased from approximately 14,300 to 
22,700 over the same period.  According to 
police reports, human error accounts for 
about 80 percent of the road traffic crashes, 
defective vehicles accounts for about 10 
percent and poor road conditions for about 
5 percent. 

40. The Transport Master Plan focuses on the 
following issues:

 Take strong measures to improve road 
safety by improving the standards of 
driving schools; conducting a rigorous and 
sustained crackdown on driving vehicles 
without a valid license and those vehicles in 
poor physical condition; providing adequate 
resources for the traffic police and National 
Road Safety Council (the bill to create a new 
National Road Safety Authority has now been 
presented to Cabinet); and improvements to 
identified safety deficiencies on Uganda’s 
road network. 

 Tackle vehicle over-loading at national and 
regional levels through stricter enforcement 
of the 10-tonne axle load limit which is in 
force across the East African Community, 
measures to include the judicious use of 
mobile weigh-bridges. 

 Improve and upgrade Uganda’s road network 
by implementing a significant investment 
programme under the direction of UNRA.  

2.3.2 Road transport

Figure 2.5: Composition and length (kms) of road network in Uganda

Source:  Ministry of Works and Transport, Uganda, 2016
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41. The rail sub sector in Uganda in the past 
was made up of a rail network of 1,266 km, 
extending with branches from the Kenyan 
border at Malaba to Kasese in the west 
and to Pakwach in the north. However, the 
network deteriorated and passenger services 
were withdrawn completely in 1998. Freight 
services continue to run from Kampala 
through Malaba and Nairobi to Mombasa 
is currently operational and run by Rift 
Valley Railways (RVR), a freight transporting 
company that has a railway concession 
to provide freight services for a 25 year 
period from 2006.  Currently the only other 
operational branch is Tororo to Gulu and a 9 
km section from Kampala to Port Bell. There 
is also the Busoga Loop which is not currently 
operational. The assets of the whole network 
in Uganda are owned by Ugandan Railways 
Corporation (URC), which is also responsible 
for planning, developing and managing rail 
and marine transport. 

42. RVR has to date only a 6% share of import 
trade from Mombasa, with the other 
94% travelling by road through Kenya to 
Uganda.  Transit times from Mombasa 
Port to Kampala by road are at best 2 days 
(typically 3 to 5days) while the fastest RVR 
has achieved to date is 6 days (typically 11 
days).  While transit time by rail is longer, it 
is significantly cheaper than by road (US$ 10 
cents per ton-km as opposed to US$ 16 cents 
per ton-km), which highlights clear potential 
for RVR to develop its services and revenue. 

43. The construction of the standard gauge 
railway (SGR) from Mombasa through 
Nairobi to Malaba in Kenya and then through 
Kampala in Uganda to Rwanda and South 
Sudan.  The purpose of the standard-gauge 
railway development is to increase train 
capacity and improve transit times.  Once 
the SGR is operational, the travel time for 
freight will be about the same for rail and 
road, making rail far more competitive.   

2.3.3 Rail transport

Logistics in Uganda is 
currently dominated by 
road transport. Roads will 
“remain the dominant 
transport mode due to its 
great flexibility”. There 
is a convincing rationale 
for ‘resuscitating’ rail and 
inland water transport 
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2.3.4 Inland Water Transport
Kenya Railways Corporation is responsible for the construction of the 1,300km-long track inside Kenya 

from Mombasa to Malaba via Nairobi.  Construction of the 609km-long line from Mombasa to Nairobi 

began in October 2013 and is scheduled to be operational by July 2017.  The Mombasa-Nairobi phase of 

the project is estimated to cost KES327bn ($3.8bn). China Exim Bank is providing 90% of the financing 

while the remaining 10% will be contributed by the Kenyan Government. Once completed, multiple 

unit passenger trains having a capacity of 960 passengers will travel at an average speed of 120km/h 

on the line. Freight trains will have a capacity of 216 TEUs and travel at an average speed of 80km/h. 

China Road and Bridge Corporation, a subsidiary of China Communications Construction Co. (CCCC), 

was contracted to build the project according to Chinese railway design standards. 

In March 2016, Kenya approved commercial contracts with Kenya Railways and the CCCC for the 

development of Phase 2 of the SGR in Kenya linking Nairobi to the border of Ugandan at Malaba 

(490km).  The Government has secured a loan from the Government of the Peoples Republic of China 

to support the development of Phase 2A (Nairobi to Naivasha) and construction will commence by 

the end of 2016. The remaining 369km phases from Naivasha through Kisumu to Malaba is still under 

financial identification. On the Ugandan side, the construction of the SGR linking 40 km Malaba to 

Kamapla will commence in August 2016 with the contract awarded to the China Habour Engineering 

Company (CHEC).  The construction is to be completed by December 2020.  

For Uganda to yield benefits from this investment in the SGR, the SGR line between Nairobi and Malaba 

should also be completed by 2020 (though this seems unlikely at this stage) and other lines to DRC, 

Rwanda and South Sudan will reinforce Uganda’s role as a logistics hub in the region.  

The Standard Gauge Railway (SGR)
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44. The Transport Master Plan focuses on the 
following:

 Overseeing implementation of the 
RVR concession, including successful 
rehabilitation and subsequent maintenance 
of deteriorated track, structures and rolling 
stock.

 Increase the proportion of Uganda’s import 
and export traffic to and from Mombasa to 
30-40%. This in turn will enable Uganda to 
increase transit traffic to inland countries 
such as Rwanda, Burundi, DRC and South 
Sudan which use Mombasa as a principal 
seaport. 

 Ensure that all existing railway reserves 
are preserved at least until such time as it 
becomes clear they will never be required 
for public use. This includes the prevention 

of illegal encroachment (within 60 metres of 
the edge of the railway track (a corridor of 61 
metres including the track width), reduced to 
30.5 metres in some urban areas).

 Consider the expansion of new railway 
investments and rehabilitation including 
rehabilitation of Western and Northern 
extensions to Kasese and Pakwach, extension 
of the Northern Line towards Juba and Wau, 
possible extensions of the East African rail 
network to Kigali and Kisangani and the 
need to connect the rail network to the newly 
developed oil fields in the Albertine Graben.

 Upgrade the Mombasa-Malaba-Kampala 
main line to standard gauge so that it 
complies with international standards and 
removes the need for dual-fitted rolling stock 
or transfer stations. 

2.3.4 Inland water transport

45. The inland water sub-sector has three main 
components namely, wagon ferries on Lake 
Victoria, short distance vehicle ferries and 
informal services by small boat or canoe. 
Although the unit costs of this mode of 
transport are relatively low, usage is also 
low. Promoting a modal shift away from road 
transport to inland water transport could 
generate safety benefits, as it may replace 
heavy goods vehicles which are responsible 
for a disproportionate number of traffic 
accidents. Expanding water transport can 
also contribute to green logistics and provide 
employment opportunities for both skilled 
and non-skilled labour through port and 
landing site developments.

46.  The use of wagon ferries that carried loaded 
railway wagons has been affected by the 
deterioration of the rail infrastructure. The 
2005 mid-water collision of rail ferries 
MV Kaawa and MV Kabalega significantly 

impacted the ability of URC to transport 
significant quantities of freight by wagon 
ferries.

47. Inland waterways used to play an important 
transport role and given the distribution of 
communities around Lake Victoria there 
is potential to develop logistic services by 
water. With 17 percent of Uganda’s surface 
area covered by water, inland waterways 
transportation could make an important 
contribution to the logistics industry.  
The Ministry of Works and Transport is in 
the process of developing a dedicated 
Maritime Department to handle Maritime 
Administration affairs. 

48. The National Transport Masterplan notes 
that water transport has the potential to 
offer low unit costs despite its slow speed. 
The Master Plan makes particular reference 
to the need to revitalise ‘road bridges’ which 
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are water-borne linkages across rivers in 
Lake Victoria, Lake Albert and the River Nile.   
Such linkages can assist in contributing 
to the coverage of Uganda National Road 
Authority’s (UNRA) road network. There are 
also plans to upgrade port facilities at Port 
Bell, Jinja and Bukasa.

49. Waterways can also play an important 
role, linking up with expansion in the rail 
network, in expanding logistics capacity 
and connections with Tanzania and Kenya.  
Inland waterway transport has the potential 
to support regional cooperation and 
integration, by creating a common transport 
route across several countries that share the 
water bodies in the region. For example, in 
Europe has utilized some of its water bodies 
such as the Danube and Rhine rivers to 
foster trade across the continent. Such an 
approach has numerous benefits for Uganda 
including the creation of an alternative 

access route to the Indian Ocean via Mwanza 
and Dar es Salaam to reduce reliance 
on the Northern Corridor to Mombasa.  

50. The Transport Master plan thus places 
emphasis on:

 Re-introducing rail ferry services in order to 
boost the capacity of the railway network 
and provide the means for interchange of 
loaded and empty wagons between Uganda 
and the Tanzanian and Kenyan rail systems. 

 Ensure that ‘road bridges’ across lakes and 
rivers are fit for purpose, able to offer the 
guarantee of reliable passage for vehicles 
and passengers with minimum delay as a key 
part of UNRA’s road infrastructure.

 Ensure that connections are available and 
affordable, offering the guarantee of safe 
passage for goods and passengers. 

 Enforce safety requirements so that operators 
do not over-load and stop using defective 
vessels without adequate safety equipment. 
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2.3.6 Border management

Air cargo is generally carried on passenger 
planes from Entebbe International Airport, 
though there are charter cargo flights.  
Because of the cost of air cargo, only high 
margin products (e.g. flowers) or urgent high-
value equipment and spares are exported 
or imported through Entebbe.  Cargo traffic 
is still very small at Entebbe Airport with 
only about 52,000 tonnes transported 
through the airport in 2014.  Uganda Airlines 
Corporation which ran the national airline 
ceased operations in 2001 though there are 
plans to revive the airline.  

51. The Master Plan focuses on the following 

aspects:

 Developing the Soroti Flying School into a 

regional facility (it was the location of the 

East African Flying School until 1977).

 Upgrading Entebbe Airport and developing 

ten new up-country airports. 

 Splitting the Civil Aviation Authority’s 

functions in order to create a separate 

airport authority and a regulatory body.

52. Border management is one of the areas where 
Uganda has made tremendous progress.  
Delays at border crossings across Sub-
Saharan Africa have long been identified as 
one of the largest non-tariff barriers to trade. 
Some of the identified, contributing factors 
include inefficient paperwork processes, lack 
of advance notification of goods, fraudulent 
declarations, lack of efficient, international 
information exchange between revenue 
authorities and out of date or lack of transit 
and trade statistics (World Bank, 2013).

 
53. As part of the improvements to border 

control, the One-Stop Border Posts (OSBPs) 
procedure for managing documentation has 
greatly improved the accuracy and speed 
of customs transactions.  OSBPs have been 
established in Malaba, Busia, Mutukula 
and Mirama Hills.  The sharing of electronic 
information across countries at the border 
posts through the introduction of the 
Revenue Authorities Digital Data Exchange 
(RADDEx) has also speeded up transactions 
at the borders. Recent improvements in IT 
and other infrastructure at these border 
posts have led to a reduction in crossing 
times to approximately four hours whereas 
before they had taken days.   Despite 

Delays at border crossings 
across Sub-Saharan Africa 
have long been identified 
as one of the largest non-
tariff barriers to trade

2.3.5 Air transport
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2.3.7 Freight forwarding

these improvements, there is still room to 
improve customs procedures, particularly 

those along the Kenya-Uganda border.   

2.3.7 Storage

54. Similar to border management, there have 
been tremendous improvements in freight 
forwarding in the region.  Kenya, Uganda 
and Rwanda operationalized the Regional 
Customs Transit Guarantee Scheme (RCTG 
CARNET) in 2012, which has reduced 
the cost for custom bond guarantees for 
shipments.  In recent years, the Uganda 
Freight Forwarders Association (UFFA) in 
collaboration with other Associations in the 

region sought to accredit forwarding and 

clearing agents through the introduction 

of the East Africa Customs Clearing and 

Freight Forwarding Practicing Certificate 

(EACFFPC).  Low access to ICT facilities to 

submit documents electronically remains a 

challenge for small forwarding agents though 

some common facilitates are available. 

55. There are a number Inland Container Depots 
(ICDs) located at Kampala, Mukono, Jinja, 
Malaba and Tororo where goods are received, 
stored and distributed.  Additionally, to 
support small farmers in the agricultural 
sector, the Ministry of Trade, Industry and 
Cooperatives (MoTIC) is developing storage 

facilities that allow products to be deposited 
on a cooperative basis with credit received 
pryior to sale.  Most ICDs in Uganda are 
privately owned and the major logistics 
companies operating in Uganda have their 
own ICDs and general warehousing facilities. 
  



22

SECTION 3: 
The Role of Transport and Logistics in 
Uganda to Achieve Vision 2040
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SUMMARY 

Logistics has a direct impact on the productivity and 

competitiveness of almost every other sector of the economy. 

From agriculture to manufacturing logistics has a key role to 

play. Extensive sector-specific efforts can be made to increase 

farmers’ yields and productivity but these will be undermined if 

there is a lack of effective logistics services to take the produce 

from the farm to the factory or from the factory to consumers. 

Currently, Uganda does not compare favourably to its 

neighbours in terms of its competitiveness of transport and 

logistics infrastructure nor on the ease of doing business. There 

are also worrying trends related to the declining performance 

of the country’s trade logistics.  In order for Uganda to achieve 

its objectives of becoming a middle-income country, it must 

improve on its competitiveness in terms of doing business as 

well as infrastructure development for all priority economic 

sectors to develop.  As the country moves to a more efficiency-

driven economy, the demand for more productive and efficient 

skills of its labour force will increase.  

Uganda’s Vision 2040 and associated National Development 

Plan 2, sets out ambitious targets for the country to become 

an efficiency-driven, middle-income economy.  The strategies 

recognise that transport and logistics infrastructure is a 

key fundamental in achieving this transformational shift by 

supporting the growth of other priority economic sectors, but 

falls short of identifying the sector in itself as a means to drive 

economic growth by becoming a logistics hub for the region.

SUMMARY 
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3.1 Overview of Uganda’s Vision 2040

56. Uganda’s ‘Vision 2040’ sets out the high 
level strategies the country will implement 
to encourage industrialisation and value 
addition, in order to operationalise the 
country’s vision statement which is “A 
Transformed Ugandan Society from a Peasant 
to a Modern and Prosperous Country within 
30 years”.  More specifically, Vision 2040 
sets out the goal of attaining upper middle 
income country status by 2032. Achieving this 
goal will require a real annual GDP growth 
rate of 8.2% over the next decade and more.  

57. Vision 2040 is operationalised through a 
series of national five year plans overseen by 
the National Planning Authority. The latest 
National Development Plan (NDP II) was 
published in June 2015 and covers the period 
through until 2020. 

58. Uganda is currently a ‘factor-driven’ economy, 
defined by the World Economic Forum as 
competing with its neighbours primarily 
on the use of unskilled labour and natural 
resources. As economies develop, the World 

Economic Forum defines countries as moving 
from factor-driven to efficiency-driven before 
they reach the most developed stage of being 
innovation-driven. As Uganda is a factor-
driven economy, the lowest of the three 
categorisations, the majority of its companies 
compete on the basis of price as they buy and 
sell basic products or commodities. 

59. Vision 2040 sets out a means of moving beyond 
this focus on primary commodities and limited 
value addition. By developing manufacturing, 
focusing on agribusiness and developing new 
sectors such as oil and gas Uganda hopes 
to make the shift to an ‘efficiency-driven’ 
economy, where growth is based on the 
development of more efficient production 
processes and increased product quality. 

60. This significant planned shift in economic 
fundamentals for Uganda can be seen 
by comparing the 2010 baseline with the 
various targets set out in Vision 2040 (Table 
3.1 below).

Table 3.1: Baseline status and Vision 2040 targets

Development Indicator Baseline 
Status 2010

Target 2040

Per Capita Income USD 506 USD 9500

Population Below the Poverty Line (%) 24.5 5.0

Income Distribution (GINI Coefficient) 0.43 0.32

Sector Composition (%GDP)

Agriculture 22.4 10.4

Industry 26.4 31.5

Services 51.2 58.2

Labour Force Distribution in Line with Sector 
Contribution (%)

Agriculture 65.6 31.0

Industry 7.6 26.0

Services 26.8 43.0

National Labour Force Employed (%) 70.9 94.0
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Development Indicator Baseline 
Status 2010

Target 2040

Manufacture Exports as % of Total Exports 4.2 50.0

ICT Goods and Services as % of Total Exports 0.0 40.0

Standard Paved Roads to Total Road Network (%) 4.0 80.0

Cargo Freight on Rail to Total Freight (%) 3.5 80.0

Population in Planned Settlements (%)

Urban 51.0 100.0

Rural 0.0 100.0

Level of Urbanisation (%) 13.0 60.0

Labour Productivity (GDP per Worker)

Agriculture USD 390 USD 6,790

Industry USD 3,550 USD 24,820

Services USD 1,830 USD 25,513

Total USD 1,017 USD 19,770

Source: Uganda Vision 2040

Some of the most striking targets from this analysis 
include:

(i)	 Increasing the overall employment rate by 
23 percentage points 

(ii)	 More than tripling the proportion of 
people employed in industry 

(iii)	 A twelve-fold increase in manufactured 

exports as a percentage of total exports 
(iv)	 A seventeen-fold increase in the 

productivity of agricultural workers, a 
seven-fold increase in the productivity of 
workers in industry and a nineteen-fold 
increase for workers in services. 

61. The GDP growth trajectory required to 
achieve this goal is set out in Figure 3.1.

Figure 3.1: Ugandan GDP Growth Targets: Vision 2040
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62. These are highly ambitious targets, requiring 
a seven-fold increase in GDP over the next 
fifteen years.  Vision 2040 is not going to be 
achieved through a series of incremental steps 
or a projection forward of ‘business as usual’. 
It will require a genuine transformational 
change in the structure of the economy 
and the productivity of the labour force.  

63. Vision 2040 recognises that transport and 
logistics infrastructure is a key fundamental in 
achieving this transformational shift. Indeed, 
Vision 2040 states that “Uganda must urgently 
attain an integrated transport infrastructure 
network to spur its own economic growth. 
This will entail development of a highly 
interconnected transport network and 
services optimising the use of rail, road, water 
and air transport modes.” (Vision 2040:70) 

64. This investment in infrastructure is intended 
to make Uganda a logistics hub within 
the region and beyond. This focus on 
interconnectivity is aligned with Uganda’s 
aim of engaging in international and 
regional trade agreements – most notably 
through its membership of the East African 
Community (EAC) - as a key strategy for 
stimulating and sustaining economic 
growth.  

65. The role of logistics in operationalising 
Vision 2040 goes well beyond the specific 
sections in the document on the role of 
transport and transport infrastructure. 
Vision 2040 identifies a number of priority 
sectors and initiatives which are intended 
to drive economic growth, these include: 
oil & gas; agriculture; tourism; minerals; 
industrialisation and urban development.  
In line with this, the NDP II prioritises 
investment along the whole value chain in 
these priority sectors including:

 Key investments in the ramp-up and 
preparation for full oil & gas production such 
as the construction of three pipelines for the 
purposes to transport, namely: (1) crude oil 
to Tanga; (2) refined products to Kampala, 
Eldoret and Kigali, and (3) Liquefied 
Petroleum Gas (LPG) to Kampala and Gulu. 
There will also be construction of an oil and 
gas refinery with an eventual capacity of 
60,000 barrels per day.  

 Commercialisation and increased production 
and productivity across value chains - 
including an emphasis on agro-processing 
and marketing. Twelve enterprises - cotton, 
coffee, tea, maize, rice, cassava, beans, fish, 
beef, milk, citrus and bananas - have been 
identified as the focus for these efforts.   

 Improvement, diversification and 
exploitation in the tourism sector including 
improved marketing and construction of 
new facilities. 

 The minerals development priority area sees 
six key minerals earmarked for exploitation 
and domestic value addition.  These are: 
iron ore, limestone/marble, copper/cobalt, 
phosphates, dimension stones and uranium.  

66. Failure to develop the capacity, productivity 
and capabilities of the logistics industry will 
compromise the successes which can be 
achieved in each of the priority economic 
sectors of growth. In order to achieve 
Uganda’s ambitious development vision, 
a transformational shift in the economy is 
required over the next two decades. This shift 
includes a rapid expansion of manufacturing 
and services employment coupled with 
several fold increases in productivity across 
all industry sectors. As the backbone of 
the economy, responsible for flow and 
storage of goods and materials from point 
of origin to point of consumption, Uganda 
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is not going to achieve its development 
goals unless the logistics sector itself 

becomes more efficient and effective.   

3.2 An Overview of Uganda’s Trade Flows

67. Uganda has a trade deficit, with the 
value of imported goods in 2013 (USD 5.8 
billion) being more than double the value 
of exported goods (USD 2.4 billion). 89 
percent of Uganda’s imports in 2013 were 
from outside the East Africa Region with 11 
percent from within the Region- almost all 
of which came from Kenya. In contrast, in 

the same year about 58 percent of Uganda’s 
exports were sent outside the East Africa 
Region while 42 percent remained within 
the region.  Kenya, the Democratic Republic 
of Congo, Rwanda and South Sudan were 
the four main destinations for these exports 
with a smaller volume going to Tanzania (see 
Table 3.2). 

Table 3.2: Uganda’s formal trade flows by value and destination, 2013

Import Export

USD ‘000 % USD ‘000 %
World 5,817,510 100.0% 2,407,736 100.0%
Outside Region 5,194,345 89.3% 1,385,434 57.5%
Region 623,165 10.7% 1,022,301 42.5%

Kenya 562,819 9.7% 314,430 13.1%
Tanzania 45,931 0.8% 47,963 2.0%
Rwanda 7,398 0.1% 216,301 9.0%
Congo, Dem. Rep. 6,751 0.1% 268,175 11.1%
South Sudan 266 0.0% 175,432 7.3%

Source: World Bank

68. India alone accounts for 27 percent of 
Uganda’s imports (see Table 3.3), with four 
countries in the East Asia and Pacific region 
amongst the top 10 import trading partners 
with Uganda by value. However, aside from 
Kenya, the sub-Saharan African region is 
relatively insignificant in terms of imports for 
Uganda. 

69. The top five countries for Ugandan exports by 
value are all in Sub-Saharan Africa with four 
of them in East Africa- Kenya (13 percent), 
Democratic Republic of Congo (11 percent), 
Rwanda (9 percent) and South Sudan (7 
percent)- with the other being Sudan (10 
percent). Together these five countries are 
a market for 50% of all Uganda’s exports.   
 

Uganda’s ‘Vision 2040’ 
sets out the high level 
strategies the country will 
implement to encourage 
industrialisation and 
value addition
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Table 3.3: Top 10 countries by Ugandan import and export value

Top 10 
Countries by 
Imports

Import Value 
2013 USD’000

Total Imports 
by Value (%)

Top 10 
Countries by 
Exports

Export Value 
2013 USD ’000

Total Exports 
by Value (%)

1. India 1,559,857 27% 1. Kenya 314,400 13%

2. China 622,044 11% 2. DR Congo 268,200 11%

3. Kenya 562,819 10% 3. Sudan 239,400 10%
4. UAE 387,534 7% 4. Rwanda 216,300 9%
5. Japan 331,694 6% 5. South Sudan 175,400 7%
6. South Africa 250,566 4% 6. Switzerland 158,285 7%
7. Indonesia 171,098 3% 7. Netherlands 103,735 4%
8. Singapore 154,321 3% 8. Germany 83,030 3%
9. France 124,836 2% 9.UAE 82,717 3%
10. USA 121,023 2% 10.Belgium 59,092 2%

Source: World Bank

70. The main imports by value are fuels, 
mechanical and electrical equipment, 
chemicals, vehicles, metals and vegetables 
(see Table 3.4), which are relatively high 
value goods.  In contrast, Uganda’s most 
significant exports are high volume, low 
value primary products such as vegetables, 
food products and animals.  Together, 
these products made up close to 60 percent 
of Uganda’s exports by value in 2013. 

71. As a result of an increasingly liberal trade 
environment, Uganda now trades in a greater 
range of products than it did in the past. In 
particular, some local firms are exporting 
non-traditional products such as flowers and 
foodstuffs. Although agricultural products 
dominate Uganda’s exports the country is now 
far less reliant on coffee (which contributed 
90% of total export earnings in the 1990s) and 
includes processed agricultural products such 
as sugar and fish. 

Table 3.4: Imports and exports by product group

Imports Exports

Product USD ‘000 % Product USD ‘000 %
All Products 5,817,510 100.0 All Products 2,407,736 100.0 
Fuels 1,340,564 23.0 Vegetable 853,386 35.4 
Mech and Elec 832,815 14.3 Food Products 386,163 16.0 
Chemicals 708,077 12.2 Animal 156,409 6.5 
Transportation 580,992 10.0 Fuels 153,806  6.4 

Metals 401,805 6.9 Metals 151,888 6.3 
Vegetable 396,124 6.8 Mech and Elec 129,661 5.4 
Miscellaneous 312,708 5.4 Minerals 108,546 4.5 
Plastic or Rubber 306,496 5.3 Transportation 105,669 4.4 
Food Products 294,643 5.1 Chemicals 84,590 3.5 
Textiles and Clothing 218,761 3.8 Hides and Skins 64,877 2.7 
Wood 171,717 3.0 Miscellaneous 57,583 2.4 
Minerals 113,762 2.0 Textiles and Clothing 53,133 2.2 
Stone and Glass 57,752 1.0 Wood 40,825 1.7 
Footwear 56,859 1.0 Plastic or Rubber 36,886 1.5 
Hides and Skins 14,514 0.3 Stone and Glass 18,693 0.8 
Animal 9,921 0.2 Footwear 5,620 0.2 

Source: World Bank



29

72. Given this situation the objective, set out 
in Vision 2040, of moving beyond a focus 
on primary commodities and limited value 
addition by developing manufacturing, 
agribusiness and new sectors (such as oil 
and gas) makes perfect sense. Indeed, the 
2013 trade figures show the scale of the 
transformation that is required to enhance 

exports. Uganda’s exports are dominated by 
Sub-Saharan Africa which is the market for 
58 percent of Uganda’s total exports by value 
and its second largest export market by value 
is Europe & Central Asia which accounts for 
28 percent.  These figures demonstrate that 
Uganda’s export markets outside of Sub-
Saharan Africa remain largely untapped. 

3.3 Competitiveness and Ease of Doing Business: Regional Comparison

73. Before looking in detail at the 
competitiveness of the transport and 
logistics sector in Uganda it is important to 
gain a general sense of the current state of 
Uganda’s economy and general business 
environment to see how this compares with 
its East African neighbours and competitors.  
This analysis is important for shaping any 
policy recommendations and responses for 
the transport and logistics sector. The free 
movement of goods and labour within the 
East African Community is already a reality 
and this openness is only likely to increase in 
the years ahead3. 

74. The World Economic Forum’s Global 
Competitiveness Report 2014/15 provides 

a useful starting point for comparing 

Uganda, Kenya, Rwanda and Tanzania.  In 

2014/15 Uganda was ranked 122nd out 

of 144 countries in terms of its overall 

competitiveness with a score of 3.6 out 

of 7. This is an identical score to 2011/12 

when Uganda was ranked 121st overall 

suggesting that its position has remained 

fairly static. Looking at specific metrics 

which are of interest from a transport and 

logistics perspective Uganda is ranked 129th 

for infrastructure (2.3 out of 7) and 119th 

on goods market efficiency (3.9).  A more 

detailed breakdown of these metrics and 

a comparison of scores from neighbouring 

countries is provided in Table 3.5 below:

Table 3.5: Comparison of key metrics by country in the Global Competitiveness Report 2014/15

Uganda Kenya Rwanda Tanzania

Overall Competitiveness Rank & Score 122nd (3.6) 90th (3.9) 62nd (4.3) 121st (3.6)

Overall Infrastructure Rank & Score 129th (2.3) 96th (3.3) 105th (3.1) 130th (2.3)

Quality of Overall Infrastructure 104th (3.5) 65th (4.3) 68th (4.3) 117th (3.2)

Quality of Roads 105th (3.2) 59th (4.2) 46th (4.7) 112th (3.0)

Quality of Railroad Infrastructure 101st (1.5) 71st (2.5) N.A. 88th (2.0)

Quality of Port Infrastructure 118th (2.8) 61st (4.3) 98th (3.6) 106th (3.3)

Quality of Air Transport Infrastructure 124th (3.2) 54th (4.8) 73rd (4.3) 131st (2.8)

Overall Goods Market Efficiency Rank & Score 119th (3.9) 62nd (4.4) 42nd (4.6) 122nd (3.9)

Intensity of Local Competition 55th (5.2) 21st (5.7) 78th (4.9) 123rd (4.3)

Effect of Taxation on Incentives to Invest 94th (3.4) 76th (3.6) 29th (4.3) 96th (3.4)

Source: World Economic Forum 2015
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75. From this comparative analysis it is clear 
that both Kenya and Rwanda score higher 
than Uganda and Tanzania when it comes to 
overall competitiveness, infrastructure and 
goods market efficiency factors. The Global 
Competitiveness Report ranking above 
also shows that the quality of Uganda’s rail 
network (with a score of 1.5) lags behind 
the quality of its ports (2.8), air transport 
infrastructure (3.2) and its roads (3.2). Given 
that these scores use a 1-7 scale it is notable 
that Uganda fails to achieve a 50 percent 
score on any of its transport modes.

76. One of the most interesting aspects of 
the Global Competitiveness Report is that 
stakeholders in each country are asked to 
self-identify the most problematic factors for 

doing business in their country. This provides 
an interesting self-assessment of the most 
pressing constraints to improved business 
performance. 

77. Table 3.6 provides a comparative summary 
of the responses from six countries.  Four 
of these - Uganda, Tanzania, Kenya and 
Rwanda - are all East African neighbours 
and are considered by the World Economic 
Forum to have ‘factor-driven’ economies. As 
a comparator we have included South Africa 
which is a Sub-Saharan African country 
classified as having an ‘efficiency-driven’ 
economy (which is Uganda’s aspiration 
through Vision 2040) and the United Kingdom 
which has an ‘innovation-driven’ economy.   

Table 3.6: Comparison of ‘most problematic factors for doing business’ across 6 countries

Uganda Kenya Tanzania Rwanda South 
Africa

UK

Corruption 1st (22.5%) 1st (20%) 1st (17%) 10th (2.5%) 4th (11%) 12th (0.8%)

Access to Financing 2nd (14%) 2nd (18.1%) 2nd (16.7%) 1st (21.3%) 10th (2.2%) 1st (17.3%)

Tax Rates 3rd (13.5%) 5th (9.9%) 4th (10.3%) 5th (10.1%) 15th (1%) 3rd (12.8%)

Inadequate 
Infrastructure

4th (11.5%) 4th (9.9%) 5th (10%) 4th (11.3%) 5th (9.8%) 6th (7.2%)

Inefficient 
Government 
Bureaucracy

6th (7.6%) 6th (8.2%) 3rd (11.3%) 9th (3.5%) 3rd (14.8%) 5th (8.5%)

Crime and Theft 9th (2.8%) 3rd (10.3%) 10th (2.8%) 15th (0.6%) 9th (2.5%) 14th (0.5%)

Poor Work Ethic in 
National Workforce

7th (6.1%) 12th (1.4%) 9th (4.7%) 6th (7.5%) 7th (5.2%) 9th (6.1%)

Inadequately 
Educated Workforce

12th (1.7%) 13th (1.3%) 8th (6.2%) 2nd (14.3%) 2nd (16.9%) 4th (10.8%)

Insufficient Capacity 
to Innovate

11th (1.8%) 11th (1.6%) 11th (2.7%) 3rd (11.5%) 8th (3%) 7th (6.9%)

Source: World Economic Forum 2015

78. There is a very similar pattern of responses 
across Uganda, Kenya and Tanzania. In all 
three countries ‘corruption’ and ‘access 
to financing’ were identified as the two 
most problematic factors. ‘Tax rates’ and 
‘inadequate infrastructure’ also featured 
in the top five factors in Uganda, Kenya, 

Tanzania and Rwanda. ‘Crime and theft’ 
scored very highly in Kenya whilst ‘inefficient 
government bureaucracy’ scored highly in 
Tanzania but, apart from these differences 
there were very consistent scores across 
these three neighbouring East African 
countries. 
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79. Rwanda, however, displays some noticeable 
differences from its neighbours. Firstly, 
corruption scores considerably lower (ranked 
10th and mentioned by 2.5% of respondents 
compared with 22.5% in Uganda). Secondly 
the ‘education and skills’ related indicators 
in Rwanda are ranked as much more 
problematic than in Uganda, Kenya and 
Tanzania. ‘Inadequately educated workforce’ 
is ranked second in Rwanda and ‘insufficient 
capacity to innovate’ is ranked third.  The 
comparative rank in Uganda by contrast is 
twelfth for ‘inadequately educated workforce 
and eleventh for ‘insufficient capacity to 
innovate’, which are comparable to those 
from Kenya and Tanzania.

80. Interestingly, while it is not ranked highly as a 
problem in Uganda, ‘inadequately educated 
workforce’ as a problematic factor in South 
Africa ranks second (our country comparator 
of an ‘efficiency-driven’ economy) and fourth 
in the UK (our country comparator of an 
‘innovation-driven’ economy). 

81. Our hypothesis of what appears to be 
a contradiction is that in factor-driven 
economies such as Uganda there is a 
‘hierarchy of issues’ which need to be 
addressed if businesses are to become more 
productive. In such contexts taking measures 
to reduce corruption and address concerns 
around access to financing and tax rates 
may have more immediate benefit than 
measures to improve workforce skills. This 
does not necessarily mean that they are not 
important, just that they are not viewed as a 
significant constraint given the comparative 
magnitude of problems caused by issues 
such as corruption, access to financing and 
tax rates. Their lack of relative importance 
may also be due to the nature of business 
in ‘factor-driven’ economies which are 
dominated by basic processes and supplied 
by large quantities of cheap and often low-
skilled labour.  In this context, Rwanda 

provides an interesting case and its self-
identification of education and innovation as 
significant constraints may be an early signal 
of its transition towards an ‘efficiency-driven’ 
economy where growth is based on the 
development of more efficient production 
processes and increased product quality. 

82. Due to the lower skills required in Uganda, 
employers are less likely to consider 
inadequate education and insufficient 
capacity to innovate as significant 
constraints to doing business. As economies 
transition from ‘factor-driven’ to ‘efficiency-
driven’, as is Uganda’s aim with Vision 
2040, employers are increasingly likely to 
identify education and skills related factors 
as a constraint to business performance.   

Due to an increasingly 
liberal trade 
environment, Uganda 
now trades in a greater 
range of products than 
it did in the past. Some 
local firms are exporting 
non-traditional 
products such as 
flowers and foodstuffs
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83. The World Bank’s Logistics Performance 
Index (LPI) is an interactive benchmarking 
tool created to help countries identify the 
challenges and opportunities they face in 
their performance on trade logistics and what 
they can do to improve their performance.  

84. The latest (2014) dataset from the LPI 
contains information from 160 countries 
however; Uganda is not included within these 
160 countries for either the 2014 or 2012 LPI 
datasets we therefore have to go back to the 
2010 LPI dataset in order to compare the 
performance of Uganda’s logistics sector 

with that of its neighbours. This information 
is presented in Table 3.7.

85. The rankings given are for overall global 
position against each indicator with each 
score using a 1 to 5 scale where 1 is low 
and 5 is high. The best performing country 
globally in 2010 was Germany with an 
overall LPI score of 4.11 with the highest 
ranked Sub-Saharan African country was 
South Africa in 31st position with a score 
of 3.46. The lowest ranked country globally 
(155th) was Somalia with a score of 1.34. 

3.4 Performance of Uganda’s Logistics Sector in Comparison with 
Regional Neighbours

Table 3.7: Comparative information for selected countries using 2010 LPI data

Uganda Kenya Tanzania Rwanda DR Congo
Overall LPI Rank and Score 66th (2.82) 99th (2.59) 95th (2.60) 151st (2.04) 85th (2.68)

Customs 44th (2.84) 103rd (2.23) 74th (2.42) 153rd (1.63) 59th (2.60)

Infrastructure 89th (2.35) 113th (2.14) 129th (2.00) 150th (1.63) 98th (2.27)

International Shipments 60th (3.02) 75th (2.84) 85th (2.78) 67th (2.88) 109th (2.56)

Quality Logistics Services 76th (2.59) 122nd (2.28) 105th (2.38) 152nd (1.85) 49th (2.93)

Tracking and Tracing 114th (2.45) 69th (2.89) 103rd (2.56) 149th (1.99) 119th (2.43)

Timeliness 60th (3.52) 113th (3.06) 80th (3.33) 154th (2.05) 94th (3.20)
Source: World Bank

86. According to the 2010 LPI data Uganda scores 
very well with its global LPI rank of 66th 
putting it third in Sub-Saharan Africa behind 
South Africa and Senegal. Uganda scores 
particularly highly on ‘customs’, ‘international 
shipments’ and ‘timeliness’.  Indeed, Uganda 
outperforms its regional neighbours on all 
indicators except ‘tracking and tracing’ where 
it is behind Kenya and Tanzania and ‘quality 
logistics services’ where it is behind the 
Democratic Republic of Congo. 

87. The lack of 2014 data for Uganda means that 

it is not possible to conduct a like for like 

comparison with its regional neighbours. 

However, the 2014 data for Kenya, Tanzania, 

Rwanda and DRC is useful in enabling us to 

see the changes in scores which have been 

achieved since 2010. In Table 3.8 we compare 

this 2014 LPI data with the 2010 scores for 

Uganda.
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Table 3.8: 2014 LPI country data and scores compared with 2010 Ugandan data

Uganda 
(2010 data)

Kenya Tanzania Rwanda DR Congo

Overall LPI Rank and Score 2.82 74th (2.81) 138th (2.33) 80th (2.76) 159th (1.88)

Customs 2.84 151st (1.96) 135th (2.19) 89th (2.50) 158th (1.78)

Infrastructure 2.35 102nd (2.40) 114th (2.32) 113th (2.32) 156th (1.83)

International Shipments 3.02 50th (3.15) 137th (2.32) 88th (2.78) 160th (1.70)

Logistics Quality and Competence 2.59 90th (2.65) 145th (2.18) 92nd (2.64) 158th (1.84)

Tracking and Tracing 2.45 60th (3.03) 150th (2.11) 68th (2.94) 151st (2.10)

Timeliness 3.52 45th (3.58) 107th (2.89) 63rd (3.34) 159th (2.04)

Source: World Bank

88. Although it is entirely possible that Uganda 
has made progress since 2010 which is not 
captured in this comparison, we believe that 
this comparison is still a useful exercise as it 
provides an indication of the performance 
trends for Uganda’s neighbours. 

89. It is clear from the 2014 LPI data that both 
Kenya and Rwanda have made significant 
progress since 2010. Kenya has moved from 
99th to 74th overall whilst Rwanda has 
moved from 151st to 80th. By contrast both 
Tanzania and DR Congo appear to be doing 
comparatively worse - Tanzania falling from 
95th to 138th and DRC from 85th to 159th. 
 

90. Using Uganda’s 2010 scores as a comparator, 
Kenya is now ahead of Uganda on 5 indicators 
with Uganda only ahead on the ‘customs’ 
score and overall LPI rank. Rwanda, which 
was previously behind Uganda on every 
indicator, is now ahead of Uganda’s 2010 
scores for 2 indicators (‘logistics quality and 
competence’ and ‘tracking and tracing’).  

91. The pattern which thus emerges from 
the analysis of this LPI data is generally 
a positive one for Uganda which scored 
comparatively well in 2010. The 2014 LPI 

data provides a cautionary note for Uganda 
with the significant progress which has been 
made by both Kenya and Rwanda over the 
past four years. Both of these countries pose 
serious competition to Uganda in terms of 
the performance of their logistics sector.  If 
these trends continue then Uganda will need 
to ‘up its game’ to even maintain parity of 
performance with its neighbours. This is a 
trend which can also been seen in the 2014/15 
Global Competitiveness Report where 
Kenya and Rwanda both outscore Uganda.  

Using Uganda’s 2010 
scores as a comparator, 
Kenya is now ahead of 
Uganda on 5 indicators 
with Uganda only 
ahead on the ‘customs’ 
score and overall LPI 
rank
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SECTION 4: 
Barriers and Issues Constraining 
the Logistics Sector from Achieving 
Transformational Change
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Uganda has a particularly weak third party logistics sector 
which, with the a few notable exceptions, is small-scale and 
fragmented. Its offer to customers is generally one dimensional 
and unsophisticated - single load, single destination transport 
runs, basic warehousing facilities - yet customers in the 
growing sectors of the Ugandan economy will increasingly 
be demanding more and better services from their logistics 
providers.

The constraints facing transport and logistics firms can be 
broken into two main groups: external and internal barriers.  
External barriers are outside the control of logistics firms and 
include issues such as difficulties in running a business (e.g. 
Access to finance, taxation and unreliable business revenue); 
infrastructure, lack of effective enforcement and regulation 
(e.g., regulations on goods vehicles roadworthiness, licensing 
of good vehicles drivers, which are significant barriers to 
improved productivity and effectiveness), lack of licensing and 
registration requirements for logistics companies which means 
there are a large number of poor quality and unreliable low 
margin businesses, and finally, the short supply of training for 
specific skills to be employed in the sector.  

Internal barriers include the ad hoc nature of the logistics 
sector currently where one off arrangements do not develop 
the depth of relationships required to grow and become 
competitive. The sector is characterised by poor timekeeping 
and time management, low service standards and customer 
expectations. In addition, there has been a lack of investment 
in vehicles, equipment and modern technology (e.g. tracking 
systems) which has held back the development of the sector.  
Lastly, there is inconsistent training and people management 
within the sector leading to poor quality services.

SUMMARY 

SUMMARY 
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92. Through a series of interviews and an 
employer-focused questionnaire, a number 
of constraints to the productivity and 
competitiveness of the Ugandan logistics 
sector were identified. These barriers were 
then discussed in more detail during a 
stakeholder workshop in Kampala held in 
August 2015.  The workshop identified two 
categories of barriers to meeting demand 
- external barriers or factors outside of the 
immediate control of Uganda logistics 
companies and internal barriers or issues 
within the direct control of Ugandan logistics 
companies themselves.  This categorisation 
of ‘external’ and ‘internal’ is important when 

looking at developing policy actions and 
recommendations in order to tackle these 
barriers. 

93. When analysing these barriers, it is important 
to appreciate the difference in performance 
between own account (1PL) and third party 
logistics (3PL) providers.  Own account 
operations involve a company moving its 
own goods and the logistics function is part 
of a wider organisation which is likely to 
have management procedures, processes 
and a culture capable of sustaining 
quality logistics provision.  In own account 
companies the logistics function need 

ServicesActors

Supply chain integration

Service integration Manufacturing, RetailingCargo owners

Carriers

Logistics service
providers

Lead logistics providers
and consultants

Transportation

Logistics

Supply chain
management

Types of Logistical Services

• First Party Logistics (1PL):  Self-performed services (“own account” logistics provision) from within producer and 
manufacturing organisations.

• Second Party Logistics (2PL): Ad-hoc owner-operator, minor “third party logistics” services providers.
• Third Party Logistics (3PL):  major “third-party logistics” service providers.
• Fourth Party Logistics (4PL):  Management and procurement of logistic services for one or more customers.  This 

categorisation is set out in the figure below.

This four level categorisation of actors is useful in assessing the various business constraints and skills needs within the 
logistics sector.  The main distinction in Uganda is between First Party Logistics providers (1PL- otherwise known as “Own 
Account”) and Third Party Logistics providers (3PL) - the former move their own goods while the latter make a living out of 
moving other people’s goods.  The Second Party Logistics (2PL) single truck owner operator is simply a small third party 
provider who offers a single service (trucking) rather than a variety of logistics solutions (warehousing, transport, picking 
and packing etc.). Fourth Party Logistics (4PL) is a useful term - in effect these are logistics consultants who manage 
the whole process for a client without necessarily performing any of the operations themselves. The presence of 4PL 
providers is relatively limited in developing economies, although as country develops economically, they should become 
more prevalent as companies seek to drive efficiency and increase their competitiveness.  

4.1 Overview of Major Barriers and Constraints
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not be a significant income generator - it 
simply has to satisfy the demand of its one 
customer, the company of which it is part.  
Own account logistics operations will be 
affected far more by the external barriers 
facing the sector than the internal ones. 

94. Third party providers, on the other hand, 
derive all their income from providing 
services to customers so the demand from 
customers is a crucial driver of the quantity, 
nature and quality of logistics supply.  
Uganda has a particularly weak third party 
sector which, with the notable exception 
of a number of international companies 
and a very small number of Ugandan ones, 

is small-scale and fragmented. Its offer to 
customers is generally one dimensional 
and unsophisticated - single load, 
single destination transport runs, basic 
warehousing facilities - yet customers in the 
growing sectors of the Ugandan economy 
will increasingly be demanding more and 
better services from their logistics providers.

95. From a stakeholder perspective, the 
most significant barriers to improved 
productivity and competitiveness 
within the Ugandan logistics sector are 
external and internal barriers, which 
are described in more detail below. 

EXTERNAL BARRIERS:
4.1.1 Business environment

96. Running a business in Uganda can be 
difficult - as well as the evidence presented 
in the Global Competitiveness Report 
2014/15, there is a wealth of anecdotal 
evidence of widespread petty fraud, theft 
and corruption, with logistics in many ways 
prone to suffer in these areas because of the 
nature of its operations - not confined to an 
easily manageable space but carried out on 
the highways and byways of Uganda.

97. A flavour of the bureaucratic obligations 

placed on entrepreneurs can be found 

within the World Bank’s data for “Starting a 

Business” on the Doing Business web site, 

where Uganda compares unfavourably to 

its neighbours on the number of procedures 

and time it takes to register a business (see 

Table 4.1).
 

Table 4.1: Comparative ease of starting a business in Uganda and comparator countries, 2016

Uganda Kenya Tanzania Rwanda SSA OECD

Procedures (Number) 15 11 9 7 8 4.7

Time (days) 27 26 26 5.5 26.8 8.3

Cost (% Income per Capita) 39.7 35.3 18 55 53.4 3.2

Source: http://www.doingbusiness.org/data/exploreeconomies/uganda/#starting-a-business 

98. Access to finance: Typical interest rates for 
a Ugandan logistics company wanting to 
invest in new equipment are between 20 
percent and 24 percent whereas in Kenya 
the range is more likely to be between 11 
percent and 16 percent.  The weak exchange 

rate for the Ugandan shilling represents 
a further competitive disadvantage when 
seeking to modernise, since almost all 
necessary equipment will need to be 
sourced from outside Uganda.  This results 
in Ugandans buying second or third hand 
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vehicles imported from China, India and 
Europe, where they may have failed to satisfy 
regulations in their country of origin.

99. Taxation: Issues with taxation affect all 
sectors of the Ugandan economy. Value 
Added Tax (VAT) on imported trucks is levied 
at 18 percent which makes purchasing 
modern (new or relatively new) vehicles 
out of the reach of almost all logistics 
companies. Due to differences in Ugandan 
and Kenyan tax regimes that affect road 
haulage, the lower taxes in Kenya (through 

fuel charges and tolls) places Kenyan hauliers 
at a commercial advantage over Ugandan 
hauliers crossing the border with Kenya.

100. Unreliable business revenue: The size and 

nature of the Ugandan economy prevents the 

generation of secure, predictable cash flows.  

Given the uncertainty and high risks within 

the investment climate in Uganda, it is will 

be a challenge for the transport and logistics 

industry to grow to the extent required 

without external assistance and incentives. 

4.1.2 Infrastructure

101. The shortcomings of Uganda’s transport 
infrastructure are well documented and the 
National Transport Master Plan is designed 
to address these.  Growing businesses will 
increasingly rely on on-time, if not just- 
in-time, deliveries, and the cost of delays 
caused by traffic congestion threatens 
to have a major impact on economic 
growth and competitiveness.  Greener 
logistics in Uganda depends on greater 
utilisation of water and rail based transport 
where significant investment is needed. 

102. The current state of weighbridges in Uganda 
is widely agreed to be poor.  The gross 
vehicle weights displayed are inconsistent 
and vary from weighbridge to weighbridge 
and staff are generally viewed as requiring 
up-skilling to increase their competence 
and productivity.  The Ministry of Works 
and Transport (MoWT) used the East African 
Trade and Transport Facilitation Project 
(World Bank) funds to procure, install and 
commission 8 weighbridges (4 fixed and 
4 mobile) and train staff to operate these 
weighbridges. This is a welcome and 
necessary development. Transport Sector 
Development Project funds from the World 
Bank are also being used to establish a 

National Road Safety Authority (NRSA), train 
and equip Uganda Police with modern safety 
and inspection equipment and improve 
roadside vehicle testing stations.

103. Some employers have identified the lack 

of warehousing space as an issue but it is 

unclear whether this is a matter of demand 

or supply.  The URA owns and licenses 

bonded warehouses but in-country storage 

and distribution facilities can be expected to 

be supplied by the private sector in response 

to demonstrable industry demand.  By their 

nature warehouses are relatively simple 

structures to erect, so the elasticity of their 

supply should not be an issue beyond 

the normal business constraints already 

identified.

104. Uganda’s comparatively high transportation 

costs are only partly attributable to transport 

infrastructure and distance.  Delays have 

a cost associated with them and the 

unpredictability arising from unreliable 

transportation logistics performance adds 

more costs to the delays. Main sources 

of transportation costs are not only due 
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to physical constraints but widespread 

mark-ups, most of them hidden from 

initial view. These mark-ups combine with 

inefficiencies in implementation of transit 

systems to raise the cost of transportation 

to the freight originator.  These issues are 

systemic and therefore all companies 

experience them creating limited individual 

incentive to change or improve the system.  

4.1.3 Lack of effective enforcement of regulations

105. Government policies and practices have 
multiple impacts on the logistics sector.  The 
behaviour of government officials - customs 
officers, police, border agency staff, vehicle 
inspectors - both in terms of their probity 
and their competence has the potential to 
enhance or depress operational performance. 

106. The Government has not adequately, to 
date, enacted or enforced regulations on the 
testing of goods vehicle roadworthiness and 
the licensing of goods vehicle drivers is one 
of the greatest barriers the industry has to 
improved productivity and effectiveness. 

107. The lack of licensing and registration 
requirements for logistics companies in 
Uganda is also a significant barrier to 
progress. This is a critical step if Uganda is 
to improve the efficiency and effectiveness 
of provision and move from an ad hoc, free 
for all competition between a significant 
number of poor quality, unreliable and low 
margin businesses. Appropriate licensing 
and registration requirements could be 
considered within the operational context 
of the EAC and modelled on successful 
interventions elsewhere. In the UK, for 
example, an operator’s license is the legal 
authority needed to operate goods vehicles 
for trade or business purposes. The license 
is issued by the Traffic Commissioner- the 
independent regulator of the commercial 
road transport industry. The Commissioner 
has powers to take regulatory action 

against license holders who fail to 
meet the expected standards including 
curtailment, suspension or revocation. 

108. Vehicle Testing: Currently vehicles are 
checked for roadworthiness on registration or 
importation.  No subsequent annual checks 
are required though the government has 
contracted with a private company to carry 
out annual checks from April 2016. This policy 
has resulted in there being a large number of 
defective vehicles on Uganda’s roads which, 
in addition to contributing to a poor and 
costly logistics operation, impacts negatively 
on society as whole causing increased 
pollution, congestion and road casualties. 
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109. One of the most damaging effects of this 
lack of annual testing has been to depress 
demand for vehicle maintenance facilities 
and there is a real risk that the market 
will not respond to the demand created 
by the new testing regime, at least in the 
short-term.  If this were to happen then 
either the new testing regime itself will 
need to be compromised or Ugandan 
logistics will face a severe vehicle shortage. 

110. Driver Testing: The policy on driver licensing 
is that car licences (B) are available from 
the age of 18 and must be held for at least 
three years before applying for a goods 
vehicle licence at age 25 or over.  There is 
no distinction between rigid and articulated 
vehicles (as in Europe) but rather between 
those with one rear axle (CM) and those with 
two or more (CH).  The CM licence needs to 
be held prior to applying for the CH one.

111. Driving permits (licences) are issued by a 
private company (Face Technology) while 
driving tests are carried out by the police.  
There is very little correlation between the 
number of CM and CH permits issued and the 
number of driving tests taken with the result 

that most goods vehicle drivers on Ugandan 
roads will not have passed a driving test. This 
has inevitably resulted in a dearth of training 
provision for goods vehicle drivers.  It is by 
no means certain that the market would be 
capable of providing the quality and quantity 
of training required if it were decided to 
enforce these regulations, even if just for new 
drivers.

112. The effects of this situation on wider society 
are similar to the impact of the absence of 
regular vehicle testing - untrained, untested 
drivers are more likely to have collisions, 
run their vehicles until they break down and 
have a greater potential to kill or seriously 
injure other road users.

113. The failure to effectively enforce these 
two pieces of legislation (vehicle testing 
and driving testing) makes Ugandan 
road logistics extremely unattractive as 
a potential partner for own account and 
international logistics companies seeking to 
increase their capacity.  Such organisations 
will stipulate clear standards for hiring 
both trucks and drivers and Ugandan 
applicants are likely to fail on both counts. 

4.1.4  Supply to the sector

114. Like any sector, logistics depends on the 
assured supply of a range of support services, 
products and people. Areas where supply is 
unreliable and is impacting negatively include: 

115. Vehicle Maintenance: Larger employers 
have their own workshops or will use the 
recognised dealers (Mercedes etc.) to service 
their vehicles.  Others will rely on smaller 
facilities, often sole traders, who lack the 
modern equipment and facilities to service 
modern goods vehicles.  The supply of 

genuine spare parts at an affordable price is 
also a problem for Ugandan road transport 
businesses. 

116. Training (particularly driver training): 

Detailed analysis follows in section 4 but one 

of the consequences of the lack of licence 

acquisition training, is that there is virtually 

no provision of the advanced driver training, 

including defensive and fuel efficient driving 

techniques, necessary to support the 

greening of the sector.
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117. Employability of Applicants: While this 
is a traditional and regular complaint of 
employers the world over, there is a particular 
issue with the employability of Ugandan 
goods vehicle drivers.  Those who can drive 

a lorry tend to be those who have dropped 
out of school and are less likely to be able to 
speak English, which is increasingly required 
as customers may not be able to speak the 
local language.

INTERNAL BARRIERS

4.1.5 Composition of the logistics sector

118. Productive and efficient logistics is based on 
a working partnership between the logistics 
client and their provider.  An industry 
dominated by ad hoc, one off arrangements 
will not therefore develop the depth of 
relationships required to grow and become 
competitive. 

119. Ugandan logistics currently appears 
reluctant to move beyond this ad hoc model. 
This is in part due to a failure by many of those 
in the industry to understand how it operates 
holistically, the needs of its customers and 
the commercial opportunities available to 
it should it chose to develop and improve 
its client offering.  This failure to innovate 
and raise standards is compounded by a 
“fear of formality” and a lack of experience 
and understanding of the contractual 
arrangements which underpin client 
relationships.  These contracts and semi 
secure relationships will, in turn, provide the 
short and medium term financial stability 
which a company needs in order to grow. 

120. The structure of the industry also stifles 
innovation and development.  Many 
businesses are small, consisting of one or two 
trucks, however most of these businesses are 

not owned by the drivers themselves (sole 
trader owner drivers) but by people whose 
main source of employment and/or income 
is elsewhere.  Such a business model is only 
ever likely to provide the most basic of services 
as the owner/manager has little time or 
inclination to invest in day to day operational 
management, let alone in business planning, 
marketing or business development. 

121. There is a general lack of collaboration and 
information sharing between these small 
and micro businesses which exacerbates 
operational inefficiencies and acts as a 
barrier to process improvements. As an 
example, there is currently no information 
sharing forum whereby small logistics 
companies can gain access to the latest best 
practice processes and procedures used 
by the industry or learn from each other 
to improve performance. There is also no 
facility, for example a web portal, to share 
trucking information so that small suppliers 
can become more efficient, pooling 
resources to better serve their customer 
base. Such a portal could have significant 
advantages in increasing efficiency by, for 
example, enabling companies to collaborate 
by using empty back hauls to transport cargo.    



42

122. Ugandan logistics needs people to do 
their job well.  This will involve recruiting, 
training and managing people effectively.  
Logistics is not a sector requiring a high 
level of sector specific skills and the skills 
needed are mostly learnt on the job.  Such 
an arrangement requires, if anything, a 
greater level of competence in “people 

management” than sectors where people 
acquire a high level of technical skill before 
entering employment.  Ugandan logistics 
employers feel they lack competence in 
human resource management. The “remote 
owner” model (see above) suffers particularly 
in this regard.

123. Logistics is about making a commitment 
to a client.  Based on that commitment the 
client can then plan their own business 
operations.   A failure by the logistics provider 
to honour that commitment will have severe 
consequences for the client, which may 
include letting down their own customers. In 
such circumstances the client is unlikely to 
use the logistics provider again, other than on 
the basis that “they are cheap and our service 
expectations are low so we shall alter our 
business planning accordingly”.

124. Relationships such as these will not build a 

productive and efficient logistics sector.  Yet 

the current operational culture of much of 

Ugandan logistics means that this is largely 

the only type of relationship on offer.  The 

sector is characterised by poor timekeeping 

and time management, low service 

standards and customer expectations, and 

the absence of any vestige of a quality culture. 

4.1.6 Inconsistent skills development and people management

4.1.7 Operational culture and employer investment

125. In addition, there has been a lack of 

investment in vehicles, equipment and 

modern technology (e.g. tracking systems) 

which has held back the development 

of the sector.  Much of this can be put 

down to the cost of finance (see above), 

but it is also associated with failure 

to innovate and an inability to make 

evidence based (ROI) investment decisions. 

126. Capital investment can also result in 
significant job losses - e.g. buying fork lifts 
and moving to palletised distribution - which 
may a) appear expensive in the short term 
because of the low cost of labour and b) have 
personal and social consequences which 
the employer may be reluctant to invoke. 

Logistics is about making 
a commitment to a 
client.  Based on that 
commitment the client 
can then plan their own 
business operations.   A 
failure by the logistics 
provider to honour that 
commitment will have 
severe consequences for 
the client
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127. Whilst the large logistics companies in 
Uganda offer international quality services 
to their clients these tend to be the largest 
and most prominent businesses in the 
country. The reality of the Ugandan logistics 
sector is that there is a thick tail of inefficient, 
mostly small or micro-businesses offering 
a poor quality and unreliable service to 
their clients. This presents a significant 
obstacle for Ugandan SMEs in all sectors 
of the economy. Whilst large businesses 
have developed strong partnerships with 
the large, international standard, Ugandan 
logistics companies these companies are not 
interested in serving Uganda’s SME market- 
seeing it as more trouble than it is worth. 
As a result, Ugandan SMEs are not generally 
able to access high quality 3rd Party Logistics 
services and this constrains their profitability 
and growth potential.

128. Ugandan SMEs are, at least in part, 
responsible for this problematic situation. 

Most SMEs look to purchase logistics services 
purely on the basis of cost rather than 
quality. They are not ‘intelligent’ customers 
and often fail to take account of the negative 
impact that delays, losses and theft caused 
through low cost but poor quality logistics 
services could have on their business. 
This lack of demand from SMEs for quality 
logistics services is one of the main reasons 
why the supply of quality logistics services in 
Uganda is limited to the large companies. 

129. The list of internal and external barriers 
discussed in this section was derived from 
interviews and discussions with employers 
and other key stakeholders. In Section Four 
we build upon these findings by presenting 
the results from two surveys- one with 
employers and the other with training 
providers- which attempted to identify the 
role of skills development, management and 
training in improving the productivity of the 
Ugandan logistics sector.

4.1.8 Limited demand for quality logistics
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SECTION 5: 
Demand for Skills in the Transport and 
Logistics Sector in Uganda
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There is likely to be considerable employment growth within 
the Ugandan logistics sector. As Uganda shifts towards an 
efficiency-driven, middle income economy with a more 
sophisticated manufacturing and services industry it is clear 
that the nature of its logistics sector will also evolve and 
become more sophisticated. Estimates suggest that by 2013, 
there were about 208,000 individuals working in the transport 
and logistics sector.  Of these, almost 60 percent worked in 
the road sector as truck drivers or light goods vehicle drivers, 
and just over 20 percent worked as warehouse operatives.  A 
smaller percent (5 percent) worked in cross-cutting areas such 
as freight forwarding and customs clearance and a further 
3 percent as operations managers. The analysis suggests 
that there will be about 522,000 working in the transport 
and logistics sector by 2030.  The road sector will see be the 
dominant employer in terms of numbers but the percentage 
of truck drivers and light goods vehicle divers within the total 
logistics sector will drop to about 30 percent.  As the sector 
becomes more regulated and competitive, there will be more 
demand for driver instructors and maintenance technicians 
for trucks and vehicles.  The demand for individuals with skills 
in rail, inland water and to a lesser extent, air transport, will 
increase as those sectors develop. 

While the headline name of each occupational area may 
remain the same, the actual tasks involved within each specific 
job are likely to evolve considerably in complexity as Uganda 
moves from being a factor-driven to an efficiency-driven 
economy. This is particularly true for roles such as supply chain 
management, transport planning and operations. Other roles 
such as freight and customs clearing, weighbridge operations 
and traffic clerks are liable to see considerable productivity 
gains through computerisation and introduction of improved 
business processes. 

SUMMARY 
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130. Transport and logistics is a broad sector, 
covering a range of modes of transport 
as well as a variety of job roles and 

occupational areas.  The scope of these 
occupations is set out in Table 5.1.

131. Employment opportunities within the 
transport and logistics sector in Uganda 
can be classified according to the thirty-four 
(34) occupational areas in the table above. 
Thirty (30) of these occupational areas can 
be classified as belonging to a specific sub-
sector, either road, rail, air, marine & inland 
waterways or warehousing (in the case of 
three occupational areas they can apply 

to both the road and rail sub-sectors). A 
further four occupational areas cut across 
all transport and logistics sub-sectors.  

132. When considering the needs of the transport 
and logistics sector in Uganda, particularly 
within the context of skills demand, utilisation 
and supply, this report bases its analysis 

around these thirty-four occupational areas. 

Table 5.1: Summary of occupations within the transport and logistics sector

Road Rail Air Marine and Inland 
Waterways

Warehousing

Truck Driver Locomotive Driver Pilot Senior Officer: 
Captain

Forklift Truck 
Driver

Light Goods Vehicle 
Driver

Truck Driver Instructor Train Driver Instructor Pilot Instructors Navigators

Maintenance 
Technician & Truck 
Mechanic

Locomotive and Wagon 
Maintenance

Plane 
Maintenance

Senior Officer: 
Marine Engineer

Truck Inspection Rail Yard Operators (Cargo 
Handling)

Cargo Handling Cargo Handling Warehouse 
Operative

Weighbridge 
Operation

Weighbridge Clerks (Inland 
Container Depots)

Port Management: 
Vessel Docking 
Assistants & 
Passenger Safety

Rail Trackers (Monitor 
Trains in Transit)

Supervisor Airport 
Operations

Warehouse 
Supervisor

Traffic Office Clerk Port Management: 
Scheduling Vessels

Transport (Fleet) Manager Air Traffic 
Control

Freight Forwarding & Customs Clearing Agents

Customer Service Clerks & Advisers

Operations Managers

Supply Chain Managers and Transport Planners

Source: Mott MacDonald

5.1 Occupations in the Transport and Logistics Sector
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133. In order to assess the labour and skills 
requirements of the Ugandan transport and 
logistics sector over the next ten to fifteen 
years in the context of Vision 2040 we first 
need to establish a baseline as to the number 
of people employed in the sector today. 

134. Accurate and timely labour market 
information (LMI) is not easy to obtain 
in Uganda, particularly for a sector such 
as logistics which is fragmented and 
dominated by small, often informal, owner 
operators.  Using the available data and 
making a set of informed assumptions it is 
possible to establish a baseline figure for the 
approximate number of people employed 
in the sector, broken down by occupational 
area. 

135. The methodology used to establish this 
baseline is set out in the following paragraphs.  
The Statistical Abstract for 2013 indicates 
that 4.2 percent of the working population 
is employed in the transport, storage and 
communications sector, representing a 
workforce for this sector of 274,000 people.  
This can be broken down using relative GDP 
data to 167,000 people in the road, rail, air 
and water transport sub-sector, and 107,000 
in the communications sub-sector. Applying 
an increase in line with annual Ugandan 
GDP growth this gives us a 2015 figure of 
183,000 employed in the logistics sector. 
We believe that increasing logistics sector 
employment in line with annual GDP growth 
provides a more accurate growth figure than 
using a pro-rate approach to annual labour 
force growth due to the close relationship 
between the size of the logistics sector and 
the volume and value of traded goods. 

136. As a second source of data, the Census 
of Business Establishments 2010/2011 

indicates 1.3 percent of the employed 
population works in transport and storage, 
i.e. 99,000 people.  Given the three year 
difference between the two data sets we have 
factored an increase in the 2010/11 figure in 
line with the annual GDP growth in Uganda 
year on year which gives an employment 
figure of 120,000.  The two data sets therefore 
indicate an employed transport and storage 
workforce of between 120,000 and 183,000 
for logistics for all modes of transport. 

137. The higher figure of 183,000 is more likely to 
be accurate due to potential gaps in coverage 
of the business establishment’s census. Both 
figures are also likely to include a significant 
degree of undercounting due to the large 
number of people employed in the logistics 
sector who work for employers whose primary 
business is not logistics.  Employment 
in own-account logistics provision is 
highly likely therefore to be included in 
the employment data for manufacturing, 
agriculture and minerals.  Since the own 
account logistics sector in Uganda performs 
a significant proportion of logistics activity 
we have added an inflationary factor 
of 13.5 percent to the 183,000 baseline 
figure. Taking this information into 
account, we estimate that approximately 
208,000 people were employed in the 
Ugandan logistics sector as of 2015. 

138. We can triangulate this baseline figure 
with other data sources. For example, 
in Uganda’s NDP2 it is estimated that 
approximately 607,000 people are employed 
in the ‘Transportation’ sector as of 2015. 
This NDP2 figure includes passenger 
transport and related occupations.  We 
would estimate that the NDP 2 figure is 
broken down as per Table 5.2 below.  Given 
the low levels of private vehicle ownership 

5.2 Transport and Logistics Employment
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in Uganda and the significant reliance on 
buses, taxis and motorbike taxis it seems 
highly likely that over 50 percent of jobs 

in the ‘Transportation’ sector involves 
direct employment in passenger transport.  

Table 5.2 : Projection of employment in transportation

Area of Transport and Logistics Numbers working Percent

Freight Logistics 208,000 34%

Passenger Transport 338,000 56%

Other 61,288 10%

Total 607,288 100%
Source: NDP 2 analysis by Mott MacDonald

139. We can introduce a further level of 
triangulation by using World Bank published 
data for Kenya, Rwanda and Tanzania which 
shows that the average age of a truck is 
7.5, 12.6 and 16.2 years respectively in each 
country.  Making a simplified assumption 
of an average life of 10 years in Uganda 
(based on anecdotal evidence that Ugandan 
fleets are generally older than Kenyan fleets 
but newer than those in Tanzania) and 
taking the annual average number of newly 
registered truck and pick-up vans of 5,450 
and 2,830 per annum respectively, then the 
average number of trucks and pick-up vans 
in Uganda is estimated at approximately 
55,000 and 28,000 respectively.  Assuming 1.5 
drivers per truck and 1 driver per pick-up van 
this means that the driver population could 
be around 110,000. This figure is consistent 
with the baseline estimate for total logistics 
sector employment of 208,000. We know that 
95% of current freight volumes in Uganda 
are transported by road. If we apply this 
ratio to our employment figure, then it gives 
us a total of approximately 198,000 people 

employed in the road sub-sector. From our 
knowledge and international experience of 
the logistics industry (set out in the tables 
and paragraphs below) we estimate that 
there are 119,000 drivers in Uganda (83,000 
truck drivers and 32,000 van drivers). This 
is within 8 percent of the 110,000 estimate 
derived from vehicle ages and numbers from 
World Bank data. 

140. A further comparative source of information 
for triangulation can be found within 
Trademark East Africa’s 2012 ‘Training 
Needs Assessment Study for Road Transport 
Operators in East Africa’.  This document 
quotes a 2008 Great Lakes Initiative Report 
which estimated the number of truck drivers 
in Uganda to be 47,385.4  Multiplying this 
figure by the annual GDP growth rate for 
Uganda each year between 2008 and 2015 
and then using the 13.5% incremental factor 
mentioned earlier to account for the number 
of truck drivers employed within own 
account logistics operators this produces an 
updated figure of 80,000 truck drivers. This is 

4. This 2008 figure is interesting because it demonstrates the rapid growth which the logistics sector in Uganda has 
undergone over the past few years as the economy as a whole has grown.cades.
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within 4% of our baseline estimate of 83,000 
truck drivers set out in the tables below.  

141. Having pro-rated the Census data by the 
2013 employed population, the distribution 

of transport and storage employment by 
business size, employment size and location 
is shown in Tables 5.3 and 5.4.  

Table 5.3: Transport and logistics employment by employee and business size

Employed Population Only 1 1-4 5-9 10-19 20-49 50 plus Total

Distribution of Businesses by 
Employment Size (%)

10% 49% 19% 14% 5% 3% 100%

Distribution of Employment by 
Employment Size (%)

1% 16% 15% 23% 18% 28% 100%

Distribution of Employment by 
Employment Size (Number)

2,080 33,280 31,200 47,840 37,440 58,240 208,000

Source: Uganda Bureau of Statistics

Table 5.4: Location of employment

Kampala Central Eastern Northern Western Total
Distribution of Businesses by 
Region

42% 27% 11% 13% 7% 100%

Distribution of Employment 
by Region

63% 15% 10% 8% 5% 100%

Source: Uganda Bureau of Statistics

142. These tables show that it is likely that 60 
percent of businesses in transport have four 
or fewer employees and employ about 18 
percent of the total logistics workforce in 
Uganda.  In contrast, 3 percent of logistics 
businesses have 50 or more employees and 
employ close to 50 percent of the workforce.  
They also show the significance of Kampala 
as an employment and logistics hub, with 
approximately 63 percent of employment 
located within the Region. 

143. Using the information gathered on overall 
logistics sector employment we then looked 

at how we could most accurately assign 

these numbers to the occupational areas 

identified in Table 5.1.  Given the current 

underdeveloped state of the Ugandan rail, 

air, marine and inland waterways sub-sectors 

establishing numbers for these occupational 

areas was relatively straightforward and 

involved gathering information direct from 

relevant employers. Establishing numbers 

for the road and warehousing sub-sectors 

was more challenging and required making 

a set of assumptions based on knowledge of 

the logistics sector in Uganda and elsewhere.  

144. Working out the proportion of people 
employed in each occupational area 
requires us to apply our understanding 
of how logistics operations are run.  The 
Sector Skills Council, Skills for Logistics, 
determined that, in the UK, the number of 
drivers delivering, collecting or trunking 
goods very roughly equals the number of 
people working in the operation in other 
roles - warehousing, clerical/administrative, 
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management and maintenance. The Skills 
for Logistics 2012 Transportation and 
Storage Sector Skills Assessment contains 

a breakdown of sectoral employment 
by roles, this is set out in Table 5.5. 

Table 5.5: Largest occupational groups within transport and logistics sector, UK (2010)

Rank Occupation Workforce in 
Occupational Area 

(000s)

Workforce in 
Occupational Area (%)

1 Taxi, Cab Drivers and Chauffeurs 176 13

2 Heavy Goods Vehicle Drivers 156 11

3 Post Worker, Mail Sort, Messenger, Courier 138 10

4 Bus and Coach Drivers 114 8

5 Other Goods Handling & Storage Occup 
Nec

99 7

6 Van Drivers 59 4

7 Transport and Distribution Managers 46 3

8 Air Travel Assistants 33 2

9 Transport and Distribution Clerks 31 2

10 General Office Assistants or Clerks 29 2

11 Customer Care Occupations 23 2

12 Accounts Wages Clerk, Bookkeeper 19 1

13 Rail Travel Assistants 17 1

14 Train Drivers 16 1

15 Motor Mechanics, Auto Engineers 15 1

Other Occupations 436 31

Total Workforce 1.406 100

Unweighted base (000s) 9.73
Source: Skills for Logistics, 2012

145. From this table we can separate out the road 
freight logistics element by:

(i) identifying the purely logistics roles;

(ii) selecting half of the numbers of the “shared” 
roles (e.g. customer care etc.) on the basis 
that these will be shared across freight and 
passenger transport operations;

(iii) excluding the obvious passenger transport 
focused roles (e.g. taxi drivers);

(iv) excluding the postal workers - these cover 
a discrete operation which will have its own 

split of drivers/managers/clerical staff which 
will be slightly different to the sector as a 
whole due to the number of on foot delivery 
personnel.  Since we are only looking for 
proportions, rather than gross numbers, this 
exclusion should not affect the result;

(v) excluding support functions (accounts clerks 
etc.) since they are not on our list of key 
occupational areas. 

146. After taking the steps outlined above, the 
following figures and occupations remain 
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Table 5.6: UK Logistics employment figures- road freight only

Occupation Workforce in 
Occupational Area 

(000s)

Workforce in Occupational 
Area (%)

Heavy Goods Vehicle Drivers 156 37%

Other Good Handling & Storage Occup Nec 99 23%

Van Drivers 59 14%

Transport and Distribution Managers 46 11%

Transport and Distribution Clerks 31 7%

General Office Assistants or Clerks 14 3%

Customer Care Occupations 12 3%

Motor Mechanics, Auto Engineers 7 2%

Total workforce 424
Source: Skills for Logistics, 2012

147. These figures require further adjustment to take 

into account the differences between Ugandan 

and UK logistics operations. In Uganda, there 

are proportionally more drivers and fewer 

support staff in the owner operator and micro 

companies operating within the sector and we 

know that 32% of employment is in businesses 

of fewer than ten people.  Although there is 

significantly less warehousing in Uganda than 

there is in the UK, Ugandan warehousing is 

much more labour intensive.  Taking these 

factors into account we have created a “Uganda 

weighting” table which is set out in Table 5.7. 

Table 5.7: Uganda weighting table- comparison between UK and Ugandan logistics workforce 

Occupation UK Uganda Ugandan 
workforce 
estimateWorkforce in 

Occupational Area 
(%)

Workforce in 
Occupational 

Area (%)

Heavy Goods Vehicle Drivers 37% 42% 83,160

Van Drivers 14% 16% 31,680

Other Good Handling & Storage Occup Nec 23% 20% 39,600

Clerical and Admin Roles 10% 8% 15,840

Customer Care Occupations 3% 3% 5940

Motor Mechanics, Auto Engineers 2% 2% 3960

Transport and Distribution Managers 11% 9% 17,820

Total Workforce 100% 100% 198,000
Source: Mott MacDonald, 2015
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148. If we then map these figures onto the more 
detailed occupational area breakdown of 

logistics sector employment in Uganda we 
end up with the figures set out in Table 5.8.

Table 5.8: Detailed employment breakdown by occupational area- road logistics

Occupation (LMI 
data)

Workforce in 
Occupational 

Area (%)

Numbers Occupational Area 
(Logistics SSC 
breakdown)

Workforce in 
Occupational 

Area (%)

Numbers

Heavy Good 
Vehicle Drivers

42% 83,160 Truck Driver 42% 83,160

Van Drivers 16% 31,680 Light Goods Vehicle 
Driver

16% 31,680

Other Good 
Handling & 
Storage Occup 
Nec

20% 39,600 Warehouse Operatives 
(Road Freight Only)

20% 39,600

Clerical and 
Admin Roles

8% 15,840 Traffic Office Clerk 3% 6,240

Freight Forwarding 
& Customs Clearing 
Agents (Road Freight 
Only)

5% 9,950

Customer Care 
Occupations

3% 5,940 Customer Service Clerk 
(Road Freight Only)

3% 5,940

Motor 
Mechanics, Auto 
Engineers

2% 3,960 Maintenance 
Technician & Truck 
Mechanic

2% 3,860

Transport and 
Distribution 
Managers

9% 17,820 Supervisor   5% 9,950

Transport (Fleet) 
Manager

0.5% 1,000

Operations Manager 
(Road Freight Only)

3.3% 6,540

Supply Chain Manager 
(Road Freight Only)

0.2% 320

Truck Driver Instructor Tiny <20

Total Workforce 100% 198,000 Total Workforce 100% 198,000

Source: Mott MacDonald, 2015

149. Now that we have estimated figures for 
occupational areas within the road and 
warehousing sub-sectors we can aggregate 
these with the figures for other sub-sectors 

derived from employer interviews. The final 
estimated baseline employment for each 
occupational area is set out in Table 5.9. 
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Table 5.9: Baseline employment numbers by occupational area- Ugandan transport and logistics sector 
2015

Road Rail Air Marine and Inland 
Waterways

Warehousing

Truck Driver 83,160 Locomotive Driver <20 Pilot
<20

Senior Officer: 
Captain
<20

Forklift Truck 
Driver
1,000

Light Goods Vehicle 
Driver
31,680
Truck Driver Instructor 
<20

Train Driver Instructor 
<20

Pilot Instructors
<20

Navigators <20

Maintenance 
Technician & Truck 
Mechanic
3,860

Locomotive and Wagon 
Maintenance 100

Plane 
Maintenance 50

Senior Officer: 
Marine Engineer
50

Truck Inspection
100

Rail Yard Operators 
(Cargo Handling) 400

Cargo Handling 
100

Cargo Handling
400

Warehouse 
Operative
41,130

Weighbridge Operation 
300

Weighbridge Clerks 
(Inland Container 
Depots) 50

Port Management: 
Vessel Docking 
Assistants & 
Passenger Safety
150

Rail Trackers (Monitor 
Trains in Transit) <20

Supervisor 9,950 Airport 
Operations
150

Warehouse 
Supervisor
3,970

Traffic Office Clerk 6,240 Port Management: 
Scheduling Vessels
<20

Transport (Fleet) Manager 1,000 Air Traffic 
Control
<20

Freight Forwarding & Customs Clearing Agents 10,480
Customer Service Clerks & Advisers 6,250

Operations Managers 6,890
Supply Chain Managers 340

Source: Mott MacDonald, 2015

150. Logistics occupations are not always ‘clear-
cut’ and there are close linkages between jobs 
in logistics and other sectors. It is important 
to stress then that these job categories 
do not include roles and occupations 
connected to logistics in linked sectors. 
An example of this would be construction 

engineers and designers involved in road 
building. While these occupations are clearly 
linked to logistics for the purposes of this 
study they are classed as falling within 
the engineering and construction sectors 
and hence are not included in this list.  
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151. Information and Communication 
Technology (ICT) Specialists are included 
within the occupational roles outlined in the 
table as advanced ICT skills are required by 
workers in a number of occupational areas 
including fleet management, supply chain 
management, freight forwarding, customer 
service and operations management. Some 
of the job roles within these occupational 
areas will therefore require specialised 
ICT skills. As the Ugandan logistics sector 
becomes more sophisticated, the demand 
for ICT specialists within these occupational 
areas will grow. Uganda’s low comparative 
score on the World Bank’s Logistics 
Performance Index (LPI) on ‘tracking and 
tracing’ (see Table 2.19) suggests that 
greater investment in ICT skills is required to 
improve cargo tracking systems. The system 
developed under the East Africa Trade and 
Transport Facilitation Project is one initiative 
which is already making progress in this area.

152. Of the estimated 208,000 employees in the 
transport and logistics industry in Uganda in 
2015 the breakdown above shows that:

 approximately 119,000 people work in 
occupations connected solely with the road 
sub-sector- the vast majority of these are 
either truck drivers (83,000) or lights good 
vehicle drivers (32,000); 

 46,000 people work in occupations 
associated solely with the warehousing sub-
sector, the majority of these facilities serve 
the road sub-sector- the largest occupational 
area in warehousing is warehouse operatives 
(41,000);

 41,000 people work in cross-cutting 
occupational areas which are found across 
some or all sub-sectors- main occupational 
areas include freight forwarding & customs 
clearing agents (10,500), supervisors (10,000), 
operations managers (7,000), customer 
service clerks & advisers (6,500) and traffic 
office clerks (6,000);

153. Once the cross cutting areas are discounted 
from the analysis, the marine and inland 
waterways, rail and air transport sub-sectors 
each employ less than 1,000 people. This is 
in part due to their current state of under-
development.

5.3 Shifts Required in Transport and Logistics in Uganda within the 
Context of Vision 2040

154. The analysis above shows that an estimated 
208,000 people are thought to work in the 
Ugandan logistics industry in 2015. As the 
sector develops in line with the objectives set 
out in Vision 2040, the number of jobs within 
the sector and the type of occupational roles 
are likely to change. Predicting fluctuations 
in employment over such a time frame can 
only ever be an approximate exercise but 
analysis in the paragraphs below provides 
one indication of what employment in the 
Ugandan logistics sector might look like in 
2030.  

155. As described in Section 2, the Uganda is 
seen as potential transport and logistics 
hub and as such, it is important to view the 
sector in relation to the wider EAC region. 
The development of the EAC has seen an 
increasingly free movement of goods and 
services between Uganda and its neighbours. 
This introduces a key distinction between 
a Ugandan logistics industry (i.e. a sector 
which is operated and staffed predominantly 
by Ugandan nationals) and an effective 
logistics sector for Uganda (i.e. a range of 
products and services which meet Uganda’s 
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needs but which are owned, operated and 
staffed in large part by nationals of other 
EAC countries). Indeed, currently the latter 
situation holds in Uganda as imports of 
transport and logistics services make up 55 
percent of Uganda’s total service imports, 
predominantly from Kenya, while Uganda’s 
exports of transport and logistics services 
make up only 3.7 percent of Uganda’s total 
service exports. 

156. When modelling the numbers and type of 
job roles required by the logistics sector in 
2030 this report has not made a distinction 
between the nationality of the role holders. 
If Uganda takes positive steps to ensure that 
Ugandan nationals are able to participate 
effectively in a renewed and transformed 
logistics sector, then the vast majority of 
these roles can be taken up by Ugandans. 

157. As well as significantly increasing the value 
and type of goods imported and exported, 
Vision 2040 and Uganda’s move from a 
‘factor-driven’ towards an ‘efficiency-driven’ 
economy will also require a shift away 
from existing business models. Third Party 
Logistics (3PL) providers traditionally have 
three main business models, namely:

 Business to Business (B2B) – where goods 
are transported from one company to 
another.

 Business to Consumer (B2C) – where goods 
are transported directly to consumers e.g. by 
mail order, internet shopping etc.

 Consumer to Consumer (C2C) – where 
goods are sent straight from one consumer 
to another e.g.  transactions through online 
‘market-place’ sites, presents and gifts 
exchanged between family members etc. 

158. Each model has a different way of working, 
and measuring value and margins. A 
successful logistics company should 
understand where its core competency and 
market is, and constitute itself accordingly.

159. In Uganda, B2B is currently the dominant 
activity but, as the country’s economy 
develops and becomes more ‘efficiency-
driven’, B2C and C2C will become more 
significant. The challenge is to ensure that 
the sector is ready and willing to grasp the 
opportunities presented by changes in the 
way business is conducted.

160. It is also important to take account of the 
significant anticipated increase in demand 
for high quality logistics services which will 
be generated by Uganda’s nascent oil & 
gas industry. The impact of oil on Uganda’s 
economy is potentially highly significant. 
The government is planning for production 
to commence from 2018 following the 
construction of a mainland refinery with 
an initial capacity of 30,000 barrels per day 
which will then be scaled-up to 60,000 barrels 
per day. A crude oil export pipeline to Tanga, 
Tanzania has also recently been announced 
which will not only allow the exportation of 
oil but also has the potential to strengthen 
economic and trade ties between the two 
countries.  In 2014/15 the Ministry of Energy 
and Mineral Development, supported by 
the World Bank, commissioned a Capacity 
Needs Analysis for the Oil & Gas Sector Skills 
in Uganda which concluded that oil & gas will 
generate over 2,000 additional direct jobs in 
the transport & logistics sector including over 
1,800 drivers and over 330 jobs in logistics & 
supply chain management. 

161. Combing these industry specific figures 
with the economic growth plans in The 
Government of Uganda’s Vision 2040 strategy 
document, it is possible to analyse the 
employment trends in the Ugandan logistics 
sector over the next 15 years. Vision 2040 sets 
a GDP target for Uganda of $167.2 billion by 
2030. By contrast Uganda’s GDP in 2015 is 
estimated at US$26.31 billion. Uganda’s trade 
(exports and imports) is currently equivalent  
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to approximately 60 percent of GDP.  The 
World Bank (2013) states that, looking at 
similarly open and diversified economies, 
Uganda should be able to achieve trade 
flows equivalent to 80 percent of GDP. This 
means that, by 2030, an appropriate target 
for the total value of Uganda’s trade (exports 
and imports) could be $133.76 billion (i.e. 
80 percent of the 2030 GDP target set out in 
Vision 2040). This represents a sixteen- fold 
increase in value over the $ 8.23 billion trade 
flows which Uganda achieved in 2013. 

162. Taking this 2030 trade flows target of 
$133.76 billion it is important to factor 
in Uganda’s efforts to increase exports 
of services, particularly ICT services. For 
the purposes of this analysis it has been 
assumed that Uganda will manage to 
increase the value of traded services (both 
imports and exports) to 15 percent of total 
trade flows, with goods accounting for the 
remaining 85 percent. This gives a 2030 
target for the total value of traded goods of 
$113.7 billion (85 percent of $133.76 billion).  

163. When looking at each occupational area, 
a number of assumptions have been 

made. These assumptions are set out in 
greater detail in Annex 3, however the most 
significant of these are provided below:

(1) Shift in proportion of freight by sub-sector. In 
2015, 95 percent of trade by value in Uganda 
was transported by road. This report has 
assumed, in line with Vision 2040 targets, 
that these proportions will have shifted by 
2030 with an increase in particular for the 
rail sub-sector, but also increases for marine 
and inland waterways (particularly with the 
development of multi-modal linkages to 
the rail sub-sector) and air transport (with 
the opening of new airports in Uganda, the 
upgrading of Entebbe and an increase in air 
transport linked to, the development of the 
oil and gas industry in the Albertine Graben. 
Looking at a total flow of goods worth $113.7 
billion in 2030 it has been assumed that 25 
percent is transported by rail; 65 percent is 
transported by road, 5 percent is transported 
by air and 5 percent is transported by marine 
& inland waterways. This gives a value of $28.4 
billion by rail, $73.9 billion by road, $5.7 billion 
by air and $5.7 billion by marine and inland 
waterways.   The scale of this increase for 
each sub-sector is set out below in Table 5.10: 
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Table 5.10: Sub-sector trade value and targets 2013 – 2030

Sub-Sector Baseline Trade Value 
2013 (US$ billion)

Target Trade Value 2030 
(US$ billion) to Achieve 

Vision 2040

Annual % Increase in 
Volume Required to 

Achieve Target
Road 7.82 73.9 14%

Rail 0.29 28.4 31%

Air 0.1 5.7 27%

Inland Waterways 0.02 5.7 40%

 The scale of increase required is highly 
significant with annual required increases 
in goods by value ranging from 14% for road 
to 40% for inland waterways. It is important 
to note that these are required increases in 
value not volume. As Uganda diversifies its 
economy and produces more manufactured, 
higher value goods these are likely to be less 
voluminous per unit of value than current 
exports which are dominated by agricultural 
produce. A container of mobile phones, for 
example, is significantly more valuable than 
an identically sized container of coffee.  

(2) Significant increases in the efficiency of the 
sector (linked to productivity gains). This 
report has not assumed a 1:1 ratio between 
increase in trade value and increase in 
employment numbers. Instead it has been 
assumed an individual ‘efficiency factor’ 
for each sub-sector and occupational area. 
The rationale for each individual factor is 
set out in Table 5.11. By way of example we 
have instead assumed a four-fold efficiency 
improvement for HGV drivers within the road 
sector i.e. that by 2030 each driver will, on 
average each year, transport goods worth 
four times the value which they transported 
in 2015. This efficiency assumption is 
based on a number of factors including: 
productivity gains brought about through 
consolidation of the sector meaning that 
individual logistics movements are better 
planned and more efficient;  the shift to 
higher value manufactured goods (by 2040 
the target is for Uganda to have 50 percent 

manufactured exports compared with 4.2% 
in 2010) which are generally less bulky and 
more valuable than the raw materials and 
agricultural products which currently make 
up the majority of Uganda’s exports; and 
improvements in transport infrastructure 
and non-tariff barriers will speed up 
individual journeys and reduce associated 
costs. 

164. It is important to bear in mind that the figures 
presented in Table 5.11 are just one estimate 
and that using different assumptions and 
efficiency figures may produce significant 
variations in employment numbers. 
Despite its highly indicative nature this 
analysis is still useful in enabling Uganda to 
identify changing employment trends and 
occupational areas where there may be skills 
shortages over the coming 15 year period. 

165. While the headline name of each 
occupational area may remain the same, the 
actual tasks involved within each specific job 
are likely to evolve considerably in complexity 
as Uganda moves from being a factor-driven 
to an efficiency-driven economy. This is 
particularly true for roles such as supply 
chain management, transport planning and 
operations. Other roles such as freight and 
customs clearing, weighbridge operations 
and traffic clerk are liable to see considerable 
productivity gains through computerisation 
and introduction of improved business 
processes. Within the warehousing sub-
sector there is liable to be a considerable 
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shift towards greater use of forklift trucks 
and related machinery rather than relying 
on manpower provided by large numbers of 
warehouse operatives. There is also likely to 
be growth in the presence of 4PL companies 

offering consultancy services and holistic 
logistics ‘solutions’ and in the sophistication 
of distribution networks occasioned by 
an increase in B2C transaction volumes. 

166. Using the assumptions described in 
the section above, details of which are 
provided in Annex 3, the total number of 
predicted jobs in the Ugandan logistics 

sector by 2030 is 521,939. These predicted 
figures by occupational area and sub-
sector are set out in Table 5.11 below: 

5.4 The Growth in Demand for Skills Transport and Logistics Labour

Table 5.11: Predicted employment structure of Uganda’s logistics sector in 2030

Road Rail Air Marine 
and Inland 
Waterways

Warehousing

Truck Driver
196,468

Locomotive Driver
392

Pilot
114

Senior Officer: 
Captain

143

Forklift Truck Driver
9,210

Light Goods Vehicle 
Driver

74,845

Truck Driver Instructor
453

Train Driver 
Instructor

12

Pilot Instructors
25

Navigators
214

Maintenance 
Technician & Truck 

Mechanic
24,318

Locomotive and 
Wagon Maintenance

1,959

Aeroplane 
Maintenance

570

Senior Officer: 
Marine Engineer

713

Truck Inspection
480

Rail Yard Operators 
(Cargo Handling)

5,596

Cargo Handling
1,140

Cargo Handling
4,560

Warehouse Operative
71,028

Weighbridge 
Operation

473

Weighbridge Clerks 
(Inland Container 

Depots)
408

Port 
Management: 

Vessel Docking 
Assistants & 
Passenger 

Safety
1,710

Rail Trackers 
(Monitor Trains in 

Transit)
392
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Road Rail Air Marine 
and Inland 
Waterways

Warehousing

Supervisor
27,220

Airport 
Operations

1,710

Warehouse Supervisor
13,712

Traffic Office Clerk
17,557

Port 
Management: 

Scheduling 
Vessels

171

Transport (Fleet) Manager
3,483

Air Traffic 
Control

80

Freight Forwarding & Customs Clearing Agents 24,131

Customer Service Clerks & Advisers 17,269

Operations Managers 19,037

Supply Chain Managers 2,349

Source: Mott MacDonald

167. This figure of approximately 522,000 jobs 
represents an increase of over 313,000 jobs 
from the 2015 baseline of 208,000. This is a 
contribution, if only in a relatively small way, 
towards Vision 2040’s aim of increasing the 
Ugandan employment rate to 94 percent. Of 
the estimated 314,000 additional employees 
in the logistics industry in Uganda in 2030 the 
breakdown above shows that:

 Approximately 178,000 of these additional 
employees are predicted to work in 
occupations connected solely with the road 
sub-sector- the vast majority of these are 
either additional truck drivers (114,000), 
additional lights good vehicle drivers (43,000) 
or additional maintenance technicians & 
truck mechanics (21,000); 

 An additional 48,000 people are predicted 
to work in occupations associated solely 
with the warehousing sub-sector.  The 
largest occupational area in warehousing 
is warehouse operatives (additional 30,000 
staff) followed by warehouse supervisors 
(additional 10,000 staff). Proportionally the 

largest increase in staff in this area is forklift 
truck drivers (additional 8,000 staff) due 
to increased mechanisation of warehouse 
processes;

 An additional 70,000 people are predicted 
to work in cross-cutting occupational areas 
which are found across some or all sub-
sectors- main occupational areas include 
freight forwarding & customs clearing 
agents (additional 14,000 staff), supervisors 
(additional 17,000 staff), operations 
managers (additional 12,000 staff), customer 
service clerks & advisers (11,000) and traffic 
office clerks (12,000). Growth across all these 
occupational areas is found across all 4 sub-
sectors- road, rail, air and inland waterways;

 An additional 8,000 people are predicted to 
be employed in occupations specific to the 
rail sub-sector, an additional 7,000 people 
are predicted to be employed in the marine 
and inland waterways sub-sectors and an 
additional 3,000 people are predicted to be 
employed in the air transport sub-sector. 
This analysis discounts all job roles which 
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cut across more than one transport sub-
sector.

168. Figure 5.1 below sets out estimated 
employment growth by logistics sub-
sector (road, rail, inland waterways, air, 
warehousing and cross-cutting occupations) 
between 2015 and 2030. This shows the 

growth in employment, particularly from 
2021 onwards, which is likely to occur if 
Vision 2040 is implemented as planned.  
This analysis shows very clearly that road, 
warehousing and cross-cutting occupations 
will continue to dominate employment in 
the logistics sector much as they do in 2015.

Figure 5.1: Projected Ugandan Logistics Employment by Sub-Sector 2015 to 2030

169. Table 5.12 provides a further snapshot of 
estimated employment trends by logistics 
sub-sector in 2015, 2020, 2025 and 2030. 
This table shows that the proportion of 
people employed in the rail, air and inland 
waterways sub-sectors is projected to 
increase from 0.8 percent of total logistics 
sector employment in 2015 to 3.8 percent of 
total logistics sector employment by 2030 
as these three sub-sectors see considerable 
growth and investment as part of Vision 2040. 
The proportion of people employed in the 
road sub-sector will stay relatively constant 
at around 57 percent in both 2015 and 2030. 
The proportion of people employed in the 
warehousing sub-sector is projected to 
decline slightly from 22 percent in 2015 to 18 
percent in 2030. This decline is largely due 

to increased mechanisation of warehousing 
processes. The proportion of people 
employed in cross-cutting occupations 
is projected to increase slightly from 19.8 
percent in 2015 to 21.3 percent in 2030.

Of the estimated 208,000
employees in the
transport and logistics
industry in Uganda by
2015, approximately
119,000 work in
occupations connected
solely with the road 
subsector
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170. In summary, there is likely to be considerable 
employment growth within the Ugandan 
logistics sector. As Uganda shifts towards an 
efficiency-driven, middle income economy 
with a more sophisticated manufacturing 
and services industry it is clear that the 
nature of its logistics sector will also evolve 
and become more sophisticated.

171. From our analysis we do not believe that this 
increased sophistication and growth of green 
transport (with its emphasis on efficiency 
and sustainability) will necessarily lead to 
the creation of significant numbers of ‘new’ 
job roles and titles. Instead, it will lead to 
significant shifts and changes within existing 
job titles. By 2030- in quantitative terms- 
logistics employment will still be dominated 
by truck and light vehicle drivers, warehouse 
operatives, operations managers, customer 
service advisers and supply chain managers.  

Drivers will have to practise more fuel 
efficient driving and respond to a far greater 
number of B2C (Business to Consumer) 
requests than they do at the moment. 
Warehouse operatives will make far greater 
use of mechanisation and computerisation 
and will be expected to deal with more 
complicated logistical and stock sorting 
processes. Operations managers and supply 
chain managers will also have to cope with 
far greater levels of complexity, often working 
across multi-modal networks. Customer 
service advisers will also need to deal with 
greater complexity and show the willingness 
and flexibility and develop holistic logistics 
‘solutions’ for their clients. Clients will also 
show a greater degree of sophistication; 
evaluating the quality, choice and efficiency 
of the services they are offered rather than 
evaluating purely on the basis of price.   

Table 5.12: Projected Ugandan logistics employment breakdown by sub-sector 2015, 2020, 2025 and 2030

2015 2020 2025 2030

No. of 
Jobs

% of 
Total 
Jobs

No. of 
Jobs

% of 
Total 
Jobs

No. of 
Jobs

% of 
Total 
Jobs

No. of 
Jobs

% of 
Total 
Jobs

Road Sub-Sector 119,120 57.3% 144,928 55.8% 193,946 54.7% 297,037 56.9%

Warehousing 
Sub-Sector

46,100 22.2% 58,837 22.6% 75,092 21.2% 93,950 18.0%

Cross-Cutting 
Occupations

41,150 19.8% 52,519 20.2% 77,168 21.8% 111,046 21.3%

Rail Sub-Sector 610 0.3% 1,394 0.5% 3,469 1.0% 8,759 1.7%

Inland Waterways 
Sub-Sector

660 0.3% 1,510 0.6% 3,454 1.0% 7,511 1.4%

Air Sub-Sector 360 0.2% 604 0.2% 1,502 0.4% 3,639 0.7%

208,000  259,791  354,631  521,942  

Source: Mott MacDonald
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SECTION 6: 
The Supply of Skills in Transport and 
Logistics in Uganda
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SUMMARY 

This section will highlight the importance and widespread 

prevalence of on-the-job training within the transport 

and logistics sector. It also highlights a number of serious 

deficiencies in the quantity, quality and equity of training 

available, particularly in disciplines such as truck driving 

and truck mechanics. Training supply for most disciplines 

within the rail, inland waterways and air transport sub-

sectors is currently adequate but is not placed to cope with 

the expansion in training requirements within these sub-

sectors if Uganda’s Vision 2040 is to be implemented as 

planned. 

The enforcement of regulations is one significant driver of 

skills improvement in the logistics sector. Regulations on 

vehicle licensing and driver testing will, for example, will 

lead to significant increased demand for high quality truck 

mechanics and truck drivers, demand which the supply side 

will initially be unable to match. 

Business need and competition will be another critical 

driver of investment in skills. Through a combination 

of cross-border competition, business incentives and 

government regulation the logistics sector, Uganda must 

transition towards becoming an ‘efficiency-driven’ sector 

characterized by employers that compete with each other 

on the basis of both quality and cost of services. In such a 

scenario, employers are likely to focus far more on the skills 

of their employees as this is what will, in large part, enable 

them to get an edge over their competitors. 
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172. Many of the internal barriers identified above 
related to inconsistent skills development 
and people management, operational 
culture and employer investment as well as 
the composition of the logistics sector, are 
directly related to workforce education, skills 
and training provision.  

173. While the first half of this report has dealt 
with the demand for skills, this section 
considers the skills currently supplied by the 
training and labour markets. In this section 
the report seeks to:

 Identify major suppliers of workers for the 
transport and logistics sector including 
institution-based training provision and 

enterprise-based programs;
 Estimate current and potential provision 

from these sources: 1) what occupations are 
targeted; 2) what type of standards and what 
kind/level of certification do they provide for 
their students and trainees; and 3) how many 
graduates do they currently produce on an 
annual basis;

 Identify any gaps in quantity and quality 
that may exist between demand and supply; 

174. A logistics skills survey was thus carried 
out to assess the current extent of logistics 
training provision in Uganda. The findings of 
this survey are set out in the sections below. 

6.1 Supply Survey Sample

175. The skills supply survey explored the scope 
and capacity of institutions and enterprises 
that currently provide skills to these 
subsectors.   The supply survey sample was 
organised into different ‘strata’ with different 
sampling techniques applied to each.   
The strata were based on types of supply 
institution and sub-sectors, as described 
below:

176. Higher Education Institutes (HEI) – the 
survey attempted to include as many of the 
higher education institutions identified to 
deliver relevant programmes as possible.  The 
sampling strategy used was a ‘snowballing 
method’, with the list of universities 
generated through many different sources 
of information e.g. employer responses in 
the demand survey; academic networks; 
National Council for Higher Education 
(NCHE) accreditation lists. It was not possible 
to survey all HEI institutions, and so attention 
was focused on the larger institutions, those 
which had been established for some time, 
and those which were regularly mentioned 
by employers.  Six HEIs which have only very 
recently established Degrees or Diplomas in 

this field (i.e. since 2013) and therefore have 
not yet produced a cohort of graduates were 
not surveyed. These HEIs are Bishop Stuart 
University, Makerere Institute for Social 
Development, MONACO Institute of Business 
& Computer Science, Team Institute of 
Business Management, Uganda Technology 
& Management University and Victoria 
University.

There are need to Identify 
major suppliers of workers 
for the transport and 
logistics sector including 
institution-based training 
provision and enterprise-
based programs
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177. UBTEB-accredited institutions – the 
Ministry of Education and Sports (MoES) 
and the Uganda Business and Technical 
Education Examinations Board (UBTEB) 
each provided information on institutions 
that are accredited to deliver and assess 
national qualifications in transport and 
logistics. All institutions that have submitted 
candidates for UBTEB assessment in logistics 
programmes, and in marine programmes, 
were included in the survey. A sample of 
institutions that have submitted candidates 
for assessment in motor vehicle mechanics 
were included in the sample.

178. Private providers – the survey attempted 
to include all private providers that were 
mentioned by employers in the demand 
survey, or by employer associations in 
key informant interviews. We attempted 
to generate a sample of institutions 
from the list of members of the Uganda 
Association of Private Vocational Institutions 
(UGAPRIVI). However, this was not possible 
as the UGAPRIVI database does not include 
information on the programmes offered by 
its members. As a result, providers could 
only be identified as offering relevant 
programmes if this was evident in the name 

of the provider.  One provider (SA Logistics) 
could be identified this way.

179. Sole providers – In two transport sub-
sectors, Air Transport and Rail Transport, 
there is only one training provider.  The 
survey included sole providers of training 
to the air transport sub-sector (Soroti Flying 
School) and to the rail transport sub-sector 
(Rift Valley Railways which delivers a range 
of internal classroom based and on-the-job 
training).

180. Enterprise-based providers – the supply 
survey included a small number of private 
enterprises identified in the demand survey 
as investing in skills development.  The 
sample was not intended to be representative 
of employers of any type. The enterprises 
were included to increase the data available 
on the enterprise-based skills supply, as this 
was identified through the demand survey as 
the predominant type of skills development 
across the sector as a whole.

181. Chartered Institute of Logistics and 
Transport (CILT) – the survey included 
the providers recommended by CILT. 
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182. Two types of questionnaire were developed; 
one for training provider institutions, and 
one for private enterprises (see Annex 3 for 
the full questionnaires).  The questionnaires 
were used to collect information on key 
issues such as training programmes offered 

at each level of the Ugandan Vocational 
Qualifications Framework (UVQF), enrolment, 
graduates, financing, management, quality 
of programmes, content on green transport 
and logistics, inclusion of woman and links 
between training providers and employers.  

6.2 Survey Questionnaires

6.3 Challenges Implementing the Supply Survey

183. Challenges in the implementation of the 
survey have limited the extent to which the 
survey was able to cover the whole transport 
and logistics sector. Limits were placed by: 

184. Institutions refusing to participate: Seven 
institutions declined to participate in the 
supply survey including some key providers 
within a sub-sector for example the Fisheries 
Training Institute at Entebbe (the only 
public provider offering qualifications in 
marine mechanics). The Police Department, 
named by MoES as a key provider of 
driver training, and the Uganda National 
Roads Authority (UNRA) the only provider 
of training for weighbridge operators 
on roads, also declined to participate.  
Securing participation by the Uganda 
Revenue Authority (URA) (a key stakeholder 
in customs clearing training) was also not 
possible. Whilst our formal requests for 
information were supported by letters from 
the Ministry of Works and Transport, officials 
within the URA refused to respond without 
being formally mandated to provide any 
specific information by their own institution. 

185. Weak Management Information Systems 
in coordinating bodies: Most organisations 
that are involved in coordinating skills 

providers and employers within the 
Transport and Logistics sector in Uganda 
have a management information system, 
including a database of providers. For 
example, UGAPRIVI has information on all 
its members (over 500 training providers), 
and MoES manages the Business and 
Technical Education and Vocational Training 
(BTVET) website which lists all registered 
BTVET providers. However, these systems 
do not include data required to identify the 
kinds of skills being supplied, or data on 
the capacity of the supply institutions. For 
example, whilst the BTVET website provides 
information on the fields that a provider 
offers training in, neither the BTVET website 
nor UGAPRIVI databases provide data on 
specific programmes offered at institutions. 
Consequently, providers that offer relevant 
programmes may not have been included 
in the survey as they could not be identified. 

186. Weak Capacity of Coordinating bodies:  
In some cases, organisations involved 
in coordinating training providers or 
employers within the transport and 
logistics sector were not able to respond 
to requests for support to the survey 
during the period of the project, due to 
capacity constraints, for example UGAPRIVI. 
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 A second set of challenges was experienced 
in terms of data availability at the institutions 
surveyed which are highlighted below. These 
placed significant limits on the accuracy of 
information available through the survey.

187. Weak management information systems 
of training providers: Most institutions 
who provide training were unable to 
provide quantitative data on numbers of 
students enrolled and completing specific 
programmes over the past five years, or even 
for the current year.  Most were unable to 
provide data on retention /drop-out rates in 
general, or for specific programmes. None 
were able to provide evidence of transition 
to employment rates for programmes 
they offer5.  Indicating a lack of robust 
management information systems. Where 
institutions could not provide data on 
enrolment and completion, they were asked 
to provide a ‘rough indication’ of the number 
of students that graduate each year from a 
programme.

188. Reluctance to disclose data: Some 
respondents were reluctant to share data. 
This included data such as graduation 
numbers. Where respondents were not 
comfortable to share data, we followed up 
with their institution and in some cases 
estimations were forthcoming.  Institutions 
that were not able to provide data during 
the study, in spite of repeated attempts by 
our team, are listed as providers but the 
capacity of their supply has been listed as 
‘not available’. Bureaucratic procedures 
within public sector organisations made it 
impossible to gain access.  Whilst supported 
by formal applications from the MoWT, 

5.  Similar challenges were experienced by the National Council for Higher Education in their 2005 tracer study 
of higher education graduates across five universities and programmes. Although the Diploma in Logistics 
and Procurement Management at Uganda Christian University (UCU) was included in the survey, none of the 
sampled graduates could be interviewed due to inaccurate and missing data on them.

partners such as the URA and the Police were 
not able to respond during the timeframe of 
the study.

189. Differences in scale between trained skills 
supply and assessed supply: Training Providers 
offering programmes based on national 
curricula and leading to national certificates 
and diplomas may enter candidates for the 
UBTEB examinations. Training Providers 
offering craft level certificates may enter 
candidates for the Directorate of Industrial 
Training (DIT) assessments. However, it 
is evident from data provided by UBTEB 
and from providers that the numbers that 
attend training and those that submit for 
assessment are different. Whilst we have 
used UBTEB figures to provide an indication 
of the size of skills supply, it seems likely 
that the numbers being trained (to varying 
levels of competence, and for various lengths 
of time) are likely to be somewhat higher. 

A key finding from both 
the demand and supply 
surveys is that on-the-job 
training is the predominant 
form of skills supply, for 
all occupations and across 
all logistics and transport 
sub-sectors
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190. This section presents the findings of the 
skills supply survey. Based on the limited 
data available, the survey evaluates how 
well the current supply of training in the 
transport and logistics sub-sectors meets 
current demand for skills. It also reviews 
potential opportunities for, and barriers to, 
growth that will be needed in the supply 
of skills if the logistics sector is to have the 
capacity required to grow with Uganda’s 
economy towards Vision 2040. 

191. A key finding from both the demand and 
supply surveys is that on-the-job training 
is the predominant form of skills supply, 
for all occupations and across all logistics 
and transport sub-sectors. Many employers 
surveyed stated that some staff rarely attend 

training courses, and many never do. VIVO 
(a logistics company moving petrol) only 
sent 10 staff members on training courses 
in logistics in the past year (8 of these on 
Chartered Institute of Procurement and 
Supply (CIPS) courses delivered by the 
Uganda Management Institute).  Rift Valley 
Railways (RVR) estimated that only 1 percent 
of its staff attended training courses. Within 
the maritime sub-sector, on-the-job learning 
is an integral component of professional 
development, and formally recorded in 
logbooks that document all vessels and 
shifts worked and tasks undertaken. Many 
transport and logistics occupations in 
Uganda are low-skilled, and easily learned 
on the job.

6.4 Findings of the Skills Supply Survey
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192. A second finding is that different sub-
sectors draw on different types of training 
institutions to supply skills for different 

occupations.  Consequently, the findings on 
training supply are organised by sub-sector, 
occupation, and type of training provider.

6.5 Training in the Logistics Sector

CROSS-CUTTING AREAS:

considers the nature of this provision.  
Finally, the section presents brief findings 
on a small number of specialist providers. 

194. Senior Logistics Managers (Supply Chain 
and Operations):  There is a small supply 
of post-graduate logistics programmes 
provided by Ugandan universities. These 
are targeted at senior managers, and would-
be senior managers.  The Masters Degrees 
offered by Makerere University Business 
School (MUBS), Nkumba, and Uganda 
Christian University require a Bachelor’s 
Degree in Procurement and Logistics for 
admission, and are only offered for day 
sessions. They are therefore targeted at 
younger graduates who are not working 
full time, but are interested in the logistics 
profession. 

195. Post-graduate management courses 
offered by Uganda Management Institute 
(UMI) and Makerere University require a 
degree and a minimum of two or three 
years’ work experience. These are offered 
in day, evening and weekend sessions, and 
are targeted at those already working in 
the sector, and wishing to strengthen their 
expertise.  Without data on students’ current 
employment, or transition into employment, 
it is not possible to rigorously match courses 
to occupational outcomes. Therefore, the 
approach taken in the tables within this 
section of the report is to match courses 
to the intended occupational outcome, 
recognising that in many cases, graduates in 
Uganda will also start at lower levels of the 
enterprise.

193. This section describes the nature and 
scope of training supply to the logistics 
sector. First, it considers the size of the 
supply of training available from higher 
education institutions, and discusses 
findings in terms of access to and quality of 
this provision. Then the section discusses 
occupations supported by the Business, 
Technical, and Vocational Education 
and Training (BTVET) institutions, and 
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Table 6.1: Post graduate programmes in Procurement and Logistics, and Transport and Logistics

Qualification Course Duration Institutions 
Offering the 

Qualification / 
Programme

Annual 
Graduation6

Relevant 
Occupations

Masters Degree
(NCHE/CIP)

Procurement 
and Logistics 
Management

2 years Nkumba University 5 (2014) to 68 
(2013)
(30 pa)

Supply chain 
managers

Uganda Christian 
University

Masters Degree
(NCHE)

Procurement and 
Supply Chain 
Management

Makerere University 
Business School 
(MUBS)

Not known

Post-Graduate 
Certificate 

Procurement and 
Supply Chain 
Management

Short Makerere University 
(MUBS)

60 

TOTAL 90 Supply chain 
manager

Source: Mott MacDonald, 2015

6. Where annual graduation rates vary, the mean average of the numbers of graduates has been used. Where 
data has not been provided, the institution is not included in the quantitative estimate of supply. All totals will 
therefore be under- estimates.

196. In addition to universities accredited by 
the National Council on Higher Education 
(NCHE), there are a small number of 
internationally accredited providers in 
Uganda that specialise in transport and 
logistics, affiliated to professional bodies.

197. Uganda became affiliated to the UK’s 
Institute of Logistics in 1995, and the 
Chartered Institute of Logistics and Transport 
(CILT) was formed in 2000, following a merger 
of the institutes for logistics and transport. 
The number of people in Uganda holding 
professional membership of CILT remains 
small. Only three people are Chartered 
Fellows, and there are only 24 Chartered 
Members of CILT in Uganda at present. CILT 
has 250 Ordinary Members in Uganda (383 
including affiliated members). 

198. The first level of membership (affiliate 
member) is awarded on joining a CILT 
training programme. Ordinary membership 
is awarded with the CILT Diploma, and 
Chartered Membership with the Advanced 
Diploma. Chartered Fellowship is conferred 
on members through election by CILT 
members, based on industry performance.  

199. The Kampala Centre for Logistics and 
Transport Studies (KCLTS) is the approved 
provider for CILT programmes in Uganda.  
KCLTS currently offers three internationally 
accredited programmes for managers at 
different levels  see Table 6.1.  

200. Internationally-accredited programmes 
are also offered by the East and Southern 
African Management Institute (ESAMI). 
ESAMI is a regional and intergovernmental 
management development centre. It is 
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owned by ten member governments7, and 
has its head office in Tanzania. ESAMI was 
established to provide the region with 
trained personnel in key areas, including 
transportation management. It is mandated 
to train middle and senior managers in the 
region. Table 6.2 lists ESAMI programmes 
delivered by the Kampala campus, 
and the relevant accreditation body. 

CILT courses are delivered at weekends, 

and ESAMI runs sessions at weekends, and 

evenings to ensure courses are accessible 

to students already working in the sector. 

As Table 6.2 demonstrates, the numbers 

graduating from internationally accredited 

programmes each year are small. This may 

be due to the cost of the courses; the MBA at 

ESAMI costs $9500.00.

7 Kenya, Malawi, Mozambique, Namibia, Seychelles, Swaziland, Tanzania, Uganda, Zambia and Zimbabwe

Table 6.2: Internationally accredited specialist programmes in Logistics and Transport

Qualification Programmes Institution Course 
Duration

Numbers 
Trained per 

Year

Occupations 
Targeted

International 
Diploma
(CILT) 
(Post Graduate)

Logistics and 
Transport

Kampala Centre 
for Logistics and 
Transport Studies 
(KCLTS)

12-18 Months 35
(p.a. Since 
2010)

Middle Managers
Operations 
Managers
(Fleet Managers)

TOTAL 35 Operations 
Managers

International 
Advanced 
Diploma (CILT) 
(Post Graduate)

Logistics and 
Transport

 (Kampala Centre 
for Logistics and 
Transport Studies 
(KCLTS)

2 years 10
(p.a. Since 
2010)

Senior Managers
Supply Chain 
Managers

MBA
(NARICK UK)

Transport & 
Logistics

ESAMI 2 years 12 Senior Managers
Supply Chain 
Managers

Higher National 
Management 
Course
(NARICK UK) 
(post graduate) 

Transport & 
Logistics 
ICT in Transport 
and Logistics
Green Logistics
Transport 
Costing, Pricing 
& Investment 
Application

ESAMI 25 Transport Planners
Supply Chain 
Managers

TOTAL 47 Transport Planners
Supply Chain 
Managers

Source: Mott MacDonald, 2015
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201. Operations managers, customer service 
clerks and advisers:  There is a growing8 

supply of degree and diploma level 
programmes offered by higher education 
institutions.   The demand survey found that 
many enterprises, (particularly own account, 
and international third party logistics 

companies) recruit graduates for all levels of 
occupation, including clerical staff. Whilst it’s 
not clear if new staff necessarily have degrees 
in logistics, it’s unlikely that this would be the 
case.  However, as Table 6.3 suggests, the 
supply of graduates of logistics degrees and 
diplomas is already close to current demand.

8. In 2014, the National Council for Higher Education (NCHE) accredited four higher education institutions to offer 
new degree programmes in Logistics and Procurement/Supply Chain Management, and six to offer Diplomas. 
NCHE (2014) Higher Education Accredited Academic Programmes

Table 6.3: Degree, Diploma and Certificate Programmes in Logistics and/or Supply Chain Management

Qualification Course Duration Institutions 
Offering the 
Programme

Annual 
Number of 
Graduates

Relevant 
Occupations

Bachelors 
Degree
(NCHE)

Procurement 
& Logistics 
(Management) 

3 years
International 
University of 
East Africa
Nkumba 
University
Uganda 
Christian 
University
Ndejje 
University
Multitech 
Business 
School

Kampala 
International 
University

180 Operations 
Managers
Customer Service 
Clerks and 
Advisers60

Not known

2013: 68
2014 :5

16

60-80

Procurement 
& Supply 
Chain 
Management

Makerere 
University 
Business School 
(MUBS)

400

Transport and 
Logistics

Makerere 
University 
Business School 
(MUBS)

2012: 86
2013: 120
2014:220

TOTAL 865 Operations 
Managers
Customer 
Service Clerks 
and Advisers

Qualification Duration Institutions 
Offering the 
Programme

Annual 
Graduation

Relevant 
Occupations
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Qualification Course Duration Institutions 
Offering the 
Programme

Annual 
Number of 
Graduates

Relevant 
Occupations

Diploma (NCHE) (2 year) Makerere 
Business 
Institute

50 Operations 
Managers
Customer Service 
Clerks and 
AdvisersDiploma (CILT/CIP) (2 year) Nkumba 

University
Not known

Diploma (CIP) Uganda 
Christian 
University

Not known

Diploma (CILT) 1 year Multi tech 
Business School

Not known

Diploma 2 years Global Institute 
of Information 
Technology and 
Business

3

Certificate (NCHE) 1 year Makerere 
Business 
Institute

50

Certificate 1 year Global Institute 
of Information 
Technology and 
Business

9

International Certificate 9 months Kampala Centre 
for Logistics 
and Transport 
Studies (KCLTS)

10
(p.a. since 
2010)

First Line 
Supervisors
 Junior Managers
Operations 
Managers
Customer Service 
Clerks and 
Advisers

TOTAL 122 Operations 
Managers
Customer 
Service Clerks 
and Advisers

Source: Mott MacDonald, 2015

202. The table above indicates that there 
are far fewer graduates of logistics and 
supply chain management at Diploma 
level than at degree level.  In part, this 
may reflect the skills required for logistics 
management positions, which include 
senior management. But it also reflects 
weaker demand from students entering 
higher education for diplomas. MUBS has 

recently closed its diploma programme due 
to the low numbers of students enrolling. 
University staff commented that Logistics is 
often considered a ‘second choice’ subject, 
and that students prefer general education 
programmes which they believe will lead to 
better jobs. As degrees are more prestigious 
than diplomas, a diploma in logistics can 
become the least attractive option.
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203. A small number of Business Technical 
Vocational Education and Training (BTVET) 
providers offer programmes in Logistics and 
Supply Chain Management.  These are largely 
targeted at middle management, clerical 
and administration occupational levels. 

BTVET covers programmes from certificate 
to diploma level9. As Tables 6.4 and 6.5 show, 
Uganda Colleges of Commerce (UCC) now 
offer Diplomas in Procurement and Logistics 
Management, Stores Management and in 
Clearing and Forwarding.

9. Government of Uganda (2008) Business Technical Vocational Education and Training Act. There are over 110 
institutions, both public and private, within the BTVET network.  Government-owned BTVET providers are 
managed by the Ministry of Education and Sports (MoES): Directorate BTVET.  

Table 6.4: Diploma (UBTEB) Programmes in Logistics and/or Procurement and Supply Chain 
Management, and Stores Management

Qualification Course Duration Institutions 
Offering the 
Programme

Annual 
Graduation 
(Average)

Relevant Occupations

Diploma
 (UBTEB)

Procurement 
& Logistics 
Management 
(DPLM)

2 years UCC Pakwach 40 Operations Managers
Customer Service 
Clerks and Advisers

UCC Kabale Not Known

UCC Tororo 97

UCC Sororti 24

TOTAL 161 Operations Managers
Customer Service 
Clerks and Advisers

Purchasing & 
Supply & Store 
Management

2 years UCC Tororo 27 Warehouse Managers

Stores 
Management

UCC Sororti 23

TOTAL 50 Warehouse Managers

Source: Mott MacDonald, 2015

204. Freight forwarding and customs 
clearance agents: Programmes in clearing 
and forwarding are available at degree, 
diploma and certificate levels.  In contrast 
to the Logistics programmes, it appears 
that most customs clearing and forwarding 

programmes at higher education institutions 
are at diploma level.  Annual supply from 
three higher education institutions identified 
as offering courses of one or two years 
duration in clearing and forwarding is about 
116.
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Table 6.5: Degree Program
m

es in Clearing and Forw
arding

Q
ualification

Course
Duration

Institutions O
ffering the 

Program
m

e
Annual 
Graduation

Relevant 
O

ccupations

Advanced 
Diplom

a Clearing, 
Forw

arding and Shipping M
anagem

ent
M

TAC
17

Forw
arding Agents

Custom
s Clearing 

Agents
Bachelors Degree
(N

CH
E)

Clearing & Forw
arding M

anagem
ent

3 years
N

kum
ba U

niversity
N

ot know
n

Diplom
a (N

CH
E)

Custom
s Clearing,

Forw
arding & Shipping M

anagem
ent

Global Institute of Inform
ation 

Technology & Business M
anagem

ent

2 years
4(N

ew
 Course)

M
anagem

ent Training & 
Advisory Centre (M

TAC)
2013: 22
2014: 48

Diplom
a (CILT/CIP)

Specialization in Clearing 
& Forw

arding
2 years

N
kum

ba U
niversity

Certificate (N
CTE)

Clearing,
Forw

arding & Shipping 
M

anagem
ent

Global Institute of 
Inform

ation Technology 
and Business

1 year
5

M
TAC

602014: 5

TO
TAL

116
Freight Forw

arding 
Agents & Clerks
Custom

s Clearing 
Agents

Source: M
ott M

acDonald, 2015
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205. Employees in generic functions within the 
logistics sector can improve their sectoral 
competence through logistics modules 
within a technical qualification. For example, 
as Table 6.6 demonstrates, logistics modules 
can be taken as part of post-graduate 

qualifications in Marketing, Procurement, or 
Business Administration.  These graduates 
are not included in the quantitative 
assessment of skills supply to the logistics 
sector.

Table 6.6: Units in logistics that form part of other post graduate qualifications

Qualification Course Duration Institutions 
Offering the 

Qualification 
/ Programme

Annual 
Graduation

Relevant 
Occupations

Post Graduate 
Certificate in 
Procurement
(CIPS UK) 
Post Graduate 
Certificate in 
Marketing
(NCHE CIM)

Logistics 
Unit

Qualification 
Unit

UMI 2013: 30
2014: 43
2015: 48

Marketing within 
a Transport and 
Logistics Company
Procurement 
within Transport 
and Logistics 
Company

Source: Mott MacDonald, 2015

UCC provide a relatively small volume of training supply for clearing and forwarding agents.

Table 6.7: Diploma (UBTEB) Programmes in Clearing and Forwarding

Qualification Course Duration Institutions Offering 
the Programme

Annual 
Number of 
Graduates

Relevant 
Occupations

Diploma 
(UBTEB)

Clearing & 
Forwarding

2 years UCC Tororo 10 Freight Forwarding 
Agents & Clerks
Customs Clearing 
Agents

UCC Sororti 3

 Business 
Studies 
(Customs 
Clearance & 
Forwarding 
Options)

UCC Pakwach 15

TOTAL 28 Freight Forwarding 
Agents & Clerks
Customs Clearing 
Agents

Source: Mott MacDonald, 2015



77

206. Specialist training for cross-cutting 
areas: Specialist training is also provided by 
stakeholder organisations including employer 
associations and Government departments. 
An important supply of training is mediated 
by employer associations, and delivered 
by experts.  Freight forwarding provides an 
example of how licensing can strengthen the 
demand for skills and therefore training.  The 
URA licenses freight forwarding companies. 
To gain this license, enterprises must have 
two staff trained and qualified with the 
East African Freight Forwarders Practicing 
Certificate (EAFFPC).  The Uganda Freight 
Forwarders Association (UFFA) has organised 
training in partnership with the URA, and 
several employers interviewed in the demand 
survey noted that they send employees on 
courses run by URA/UFFA courses.  

207. The Ugandan Freight Forwarders 
Association, with support from USAID/ACP, 
has implemented an initiative aimed to 
train clearing agents at ports and customs 
and reduce corruption. A curriculum was 
designed and the training implemented 
through a Public Private Partnership 
(PPP) initiative with URA. The Certificate 
covers the rules and obligations of freight 
forwarders, customs operations, port 
operations and management10. The training 
is delivered by trainers from the UFFA 
and URA, at the URA training centre and 
at Kololo Secondary School. The Uganda 
Freight Forwarding Association is trying 
to get the training accredited by ESAMI. 

 
 

10. The initiative does not include truck drivers and equipment drivers. These are covered by a curriculum designed 
to train them.

Table 6.8: Specialist providers of short courses in logistics

Institution Programmes Occupations 
Targeted

URA Customs Freight Forwarding 
Agents
Customs ClearingEast African Freight Forwarders Practicing 

Certificate (EAFFPC)

Ugandan Freight Forwarders Freight Management

Quality Management

Federation of Ugandan Employers Freight Management

BIDE Distribution Management (Rail) Warehouse Managers
Transport PlannersBIDE Warehousing

Ugandan Freight Forwarders Warehouse and Distribution

Source: Mott MacDonald, 2015

208. Some of the more entrepreneurial higher 
education institutions also deliver tailor-
made short courses to employers. These are 
not accredited by the University or NCHE, but 
often draw on modules or content from the 
institution’s formal programmes. Table 4.22 

presents examples of short courses delivered 

by higher education institutions. As these are 

offered on an ad hoc basis, the size of this 

supply is flexible but not known.  Certainly, 

universities are not struggling to respond to 

the demand for training from the employer 

market.
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Table 6.9: Higher Education institutions that offer specialist short courses

Institution Programmes Course Duration Occupations Targeted

Management Training and 
Advisory Centre (MTAC)

Logistics management (2-4 weeks)

Global Institute of Information 
Technology and Business

Transport Management

Shipping Practice

Global Institute of Information 
Technology and Business

Customs Freight Forwarding 
Agents
Customs Clearance 
Agents

Source: Mott MacDonald, 2015

209. Summary: Supply of formal courses in 
logistics and supply chain management 
appears sufficient to meet current demand 
for supply chain management at senior 
and middle management levels. Freight 
forwarding and customs clearing training 
appears to be in short supply as shown in 
Table 6.10 below. However, this does not 
reflect the training by URA, and employer 
associations, nor the USAID/ACP funded 
programme that is targeted to help address 
this gap.

210. The supply of logistics programmes is almost 

entirely targeted at students that hold A 

levels. Whilst this makes it inaccessible to 

most Ugandans, the demand survey findings 

suggest that formal logistics enterprises are 

predominantly recruiting graduates into 

most logistics occupations. However, the 

nature of this supply means that there is little 

available for people performing logistics 

roles in small operators are able to access 

affordable courses. 
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Table 6.10 Summary of freight forwarding, customs clearing, customer service and supply chain 
management training supply and demand

Occupation Providers Training Estimated 
Demand (Total)

Capacity 
of Supply 
(per year)

Supply as % of 
Demand

Freight Forwarding 
Agents 
Customs Clearing 
Agents

Universities and Tertiary 
Institutions

116

BTVET Institutions 28

Specialist Providers e.g. 
URA, FFA

Unknown

TOTAL 10,480 144 p.a. 1%

Customer Service 
Clerks and Advisers & 
Operations Managers

Universities and Tertiary 
Institutions

987

BTVET Institutions 161

Sector Specialist 
Providers

Unknown

TOTAL (6250+6890) =
13140

1148 8.7%

Supply Chain Managers 
& Transport Planners 

Universities and Tertiary 
Institutions

137

Sector Specialist 
Providers

Unknown

TOTAL 340 137 40%

Source: Mott MacDonald, 2015

ROAD TRANSPORT

211. Training supply to the road transport sub-
sector in Uganda is nationally-based, but 
extremely weak. As has been discussed 
throughout this report, poor enforcement 
of road regulations has resulted in 
extremely weak demand for driving, vehicle 
maintenance and fleet management skills 
in the Ugandan road transport sector.  
Formal enterprises that manage their own 
performance to international standards have 
developed training strategies to meet their 
own demand for skills, and often address 
the skills needs of their sub-contractors.  

212. Truck drivers and light goods vehicle 
drivers: There is significant failure of supply 
in training for truck drivers in Uganda. There 
is no public provider offering truck driver 
training, and only one private provider, the 
Uganda Driving Standards Agency (UDSA), 
which is licensed by MoWT. UDSA trains a 
few truck drivers per year – about 20 on 
average.  Truck driver training is expensive; 
the UDSA course costs UGX 1, 250,000.00 
($340), making it unaffordable for many 
truck drivers. Although UDSA offers courses 
during the day, evenings and weekends, 
so that it is accessible for working adults, 
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the government has set minimum age 
requirements for HGV license trainees of 
35 years of age, and at least 4 years of work 
experience.  Many drivers are younger than 
this. About 90 percent of drivers that attend 

UDSA courses are already employed, and 
UDSA works with employers to find jobs for 
its trained truck drivers that are not yet in 
work. UDSA currently trains about 600 to 800 
van drivers each year.

Table 6.11: Training for Truck Drivers

Qualification Name of Course Duration Institutions Approx. 
Number of 
Students 

Leaving per 
Year

Heavy Goods 
Vehicle License / 
Certificate
(20 days)

Truck Driver Training 
(CILT and MoWT 
Accreditation)

60 days UDSA 20 Licensed 
Truck 
Drivers

Preventative Mechanics 
and Maintenance (1 
hour per day, Part of 
Truck Driver License) 
(CILT & MoWT)

(4 weeks)

Light Vehicle 
License (Vans)

Driver Training UDSA 600-800 Licensed 
Van Drivers

Short Course Land Transport Safety 
Recommended Practice 
(OGP) (CILT)

(10 hours) UDSA Truck 
Drivers

Short Course Defensive Driving Course 
(Refresher) (CILT)

8 hours UDSA Truck 
Drivers

Certificate (DIT) Defensive Driving 2 weeks Nakawa 
Vocational 
Training 
Institute

Ministry 
Drivers 
(Ministry of 
Justice)

Certificate Defensive Driving 18hrs SA Logistics 300-500 Drivers

Certificate Roadside First Aid 12hrs SA Logistics 15-60 Drivers

Certificate of 
Professional 
Competence

Knowledge Course UDSA Truck 
Drivers

Higher Learning 
in Driving (Divers 
License)

VIP/ Advanced Driving 4 hours UDSA

Source: Mott MacDonald, 2015

213. Truck driving skills in Uganda are 
predominantly developed by enterprises. 
Consequently, the quality of skills reflects 
the quality of workplace practices. Formal 
enterprises, committed to industry standards 

train their own drivers and sub-contractors. 
For example, VIVO contracts with about 400 
truck drivers, all of whom have been trained 
by VIVO-accredited trainers. VIVO has had 
no driving incidents during 2015, a fact 
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214. Most truck drivers in Uganda work in 
small, informal enterprises, and learn to 
drive on-the-job, in depots and on the 
roads.  Employers are extremely reluctant 
to consider skills improvement for their 
drivers. UDSA commented that employers 
claim their drivers are already driving and 
therefore have the required skills. The 
Regional Lorry Drivers and Transporters 
Association reported that truck owners don’t 
want to stop their business in order to send 
truck drivers on training. The Association 
encourages its members to plan training 
for when trucks go for maintenance. The 
Regional Lorry Drivers and Transporters 
Association commented that many truck 
drivers have low education levels, and may 
not have learned English before dropping 
out of school. This discourages them from 
training, particularly as it is often delivered 
in English. 

215. To support improved quality of the supply 
of skills, Trademark East Africa produced a 
draft syllabus for truck driver training and 
testing to be used across the East African 
Community (EAC). The syllabus is currently 
out for consultation.

 
216. Driving Instructors:  A supply of qualified 

instructors is a critical factor in the quality 
and capacity of skills supply. Unsurprisingly, 
truck driving instructors are in critically 
short supply in Uganda. There is one fully 
qualified instructor in the country, who 
works for UDSA. Beyond this, UDSA trains 
its own instructors, and has a total of 8 
instructors at present. Formal enterprises, 
such as VIVO, use their own accredited truck 
driving instructors. Drivers attend driving 
license tests with the police to gain their 
license.  As a consequence of the shortage of 
instructors in Uganda, SA Logistics, a private 
provider offering defensive driving to the 
logistics industry, sends instructors abroad 
for training. 

Most truck drivers in 
Uganda work in small, 
informal enterprises, and 
learn to drive on-the-job; 
there is one fully qualified 
instructor in the country

attributed by the senior logistics manager to 
the company’s very high quality standards, 
and training provided to subcontractors. 
The MoWT noted that a few companies 
(for example Hima Cement) maintain high 
standards in driving and truck maintenance.
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217. Maintenance technician and truck 
mechanics:  The supply of truck mechanic 
training is poor. Most truck maintenance 
technicians in Uganda gain their skills on the 
job. The Uganda Wholesalers and Retailers 
Association estimates that 70% to 80% of 
maintenance staff are not trained and not 
sufficiently skilled, and the Regional Lorry 
Drivers and Transporters’ Association notes 
that truck owners prefer to employ cheaper, 
unqualified staff to maintain their trucks.  
Very few providers offer specialist training 
in truck maintenance.  UDSA includes a 
four week training course in preventative 
mechanics and maintenance as part of 

its truck drivers training programme. Most 
formal training in truck maintenance is 
provided by vehicle distribution companies 
such as SPEAR motors.

218. A large number of registered BTVET 

institutions offer courses in motor 

vehicle maintenance. These focus on the 

maintenance of cars, rather than trucks and 

vans.  However, given the paucity of supply 

in truck maintenance, it seems likely that 

skills developed through BTVET vehicle 

maintenance courses are being used by 

informal businesses in goods transport.

Table 6.12: Summary of Motor Vehicle Mechanics and Engineering Courses

Qualification Name of course Duration Number of 
Institutions 
Conducting 
Programme

Approx. 
Number of 
Graduates 

Year

Occupation

National 
Certificate 
(DIT)

Motor Vehicle 
Mechanic Level 1

3-6 months 303 Vehicle Mechanic 
(Cars, Van and 
Trucks)- National 
Certificate/ 
Advanced 
Certificate

Vehicle 
Maintenance 
Technicians (Cars/
Vans/  Trucks)- 
Diploma

Motor Vehicle 
Mechanic Level 2

594

Motor Vehicle 
Mechanic Level 3

4

National 
Certificate 
(Craft 
Certificate, 
Part 1) 
(UBTEB)

Motor Vehicle 
Mechanics 

2 years 109 (BTVET 
Providers)

2706*

Advanced 
Certificate

Motor Vehicle 
Mechanic

1 year

Diploma Mechanical 
Engineering

2 years 264

Spear Motors 
Certificate 
Level 1&2

Motor Vehicle 
Mechanic

1 (Spear 
Motors)

70 Vehicle Mechanic 
(Trucks)
Vehicle Mechanic 
(Vans)

TOTAL 3941 Vehicle 
Mechanics

Source: UNEB (2015) Summary of Performance by Programme and Year
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219. Weighbridge Operators: The East African 
Community curriculum for weighbridge 
operators has not yet been implemented 
in Uganda, although there are plans to 
accredit an institution to deliver the training 
programme. As the Ugandan National 
Roads Authority (UNRA) is responsible for 
the operation of weigh-bridges, several 
respondents noted that training by UNRA 
would be useful for truck drivers. The 
Regional Lorry Drivers and Transporters 
Association invited UNRA to provide training 
on the weighbridge policy but have not 
received a positive response. 

220. Although the MoWT has implemented 
regulations on loading weights, many 
employers and drivers do not comply with 
them, (and do not agree with measuring axle 
loads).  The MoWT has no budget for public 
awareness raising and training on loading 
regulations, and cannot rely on private 
sector and employer associations to reliably 
train on this area. There is a significant gap in 
access to training on vehicle loading, which 
leaves drivers vulnerable to exploitation by 
weighbridge operators. 

221. Supervisor/ Vehicle Inspectors: As 
vehicles are not required to have road 
worthiness tests as a condition of licensing, 
there is no demand for training vehicle 

inspectors. The MoWT intends to contract 
with the Swiss company, SGS, through a 
Public Private Partnership (PPP) to set up 
a vehicle inspection service, but this has 
not been implemented yet. Such a service 
would bring with it a genuine need to train 
vehicle inspectors. It would also give rise to 
significantly enhanced training for vehicle 
mechanics, to ensure that they are able 
to maintain vehicles to required national 
standards.

222. Transport (fleet) Managers: The supply 
of training in fleet management is small. 
As noted in the discussion on logistics 
training, some higher education institutions 
include transport management as a course 
component in the degree. Specialist training, 
targeted at people already in employment, 
is provided by private providers serving the 
logistics and transport sector. For example, 
SA Logistics runs a course with 30 places 
each year. Their clients include international 
companies in Uganda such as Total and 
CNOOC as well as Ugandan companies 
and NGOs.  On average, a third of course 
participants are women, and 40 percent 
of trainees on driver management are 
women.  SA Logistics noted that transport is 
considered a male occupation, particularly 
driving.

Table 6.13: Courses for Fleet Managers

Qualification Name of course Duration Number of 
Institutions 
Conducting 
Programme

Approx. 
Number of 
Graduates 
per Year

Occupations

Certificate Fleet Management 5 days SA Logistics 30 Fleet Managers

Certificate Driver Management 8 hrs SA Logistics 10

Certificate Transportation Short course Uganda Martyrs 
Vocational Institute 

Source: Mott MacDonald, 2015
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223. The recruitment of qualified and 

experienced instructors is a challenge 

throughout the road transport sub-sector. 

SA Logistics noted that this is exacerbated 

by the lack of a national centre of excellence.   

224. Summary: There is a severe shortage of 
supply of training in the road sub-sector. 
Truck driver training and truck mechanics 
training is completely inadequate to meet 
the needs of a safe, reliable transport and 
logistics sector.

Table 6.14:  Summary of supply in road sub-sector

Occupation Estimate of 
Current Demand 
(Table 2.5.8)

Current Estimates of 
Supply

Annual Supply as % of 
Current Demand

Truck Driver 83, 160 20 per Year 
Plus Unknown Internal 
Training in Formal 
Sector

0.02%

Light Goods Vehicle Driver 31, 680 800 per Year 2.5%

Truck Driver Instructor ≤ 20 1 (Fully Qualified)
Unknown 

Maintenance Technician and Truck 
Mechanics:  Specialists

3860 70 2%

General Vehicle Mechanics 3941 Mechanics per 
Annum (Vehicle)

≥100%

Truck Inspection 100 0

Weighbridge Operation 300 Unknown

Supervisor 9950 Unknown

Traffic Office Clerk 6240 0

Transport Fleet Management 1000 30 per Annum 3%

Source: Mott MacDonald, 2015

11  As RVR becomes more responsive to customers’ needs, it is finding that the range of services it is required to 
offer, and the skills needs of employees are expanding. RVR has increased warehousing services it offers; in turn 
this leads to the need to operate trucks. RVR now operates both depots and trucks, employing truck drivers on 
sub-contracts.

225. Rift Valley Railways (RVR) has been awarded 
the concession for operating the only 
existing railway in Uganda.  As the national 
railway operator, it is also the main supplier 
of skills to the rail transport sub-sector11.  
BIDE provides training in Rail Distribution 
Management.

226. The vast majority of employees gain their 
skills through on-the-job training. RVR does 
not maintain centralised training records, 
and cannot provide data on staff training, 
however responding to this survey, the 
HR manager estimated that 1 percent of 
the workforce attends training each year. 

RAIL TRANSPORT
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Training needs are identified through staff 
annual appraisals that form part of the RVR 
performance management system. The 
HR department consolidates these needs 
into an annual training plan. A variety 
of training strategies are used including 

external consultants brought in to provide 

management training, and the use of five 

senior coaches attached to supervisors 

identified as needing support in their 

supervision skills.

Table 6.15:  Training provided to railway staff compared with demand

Occupation Estimate of 
Current Demand

Approx. Number Trained by 
RVR per Year

Locomotive Driver ≤20 26 every six months

Train Driver Instructor ≤ 20 26 

Locomotive and Wagon Maintenance Technician 100 15 per year

Rail Yard Operators 400 0 – (on job)

Weighbridge Clerks (Inland Container Depots) 50 Unknown

Rail Trackers (Monitor Trains in Transit) ≤20 Unknown

Source: Mott MacDonald, 2015

227. RVR recruits graduates of technical institutes 
(e.g. Kyambogo or Makerere) as trainee 
locomotive drivers. As there is no railway 
training institute in Uganda, RVR sends 
trainees to Kenya (Nairobi) for training. RVR’s 
internal training programme for locomotive 
drivers involves three months training in 
class, and six months working as a shunter 
driver in rail depots. Once a trainee passes 
an initial competence test, they will practice 
on the mainline for another three months. 
All trainee locomotive drivers work under 
instruction for two years, gradually build up 
the distances that they are allowed to drive 
unsupervised.

228. The agreement amongst the Government’s 
participating in the Northern Corridor 
Initiative is that there would be three 
Centres for Excellence in training for railway 
operations; (i) the Railway Training Institute 
in Kenya; (ii) the Tororo Road and Railway 
Training Polytechnic in Uganda and (iii) the 
Uganda Technical College in Kichwamba.  

229. Only 18.6 percent of the RVR workforce 
in Uganda are female, and there are no 

women in the company’s top management. 
Most women are employed in office based 
occupations rather than as labourers to 
clear the railway tracks which constitutes 
the largest part of RVR’s workforce. Women 
are also not employed as locomotive 
maintenance technicians. A small number 
of women are employed in the rail yard, 
directing trains. RVR training in occupations 
that are not normally considered reserved 
for men (such as Information Technology) is 
often difficult for female staff to attend. RVR 
runs residential training in Nairobi and has 
found that female staff with young children 
are not usually free to travel away from home 
for two weeks.

230. The concession with RVR ensures adequate 
supply of training for the rail sub-sector. 
Current supply of training by RVR appears 
to meet the existing demand for all 
occupations. The current average age of the 
RVR workforce is 48 years, and so many are 
approaching retirement. Consequently, RVR 
is focusing on addressing key areas of need 
for trained locomotive drivers, mechanics 
and electrical engineers.
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231. The East African Civil Aviation Academy 
(EACAA) has recently been established 
in Uganda, at Soroti (previously known 
as Soroti Flying School). It is one of two 
institutes selected under the Northern 
Corridor Initiative to become a Centre of 
Excellence in air transportation.  The other 
institute is the East African School of Aviation 
(EASA) in Kenya.  The institute in Uganda, 
EACAA, was established in 1970 as a public 

vocational training institution, the EACAA is 
now financed by a Government of Uganda 
grant and student fees. It has a partnership 
with the North Atlantic Training School 
and Kenya Airways. Course curricula are 
developed in partnership with employers 
and are accredited by the Civil Aviation 
Authority (CAA). All students must pass the 
external examination accredited by the CAA.

AIR TRANSPORT

Table 6.16: Programmes offered by East African Civil Aviation Academy

Qualification Programmes Duration Approx. Number 
of Graduates per 
Year

Occupations

Higher Diploma / 
License

Airline Transport Pilot 2-3 years 15 Pilots 

Diploma Air Craft Maintenance 
Engineering

3 years 5 Plane Maintenance 
Engineers

Diploma Flight Operation Course in 
Charge of Ground 

1 year 5 Airport Operations
(CAA)

Airport Operations 6 weeks Not Known
Basic Air Traffic Control 3 months Not Known Air Traffic Control 

Staff (CAA)
Source: Mott MacDonald, 2015

232. Table 6.16 summarises the capacity of 
the EACAA. This limited training supply is 
outstripped by regional demand; all courses 
have waiting lists, especially pilot training 
courses. Enrolment is currently limited by the 
accommodation available at the Academy, 
the number of aircrafts available for practical 
training, and the number of instructors that 
can be afforded.

233. All courses include a substantial (70 percent) 
practical component including workshop 
practice for engineers, practice with an 

instructor present, and support from the 
control tower in the event of navigational 
errors, and internships with Eagle Air 
and Mission Aviation Fellowship (MAF). 
Internships are not always easy to find, as 
some flight operators will not accept interns. 
The Academy faces some challenges with 
sufficient availability of equipment for 
the numbers enrolled, and with outdated 
equipment. It needs more aircrafts, and 
greater investment in its e-library and 
resources.
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234. Despite these challenges, employer feedback 

indicates that employers are very satisfied 

with the quality of graduates of the Academy. 

The Academy estimates that 50 percent to 

70 percent of students are employed within 

their chosen occupation within six months of 

graduation, and about 90 percent of students 

find employment in the aviation sub-sector. 

235. Entry requirements to the Higher Diploma 
Pilot Course and the Diploma in Flight 
Operations are a principle pass and two 
subsidiary passes at Advanced level. The 
Academy is not aware of any particular 
constraints facing women in the sector, 
except that the training includes science 
subjects, and there is not a big pipeline 
of women finishing upper secondary with 
sciences. No disabled students or mature 
students are enrolled at the Academy.

Table 6.17: Female participation on programmes offered by East African Civil Aviation Academy

Qualification Programmes Females (2015)

Higher Diploma Pilots Course (2-3 years) 26.6%

Diploma Air Craft Maintenance (3 years) 20%

Diploma Flight Operation Centre Ground (1 year) 40%

Source: Mott MacDonald, 2015

236. Recruiting instructors for pilot training is 
difficult as the Academy cannot compete with 
the salaries pilots command in the industry. 
Some instructors have 30 to 35 years industry 
experience, whereas younger instructors 

may only have 2-3 years’ experience. The 

numbers of instructors employed by the 

Academy, and type of contract are presented 

in the Table 6.18 below. Part-time instructors 

work 16 hours a week.

Table 6.18: Number of instructors at East African Civil Aviation Academy

Technical area Type of Contract Number
Pilot Instructors Full Time/Paid by Government 2

Part Time /Paid by School 9
Ground Operations Instructors Full Time/Paid by Government 4

Part Time /Paid by School 3
Aircraft Maintenance Instructors Full Time/Paid by Government 3

Part Time /Paid by School 4
Source: Mott MacDonald, 2015

237. Summary:  The East Africa Civil Aviation 
Academy trains many more pilots than are 
required by the currently small Ugandan air 
transport sub-sector. However, it contributes 
towards meeting the regional demand. It 

would be important to carry out a skills 
needs assessment for the region and assess 
whether the EASA in Kenya and the EACAA in 
Uganda are able to meet skills needs for the 
region in air transportation.
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The Marine and Inland 
waterways transport
sub-sector in Uganda sector 
is small - limited to ferries 
on Lake Victoria and rivers

Table 6.19: Current demand for air transport skills compared with supply
Occupation Estimate of Current Demand in 

Uganda
Current supply per year

Pilot ≤20 15 p.a.
Pilot Instructors ≤20 11 (Total)
Plane Maintenance 50 5 p.a.
Cargo Handling 100 Unknown
Airport Operations 150 5 p.a.
Air Traffic Control ≤ 20 Unknown

Source: Mott MacDonald, 2015

238. The Marine and Inland waterways transport 
sub-sector in Uganda sector is small, limited 
to ferries on Lake Victoria and rivers. Maritime 
training schools are accredited and audited 
by the International Maritime Organization 
(IMO) and in East Africa there are two training 
institutes, one in Kenya (Bandari College) 
and one Tanzania (Dar-es-Salaam Maritime 
Institute). As international regulations are 
enforced for companies operating on the 
Lake, the quality of skills supply is relatively 
high. 

239. Maritime standards are set internationally, 
and commonly set requirements for both 
formal training, and experience at sea.  The 
Lake Victoria Transport Act sets stringent 
requirements for ferry operators. These are 
considered by some operators to be too 
severe given the relatively calm conditions 
on Lake Victoria. Individual states have 
responsibility for setting local regulations 
for domestic voyages and when it comes 
to international voyages, the STCW 95’ 
regulations are adhered to for conformity.

240. Main accredited providers of maritime 
training are found in Tanzania (Dar es 
Salaam), Egypt (Cairo) and Ghana (Accra).  
Accredited maritime training involves six 
months college-based training followed by 
six months on board ship. Different classes 
of maritime qualification are awarded 
depending on the length of training and the 
types of ships worked on. 

MARINE AND INLAND WATERWAYS
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241. Under the Lake Victoria Transport Act, a 
Ferry Captain and Chief Engineer must have 
a minimum of 10 years’ experience and 
specific occupational qualifications. All crew 
members must have mandatory maritime 
training.  Staff of Ugandan ferry operators 
are trained at the Dar-es-Salaam Maritime 
Institute. A-levels are required for entry into 
posts that will eventually lead to senior officer 
positions. To eventually qualify as a Captain, 
employees must enter with Maths and 

Geography A-levels; for marine engineering 
maths and science are mandatory.

242. Kalangala Infrastructure Services (KIS) 

manages ferries on Lake Victoria. Their 

maritime department comprises 24 staff 

in total. As a result, the total numbers of 

people trained in specific maritime transport 

occupations is extremely small.

Table 6.20: Maritime transport staff trained by Kalangala Infrastructure Services
Occupation Trained to 

Qualification 
Level by KIS

Recruited 
Already Qualified 
(International)

Senior officer: Captain 0 3
Assistant Captain (Navigation) 0 2
Senior officer: Marine Engineer 0 5
Engineering Watch 6 0
Navigation Watch 10 0
Cargo Handling None None
Port Management: (Ferry and Port) 16 0

Source: KIS, 2015

243. International partnerships play an important 
role in building skills capacity within 
Ugandan private enterprises. KIS contracts 
international consultants (Danmarine) to 
develop work practices and guidelines that 
meet international standards, and to provide 
enterprise-based training to KIS employees.  
Danmarine carries out the international 
maritime safety audits, safety training and 
internal workplace based training to conform 
to international maritime standards. 

244. UNRA operates some of the smaller ferries on 
rivers, and have on occasion approached KIS 
to sub-contract KIS employees when they 
have not been able to fill posts. The UNRA 
vessels are professionally manned with 
trained officers. 

245. Access to training for work in the maritime 
industry is extremely limited for women. For 
example, there have been no female students 

on the Certificate and Diploma programmes 
for Boat Building and Marine Mechanics in 
the past two years. Women are also in the 
minority within ferry services, although action 
by some Ugandan companies has increased 
access for women. KIS recruited and trained 
a Ugandan female marine engineer and two 
female ferry captains. Currently 12 percent of 
the KIS marine department is female. 

246. Women face particular challenges working at 
sea. Pregnant women cannot serve on board 
ship due to the risk associated with having 
to be in water for extended periods of time. 
Employers have to manage this, and KIS, for 
example, requires pregnant staff to attend 
training throughout. Marine training facilities 
often do not have facilities for women – there 
was no female cabin in the ship dormitory 
at Dar es Salaam, and female students had 
to share with males. Social norms mean 



90

that people (including passengers) are not 
used to having women in control, and the 
public considers female captains to be risk. 

247. Only one BTVET institution, the Fisheries 

Training Institute at Entebbe, offers Boat 
Building and Marine Mechanics courses, and 
a very small number of marine mechanics 
are supplied to the sector each year.

Table 6.21: Marine Mechanics Programmes in Uganda:

Qualification Name of course Number of Institutions 
Conducting Programme in 
Uganda

Approx. Number of 
Graduates per Year

Diploma Boat Building and Marine 
Mechanics

1 Fisheries Training Institute 6*

Certificate Boat Building and Marine 
Mechanics

9*

Source: UNEB (2015) Summary of Performance by Programme and Year; Notes: Average of students registered during past 3 yrs

248. Summary: Marine and Inland Waterways 
training is almost entirely supplied by the 
private sector enterprises that operate the 
transport services, apart from a very small 
supply of boat mechanics provided by 
Entebbe Fisheries Training Institute. Training 
supply is regionalised, and employers such 

as KIS are access this provision to train 
their employees. No training supply for river 
ferries was identified through the survey, 
beyond that provided by KIS. It is understood 
that training for river ferries is based on 
training standards set under the STCW 95. 

Table 6.22: Table comparing current demand for skills in the maritime sector with current trained supply

Occupation Estimate of Current Demand Estimate of Current Numbers Trained by KIS

Senior Officer: Captain 20 0

Senior Officer: Navigators 20 0

Senior Officer: Marine Engineer 20 0

Navigation Watch Crew 20 10

Engineering Watch Crew 10 6

Cargo Handling 400 0

Port Management 170 16

6.6 Comparing Estimated Supply with Estimated Demand

249. The tables below, disaggregated by sub-
sector, attempt to match the estimated 
employment projections by occupational 
area with the supply of training- including 

the figures from tables throughout this 
section.  Drawing on the summaries for each 
sub-sector, it highlights the key occupations 
where skills supply is in critical shortage.
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250. Each table takes the estimated 2015 
employment numbers and matches them 
against the projected employment by 
occupational area in 2030.  This analysis 
enables us to calculate an estimated number 
of new entrants for each occupational area 
by 2030. As these figures are, in many cases, 
broad estimates we have made a simplifying 
assumption to not include a weighting for 
retirement or workforce attrition from these 
calculations. 

251. We have then matched this additional 
employment number against the supply 
of training if the current supply situation 
is to continue in a linear manner without 
significant changes over the next 15 years. 
We have modelled the training scenario in 

this way in order to clearly identify the areas 
where training supply requires significant 
interventions in order to eliminate skills 
gaps. 

252. Areas in the tables below where major skills 

gaps are identified are likely to be filled by i.) 

The importing of labour from neighbouring 

countries- this is particularly likely to be 

the case in the occupational areas where 

there are large quantitative gaps where 

skills levels are not particularly high or ii.) 

Through the provision of regionally based 

training to Ugandan nationals- this is likely 

to be the case in occupational areas where 

quantitative gaps are quite small but where 

required skills levels are high. 
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Table 6.23: Comparison of demand and supply in road sub-sector

Occupational 
Area

Estimated 
Numbers 
Employed 
2015

Estimated 
Additional 
Workforce 
Numbers 
2030

Annual 
Training 
Supply 
2015

Predicted 
Quantitative Skills 
Gap by 2030
(% of additional 
workforce required 
in occupational 
area)

Qualitative Issues

Truck Driver 83,160 113,308 20 113,008
(99.7%)

The CILT and MOWT 
accredited training 
is of a high quality 
but the quantity of 
provision is currently 
far, far below what is 
required. 

Light Goods 
Vehicle Driver

31,680 43,165 800 31,165
(72%)

UDSA delivered 
training is of adequate 
quality. 

Truck Driver 
Instructor

<20 433 0 433
(100%)

Currently no relevant 
instructor provision 
available in Uganda.

Maintenance 
Technician 
& Truck 
Mechanic

3,860 20,458 394 (3,941 
for all 
vehicles- 
assume 
10% truck 
ready) 

14,458
(71%)

Quality issues as very 
few providers offer 
specialist training in 
truck maintenance. 
Number presented 
in table assumes 
that skills will be 
transferrable for some 
mechanics taking 
general qualifications.

Truck 
Inspection

100 380 0 380
(100%)

No provision in 
Uganda currently.

Weighbridge 
Operation

300 173 0 173
(100%)

EAC curriculum for 
weighbridge operators 
not yet implemented 
in Uganda although 
there are plans to 
accredit an institution.

253. There are likely to be significant quantitative 
and qualitative skills gaps across a number 
of occupational areas in the Road Sub-
Sector. Truck Drivers is likely to be the most 
significant quantitative gap although this is 

closely related to the sizeable gap for Truck 
Driver Instructors (increase the supply of 
qualified instructors and they will be able to 
train more qualified drivers). Maintenance is 
another occupational area where specific, 
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Table 6.24:Comparison of demand and supply in the rail sub-sector

Occupational 
Area

Estimated 
Numbers 
Employed 
2015

Estimated 
Additional 
Workforce 
Numbers 2030

Annual 
Training 
Supply 
2015

Predicted 
Quantitative 
Skills Gap by 
2030
(% of 
additional 
workforce 
required in 
occupational 
area)

Qualitative Issues

Locomotive 
Driver

<20 372 52 0
(0%)

No projected skills 
gap because RVR’s 
training in Nairobi 
should satisfy 
demand even 
though there is no 
provision in Uganda.

Train Driver 
Instructor

<20 10 26 0
(0%)

Nairobi based 
provision organised 
through RVR should 
be sufficient to meet 
demand.

Locomotive 
and Wagon 
Maintenance

100 1,859 15 1,634
(88%)

Rail Yard 
Operators (Cargo 
Handling)

400 5,196 0 5,196
(100%)

Weighbridge 
Clerks (Inland 
Container 
Depots)

50 358 Not known Not known

Rail Trackers 
(Monitor Trains in 
Transit)

<20 372 Not known Not known

254. Whilst current Nairobi based provision for 
Train Drivers and Instructors is sufficient to 
meet projected demand there are likely to be 
quite significant shortages in Locomotive and 
Wagon Maintenance and Rail Yard Operators 

(Cargo Handling).  It is recommended that 

the proposed Centres of Excellence to be 

established at UTC Kichwambwa and the 

Tororo Road and Railway Polytechnic take 

steps to address these shortages. 

quality, truck related skills are in short 
supply. Truck Inspection and Weighbridge 
Operations are two occupational areas 

where there is currently no relevant provision 
in Uganda although demand for both these 
areas is likely to grow.
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Table 6.25: Comparison of demand and supply in the air sub-sector

Occupational 
Area

Estimated 
Numbers 
Employed 
2015

Estimated 
Additional 
Workforce 
Numbers 
2030

Annual 
Training 
Supply 
2015

Predicted 
Quantitative 
Skills Gap by 
2030
(% of additional 
workforce 
required in 
occupational 
area)

Qualitative Issues

Pilot <20 94 15 0
(0%)

Quality of provision 
good- no projected 
gaps

Pilot Instructors <20 15 11 total 
currently

0
(0%)

Quality of provision 
good- no projected 
gaps

Aeroplane 
Maintenance

50 520 5 445
(74%)

Quality provision at 
EACAA but current 
provision unlikely 
to keep pace with 
projected demand.

Cargo Handling 100 1,040 Not Known Not Known

Airport 
Operations

150 1,560 5 1,485
(95%)

Quality provision at 
EACAA but current 
provision unlikely 
to keep pace with 
projected demand.

Air Traffic 
Control

<20 60 Not known Not known

255. While the number of pilots and instructors 
produced by the East African Civil Aviation 
Academy (EACAA) appears sufficient to 
keep pace with demand this is not the case 

for Aeroplane Maintenance and Airport 
Operations where additional provision will 
be required to eliminate projected gaps. 
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Table 6.26: Comparison of demand and supply in the maritime and inland waterways sub-sector

Occupational 
Area

Estimated 
Numbers 
Employed 2015

Estimated 
Additional 
Workforce 
Numbers 
2030

Annual 
Training 
Supply 2015

Predicted 
Quantitative 
Skills Gap by 
2030
(% of 
additional 
workforce 
required in 
occupational 
area)

Qualitative Issues

Senior Officer: 
Captain

<20 123 2 in total 
currently

123
(100%)

No provision in 
Uganda currently of 
sufficient quality- 
nearest is Dar es 
Salaam

Navigators <20 194 2 in total 
currently

194
(100%)

No provision in 
Uganda currently of 
sufficient quality- 
nearest is Dar es 
Salaam

Senior Officer: 
Marine Engineer

100 613 1 in total 
currently

1,634
(88%)

No provision in 
Uganda currently of 
sufficient quality- 
nearest is Dar es 
Salaam

Cargo Handling 400 4,160 0 4,160
(100%)

Port 
Management: 
Vessel Docking 
Assistants & 
Passenger 
Safety

50 1,660 16 1,420 
(86%)

Port 
Management: 
Scheduling 
Vessels

<20 151 16 0
(0%)

256. If Uganda does see a significant expansion in 
the marine and inland waterways sub-sector 
then this will create a skills gap for qualified 
Captains, Navigators and Marine Engineers. 
The nearest supplier of accredited training 
is Dar es Salaam and it is uncertain whether 
it would be able to deliver the numbers of 
graduates projected in the table above, 

particularly for Marine Engineers. Cargo 
Handling and Port Management are also 
likely to see significant shortages. Uganda 
may wish to look at how accredited training 
can be delivered within Uganda for these 
occupational areas given that demand 
in both areas is likely to run into the low 
thousands. 
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257. There are likely to be significant quantitative 
and qualitative shortages in warehousing- 
particularly concerning Forklift Drivers 
and Warehouse Supervisors where new 
warehousing techniques are likely to require 

a greater degree of sophistication than the 
skills available in the labour market. There 
are also likely to be significant quantitative 
gaps for Freight Forwarding & Customs 
Agents. 

258. The size, scope and nature of training for 
the transport and logistics sector varies 
considerably, across sub-sectors and 
occupations.  Aside from the shortage of skills 
supplied in specific occupations highlighted 
above, there are deficiencies in the quality 

of training provided by some institutions, a 
gender imbalance, poor working practices 
and weak regulation in the sector that erodes 
the demand for good quality skills, inequity 
in access to training and in employment in 
the sector.     

6.7 Other Constraints in the Supply of Transport and Logistics Related  
      Education and Training

Most of the higher 
education institutions 
experience difficulties in 
recruiting lecturers, due 
to a lack of qualified and 
experienced people in the 
market 

6.7.1 Quality of training

 Weak partnerships between provider 
institutions and employers: Many of the 
providers offering training in the areas of 
logistics and transport have weak links to 
employers in the sector. As a result, curricula 
and assessment often do not fit well with the 
realities of the industry or the technologies 
used in more formal parts of the sector. 
Students struggle to secure placements 
and graduates may find it difficult to secure 
relevant jobs.  In contrast those employers 
that offer training to their staff predominantly 
use internal training providers (such as 
consultants, or industry partners), or niche 
providers.

 Weak supply of instructors: Across all 
sub-sectors, a significant constraint in 
the quality and size of skills supply is the 
weak supply of instructors, and instructor 
training programmes.  Most of the higher 
education institutions surveyed experienced 
difficulties in recruiting lecturers, due to a 
lack of qualified and experienced people 
in the market. This is exacerbated by the 
lack of available Masters level training in 
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Uganda, which is an important constraint on 
instructor supply at higher education levels. 
Due to the instructor shortage, institutions 
often share lecturers. Particular shortages 
are experienced in certain specialist 
knowledge areas, for example MTAC has to 
send lecturers with procurement experience 
to study Customs Clearing in Kenya.  The 
East African Civil Aviation Academy is unable 
to expand its current supply to meet regional 
demand in part due to a shortage of flying 
instructors.  There is an extreme shortage of 
qualified truck driving instructors in Uganda. 
Enterprises that wish to meet international 
standards of safety and productivity, recruit 
and train their own instructors. Private 

providers draw on international partnerships 
to develop Ugandan expertise.

•	 Poor quality infrastructure, equipment, 
and resources of training institutions: 
The BTVET sector, which is the primary 
provider of technicians to industry, 
currently experiences chronic resource 
shortages, reflected in poor infrastructure, 
inadequate and outdated equipment, and 
a lack of resources required for teaching.  
Combined with a shortage of instructors 
this means that the BTVET sector has 
difficulty in delivering high quality technical 
skills to the transport and logistics sector. 

6.7.2 Low demand for good quality skills in the road and logistics sub-sectors

formal training includes work placements 
in enterprises. Consequently, existing 
poor work practices and weaknesses in 
management of enterprises are passed on to 
new recruits and trainees within the sector. 
Poor skills levels and inefficient working 
practices in the parts of the Ugandan logistics 
sector are often passed on through on-the-
job training schemes. A significant challenge 
for skills supply is therefore the nature of 
existing management and sub-optimal work 
practices within the sector itself, particularly 
within smaller employers.

 Low profitability of the sector: Low margins 
in the sector means that there are few 
resources available for training. Road 
transport enterprises, particularly many 
small and micro-businesses, are often 
focused primarily on survival rather than 
growing business and becoming more 
profitable. As a result, there is very weak 
(almost no) market demand for training.

Enterprises that wish 
to meet international 
standards of safety and 
productivity, recruit and 
train their own instructors

 Weak enforcement of national regulation: 
The lack of enforcement of transport 
regulations, notably road safety and river 
safety regulation currently erodes demand 
for improved quality of supply of truck driver 
and truck maintenance training. 

 Poor work practices in the sector: Most 
people working within the transport and 
logistics sectors gain their skills for work on-
the-job whilst at work. Furthermore, most 
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 High cost of internationally accredited 
programmes: In the rail, water, and air 
sectors, regional and international transport 
regulations create a genuine demand for 
accredited training in key occupations, most 
notably ferry crews port management, airline 
pilots, airport operations, and locomotive 
drivers.  However, the supply of high quality 
programmes is constrained by their high 
cost. Internationally accredited programmes 
such as those offered by ESAMI and KCLTS are 
unaffordable within the Ugandan Logistics 
market.

 Women in transport and logistics: Within the 
road, rail and air transportation sub-sectors, 
women are highly underrepresented.  
Especially within the road sector, occupations 
such as truck or light goods vehicle drivers 
and motor vehicle technicians is not desirable 
for women in Uganda. Over the past three 
years, the proportion of women studying the 
certificate in Motor Vehicle Technician (Part 
1) has remained below 1 percent of total 

enrolment in that program. The situation 
is not much better in rail transport, with 
less than 20 percent females within the RVR 
workforce and no women in the company’s 
top management.  Women are also in the 
minority within ferry services, with only 12 
percent of the KIS marine department staffed 
by women. Representation of women in the 
air transportation sector is higher with 27 
percent of graduating pilots and 40 percent 
of flight operations graduates from the 
EACAA being women.  

 In contrast, the data suggests that the logistics 
sector generally offers better employment 
opportunities for women.  Women’s 
participation in logistics management as 
well as clearing and forwarding courses 
is higher with about 47 percent of those 
enrolled for logistics diplomas in the Uganda 
Colleges of Commerce being women.  A 
similar enrolment trend is expected at the 
university level, though the universities did 
not share disaggregated data.   

6.7.3 Inequity in access to training and in employment in the sector

259. The analysis under this section has 
highlighted the importance and widespread 
prevalence of on-the-job training within the 
sector. It also highlighted a number of serious 
deficiencies in the quantity and quality of 
training available particularly in disciplines 
such as truck driving and truck mechanics. 
Training supply for most disciplines within 
the rail, inland waterways and air transport 
sub-sectors is currently adequate but is not 
placed to cope with the expansion in training 
requirements within these sub-sectors if 
Uganda’s National Transport Masterplan and 

Vision 2040 are implemented as planned. 

260. On the one hand employers are stating that 
skills are not a significant current constraint 
to their business while on the other hand the 
study has identified significant deficiencies 
in some aspects of skills supply and training. 
The analysis has shown that the Ugandan 
logistics industry, in common with many 
areas of Uganda’s economy, is largely ‘factor-
driven’ and poorly regulated. Apart from a 
relatively small number of high performing 
Ugandan and international logistics 

6.8 Is Supply a Significant Constraint to the Growth of the Logistics Sector?



100

companies, the sector is dominated by basic 
processes and supplied by large quantities 
of relatively cheap labour. Many businesses 
within the sector compete purely on the basis 
of price rather than quality or sophistication 
of their service offer.  Set against the issues 
employers face with the generally high 
cost of doing business, high tax rates (both 
official and unofficial), competitors trying 
to undercut them on price, difficulties of 
accessing finance and issues with congestion 
and poor quality infrastructure it is not a 
surprise that ‘skills’ does not feature in the 
list of their most serious constraints.

261. If Uganda is to achieve Vision 2040 then 
this situation must change. Business as 
usual for the sector is not going to deliver 
the transformational change required if the 
logistics sector is to play its part in supporting 
Uganda’s shift towards middle income 

status. These shifts will have a significant 
impact on employers’ perspectives on skills 
development.  As just one simple example, 
imagine the impact that the Government 
of Uganda’s proposed enforcement of 
regulations on vehicle licensing and driver 
testing will have on employers in the sector. 
There will be significant increased demand 
for high quality truck mechanics and truck 
drivers, demand which the supply side will 
initially be unable to match. In this scenario 
employers are likely to have a very different 
perspective on the extent to which workforce 
skills is a constraint to growth. 

262. While the enforcement of regulations is 
one significant driver of skills improvement 
in the logistics sector, business need and 
competition will be another critical driver of 
investment in skills. Through a combination 
of cross-border competition, business 
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incentives and government regulation the 
logistics sector, Uganda must transition 
towards becoming an ‘efficiency-driven’ 
sector. The main defining characteristic 
of ‘efficiency-driven’ economies is that 
employers compete with each other on the 
basis of both quality and cost of services. In 
such a scenario employers are likely to focus 
far more on the skills of their employees as 
this is what will, in large part, enable them to 
get an edge over their competitors. 

263. In summary, it is clear that Uganda’s logistics 
sector could become significantly more 
efficient and effective than is currently the 
case. In order to catalyse this change, the 
government will need to take the lead in 
enforcing regulations and in mitigating some 
of the issues in the business environment 
which constrain growth. Once this happens 
then employers are highly likely to identify 
skills gaps and shortages in disciplines 

such as driver training and truck mechanics 
which will then need to be addressed.  

264. The question therefore is not whether skills 

development in the Ugandan logistics sector 

requires improvement and investment- the 

evidence in this report shows that this is self-

evident. Rather the question should be how 

investment and activities to improve logistics 

skills development can be implemented 

alongside a wider package of measures 

to stimulate the conditions necessary to 

transform the logistics sector. Simply seeking 

to address skills development without this 

wider programme of work will not lead to 

the transformational change required in the 

sector. Proposals for a wider work programme 

to support the development needs of the 

Ugandan logistics sector are outlined in the 

‘Roadmap’ in Section Eight of this report.    
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SECTION 7: 
Lessons from South Korea in 
Transforming the Transport and Logistics 
Sector



103

265. Before considering actions which the Ugandan 

transport and logistics sector needs to take in order 

to chart a course from where it is now - largely 

fragmented, inefficient and uncompetitive - to where 

the country needs it to be if Vision 2040 is to be 

realised and for it to become a regional hub, it is worth 

looking at the path taken by one of the global leaders 

in transport and logistics today namely, South Korea.  

This section summarises the critical factors that led to 

South Korea becoming one the most competitive and 

highly skilled logistics sectors in the world. 

266. In 1965 South Korea’s GDP per capita (US$ 105) was less 

than that of Uganda (US$ 110) yet by 1970 South Korea’s 

GDP per capita was more than double that of Uganda. 

By 1985 it was more than 10 times greater and by 2005 

it was almost 60 times greater.  What are the reasons 

for this remarkable and sustained level of economic 

growth and what role has logistics- the ‘backbone 

of the economy’- played in Korea’s transformation?   

7.1 Overview and Summary of South 
Korea’s Progress
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Table 7.1: GDP per capita (US$) comparison between South Korea and Uganda 1965-2014

1965 1970 1975 1980 1985 1990 1995 2000 2005 2010 2014
South 
Korea

105 292 646 1,778 2,542 6,642 12,404 11,948 18,657 22,151 24,565

Uganda 110 133 218 99 240 245 278 234 314 472 715

Figure 7.1: GDP Per Capita Comparison of South Korea and Uganda 1965-2014

7.2 The Korean Logistics Sector Today

267. At the heart of South Korea’s remarkable 
transformation over the past 50 years has 
been a strategic, evidence based approach 
to economic development, owned and 
led by government. At an early stage in its 
economic transformation programme, the 
Korean Government recognised the critical 
importance of logistics in supporting the 
growth of an export led manufacturing 
economy. In Korea, far from being an 
‘invisible sector’, logistics was included as 
a matter of course in strategic plans for 
economic growth.  In addition, logistics was 
identified as a growth sector in its own right, 
given South Korea’s geographical location 
and its potential to act as a logistics hub for 
North East Asia.

268. The development of the Korean logistics 
sector has mirrored the development of 

the Korean economy as a whole and is 
characterised by the same key features:

 A clear and well-articulated government 
vision for the sector. 

 Grounded on a strong evidence base to 
inform long term government planning.

 A leading role for government in prioritising 
investment in infrastructure.

 Appropriate support for business and skills 
development.

 Government commitment to work in 
partnership with the private sector across all 
aspects of sector development.

 A Strategic planning process that is reflective 
and adapts to changing circumstances and 
priorities.

 Government preparedness to intervene in 
the logistics market through legislation and 
regulation.
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269. The outcome of these factors is that 
South Korea has a world leading logistics 
sector which serves not only as a regional 

distribution hub for North East Asia but 
increasingly as global hub serving markets in 
Oceania, the Americas, Asia and Europe.

270. The modern Korean logistics sector has 
its origins in the aftermath of the World 
War II when 9,000 military vehicles left in 
Korea by the Japanese were sold to private 
companies and individuals.  As the economy 
grew, driven by a strategy that prioritised 
heavy manufacturing for export markets, the 
need for an effective, efficient logistics sector 
became paramount.  Reducing logistics 
costs therefore became a key priority 
in order to enhance the competiveness 
of the Korean manufacturing sector- 
principally the automotive, shipbuilding and 
semiconductor industries.

271. As well as supporting the growth of the 
manufacturing sector, the contribution of 
the logistics sector to economic growth in 
its own right, driven by Korea’s geographical 
location close to high growth countries 
and markets, has resulted in logistics being 
designated as one of the seven major service 
industries in Korea (along with healthcare, 
tourism, education, finance, culture & media 
and software).

272. Korea’s vision for logistics is not static but has 
evolved in response to shifting circumstances, 
challenges and realities.  The most recent 
challenge has been the requirement to 
transform a traditionally carbon hungry 
sector into a sustainable one by establishing 
and sustaining “Green Logistics”. 

273. ‘Green Logistics’ is part of a wider national 
“Green Growth” strategy which aims to 
reduce energy costs and consumption (in 

7.3 Development of the Korean Logistics Sector

2010 Korea imported 97% of its total energy 
need), to contribute to global climate change 
targets and to improve quality of life for 
Korean citizens. Addressing these concerns 
in turn creates significant new drivers of 
growth within the Korean economy through 
investment in research and development of 
green technology.

274. The logistics sector is an integral part 
of this Green Growth strategy with both 
government and the private sector adopting 
more sustainable, greener planning and 
management cultures.  This has resulted 
in a shift of focus to emission reductions, 
‘whole organisation approaches’ to carbon 
management and a transition away from 
road towards multimodal logistics provision.

At the heart of South 
Korea’s remarkable 
transformation over the 
past 50 years has been a 
strategic, evidence based 
approach to economic 
development, owned and 
led by government.
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275. In 2016 the 6th National Plan for the Logistics 
Industry has a vision for the sector to be “A 
logistics powerhouse that leads creative 
economy and sustainable growth”.  The 

development of the sector over 50 years to 
the stage where this vision is on the verge 
of becoming a reality has not happened by 
chance and good fortune. 

276. In most countries freight logistics has 
developed in an autonomous manner, 
responsive to regulations and restrictions 
imposed by government (mainly around 
public safety), but fundamentally driven 
and directed by the needs of its customers. 
Logistics underpins almost all economic 
activity and the businesses within it stand 
or fall on how well they respond and adapt 
to customer demand.   Because logistics 
is essential, and everywhere, and has so 
many customers making demands on it, 
few governments have felt it necessary to 
intervene or seek to influence the sector’s 
development. This can be seen in Uganda 
where, in a number of ways, logistics is 
almost an ‘invisible sector’. Ugandan logistics 
has a direct impact on the productivity 
and competitiveness of almost every other 
sector of the economy. But whereas certain 
sectors in Uganda are well-organised with 
vocal leadership to communicate with 
Government and the public about their 
requirements and needs (the Oil & Gas sector 
is one such example) logistics, by contrast is 
almost silent. 

277.  Korea, however, has taken a different 
approach.  Rather than leave logistics 
provision to the market, the government 
has intervened from an early stage in order 
to build and sustain a sector strong enough 
to meet all the challenges that a growing 
economy will subsequently generate. Rather 
than allowing the logistics sector to grow 
naturally and develop its own solutions to 

problems as they arise, Korea has planned 
ahead to put in place adequate logistics 
provision ahead of time.

  
278. This approach contained all the ingredients 

of a traditional business plan - a clear vision, 
shared goals and measurable strategic 
objectives.  Above all it has been a long-term, 
evidence based process rather than a set of 
short-term political initiatives.

279. Korea’s vision for its logistics sector was not 
the result of a one off, specific, high level 
government decision.  Rather it has evolved 
over time and, crucially, continues to evolve 
to adapt to evolving social, economic, 
environmental and political landscapes.  
What distinguishes Korean logistics policy 
from that of other countries is the clarity of 
this vision and the commitment of actors 
in both the public and private sectors to 
ensuring its realisation.

280. Delivering on this commitment requires 
the existence of key enablers - the building 
blocks that underpin the success of Korean 
logistics.  Four key enablers which have 
provided a platform for success in Korea are:

 Enabling Factor 1: Clarity of vision and 
national agreement on the actions needed 
to achieve this vision- development of 
national plans for logistics

 Enabling Factor 2: Alignment of structures 
with policy objectives- specific departments 
for logistics were established to aid 
coordination and ensure prioritisation. 

7.4 Critical Success Factors Underpinning the Development of the Korean 
Logistics Sector



107

 Enabling Factor 3: Policy built upon a 
strong evidence base- robust research data 
gathered and disseminated to inform policy 
design and implementation.

 Enabling Factor 4: Appropriate legal 
foundations - with the passing of logistics 
laws to help facilitate the development of the 
sector

   
281. These enabling factors have resulted 

in investment in infrastructure, skills 
development and business support which 
the sector has required to thrive. These factors 
have also ensured that the appropriate 
and relevant institutional architecture is in 
place to provide a strong platform for sector 
dialogue and the development of Public 
Private Partnerships (PPPs).  The next section 
of this report will examine each of these 
contributors to sector development in more 
detail.

Enabling Factor 1: Clarity of vision and national 
agreement on the actions needed to achieve 

this vision- development of National Logistics 
Plans

282. Korea’s economic development has been 
dependent on a series of national plans 
since the 1960s. By the 1990s logistics had 
become established as an essential element 
of economic growth with its performance 
and cost effectiveness impacting directly 
on the performance of Korea’s major 
industrial sectors. The Freight Distribution 
System Improvement Plan was developed 
in 1994 as a result of the need to reduce 
costs and improve client utilisation of 
logistics provision (two factors which are 
issues in present day Uganda).  This Plan 
established the principle of the government 
itself developing a hub-and-spoke network, 
linking the major centres of trade across 
the country.  This involved constructing 
freight distribution centres and the transport 
links (road and rail) between them as well 
as warehouses, wholesale markets and 
trucking facilities.
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283. In 1999 research was commissioned from 
the Korean Transport Institute (KOTI) to 
inform the development of the first National 
Logistics Plan in 2001.  This was updated in 
2006 with a planning cycle now established 
which generates 10 year plans, subject to 
review and revision after five years.  Such a 
cycle necessitates a rolling programme of 
research, consultation and review, led by the 
Ministry of Land, Infrastructure and Transport 
(MOLIT) with the support of KOTI.  The 
government policy of affiliating recognized 
Trade Associations to MOLIT ensures private 
sector involvement at each stage of planning 
and review. 

284. As with all good business plans, the vision, 
goals and objectives are clearly defined.  
The strategic objectives for the 2016 - 2025 
National Logistics Plan are around:

 Promotion of Korean logistics companies in 
the international market

 Abolition of unnecessary regulation
 Investing in Research & Development for new 

technology
 Formation of a green, sustainable logistics 

ecosystem
 Construction of an integrated infrastructure 

for converged logistics
 Creation of jobs and attraction of investment
 Creation of a logistics system that improves 

quality of life

285. The planning process is symptomatic of an 

innovation driven as opposed to an efficiency 

driven economy.  Plans seek to anticipate 

paradigm shifts and future developments 

in the industry, economy, technology and 

society rather than simply continuing with 

‘business as usual’ or incremental change. 
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Enabling Factor 2: Alignment of structures with 
policy objectives: government involvement 
in the logistics sector through dedicated 
departments

286. Logistics is a business, a form of trade.  As 
such it is no different from many other sectors 
of the economy - manufacturing, retail, 
agriculture, hospitality etc.  Governments in 
liberal capitalist societies tend not to assign 
civil service departments to specific sectors 
other than for national strategic reasons - 
e.g. agriculture for national food security 
or landscape management or support for 
manufacturing to promote job creation in 
specific locations.  By and large logistics is 
viewed as another functioning private sector 
industry along with other key service sectors 
such as retail and hospitality.

287. However, in Korea the logistics sector was 
identified as of national strategic importance 
from a very early stage in the country’s 
modern development. The post war Ministry 
of Transport, as well as being responsible for 
administering railways and ports, also had 
a Department of Freight within it.  When in 
the 1980s the ministry was replaced by the 
Ministry of Construction and Transportation, 
a change signalling the increasing integration 
of policy in these two areas, this new ministry 
contained a Transport and Logistics Policy 
Division which in turn had departments 
for: i.) logistics policy, ii.) logistics facility & 
information and iii.) logistics industry.

288. This departmental structure persisted in 
subsequent reorganisations which have 
resulted in the creation of the Ministry 
of Land, Infrastructure and Transport 
(MOLIT).  This ministry, as its title suggests, 
is charged with taking a holistic approach 
to land use management, infrastructure 
development and all aspects of transport 
provision. MOLIT works with the private 
sector to drive the development of the 

logistics sector in a planned and structured 
way - drawing up policy, developing plans, 
passing appropriate legislation, supporting 
sector development and overseeing sector 
performance, both economic and regulatory.

Enabling Factor 3: Policy built upon a strong 
evidence base- robust research data gathered 
and disseminated to inform policy design and 
implementation.

289. Korean logistics policy is evidence based.  
While the private sector and government 
officials are involved in policy formulation, 
special interest lobbying and political 
imperatives are subordinate to the outputs 
of rigorous research.

290. The Korean Transport Institute (KOTI) was 
formed in 1987 as the Transport Development 
Institute and it acts as Korea’s primary think 
tank for Transport and Logistics.  It has 
dedicated departments for each transport 
mode and one specifically for research 
into logistics which “conducts research in 
national logistics policies that promote 
the global competitiveness of its major 
industries, such as distribution, agriculture 
and fisheries, and other primary industries 
by developing a cost-effective, cutting-edge 
green logistics system” (KOTI website).  

Logistics is a business, 
a form of trade, no 
different from many other 
sectors of the economy 
- manufacturing, retail, 
agriculture, hospitality etc
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The Institute has also built and manages a 
comprehensive national transport database 
which is used to inform the development of 
cross cutting national transport strategies.

291. The Institute’s outputs support the 
government (principally MOLIT) in 
formulating policy and strategy for all 
aspects of transport and logistics.  They 
also support individual logistics companies 
through the Certified Integrated Logistics 
Company (CILC) System (see below) and by 
assisting Korean 3PL logistics providers to 
exploit international markets.

292. KOTI also works extensively with overseas 
partners through commercial consulting 
projects and its knowledge sharing 
programme.  This programme aims to share 
the knowledge and experience gained in 
Korea to enhance transport and logistics 
capabilities in developing countries.  Areas 
of such enhancement include transport 
infrastructure, public transport systems, 
airports, intelligent transport (IT and data 
deployment), railways and advanced 
logistics.

Enabling Factor 4: Appropriate legal 
foundations- with the passing of logistics laws 
to help facilitate the development of the sector

293. Government legislation has been used to 
actively intervene in the logistics market in 
Korea since the 1960s.  This legislation has 
been reviewed and rewritten over the past 
fifty years to reflect changes in policy. Some 
policy changes have been developments 
and refinements of existing policy directions 
while others have recognised where previous 
policies have failed and corrected them. 

294. Government legislation has been enacted 
in three main areas: (i) The supply and 
cost of logistics services; (ii) the nature and 
composition of the logistics sector; (iii) 

logistics facilities and infrastructure

295. The supply and cost of logistics services: 
The Automobile Transport Business Act of 
1961 superseded the previous laws on road 
freight transport that had not changed since 
the end of Japanese colonial rule.  This 
act set the framework for regulating road 
haulage businesses and licensed operators 
in different categories.  Operators had to 
satisfy standards around minimum capital, 
the size and suitability of facilities and the 
number of licensed vehicles.  The number 
of licenses issued for both operators and 
vehicles was controlled by government 
(national and regional) in order to prevent 
over supply.

296. Haulage rates were set by government and 
were calculated by distance and weight. 
Responsibility for setting rates was devolved 
to local and then regional governments 
before the system changed to one of 
mandatory rate reporting and approval in 
the 1970s.

297. The intervention of the IMF in 1997 resulted 
in almost total deregulation of the road 
transport industry.  All rate reporting was 
scrapped, apart from for “special” vehicles 
(mainly breakdown recovery vehicles 
- “wreckers”) and haulage companies 
no longer needed to be licensed, only 
registered.  These changes were enshrined 
in the Trucking Transport Business Act of 
1997 which radically altered the logistics 
landscape.

298. The deregulation resulted in a series of crises 
in the sector in the early 2000s as falling 
freight volumes combined with an increase 
in the supply of trucks to severely depress 
sector profitability and potential investment.  
In 2004 the government introduced a permit 
system, and, using data collected and 
analysed by KOTI and MOLIT, now controls 
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the supply of road freight provision.  Rates 
remain unregulated.  Other criteria for entry 
into the sector - operators’ responsibilities, 
driver qualifications, business conduct etc. 
remain those set out in Articles of the 1997 
Act.

299. The nature and composition of the 
logistics sector:  Rather than allow the 
sector to grow organically, the government 
has passed legislation in order to support 
and direct the sector to develop in such a 
way that it is structured to meet the needs 
of the Korean economy.  Korea’s economic 
growth has been based on building up 
large conglomerates, rather than relying on 
a plethora of SMEs, and there has been a 
similar drive to consolidate and rationalise 
logistics provision.

300. The Goods Distribution Promotion Act of 
1991 established a legal basis for planning 
and directing the development of the whole 
logistics sector.  This was driven by the need 
to cut costs and align provision to better 
meet client need and continued the trend 
begun in the 1980s to amalgamate and 
consolidate provision.

301. Since the 2000s, logistics policies have 
focused on developing logistics as an 
industry, rather than a supporting function 
of manufacturing, and developing the 
Republic of Korea as a logistics hub.  In 
2007 the Framework Act on Logistics 
Policies was passed which provides the 
legal framework for the development of the 
logistics industry.  It describes the formal 
process for the development of the national 
logistics plan and sets out the obligations 
of both public and private sectors at 
various levels (from national to local) to 
promote efficiency and competitiveness.  

302. Logistics facilities and infrastructure: 
Korean logistics facilities are to a large 
extent planned and developed by the 

Government legislation 
has been used to actively 
intervene in the logistics 
market in Korea since the 
1960s.  This legislation 
has been reviewed and 
rewritten over the past fifty 
years to reflect changes in 
policy.
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government.  In the 1970s the road network 
was substantially improved and in the 1980s 
integrated facilities started to be built.  The 
1995 Promotion of Distribution Complex 
Development Act set out the strategy for 
developing the distribution infrastructure 
the logistics sector required for it to deliver 
a high quality, cost effective service to 

its clients and for the country as a whole 
to develop into a regional logistics hub. 

303. The 2007 Act on the Development and 
Management of Logistics Facilities aimed to 
further strengthen national competitiveness 
and establish Korean logistics as a global 
player rather than simply a regional one.

304. The vision, organisation, research, planning, 
policy and legislation described above have 
all adapted and changed as the sector, the 
economy and society have evolved over 
the last fifty years.  A period of rapid growth 
and consolidation in the 1970s and 1980s 
was followed by a degree of fragmentation 
and liberalisation in the 1990s before the 
dawning of a fully integrated approach to 
logistics, and the recognition of the sector 
as a key economic driver in its own right, in 
the early years of the 21st century.  In recent 
years the need to reduce carbon emissions 
and energy costs has redirected the sector, 
and the enablers that support it, towards 
the development of Green Logistics and all 
which that entails.

305. These building block “enablers” of the Korean 
logistics sector have generated a range of 
outputs - these are the visible manifestation 
of government policy implementation.  This 
section will now outline the most significant 
of these.

306. Investment in Infrastructure:  The Korean 
government’s direction of infrastructure 
development has resulted in substantial 
and sustained investment in a full range 
of logistics facilities.  New ports, airports, 
roads, rail links and distribution centres are 
each developed as part of a national whole, 
designed to position Korea as a global 
logistics hub.

307. Since 2003 Incheon International Airport 
has been completed on reclaimed land and 
new seaports have opened at Busan and 
Gwangyang.  The distribution system within 
Korea is designed around three types of 
service area:

 International - for import/export and trans-
shipment/value added logistics

 Mega regional - for distribution into and 
between regions within Korea

 Local - local distribution to and from end 
users

308. These interlinked facilities form a 
comprehensive network that covers the 
entire country so that high quality, cost 
effective logistics provision is available 
to everyone that needs it.  International 
service areas not only include ports and 
airports, but also inland ports (Inland 
Container Depots (ICDs)) served by rail 
links to Korean ports and to overland 
destinations within and beyond Korea. A full 
range of operations from both public sector 
organisations (e.g. Customs clearance) and 
private sector ones (e.g. brokers, forwarders, 
container repair) are housed within the ICDs.  

309. Mega regional centres are multi modal 
Integrated Freight Terminals (IFTs) where 
a number of different logistics operations 
can be carried out in purpose built 
environments.  Major customers will 
rent facilities for warehousing, storage, 

7.5 Major Outputs and Results
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distribution, container handling, and value 
added logistics operations.  There are also 
“shared user” facilities for ad hoc customer 
use.  Local distribution centres are based at 
railway stations (for containers), road based 
distribution centres and logistics parks.

310. The financing of this infrastructure 
development is via public private 
partnership.  Private sector involvement 
will depend on the facility being built - ICDs 
will be part funded by shipping companies 
and container transporters, while logistics 
companies and clients will constitute the 
private sector stakeholders in IFTs.

311. There are two main PPP models being 
used - Build Own Operate (BOO) in which 
the stakeholder consortium will own and 
retain the land on which the facility is built, 
and Build Operate Transfer (BOT) whereby 
the government owns the land and the 
facility reverts to government ownership 
after the lease expires (normally 30 years). 

312. Private companies manage these sites 
(many companies run more than one site) 
and charge commercial rates for the use of 
these facilities. Stakeholders (those who 
have invested in the site’s development) pay 
a different rate to that charged on the open 
market.

313. Skills Development:  Skills development in 
Korea is coordinated by the Human Resource 
Development Service which works with the 
business community to articulate demand 
and ensure supply of competence based 
skills development.

314. There is no specific sector skills council for 
logistics but the established organisations 
within the sector landscape work to 
ensure that there are functioning skills and 
labour markets.  At operative level there 
is a commitment and expectation that 
employers will train their staff.  Structured, 
comprehensive induction programmes are 
the norm for people working in the front line 
of the Korean Logistics industry and regular 
on the job refresher training is widespread.

315. The 1997 Trucking Transport Business Act set 
standards for goods vehicle driver training 
which, as well as a practical driving test; 
require the passing of a Transport Worker 
Certification Test (a certificate of professional 
competence) before working in the industry.  
It is the responsibility of local government 
to establish and operate the centres which 
deliver this training.

316. The Korea Integrated Logistics Association 
(KILA) is the nearest thing there is to a Sector 
Skills Council.  It is a trade association 
affiliated to MOLIT and was formed in 2009 
as the result of a merger between a number 
of smaller logistics, warehousing and courier 
associations.  (Freight forwarders and Truck 
owners maintain their own separate trade 
associations which also deliver training 
programmes to their members).  It has 
over 500 member organisations including 
all the major logistics companies in Korea. 

317. As well as representing the sector to 
government and supporting its members 
through a number of specialist sub sector 
committees, KILA has developed a series of 

The Korean government’s 
direction of infrastructure 
development has resulted 
in substantial and sustained 
investment in a full range of 
logistics facilities 
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training programmes and other initiatives 
to support the development of skills within 
the sector.  The advantage of this model is 
that employer engagement in programme 
commissioning and design happens almost 
seamlessly, with the outputs generated 
by the specialist committees being 
subsequently worked up into programmes 
by KILA’s education department.  As a 
result, KILA has designed and delivered a 
series of programmes for managers and 
administrators working in the logistics 
industry.  The government provides financial 
support to enable these programmes 
to be delivered at no cost to companies 
which meet the criteria. It also works with 
both schools and universities to deliver 
programmes designed to attract people 
into the sector by giving them a taste of the 
skills they will require, organising visits to 
logistics companies as well as offering work 
experience and internships.

318. In addition, KILA is responsible for 
administering the examination for the 
MOLIT recognised “Certified Professional 
Logistician” qualification.  This requires the 
candidate to demonstrate a comprehensive 
knowledge of logistics across five key 
areas: (i) logistics management; (ii) freight 
transportation; (iii) storage, loading and 
unloading; (iv) international logistics; and (v) 
logistics law.

319. The demand for higher level skills has 
been addressed following a conscious 
decision by government to develop a centre 
of excellence for logistics.  This resulted 
the Ministry of Education, Science and 
Technology investing 11 million USD to 
develop a “Specialised university to educate 
global logistics experts” in 2003.  A year later 
the Asia Pacific School of Logistics (APSL) was 
founded in 2004 based at Inha University. 

There are a number 
of initiatives aimed at 
benefitting individual 
logistics organisations 
and their customers, in 
addition to the “macro 
measures” designed to 
support the transport and 
logistics sector

320. The APSL undergraduate programme 
has at its core the understanding that 
innovation is key to global competitiveness.  
It is composed of four sub areas including: (i) 
logistics and supply chain management; (ii) 
logistics systems and IT; (iii) global logistics; 
and (iv) logistics industry and economy.  
Foreign language skills are also an integral 
part of the programme.

321. In 2006 the Ministry invested a further 9 
million USD to establish a graduate school 
offering Masters Degrees to develop the future 
leaders of logistics companies both in Korea 
and across the world.  As well as teaching 
and researching innovative global logistics, 
the APSL maintains a close relationship 
with MOLIT.  They work on a number of joint 
projects to enhance the competitiveness of 
the sector by developing the workforce to 
have the high level specialist skills it needs. 

322. Business Support:  While what might 
be called the macro measures - strategic 
planning, infrastructure development, 
legislative frameworks - are designed to 
support the sector as a whole, there are also 
a number of initiatives aimed at benefitting 
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individual logistics organisations and their 
customers.  These include:

323. An integrated certification system: The 
Certified Integrated Logistics Company (CILC) 
standard is awarded to logistics companies 
that meet criteria across twelve different 
areas of evaluation.  Possession of this status 
entitles the company to priority when moving 
into public logistics facilities (IFTs etc.) and 
also has some financial benefits including 
the opportunity to bid for government 
contracts.  Other certifications for excellence 
in warehousing, freight forwarding and 
freight transport are being integrated into 
the CILC standard. A certification programme 
has also been developed for Green Logistics 
firms to recognise their achievements in this 
area and ensure they derive appropriate 
commercial advantage.

324. Promotion of third party logistics (3PL): 
Logistics clients that choose to outsource 
their logistics to a third party provider, rather 
than run a logistics function themselves 
(“Own Account” (1PL)), receive a 5% tax 
credit.  MOLIT offers a consulting and service 
to 3PL providers to increase their efficiency 
and competitiveness and the range of 

services they offer. This has resulted in a 
growth in 3PL from 31% of the market in 2004 
to 48% in 2009 and most recently to 66.4% 
in 2014.

325. Establishment of Free Trade Zones to 
attract global logistics companies: FTZs 
exist in five ports and one airport.  Rents are 
subsidised, customs services are streamlined 
and there is an exemption from duties and 
corporate taxes within these zones.

326. Subsidised vocational training: Through 
the partnership with KILA, the government 
funds training delivery to people working 
in the sector needing to improve their 
skills and knowledge as well as funding 
the outreach programme to attract 
new recruits from schools and colleges. 

327. Oil price subsidy: Hauliers can claim a 
subsidy of approximately 30 cents per litre 
up to a monthly limit which will depend 
on the size of the truck.  The maximum 
month payment for the largest category 
of truck (over 12 tonnes) is 1,240 USD. 

328. Corrective advice: Poor performing road 
haulage companies receive advice and 
training to improve management practices 
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and bring the company up to an acceptable 
standard

329. Research and development: The 
government is funding 32 R&D programmes 
being carried out within logistics companies. 

330. Information Systems: The management 

of management information and reporting 

across the sector has been rationalised and 

streamlined to enable improved business 

performance, simplified billing processes 

and the generation of accurate forecasting 

data.  Principal information systems are the 

National Logistics information Centre; Port 

Operating System; Air logistics Information 

System; Freight Performance Information 

System; Warehouse Registration System; and 

the North East Asia Information Network.

331. The strength of the relationship between the 
public and private sectors is fundamental 
to the success of Korean logistics.  The 
relationship is characterised by constant 
dialogue, shared expectations and a 
clear understanding of how roles and 
responsibilities are divided between the two 
parties.

7.6 Public and Private Sector Collaboration

332. There are a number of different interfaces 
between public and private sectors and it 
is these structured points of contact that 
enable the dialogue to happen which will 
continue to drive the sector forward. The 
most significant of these are:

333. Trade Associations: MOLIT formally 
affiliates trade associations under the 2007 
Framework Act on Logistics Policies.  KILA 
is the largest of these associations.  The 
Korea Trucking Association has over 90% 
of the road haulage industry as members 
as it runs a mutual aid co-operative which 
provides insurance and other services.  The 
surplus from the mutual aid fund is used 
to fund scholarships and bursaries to help 
young people wanting to enter the industry. 
Freight forwarding (logistics brokering) is 
widely used in Korean logistics as customers 
(shippers) tend to prefer this to dealing with 
trucking companies directly.  The Korea 
International Freight Forwarders Association 
(KIFFA) was established in 1992 and has 

since merged with two other associations 
representing air and sea cargo agents to 
become the MOLIT affiliate for this aspect of 
logistics.

334. National Logistics Planning Cycle: The 
plans that chart the future development 
of the sector are the product of a 
continuous cycle of research, consultation, 
implementation and review.  Private sector 
involvement is essential at each of these 
stages and is secured through government 
relationships with trade associations and 
other organisations.

335.  Asia Pacific School of Logistics which 
has close ties with MOLIT and, through 
its students and lecturers, with logistics 
companies both in Korea and internationally.  
This further facilitates dialogue between 
government and industry.

336. Logistics facilities: Established by 
government on government procured land 
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these are run by the private sector for the 
private sector.  Again, close collaboration 
between both parties is essential for these 
facilities to fulfil their potential. 

337. Progress made within the logistics 
sector in South Korea over the past 50 
years demonstrates what is possible 
when national government has a clear 
vision as to the importance of logistics in 

national economic development and is 
willing to back that vision with adequate 
resources and well-considered institutional 
architecture, founded on data and evidence. 
These are all lessons which can, in their 
own way, be applied to Ugandan and the 
implementation of a Roadmap for improving 
the competitiveness and productivity of the 
logistics sector.



118

SECTION 8: 
A Roadmap for Improving the 
Competitiveness & Productivity of 
Green Transport & Logistics in Uganda
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338. Ugandan logistics needs to chart a course from 

where it is now - largely fragmented, inefficient and 

uncompetitive - to where the country needs it to 

be if Vision 2040 is to be realised.  There has to be 

a transformational change creating a productive, 

efficient and green logistics sector willing and able 

to meet the present and future needs of the Ugandan 

economy and society.

339. The impact of this change can be expressed in another 
way.  Just as the Ugandan economy has to develop from 
a factor driven economy into an efficiency driven one, so 
the logistics sector has to do likewise.  Currently it exhibits 
all the characteristics of a factor driven sector - unskilled 
labour, a basic unsophisticated product offering and 
competition based on price rather than quality. What 
is needed is a move to more efficient service delivery 
processes, a more sophisticated product offer based 
on a greater understanding of client needs and a step 
change in quality of service.

340. The actions needed to drive this change address the 
barriers identified in Section 3. This involves:

 Mitigating the effects of the external barriers to sector 
development (preferably by removing them).

 Supporting the sector to address the internal barriers.

8.1 Introduction
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341. This section of the report sets out a ‘Roadmap’ 
for improving the competitiveness and 
productivity of Transport and Logistics 
in Uganda. This ‘Roadmap’ addresses 
the major barriers which need to be 

addressed immediately for improvement 
of the sector, laying the foundations for 
the transition of the Ugandan logistics 
towards an ‘efficiency-driven’ model.  

8.2 Drivers of Improvement

342. Because logistics is a service industry, 
logistics companies are almost entirely 
driven by external demand.  This demand 
comes from three main sources:

 Customers/clients - demand for services
 Contracting logistics companies (own 

account or larger 3PL) - subcontracting 
standards

 Government - legislation and regulation

343. The effectiveness of demand in driving 

improvement will depend on how 

articulate that demand is and how well it 

is communicated to the sector, i.e. whether 

the sector feels a need to respond to it.  The 

current articulacy and effectiveness of these 

three sources of demand for improvement is 

summarised in Table 8.1.

Table 8.1: Summary of demand for improvement by source

Demand Source Articulacy Effectiveness in Driving Improvement

Customers/Clients Low - customers have low 
expectations and lack expertise in 
procuring logistics services

Low - customers with articulate needs 
are likely to use regional or International 
logistics providers

Contractors High - clear standards when 
hiring vehicles or drivers from 
subcontractors

High - standards are enforced.  Some 
will provide training and support to 
subcontractors

Government Medium - new standards for driver 
training and vehicle inspections 
coming into force

Low/Medium-  current legislation not 
enforced and big challenges associated with 
making new procedures work

Source: Mott MacDonald

344. Currently, in Uganda, only the larger logistics 
operators are providing any significant 
stimulus for improvement.  The challenge is 
to stimulate the other two drivers of change- 
customers/clients and government- while at 
the same time requiring the sector to face 
up to its obligations and take advantage of 
the support potentially available to drive 
improvement.  Such support will only 
become available if the sector demands it 
-government and donors cannot respond to 
unexpressed needs - and the sector needs 

to take measures to significantly increase its 
ability to influence key decision makers.

345. In order to develop a coherent improvement 
strategy, the diversity of the sector, both in 
terms of its nature and its performance, has 
to be taken into account.  There are three key 
areas of divergence from a “sector norm”:

 transport mode
 logistics model
 service delivery performance
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8.2.1 Transport mode

346. Rift Valley Railways (RVR) is an international 
consortium with 30% of stock owned by 
Qalaa holdings of Egypt, 15% owned by 
Bomi Holdings of Uganda and 55% owned 
by other institutions. Its headquarters is 
in Nairobi. RVR is committed to expand 
into a complete logistics provider which it 
will do by developing road transport and 
warehousing facilities both in-house and 
with partners.  It will need the Government 
of Uganda to invest further in permanent 
way infrastructure, but investment in other 
equipment and facilities (e.g. driver training) 
will be done by RVR itself.  A greener logistics 
sector will rely increasingly on rail transport, 
but a well-run RVR, with good access to key 
decision makers at national and regional 
level, will not need the level of support and 
intervention that the road transport sub 
sector does.

347. Air freight is almost all carried on passenger 
flights apart from bulk imports by aid 
organisations or Middle Eastern carriers.  
Currently there are no dedicated air freight 
companies operating in Uganda though this 
might change when regional airfields are 
built.

348. Water transport is hampered by a lack of 
port facilities on Uganda’s waterways. Until 
this is addressed this sub sector will not 
be able to achieve its potential.  Once this 
infrastructure improves it is likely that water 
borne transport services will form part of the 
integrated logistics service provided by RVR 
(see above).

349. Road is likely to remain the dominant 
mode of transport for Ugandan logistics 
companies over the next 15 years and 
beyond.  The sector development strategy 
therefore needs to prioritise this sub-sector. 

8.2.2 Logistics model 

350. Within the road sub sector there are both 
own account and third party logistics 
companies.  In own account, company’s 
logistics becomes just another function, 
like HR or Finance, and is subject to the 
same management culture, approach and 
processes as the rest of the company.  These 
logistics operations suffer all the external 
barriers that the rest of the sector has to 
contend with (poor infrastructure, high 
costs) but crucially are not held back by the 
internal issues faced by Ugandan third party 
providers - lack of innovation, poor quality 
management practices, failure to understand 
and exploit business opportunities, inability 
to recruit and manage people effectively etc.

351. While there will always be room for 
improvement in Ugandan own account 
logistics operations, they are at present 
competitively able to meet their customer’s 
(i.e. their own) needs.  What is uncertain 
is how efficient these operations are, and 
whether such companies have only taken on 
responsibility for logistics provision because 
the external third party offer is so poor. 

RVR is committed to 
expand into a complete 
logistics provider which 
it will do by developing 
road transport and 
warehousing facilities 
both in-house and with 
partners
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352. In contrast the third party sector is largely 
fragmented, poorly organised and ill-
equipped to meet growing and changing 
customer needs.

353. The sector development strategy therefore 
needs to focus predominantly on third party 
provision, while at the same time ensuring 
the issues facing own account operators are 
addressed.

8.2.3 Service delivery quality

354. Some third party logistics (3PL) providers in 
Uganda deliver a very high quality, responsive 
service to their customers. Their offer and 
performance is comparable with global best 
practice. Conversely there is a lot of provision 
that is cheap, basic and unreliable.

355. This finding is consistent with the latest 
thinking on innovation and productivity 
improvements, led by economists and 
academics such as Stiglitz and Greenwald.  
Global research shows that there is a much 
larger gap between ‘best’ and ‘average’ 
performing firms in developing economies 
than in more developed economies 
(Stiglitz & Greenwald 2014, Li & Rama 2013). 
Often this is down to issues with firms 
being badly managed which in turn have 
substantial impacts on productivity. As 
Bloom et al. (2010:620) observe: “the lower 
level of average management practices in 
developing countries occurs because of a 
persistent, thick tail of badly managed firms. 
In the United States badly managed firms 
appear to improve or exit while in developing 
countries they do not.” These findings are 
not limited to large and medium sized 
formal enterprises. A number of studies have 
shown significant variations in performance 
and productivity among micro-enterprises 
operating within the informal sector in Sub-
Saharan Africa, Central and South America 
(Grimm et al. 2011; Bargain & Kwenda 2011). 

The challenge therefore is not necessarily to 
improve the productivity and efficiency of the 
most effective performing 3PL companies in 
Uganda, it is how to take action across the 
sector to reduce the ‘gap’ in performance 
between the best and worst firms. 

356. The development strategy has to address the 
causes of this imbalance in the amount of 
high and low quality logistics provision.  The 
extent to which this is caused by low demand 
for quality logistics, or inherent deficiencies 
in the quality of logistics supply, or, most 
likely, a combination of the two is still to 
be clearly determined.  More substantial 
evidence will be required to inform any 
meaningful sector development strategy.

357. In summary, for maximum impact, the 
sector development strategy will need to 
focus primarily on road based third party 
logistics provision, while being mindful of 
the need to drive relevant and achievable 
improvements in other parts of the sector. 
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358. Based on the evidence generated through 
the course of this study and set out in 
the preceding sections of this Report we 
recommend that the Ugandan Logistics 
Sector develop and implement a Roadmap 
for sector transformation. We have identified 
9 activity areas which should be taken 
forward under such a Roadmap. These are 
set out below.

Logistics Roadmap: Activity Area 1 – Agreement 
of strategic leadership and formation of a 
Sector Development Group 

359. Logistics, as the ‘backbone of the 
economy’, cuts across sectors and 
Ministerial responsibilities. The successful 
transformation of the Ugandan logistics 
sector therefore relies upon the coordinated 
and concerted effort of a wide range of 
employers, government ministries and 
agencies and other stakeholders. Logistics’ 
cross-cutting nature may, in the past, have 
been a hindrance to the provision of strong 
and clear strategic leadership.

360. Where, for example, should the delineation 
be drawn between the Ministry of Works 
and Transport (MoWT) and Ministry of 
Trade, Industry and Cooperatives (MTIC) 
when it comes to responsibility for logistics 
improvements?  Both Ministries have a 
vital role to play in addressing the external 
barriers to logistics sector growth so 
what is the mechanism for coordination 
and strategic leadership? Likewise, with 
employers, what is the coordination 
mechanism to i.) ensure that employers are 
able to collectively articulate their concerns 
and ii.) work alongside government 
ministries and agencies to address these 
concerns.  Where is the communication 
between Ministries so that training supplied 
under the guidance and remit of the Ministry 
of Education, Science, Technology & Sports 
(MoES) is able to respond to the demand 
created through the enforcement of new 
regulations by the MoWT?

361. During the course of this study it became 
apparent that, in a number of ways, logistics 

8.3 A Roadmap for the Ugandan Logistics Sector
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is almost an ‘invisible sector’ in Uganda. As 
the evidence in this report shows, logistics 
has a direct impact on the productivity 
and competitiveness of almost every other 
sector of the economy. From agriculture to 
manufacturing logistics has a key role to 
play. Take, for example, smallholder coffee 
farmers. Extensive sector-specific efforts 
can be made to increase farmers’ yields and 
productivity but these will be undermined if 
there is a lack of effective logistics services to 
take the produce from the farm to the factory 
or from the factory to consumers. 

362. But whereas certain sectors in Uganda are 
well-organised with vocal leadership to 
communicate with government and the 
public about their requirements and needs 
(the Oil & Gas sector is one such example) 

logistics, by contrast is almost silent. 
This is a paradox as logistics has such an 
important role to play in enhancing Uganda’s 
productivity and economic growth. 

363. To address this shortcoming, it is first 
recommended that the Government of 
Uganda develop a Logistics Policy. Primary 
responsibility for drafting such a Policy 
should lie with the Ministry of Works and 
Transport. However, reflecting the cross-
cutting nature of the logistics sector, the 
MoWT should work in collaboration with the 
MTIC, MoFPED, MoES and other Ministries 
as relevant when developing and drafting 
the Policy. Consultation with the private 
sector and other key stakeholders should 
also play an important role during policy 
development.

364. Once developed and approved by Cabinet 
the Logistics Policy for Uganda should 
set the direction and provide a focus for 
stakeholder efforts. The proposed Ugandan 
Logistics Roadmap can then play a key role 
in enabling Uganda to achieve the aims and 
objectives set out in the Logistics Policy. 

365. It is recommended that responsibility 
for delivery of the Ugandan Logistics 
Roadmap should lie with a Logistics 
Sector Development Group.  This Group 
will be responsible for overseeing the 
transformation of the sector.

366. In order to be successful the Sector 
Development Group should have a clear 
Vision, Objectives and Terms of Reference 
which all stakeholders can agree on.  A 
proposed strategic framework for the 
Logistics Sector Development Group is set 
out in table 8.2.

For maximum impact, 
the sector development 
strategy will need to 
focus primarily on 
road based third party 
logistics provision, 
while being mindful 
of the need to drive 
relevant and achievable 
improvements in other 
parts of the sector
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Table 8.2: Proposed Strategic Framework for Logistics Sector Development Group

Vision A Productive, Efficient and Green Logistics Sector Meeting the Present and Future 
Needs of the Ugandan Economy and Society

Goals A Responsive Sector An Efficient Sector A Professional 
Sector

An Empowered 
Sector

Activities Greater commercial insight
Developing customer 
partnerships
Widening service offer
Improved marketing

Modernisation
Better resource 
management
Adoption of new 
technologies
Business innovation
Enhanced 
performance 
management

Identification of 
risk of market 
failure in skills
Access to training
Development 
of capacity and 
capability of 
training supply 
(including in 
house)
Enhanced HR 
management
Development 
of dialogue and 
partnerships with 
training supply 
side
Promotion 
of career 
opportunities

Enhance influence 
with government, 
donor 
organisations and 
suppliers
Engage proactively 
with government 
departments to 
secure sector 
development
Ensure reliable 
provision of sector 
support services 
(e.g. vehicle 
maintenance 
facilities)

Source: Mott MacDonald

367. Because this strategy depends on the 
involvement of a range of stakeholders and 
on taking advantage of existing initiatives as 
well as starting new ones, membership of 
this group will need to include:

 Private sector logistics representatives 
(Trade Associations and employers)

 Client representatives (Trade Associations 
and large employers)

 Government representatives:
 Ministry of Works and Transport
 Ministry of Trade, Industry and Co-

operatives
 Ministry of Education and Sports

 Worker representation (Trades Unions) 

368. The Group can be supplemented by 
associate members representing suppliers 
to and potential supporters of the sector 
including:

 Large goods vehicle dealers
 Specialist logistics training providers
 International organizations – e.g. Trademark 

East Africa and Transaid

369. The board will need a strong chair 
capable of providing excellent leadership. 
It is recommended in the spirit of joint 
partnership between employers and 
government that a co-chair arrangement 
is put in place whereby one co-chair is a 
government representative and the other co-
chair is an employer representative.
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370. The Sector Development Group will also 
require a small but capable strong executive 
function.  Funding for such an executive 
function will have to either be sourced 
internally from amongst the Group members 
or provided externally by a donor agency or 
development partner.

371. This Group will need a clear vision and 
mission to articulate what is to be achieved, 
why it is being achieved and draw up SMART 
objectives which set out how and when it is 
to be achieved.  A structured ongoing review 
process should be in place to measure 
progress and take corrective action when 
necessary.

Logistics Roadmap: Activity Area 2 - Conduct 
an In-depth Study as a foundation for effective 
Strategy Development

372. Conducting an in-depth study on the Ugandan 
logistics sector is important in order to have 
confidence that: i.) the activities proposed 
within the Roadmap are appropriate and 
ii.) that meaningful progress is being made 
against the Roadmaps’ objectives.   It is 
necessary to not only be clear about the 
Roadmap’s destination - productive, efficient 
and green logistics for Uganda - but also 
where it is starting from.  This positioning 
requires more information on the state of 
the sector than is currently available, but this 
“peg in the ground” information is essential if 
sector development is to be planned and its 
progress reviewed effectively.

373. This current study and report provides a 
useful starting point for assessing the state of 
the Ugandan logistics sector. It has identified 

the areas where action is required to 
improve the efficiency and competitiveness 
of the sector and has also highlighted areas 
which require further investigation and data 
collection.

  
374. In order to develop an effective baseline for 

sector development further quantitative and 
qualitative evidence should be collected. 
This evidence is required in order to identify 
the gap between where the industry is now 
and where it needs to be. Specific areas for 
further investigation are set out below. The 
scope and resources available during this 
current study have not been sufficient to 
enable detailed investigation of these issues. 
For sector ownership it is recommended that 
further research on these areas is led by the 
Sector Development Group.

Customer responsiveness

 How well is the logistics industry meeting 
the needs of its customers in the various 
different areas of activity (B2B, B2C etc.)?

 How are the needs of customer likely to 
change and develop over the coming years 
(volume and nature of requirement) and 
how responsive is the sector to changing 
customer needs?

Structure

 How is the industry structured now (precise 
quantitative balance between 3PL, own 
account and micro hauliers)?

 How much of the satisfactory and responsive 
provision is carried out by:

 Ugandan companies

i) Other East African companies
ii) Global logistics companies
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Performance

 What is the cost of unsatisfactory provision 
to:

i) client companies (added costs/reduced 
revenue percentages)

ii) the economy (growth inhibition)
iii) society (reduced opportunity and quality of 

life)

 What is the current level of some key 
performance indicators - vehicle utilisation, 
journey times, overloading and other non-
compliance, goods vehicles involved in 
collisions, etc?

Behaviours

 What is the level of capital investment?
 What percentage of the workforce receives 

structured skills development?
 What percentage of the industry uses formal 

and semi-formal performance management 
processes?

375. While it will be very difficult to precisely 
quantify the answers to these questions 
some basic measures are needed which 
define where the sector is now so that 
development progress can be meaningfully 
tracked and reviewed.   Actions can then be 

An in-depth study on the 
Ugandan logistics sector 
is important in order to 
ensure that the activities 
proposed are appropriate 
and, meaningful progress 
is being made against the 
Roadmaps’ objectives

designed to drive measurable improvement 
rather than because they are thought to be 
a good idea.

376. Information from such a study would give 
an indication of the extent of market failure 
and also a clear business case for internal 
and external investment (with Return on 
Investment (ROI) measures) to address 
market failure.  The evidence can also 
inform the debate about whether the end 
goal is a productive, efficient and green 
logistics sector in Uganda, or a productive, 
efficient and green Ugandan logistics 
sector i.e. one which is predominantly 
owned, operated and staffed by Ugandans. 

377. It could be argued that, because logistics is 
a service industry and Uganda is a member 
of a regional economic community, most 
customer needs will be met, as far as the 
external constraints (roads etc.) will allow, by 
logistics providers from across the EAC and 
beyond.

378. In such a situation the large multinationals 
will provide a high cost, high quality service; 
the regional logistics companies (a few of 
them Ugandan) will provide an intermediate 
service offering an increasing variety of 
logistics solutions to meet the growing 
sophistication of customer demand, and 
a plethora of smaller mainly Ugandan 
companies will do the low value, high cost 
work (“final mile” delivery to the more remote 
rural areas) that the other players decline.  In 
effect the larger players will cherry pick the 
easier more lucrative work leaving customers 
with lower volumes in the more remote areas 
of Uganda poorly served.

379. The cost of addressing the market failure 
in logistics provision by Ugandans (rather 
than just leaving the East African logistics 
market to deliver the goods) needs to be 
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balanced against the benefits gained from 
doing so - such benefits should not only 
be to the economy but are likely to include 
those enjoyed by wider society (increased 
employment, reduced pollution, improved 
road safety).  The necessary calculation 
entirely depends on reliable data to work 
with.

380. Once the In-Depth Baseline Study has been 
conducted it should be used to identify 
a number of Key Performance Indicators 
for measuring sector performance. These 
should then be used to form the basis of a 
Sector Improvement Strategy to be overseen 
by the Sector Development Group. This 
Strategy will cover the four activity areas set 
out below as well as any additional activities 
and work streams deemed necessary from 
the findings of the in-depth baseline survey.

Logistics Roadmap: Activity Area 3 - 
Enhancement and Enforcement of Regulation

381. The failure to enforce regulation is recognised 
as a major barrier to the development of the 
Ugandan logistics sector.  The two main 
areas of failure are:

 Testing drivers of goods vehicles 
 Regularly inspecting the roadworthiness of 

vehicles 

382. This lack of enforcement results in lower 
quality and higher costs for the sector.  It 
also has an impact on Ugandan society as a 
whole contributing to increased road traffic 
collisions, increased congestion, increased 
pollution and carbon emissions and 
increased damage to road infrastructure.

383. Furthermore, the low quality of Ugandan 
trucks and drivers makes it increasingly 
unlikely that foreign logistics companies will 
employ Ugandans either as drivers or sub-
contractors. It is a perfectly viable economic 
model for companies to be foreign-owned 

but employ local labour - the UK automotive 
industry for instance - but the success of this 
model depends on a skilled local labour 
force and a competent and competitive 
supply chain.

384. The MoWT is currently engaged in two 
initiatives in this area. Firstly, standard 
operating procedures for obtaining CM and 
CH goods vehicle permits are being written.  
These will require compulsory certificated 
training at a licensed driving school 
before taking a driving test.  The relevant 
permit (licence) will then only be issued 
on production not only of the certificate of 
competence (driving test pass), but also a 
completion of training certificate endorsed 
by the examiner.

385. This policy fits well with the proposal 
to implement a common training and 
assessment curriculum for new goods 
vehicle drivers across the EAC.  This is 
likely to be formally adopted within twelve 
months and then implemented by national 
governments.  The effectiveness of such a 
policy will depend on consistency of driver 
training and testing across East Africa.

386. Secondly, annual checks of goods vehicle 
roadworthiness are being reintroduced in 
2016 - responsibility for carrying out these 
inspections has been contracted out to a 
private company.

387. The implications and consequences of 
rigorously enforcing both of these policies are 
huge.  The relatively straightforward actions 
of reintroducing annual truck inspections 
and rigorous driving tests will generate 
further actions that are much more complex 
and expensive.  Without commitment and 
funding to carry out these secondary actions, 
the primary ones will fail, as has happened 
in the past.
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388. Both initiatives- vehicle testing and driver 
testing- will depend on a supply of people 
and locations to carry them out. They require 
sufficient vehicle inspectors together with 
enough testing sites and enough driving 
examiners with enough test centres.  If people 
have to travel long distances for testing, or if 
there are unacceptable waiting times due to 
a shortage of inspectors or examiners, then 
the systems will quickly fall into disrepute 
and disuse.

389. The major challenge for both these 
initiatives is a market failure in the supply 
of the necessary support services. There are 
questions over whether there will be enough 
vehicle maintenance facilities to prepare 
vehicles for the annual test and whether 
there will be enough driving schools with 
qualified instructors and suitable training 
vehicles to train all those who need a driving 
permit. In addition, there is uncertainty as to 
how long it will take to develop such facilities 
and what support and incentives might be 
required to achieve this. 

390. There are also the consequential effects 
which will need to be addressed.  Large 

numbers of vehicles will need to be disposed 
of, a significant number of people risk 
losing their livelihoods as their vehicles are 
scrapped and there is the possibility of a 
shortage of vehicles, and later of drivers, for 
the sector to use.

391. The role of the Ugandan police in the testing 
of drivers and vehicles should also be 
questioned.  The MoWT, like other ministries 
across the world, is responsible for setting 
the standards for drivers and vehicles and 
assessing whether these standards are 
being met. And, like many other ministries, it 
contracts out the delivery of this assessment 
to third parties.  The annual testing of 
vehicles will be done by a private company, 
but roadside checks will still be carried 
out by the police - there is therefore a risk 
of inconsistency in criteria when deciding 
if a vehicle is roadworthy or not.  A more 
coherent arrangement is for the Police 
to stop vehicles, but staff from the MoWT 
contracted company to then inspect them.

392. The Police also carry out the driving test 
examinations.  There is overwhelming 
evidence that they do not do this to the 
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required standard and that they only assess 
basic competence in vehicle handling and 
control (on site or in quiet back roads) rather 
than how the candidate drives in busy traffic 
and interacts with other road users. Nor 
do the examiners regularly complete the 
appropriate paperwork indicating the areas 
where a candidate’s driving falls below the 
standard required. The MoWT is entitled to 
challenge its designated agent on the quality 
of their performance, but since this agent is 
the Ugandan Police Force such challenges 
are very unlikely to be welcome or effective.

393. In addition to issues of driver and vehicle 
testing, the lack of licensing and registration 
requirements for logistics companies in 
Uganda is also a significant barrier to 
progress. This is a critical step if Uganda is 
to improve the efficiency and effectiveness 
of provision and move from an ad hoc free 
for all competition between a significant 
number of poor quality, unreliable and low 
margin businesses.

 
394. In order to address these issues, Activity 

Area 3 of the Logistics Roadmap will:  
 
Conduct a stakeholder consultation 
and awareness raising campaign on 
enforcement- driving and vehicle 
roadworthiness. Led by the Sector 
Development Group this campaign will 
seek to raise awareness amongst logistics 
employers of the new arrangements for 
both driver training and goods vehicle road 
worthiness. The consequences of these new 
requirements will be explained to employers 
along with contact details of where they can 
go to receive help and support so that they are 
prepared to meet the challenges associated 
with complying with requirements. 

395. Make urgent efforts to improve 
lorry driver training in line with the 
Government of Uganda’s new Standard 

Operating Procedures by providing 
support to industry- particularly 
SMEs. The government’s new Standard 
Operating Procedures for driving permit 
acquisition will require a step change in 
the volume of lorry driver training available 
in Uganda.  It is highly unlikely that the 
market will deliver the change required 
without outside intervention and support. 
It is therefore recommended that the 
Logistics Sector Development Group liaises 
with the wider Skilling Uganda initiative 
to assess the appropriateness of Ugandan 
logistics companies benefitting from skills 
development funding to improve lorry driver 
training. Transaid, a UK based charity which 
uses Large Goods Vehicles (LGVs) and Public 
Service Vehicle (PSV) driving instructors 
employed by UK companies to train drivers 
and instructors in Africa, will be able to 
provide the necessary human resource to 
train trainers and develop learning materials 
to support these efforts. 

396. Provide support to industry to meet new 
vehicle road worthiness requirements 
through improved training of truck 
mechanics. As with the driver training 
requirements, urgent support is required to 
enable companies to comply with the new 
vehicle road worthiness requirements. In 
part this support can be provided through 
the Logistics Business Improvement Fund 
outlined in Activity Area Four i.e. for the 
purchase of new equipment or upgrade 
of existing equipment. However, there is 
also an important training requirement to 
road worthiness compliance which could 
be supported through the wider Skilling 
Uganda programme, and this relates to the 
quality training of Ugandan truck mechanics. 
Currently there is a significant shortage 
of qualified truck mechanics. Funding 
could therefore be made available (on a 
competitive basis) through Skilling Uganda 
to stimulate the supply of quality training 
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for truck mechanics.  Consideration should 
also be given to how funds could be made 
available to support mechanics and garages 
to improve their facilities and equipment as 
these are, in many cases, outdated and sub-
standard.  

397. Introduce appropriate licensing and 
registration requirements for Ugandan 
logistics companies. The SDG should work 
with the Ministry of Works and Transport 
to explore the phasing in of appropriate 
licensing and registration requirements 
for Ugandan logistics companies. Such 
licensing and registration requirements are 
an important step in improving the quality 
of 3PL logistics provision and should be 
considered within the operational context of 
the East African Community so that Ugandan 
operators are not unduly disadvantaged 
through the introduction and enforcement 
of licensing. Licensing and registration 
requirements should be modelled on 
successful interventions elsewhere 
and should be back with appropriate 
enforcement mechanisms. They should also 
be accompanied by a public communications 
campaign. The SDG and MoWT could 
consider, for example, introducing a quality 
kitemark or logo to be used only by operators 
which have gained an operating license. 
A communications campaign could then 
be used to educate Ugandan businesses 
about the existence of this system and logo, 
encouraging them to purchase logistics 
services from registered companies and 
thus creating a market for quality services. 
 

Logistics Roadmap: Activity Area 4 - Supporting 
Better Business Practices 

398. There are a number of ‘external’ issues 
relating to infrastructure, access to finance, 
business environment and business support 
which currently constrain the effectiveness 
and efficiency of the Ugandan logistics 

The SDG should work with 
the Ministry of Works and 
Transport to explore the 
phasing in of appropriate 
licensing and registration 
requirements for Ugandan 
logistics companies; 
it could consider, for 
example, introducing a 
quality kitemark or logo to 
be used only by operators 
which have gained an 
operating license
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sector. It is beyond the scope of this study 
to recommend measures which improve the 
business environment in Uganda, however, 
there are meaningful actions and activities 
which the logistics sector can take to mitigate 
the impact of these external factors. 

399. Activity Area 4 of the Logistics Roadmap 
therefore looks to support better business 
practices under the leadership of the Sector 
Development Group. This Group will aim to 
support small-scale initiatives developed by 
the sector and designed to tackle specific 
barriers to improvement and growth. 

400. An overview of the main external barriers 
is set out below alongside suggestions as 
to the type of activities which could be 
funded in order to mitigate their impact. 
It is important to note that a range of 
interventions are already underway in 
these areas, and are being taken forward 
by government, employers and NGOs. The 
Sector Development Group, with its broad 
representation from across the logistics 
sector (including government ministries, 
employers and other key stakeholders) 
will be responsible for implementing and 
financing activities which complement these 
existing interventions. 

401. Improved infrastructure- ongoing 
initiatives and possible interventions: 
The National Transport Master Plan sets 
out a framework for developing Uganda’s 
transport infrastructure.  In addition, the 
MoWT is using the World Bank funded 
Transport Sector Development Project 
to install new weighbridges and provide 
modern roadside vehicle testing facilities.

402. Trademark East Africa (TMEA) has identified 
a site where a Logistics Hub can be built in 
the north of Uganda to serve South Sudan 
and the Democratic Republic of Congo. A 
feasibility study is currently in progress and 

they intend to bid for the design work.

403. Given these developments there is no 
requirement to draw up any additional 
plans for infrastructure improvement.  What 
the logistics sector does need is to improve 
the input and influence it has on Uganda’s 
infrastructure planning processes. Are the 
infrastructure plans set out in the National 
Transport Master Plan the best use of scarce 
funding to meet the needs of the sector and 
improve the efficiency and effectiveness of 
logistics? Which particular infrastructure 
investments should be prioritised over 
others in terms of their likely impact 
and benefits for the logistics industry? 
Infrastructure investment and planning is 
a complex process which often involves 
political interference and input and lobbying 
from a wide range of stakeholder groups. The 
Logistics sector needs to speak with a clear 
voice during the negotiations and ensure 
that its views are heard.  

404. Government and donor funded organisations 
like TMEA can and should respond to external 
pressure and demand, but for this to happen 
this demand needs to be clearly articulated 
and well communicated.  In the UK two 
powerful Trade Associations represent 
the transport lobby to ensure that their 
views are considered during discussions 
on infrastructure development.  In Uganda 
there is not an equivalent body which 
speaks on behalf of all parts of the logistics 
sector. The SDG can play an important role 
in enabling the voice of the logistics sector 
to be heard when it comes to infrastructure 
decisions. Seed funding could therefore be 
made available, overseen by the SDG, to 
enable Ugandan Trade Associations and 
employers to come together and speak with 
one voice on behalf of the sector in response 
to specific infrastructure consultations and 
decision-making processes. 
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405. Improved financial landscape- ongoing 
initiatives and possible interventions: 
In order to improve efficiency and 
effectiveness, many employers within the 
Ugandan logistics sector desperately need 
to modernise.  This will involve replacing old, 
fuel hungry vehicles, introducing new routing 
and tracking technology and investing in 
warehousing, vehicle maintenance and other 
facilities that enhance logistics provision.  
High VAT rates combined with high interest 
rates and a recent decline in the value of 
the Ugandan Shilling make investing in this 
modernisation out of the reach of many 
employers within the sector.

406. Currently there are no ongoing initiatives 
to address the issue of the high cost of 
finance for Ugandan logistics employers. 
This is not surprising as many of the 
underpinning reasons which cause the 
high cost of access to finance are the result 
of complex macro-economic factors.     

407. The SDG should work with financial 
institutions and development partners 
to explore options for the provision of 

concessionary finance to specific logistics 
employers.  Where funding applications are 
being made for the purchase of new vehicles 
or equipment attention should be given to 
ensuring that companies have access to 
relevant training to enable them to extract 
the most value from the new equipment, 
together with appropriate management 
processes to sustain the benefits gained. 
 

408. Improved business environment- ongoing 
initiatives and possible interventions: 
The Logistics Innovation for Trade (LIFT) 
Fund, operated by Trade Mark East Africa 
(TMEA) aims to address East Africa’s ‘logistics 
gap’ by stimulating innovation to improve 
efficiency. LIFT provides matching grants to 
private sector firms on a competitive basis as 
a means of reducing the risk of investment 
in transformative technologies or improved 
business practices.  LIFT is implemented as 
part of Trade Mark East Africa’s Challenge 
Fund. It was officially launched in December 
2014 and has US$16 million to spend across 
East Africa on innovative applications.  
LIFT grants need to be spent directly on 
transformative technologies or improved 
practices.  

409. The LIFT Fund has an important role to play 
in promoting innovation and improving 
the business environment for Ugandan 
logistics firms. The SDG should promote 
LIFT to Ugandan logistics companies and 
encourage them to apply for any remaining 
funds. The SDG should also work with 
those Ugandan companies which have 
accessed LIFT funding to document the 
benefits and improvements which they 
have brought about through successful 
innovations so that these can be shared 
more widely with Ugandan employers.  

410. Improved business support- ongoing 
initiatives and possible interventions: 
Many Ugandan logistics companies, 

The logistics sector 
needs to improve the 
input and influence 
it has on Uganda’s 
infrastructure planning 
processes
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particularly SMEs, are a lot less efficient and 
effective than they could be. Many of these 
companies have significant potential to 
improve and grow but they are held back by a 
lack of knowledge of how to improve existing 
practices. The sector is also quite fragmented 
with a general lack of cooperation and 
information sharing between companies 
which could be co-operating more closely to 
take advantage of new opportunities and to 
increase their client base. 

411. These logistics businesses, particularly 
SMEs, require practical tailored support 
and advice. International evidence 
shows that targeted, practical advice and 
support from knowledgeable mentors 
is an effective means of improving 
individual business performance.  It has 
been proven to be far more effective than 
generic business and entrepreneurship 
training delivered in a classroom 
based setting to multiple participants.  

412. The SDG should therefore work to identify 
Ugandan Logistics ‘Ambassadors’. These 
will be successful business people who 
have overcome obstacles and established 
effective companies. Each Ambassador 

will be paired with Ugandan logistics 
companies (particularly SMEs). SMEs 
wishing to participate in this mentoring 
scheme will have to apply and be selected 
by the SDG. The Logistics ‘Ambassadors’ 
will then develop a coaching and mentoring 
relationship with their paired SMEs, to 
provide targeted support and advice to these 
mentored companies as they face particular 
business challenges.

413. In addition to these ‘Ambassadors’, the SDG 
can also encourage partnerships between 
large, successful international logistics 
companies and promising Ugandan logistics 
as a further mechanism for sharing best 
practice across the sector. 

414. This tailored advice and support will be 
complemented by specific workshops 
and training sessions, organised by 
the SDG, to enable logistics employers 
(particularly SMEs) to run their businesses 
more effectively. Subjects covered in these 
sessions will include: drawing up a contract, 
forming a co-operative, marketing your 
business, building customer relationships, 
as well as advice on managing people.
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Logistics Roadmap: Activity Area 5 - Skills 
Development - Overarching Improvement 
Activities 

415. The Ugandan logistics sector is still largely 
factor driven and, as a consequence, 
demand for skills is currently relatively low 
on employers’ list of priorities.  This is further 
compounded by the nature of a sector 
in which few qualifications are required, 
entry requirements are minimal or generic 
(a certain level of educational attainment 
rather than a sector specific qualification) 
and much learning is informal and work 
based. However, as the sector develops to 
become more efficiency driven, demand 
for skills will increase and the capacity and 
capability of the training supply will need to 
match this demand. 

416. The following are a list of specific activities 
which we recommend should be taken 
forward under the Logistics Roadmap in 
order to address the skills development 
needs of Ugandan logistics companies.

417. Logistics Sector Development Group to 
lead efforts to strengthen Management 

Information System on training 
provision: A lack of management 
information on training provision within 
the logistics sector presented significant 
challenges during the compilation of this 
report. Weak management information 
systems (MIS) and a consequent lack of 
data were encountered frequently during 
interviews with institutions and providers.  
Consequently, available information about 
the current nature of skills supply to the 
logistics sector is extremely limited. This is a 
significant barrier to both strategic planning 
of provision (from a policy perspective) 
and for institutions and employers wishing 
to develop or benefit from logistics skills 
provision.  There will be an ongoing need 
for updated information as Uganda’s 
transport and logistics sector continue to 
develop. Therefore, activities to strengthen 
MIS at sector and institutional levels are 
recommended. These should be overseen by 
the Logistics SDG.

418. Strengthen dialogue between logistics 
employers and training providers: In 
order to improve understanding between 
logistics employers and training providers 
it is recommended that the Logistics SDG 
convenes a ‘logistics skills forum’ whereby 
employers and providers can come together 
to discuss industry needs. This could initially 
take the form of a one-day meeting where 
employers and providers across all main sub-
sectors (road, rail, air and water) have the 
opportunity to talk about their experiences 
and requirements. If this forum proves 
successful it could lead to ongoing dialogue 
via regular communications (electronic 
and face to face) overseen by the SDG. 

419. Work with MoES and related agencies to 
improve quality assurance of Logistics 
training programmes, particularly those 
at NQF levels 1-3:  Current assessment and 
quality assurance of technical education 
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and training is weak. The MoES and related 
agencies should consider how quality 
assurance could be strengthened, working 
in collaboration with the industry.  Truck 
technician training and assessment in 
particular requires attention as an immediate 
priority so this should be the starting point for 
quality assurance strengthening activities.

420. Introduce Logistics Industry Scholarships 
and Bursaries: The fees charged for 
logistics related courses can make this 
training inaccessible to most employees 
and potential employees in the Ugandan 
transport sector, particularly those working 
in the more informal parts of the sector. 
Introducing scholarships and bursaries 
linked to specific, industry approved and 
recognised training courses is one way of 
overcoming such barriers. These scholarships 
and bursaries could be introduced and 
managed as part of the Government of 
Uganda’s wider skills development efforts 
currently being implemented under ‘Skilling 
Uganda’. Bursaries and scholarships could be 
targeted at specific groups such as women 
and unemployed youth.

A Logistics Sector Skills Council (SSC) for 
Uganda?

421. Finally, in this section of the report it is worth 
considering whether it would be appropriate 
to establish a Logistics Sector Skills 
Council (SSC) for Uganda to oversee skills 
development efforts. The establishment of 
such an SSC was specified in the original 
Terms of Reference for this assignment. SSCs 
are advocated as mechanisms though which 
employers can become actively engaged in 
the reform of skills supply systems.

 
422. An international evidence paper considering 

the evidence of SSC effectiveness across 
different countries and different industry 
sectors was conducted as part of this study. 

423. This paper concluded that, with the right 
preconditions, SSCs can play a role in 
enhancing employer engagement in skills 
development and increasing productivity. 
However, there are particular situations 
where labour market characteristics means 
that SSCs will struggle to establish themselves 
without significant ongoing government 
intervention and support. Sectors which are 
dominated by large numbers of small and 
micro-businesses which lack a common 
culture of collaborating and which do not 
have a strong track record of effective skills 
utilisation are not likely to provide a solid 
platform for a successful SSC. Unfortunately, 
our analysis suggests that the logistics 
sector in Uganda shares many of these 
characteristics. 

424. An international review of efforts to establish 
logistics specific SSCs does not provide 
encouragement to the notion of establishing 
a logistics SSC in Uganda. The original Terms 
of Reference for this assignment required 
the consultant to draw upon the evidence 
of logistics SSCs in three countries- the UK, 
South Korea and Australia. 

425. The UK’s Skills for Logistics announced in 
January 2015 that it was closing down due 
to insufficient operating funds- a sign that 
it had not been able to secure sufficient 
engagement and funding from logistics 
employers. 

426. In South Korea the Sector Council for 
Human Resource Development (SC-HRD) for 
Logistics has not been functioning since 2011 
after the expiration of its original government 
grant. However, as Section 4 sets out in some 
detail, there are other organisations (such as 
KILA) which perform many of the functions of 
an SSC without being branded as such.  

427. In Australia the Transport & Industry Skills 
Council continues to function effectively. 
However, the future outlook for all Australian 
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Industry Skills Council is currently fairly 
uncertain due to a shift in government 
funding from 1st July which means Industry 
Skills Councils now have to compete for 
funds rather than being given operating 
grants. A similar move by the UK Government 
in 2011 led to a number of SSCs going out of 
business in subsequent years. 

428. Apart from Australia, the only other example 
of a functioning Logistics-specific SSC which 
the team was able to identify was in India. 
The Indian Logistics Skills Council has only 
been operational for a couple of years and 
is still in receipt of government and donor 
funding and technical support. It is therefore 
too early to make a definitive judgement 
on its likely chances of future operational 
sustainability and support from within 
industry. 

429. On the basis of the evidence gathered 
through the International SSC Evidence 
Summary it is our recommendation that 
current conditions are not conducive for the 
establishment of a Logistics SSC for Uganda. 
Rather the proposed Logistics Sector 
Development Group, if it proves sustainable 
and effective, could consider taking on some 
of the proposed functions of the Logistics 
SSCs as part of its wider remit to improve the 
efficiency and effectiveness of the Ugandan 
logistics sector. 

Logistics Roadmap: Activity Area 6 – Skills 
Development - Occupation Specific Initiatives 
in the Road sub-sector  

430. In addition to the overarching Skills 
Development recommendations and 
activities proposed in Activity Area 5 there is 
an urgent need for Uganda to address current 
and emerging skills shortages in specific 
logistics related occupations. Section 5.4 of 
this report analyses the current supply of 
skilled labour by occupation and then maps 
this against the estimated occupational 

Current assessment and 
quality assurance of 
technical education and 
training is weak. The MoES 
and related agencies 
should consider how 
quality assurance could 
be strengthened, working 
in collaboration with the 
industry 
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demand over the next 15 years (through 
until 2030). This enables us to identify those 
occupations where there are likely to be 
significant skills shortages unless urgent 
action is taken to address the gap between 
demand and supply. Without such action 
these shortages will either i.) be addressed by 
importing skilled labour or ii.) will constrain 
economic growth by acting as a barrier to 
expansion of a particular logistics sub-sector.  

431. Activity Area 6 in the Logistics Roadmap 
focuses specifically on these skills shortage 
occupations within the road sub-sector. 
It is particularly important that the SDG 
identifies these occupations and oversees 
measures to address skills shortages due to 
i.) the importance of the roads sub-sector to 
the Ugandan economy and ii.) the fact that 
there are multiple employers working in the 

road sub-sector (unlike rail, air and marine & 
inland waterways which are dominated by a 
small number of employers). This multitude 
of employers, none of whom has it within their 
control to resolve skills gaps alone, means 
that there is a danger that issues remain 
unresolved and thus constrain growth. 
The uncoordinated actions of individual 
employers is likely to be less effective in 
addressing gaps than a coordinated and 
evidenced action plan overseen by the SDG 
and involving all relevant stakeholders.  

432. Table 8.3 overleaf sets out those occupations 

in the road sub-sector where, without 

taking remedial action, there is likely to be 

a significant gap between the supply and 

demand of skills. 

Table 8.3: Predicted skills gaps in the road sub-sector

Occupational Area Predicted 
Quantitative 
Skills Gap by 2030 
(without remedial 
action)

Size of Projected Skills Gap as 
a percentage of total predicted 
demand (i.e. 100% means that 
there is no relevant provision 
currently available in Uganda)

Road

Truck Driver 113,008 99.1%

Light Goods Vehicle Driver 31,165 72%

Maintenance Technician 14,458 71%

Truck Driver Instructor 433 100%

Truck Inspection 380 100%

Weighbridge Operation 173 100%

433. Within the road sub-sector there are six 
occupations which are of particular concern 
regarding skills shortages. Three of these 
occupations (truck driver, light goods vehicle 
driver and maintenance technician) have 
particularly large predicted quantitative 
gaps (totalling over 150,000 across the 
three areas). The other three occupations 
(truck driver instructor, truck inspection 
and weighbridge operations) have smaller 
quantitative gaps but there is currently no 

relevant provision of adequate quality in 
Uganda for these occupational areas. The 
need to train more truck driver instructors 
is particularly important as this will have 
a knock-on effect on the number of truck 
drivers trained. 

434. SDG to work with MoES and other key 
stakeholders to consider how likely 
future skills gaps within the road sub-
sector can be addressed: In order to 
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ensure that the future supply of specific 
technical skills within the road sub-sector 
is sufficient to meet the expanded future 
needs of the sectors it is recommended that 
the SDG works with the MoES and other 
key stakeholders to consider how likely 
future specific skills gaps can be addressed, 
building upon the initial analysis set out in  
this report. 

435. The SDG should therefore convene a 
planning meeting which involves the MoWT, 
MoES, key private sector operators within 
Uganda’s road sub-sector and training 
providers already working in this sub-sector. 
The purpose of this meeting would be to 
agree the areas where joint action is needed 

to increase training supply to meet specific 
needs. A couple of options to be considered 
during this meeting are set out below.

436. Consider establishing a ‘Road Logistics 
Hub’ for Uganda to act as a Centre of 
Excellence for truck driving, driver 
training and vehicle maintenance. The 
SDG should consider learning lessons from 
Korea’s experience in addressing skills gaps 
in the logistics sector. One concept which 
has the potential to work well in Uganda is 
that of a ‘Road Logistics Hub’. Such a hub 
would provide a range of services targeted at 
addressing skills gaps within Uganda’s road 
sub-sector.
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437. The Road Logistics Hub would provide high 
quality truck driver instructor training and 
then provide support to enable qualified 
truck driving instructors to either establish 
their own training schools or secure 
employment with USDA or other major 
established training providers. One form of 
support provided by the Hub could be in 
the form of concessionary finance to enable 
prospective instructors to establish their 
own businesses. 

438. By boosting the number of qualified driving 
instructors the Hub will also be able to make 
a significant impact on the predicted severe 
shortage of qualified truck drivers (and light 
goods vehicle drivers). The Hub can take a 
strategic approach to the provision of such 
training, overseeing a ‘managed market’ to 
boost the supply of high quality provision by 
financing expansion in specific geographical 
areas in line with available labour market 
information. 

439. In addition to truck driving instructors 
the Hub can also play a similar role in the 
provision of trained truck mechanics and 
maintenance technicians. The Hub will 
provide high quality training in these areas, 
linking up to a network of logistics employers 
to deliver the practical content and work 
experience element of qualifications. This 
pool of trained mechanics and maintenance 
technicians will then be linked up to existing 
employers or provided with support to 
establish their own businesses. 

440. The Road Logistics Hub thus fulfils three 
related functions:

 
i) The provision of high quality truck driver 

instructor and truck mechanics and 
maintenance training. 

ii) Strategic oversight and management of 
the market for truck driver training, truck 
mechanics and maintenance across Uganda.

iii) Business incubation and advice centre to 
assist in the start-up of new driver instructor 
or truck maintenance enterprises and to 
provide support and advice to established 
businesses.  

441. The SDG should consider identifying 
an organisation, or a consortium of 
organisations, to oversee and operate 
the Road Logistics Hub. In particular the 
Korean Transport Institute (KOTI) would be 
able to provide very useful support, advice 
and guidance during the initial set-up and 
operation of the Hub. Organisations such as 
TransAid and TradeMark East Africa would 
also be able to play a useful role, perhaps 
working alongside identified training 
providers. 

442. As well as overseeing training and business 
development, the Road Logistics Hub 
should also play an important role in 
monitoring progress against skills shortages 
and reporting back to the SDG on a regular 
basis. 

443. Accredit a Ugandan institution to deliver 
the East African Community curriculum 
for weighbridge operators. With increased 
economic integration across the East 
African Community, it is important for the 
logistics industry to become familiar with 
the standards and procedures in place 
across the EAC. The current EAC curriculum 
for weighbridge operators is not yet being 
delivered in Uganda. MoES should therefore 
work with MoWT, UNRA (which is responsible 
for the operation of Ugandan weighbridges) 
to identify and accredit an institution to 
deliver this new curriculum in Uganda.  

444. MoWT to ensure that its’ PPP with SGS 
for vehicle inspection services includes 
adequate provision for the sustained 
training of vehicle inspectors. The MoWT 
intends to contract with the Swiss company 
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SWG in a PPP to set up a vehicle inspection 
service. Careful consideration should be 
given to ensuring that the Terms of Reference 
for this PPP make adequate provision for 
the training of vehicle inspectors to deliver 
on the required nationwide inspection 
procedures. It is important that this supply 
of trained inspectors is not just provided in a 
one-off burst of training but that a Ugandan 
institution has sufficient capacity and 
expertise to provide training of inspectors on 
an ongoing basis as and when required. 

Logistics Roadmap: Activity Area 7 – Skills 
Development - Occupation Specific Initiatives 
in the Rail, Air and Marine & Inland Waterways 
sub-sectors 

445. In addition to the overarching Skills 
Development recommendations and 
activities proposed in Activity Area 5 there 
is an urgent need for Uganda to address 

current and emerging skills shortages 
in specific logistics related occupations. 
Section 5.4 of this report analyses the current 
supply of skilled labour by occupation 
and then maps this against the estimated 
occupational demand over the next 15 
years (through until 2030). This enables us 
to identify those occupations where there 
are likely to be significant skills shortages 
unless urgent action is taken to address the 
gap between demand and supply. Without 
such action these shortages will either i.) be 
addressed by importing skilled labour or ii.) 
will constrain economic growth by acting as 
a barrier to expansion of a particular logistics 
sub-sector. 

446. The table 8.4 sets out those occupations 

where, without taking remedial action, there 

is likely to be a significant gap between the 

supply and demand of skills. 

Table 8.4: Predicted skills gaps in the rail, air and inland waterways sub-sectors

Occupational Area Predicted 
Quantitative 
Skills Gap by 2030 
(without remedial 
action)

Size of Projected Skills Gap as 
a percentage of total predicted 
demand (i.e. 100% means that 
there is no relevant provision 
currently available in Uganda)

Rail

Rail yard operators and cargo handling 5,196 100%

Locomotive and wagon maintenance 1,634 88%

Air

Airport operations 1,485 95%

Aeroplane maintenance 445 74%

Marine & Inland Waterways

Cargo handling 4,160 100%

Marine engineer 1,634 88%

Port management: vessel docking assistants & 
passenger safety

1,420 86%

Navigators 194 100%

Marine Captain 123 100%
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447. Work with MoES and other key 
stakeholders to consider how likely 
future specific skills gaps within the rail, 
inland waterways and air sub-sectors 
can be addressed, including through 
increased regional collaboration: 
Ugandan logistics is currently dominated by 
the road sub-sector.  Currently fewer than 
1,000 Ugandans are employed in sector-
specific occupations within each of the rail, 
inland waterways and air sub-sectors. As a 
result, the supply of skills in each of these 
sub-sectors is just about adequate to meet 
current needs. Uganda’s National Transport 
Master Plan sets out ambitious expansion 
plans for all three sub-sectors, particularly 
rail. Given the significant lead-in times 
required when planning the expansion of 
training provision, it is important that plans 
are put in place now to deal with the future 
supply of rail, inland waterways and aviation 
specific-skills. Such action is particularly 
urgent within the rail sub-sector. Uganda 
had a relatively successful rail industry in the 
1960s and early 1970s but this experienced 
several decades of neglect and decline 
before recent attempts to revitalise the sub-
sector. The current average age of Rift Valley 
Railways (RVR) staff is 48 with many key staff 
approaching retirement leading to concerns 
that these skills will be lost.

448. In order to ensure that the future supply of 
specific technical skills within the rail, inland 
waterways and air sub-sectors is sufficient 
to meet the expanded future needs of 
these sectors it is recommended that the 
SDG works with the MoES and other key 
stakeholders to consider how likely future 
specific skills gaps can be addressed. This 
does not necessarily mean that the MoES 
should be responsible for filling future gaps 
through public training institutions. For 
several skills areas the most practical and 
relevant solution may be private sector 
provision linked to the concessionaire or 

transport operator. Building upon the initial 
analysis set out in Section 5 of this report it 
is important that the MoWT and MoES have 
a solid understanding of the skills required 
by each of these sub-sectors over the next 15 
years and are clear as to how training will be 
provided to address any gaps. 

449. The SDG should therefore convene a planning 
meeting which involves the MoWT, MoES, key 
private sector operators within Uganda’s rail, 
inland waterways and air sub-sectors and 
training providers already active in these 
sub-sectors. The purpose of this meeting 
would be to agree the areas where joint 
action is needed to increase training supply 
to meet specific needs. These needs should 
be considered within the context of the East 
African Community as a whole. As some 
skills required within these sub-sectors are 
highly specialised and required in relatively 
low numbers it is appropriate to examine the 
extent to which these needs can be addressed 
by working in collaboration with neighbouring 
countries. 

450. SDG in consultation with Rift Valley 
Railways (RVR) to discuss with regionally 
based training providers (particularly in 
Kenya) and establish whether proposed 
provision is sufficient to meet Uganda’s 
rail sub-sector needs. RVR currently relies 
on a training institute in Nairobi for the 
provision of locomotive driver and locomotive 
and wagon maintenance technician training. 
Within the context of the East African 
Community it makes sense to have regional 
Centres of Excellence specialising in niche 
provision rather than trying to replicate 
specialised training institutes across all EAC 
countries. However it is important to establish 
whether the proposed provision in Nairobi is 
sufficient to meet Uganda’s needs over the 
coming decades- particularly within the likely 
context of increased demand for rail skills 
from other countries within the EAC. 
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451. The SDG and RVR should therefore initiate 
a discussion with their training provider in 
Nairobi to establish whether their proposed 
supply of training and expansion plans are 
able to keep pace with growing regional 
demand. Specific attention should be paid 
to the  areas of Rail yard operators and 
cargo handling and locomotive and wagon 
maintenance technicians where our analysis 
suggests there could be quite significant 
skills gaps. It is important to note, particularly 
for cargo handling, that many of these skills 
can be provided ‘on the job’. 

452. After conducting this analysis the SDG and 
RVR should then decide whether there 
is sufficient justification in establishing 
Ugandan based training provision to meet 
any identified skills shortages, perhaps as a 
satellite centre of the Nairobi-based regional 
Centre of Excellence. 

 
453. The East African Civil Aviation Academy 

(EACAA) in Soroti to consider how their 
current expansion plans can be adjusted 
to enable the Academy to meet future 
demand for airport operations and 
aeroplane maintenance training. The 

regional Centre of Excellence for the Air sub-
sector in the EAC is located in Soroti, Uganda. 
Our assessment of the provision delivered 
by the EACAA and the demand for skills 
within the Air Sub-Sector suggests that most 
occupational areas are adequately provided 
for. 

454. The two occupational areas where we 
would have concerns that the level of 
proposed provision is insufficient are Airport 
Operations and Aeroplane Maintenance 
training. For these two areas the SDG 
should initiate a discussion with the EACAA 
as to whether proposed provision can be 
expanded to meet demand either in Soroti 
or at a satellite site linked to the EACAA.

455. SDG, MoWT and MoES to consider 
whether sufficient regional demand 
exists to establish a dedicated East 
African centre for Inland Waterways 
Training in Uganda. Maritime training 
schools are accredited and audited by the 
International Maritime Organisation (IMO) 
and in East Africa there are two training 
institutes, one in Kenya (Bandari College) and 
one in Tanzania (Dae-es-Salaam Maritime 
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Institute). Uganda is currently reliant on Dar 
es Salaam based training provision to meet 
the skills needs of the transport companies 
operating on Lake Victoria.

456. The training delivered in Dar es Salaam is very 
rigorous and focused on the needs of ocean 
going vessels. The Lake Victoria Transport 
Act sets stringent requirements for ferry 
operators which are in many cases linked to 
sea going qualifications and training. 

457. The SDG, MoWT and MoES should consider 
whether, given the relatively calm, inland 
nature of Lake Victoria such ocean going 
requirements are necessary. They should 
also consider whether there is sufficient 
demand to merit establishing an East African 
centre for Inland Waterways Training (as 
opposed to the sea-faring Maritime training 
offered in Dar es Salaam) in Uganda. Such 
a training centre could be responsible for 
meeting the skills needs of operators across 
East Africa’s Great Lakes and its network of 
navigable rivers. 

Logistics Roadmap: Activity Area 8 - 
Communications and Awareness-Raising

458. These are a range of activities designed to 
increase awareness of the importance of 
logistics- focusing on a series of specific 
issues detailed below- amongst employers, 
stakeholders and members of the public. 
These communications and awareness 
raising activities are designed to support the 
specific actions set out in Activity Areas 1 to 7 
of the Logistics Roadmap. 

459. Introduce a dedicated ‘Women in 
Logistics’ awareness raising campaign 
to build upon the successes already 
achieved by Chartered Institute of 
Logistics and Transport (CILT): CILT 
launched their ‘Women in Logistics and 
Transport’ (WiLaT) network in 2013 and it 

has already achieved considerable success 
in promoting the recruitment and training of 
women in the logistics sector.   These efforts 
can be expanded under the remit of the SDG 
which can work in conjunction with CILT to 
increase awareness of WiLaT and increase 
its reach across government, employers and 
training providers.

460. Campaign targeted at logistics clients- 
particularly SMEs- to encourage them 
to become more effective ‘customers’ 
of logistic services: Currently Third Party 
Logistics (3PL) providers in Uganda do not 
offer many services to SMEs, instead choosing 
to focus on larger clients who demand higher 
quality and more sophisticated services. In 
part this absence of an effective, high quality 
3PL offer to Ugandan SMEs is because 
these SMEs are not acting as intelligent 
customers. Many SMEs tend to procure 
logistics services based solely on price rather 
than an assessment of quality or reliability 
of services. This advertising campaign 
would be targeted at SMEs and led by the 
SDG. The purpose would be to encourage 
SMEs to work together as co-operatives 
and as groups to increase their purchasing 
power as well as setting out the bottom-line 
benefits and advantages to their businesses 
of encouraging their customers to become 
more intelligent purchasers of transport 
and logistics services based on quality and 
reliability.   

461. Improving information sharing on 
logistics services and training through the 
establishment of a web portal: The SDG 
should consider developing a web portal to 
advertise quality assured Ugandan logistics 
providers and the services they offer together 
with guidance on logistics procurement. For 
individuals wanting to take advantage of 
logistics skills development opportunities 
there are issues of accessibility (where do 
I find out about this course) affordability 
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(how much does it cost) and practicality 
(where is it being held and at what time of 
day).  A web based facility for the sector to 
find answers to these questions would make 
a significant contribution to increasing 
the number of logistics companies and 
personnel engaged in skills development. 
This web based facility could also enable 
improved co-operation and information 
sharing between Ugandan logistics 
providers- particularly small providers.  This 
facility could also enable small suppliers to 
become more efficient, pooling resources 
to better serve their customer base. As an 
example, the portal could have significant 
advantages in increasing efficiency by 
enabling companies to collaborate by 
using empty back hauls to transport cargo. 

Logistics Roadmap: Activity Area 9 - Promotion 
of Green Transport and Logistics in Uganda

462. This study has identified numerous areas 
where the Ugandan logistics sector needs 
to improve if it is to support the growth and 

transformation of the entire economy which 
is set out in Vision 2040. It is important, when 
focusing on these improvement areas, that 
Uganda does not lose sight of the need to 
promote ‘green’ transport and logistics. 

463. As this report has shown, green transport 
and logistics can be defined as a means of 
ensuring effective and efficient resource 
utilization through changes in business 
practices, transportation structure and 
making healthier travel choices. At a strategic 
level the Government of Uganda needs 
to develop and articulate national policy 
measures which promote green transport 
and logistics and this should be considered 
when drafting Uganda’s Logistics Policy 
(Activity Area 1).

464. Developing a Logistics Policy which 
promotes green logistics is not in itself 
enough to change attitudes, behaviour and 
practices. The ‘roadmap’ therefore contains 
a dedicated Activity Area with the intention of 
promoting green logistics in Uganda.  With a 
growing population and economy, the direct 
consequences for Uganda of not adopting 
sustainable green logistics practices are 
further congestion and pollution.  The 
challenge is to improve logistics efficiency 
and effectiveness, densification and lower 
cost strategies as performing in a ‘green’ and 
sustainable way provides the opportunity to 
be more productive and competitive.

465. Development of Green Logistics case 
studies and industry ‘ambassadors’ and 
introduction of annual ‘Green Logistics 
Awards’ – There is currently a lack of 
understanding that green practices and 
efficient business practises often go hand 
in hand. The result of this is that there are 
few examples of green logistics practises 
or instances where green skills are valued 
in Uganda which constrains future skills 
development. Training providers lament 

Currently Third Party 
Logistics providers in 
Uganda do not offer 
many services to SMEs, 
instead choosing to focus 
on larger clients who 
demand higher quality 
and more sophisticated 
services
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the lack of case studies and examples of 
green practice to draw on. One important 
task which could be taken forward by the 
SDG would be to undertake a survey of 
green practices in order to develop specific 
case studies which could then be used by 
training providers. This survey could also 
identify employers in Uganda who are 
implementing green logistics best practice. 
These employers can then be encouraged 
to become ‘ambassadors’ for green logistics, 
sharing their experiences and best practice 
with other employers (and training providers) 
so that they are taken up more widely within 
Uganda.  To further promote and encourage 
the take-up of green logistics practices the 
SDG should work with the ‘ambassadors’ to 
organise an annual ‘Green Logistics Awards’ 
event. Companies would be encouraged to 
apply or nominate potential winners across 
a number of categories (e.g. a separate 
category for small businesses and large 
employers, award for the most innovative 
green practices, award for outstanding 
individual etc.). Winners would be selected 
by a panel representing industry and 
government and would be presented with 
their awards during an annual ceremony. 

466. Offer training courses for Ugandan 
logistics companies, particularly 
SMEs, on establishing and monitoring 
Performance Metrics to analyse business 
progress in adopting Green Logistics 
practices- Bringing about performance 
improvements in any business area relies to 
a large extent on the availability of relevant 
metrics and monitoring systems. Businesses 
may pay lip service to green logistics and 
say that it is important to them but if it is 
not regularly measured and reported then it 
will not become embedded within company 
operations and culture. 

467. Companies with effective environmental 
management systems measure a range of 
relevant metrics including:

 Kilometres per litre of fuel used;
 Utilisation of vehicle load space expressed 

as a percentage;
 Percentage of kilometres run by empty 

vehicles;
 Average lifespan of tyres expressed in 

kilometres;
 Targets for reducing waste packaging

468. These are important metrics which enable 
businesses to assess their efficiency and 
make process improvements which will 
benefit their bottom-line. This current 
study has highlighted that there are a 
significant number of Ugandan logistics 
companies, particularly SMEs, which do not 
regularly collect and analyse these relatively 
straightforward metrics.  

469. In order to address this issue, it is 
recommended that the SDG advertise and 
offer training courses and seminars for 
Ugandan logistics companies, particularly 
SMEs, on how to establish and monitoring 
Performance Metrics to analyse business 
progress in adopting green logistics practices. 
This training will enable SMEs to establish 
their own environmental management 
systems and monitor performance against 
a range of metrics which will enable them to 
run more efficient and effective operations. 
Additionally, support should be provided 
to companies that want to introduce green 
technologies or improve the efficiency of 
their business processes. 

470. Conduct research to identify equipment 
and materials that promote greener and 
more effective logistics and quantify 
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the benefits of granting VAT relief and 
exemptions for such items - For logistics 
employers one possible area where 
action could be taken to reduce the cost 
of doing business is the provision of VAT 
relief or exemption on certain items that 
enable greener and more efficient logistics 
operations. The SDG could play a role 
in identifying specific items which could 
qualify for VAT relief by conducting research 
to demonstrate the potential bottom-line 
benefits of this VAT relief in terms of increased 
business volumes, reduced pollution etc. The 
evidence base for proposed VAT relief needs 
to be comprehensive and well-researched in 
order to justify that the benefits outweigh the 
costs of the revenue lost through VAT relief. 

471. Nominating ‘Champions’ within 
the Sector Development Group to 
promote the continued expansion 
and development of Rail and Inland 
Waterways in Uganda - One of the most 

effective ways in which Uganda can reduce 
its transport-related carbon emissions 
is to increase the proportion of goods 
transported by rail and inland waterways 

instead of by road. In recognition of this fact 

it is recommended that the SDG nominates 

specific ‘Champions’ from within their 

membership to promote rail and inland 

waterways respectively. These Champions 

will be responsible for representing the views 

of the rail and inland waterways sub-sectors 

and publicising the green benefits of these 

modes of transport. They will ensure that 

the views of their respective sub-sectors are 

properly considered whenever government 

is making investment or policy decisions and 

in communicating to members of the public 

so that Ugandan public opinion is aware of 

the considerable benefits of these transport 

modes.   
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