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Share of Merchant Vessels by Type

Number of Merchant Vessels by Type
\'ource: Lloyd's World ~eet Statistics.
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Outlook of Steel Demand

Outlook of World Steel Demand (Figures in Million M/T)
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Freight Rates for Containers Scrap

.Tankers

.Asia 

-USA Trade
.Bulk carriers

.Asia 

-Europe Trade
.Containers

New Buildings

Number of Vessels on Order

To be delivered on

Type Size dwt. TBU

Bulk Carrier

60,000+
55-60,000
35-55,000
10-35,000

Tanker

200,000+
125-200,000
70-120;000
10-70,000
Chemical tankers

Container

4,400 TBU +
4,399-4,000 TBU
3,999-3,000 TBU
2,999-2,000 TBU
1,999-1,000 TBU
999-500 TBU
499-100 TBU

Grand Total

Source: Mitsui O.S.K. Lines.

Demand for Seafarers

Projected Additional Crew
Source: FearnIeys, Mitsui O.S.K. Lines.
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ROLE OF GOVERNMENT IN MARITIME MANPOWER
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MARITIME TRAINING IN THE ESCAP REGION

by

G. Karandawala, ESCAP Secretariat

A. 

Introduction

The training of seafarers has traditionally received attention from a wide cross section of society,more 
so than other professions. It would be difficult to gather together a large cross section of the industryto 

talk about the training of truck drivers or railway engine drivers. Several reasons can be attributed tothis. 
In spite of the growth of other modes of transport, over 90 per cent of tbe, world trade is carried by

sea. The statistics already presented shows the large number of ships and the size of the pool of expertise
required to man these ships.

With such a large number of ships carrying such a large volume of trade, there are bound to be
accidents. Some of these accidents go unnoticed. Others fmd there way to the news. This is particularly
so when there is damage to the environment. Accidents involving damage to the environment gets more
media coverage than an accident where a giant-bulk carrier silently sinks to the bottom of the sea with the
crew. Questions are raised then about the immediate cause of the accident and the underlying cause of the
accident. Fingers are pointed at the flag state administration, at the shipowners and managers, and
invariably the "human error" factor is raised. Concern of the wiger society or even for that matter the
maritime community however is difficult to sustain for a long period of time. The media and society
moves on to the next sensational news item.

The focus on safety of life at sea and the prevention of marine pollution has, however, been sustained,
and action continues to be taken at an international and national level. One of the main reasons for this is
the driving force of the International Maritime Organization (IMO). The conventions of the ILO, also
identify the need for training and strengthens the hand of the IMO in facilitating international instruments
relating to standards of training and Watch Keeping. No other IMO convention has had as much
immediate impact on the maritime community as the STCW 95. It usually takes years for countries to
ratify and implement international conventions. In the case of the STCW 95 however, not only have
countries ratified the convention. There has been a scramble to implement the convention. Shipowners,
Maritime Training Institutes and Government Administrators have come together to take stock of the
national seafarer training scenario and work out what has to be done to meet the IMO standards. Apart
from the short term focus of getting on to the "white list", the STCW Convention has also had an impact in
making the maritime community, particularly in the Asia Pacific region stop and think about the impor-
tance of training, and the upgrading and improving of maritime training in a collective fashion.

The timing of the STCW 95 has also coincided with the new economic awakening of several countries
in the Greater Mekong sub region such as China, Viet Nam and Myanmar. The commitment to economic
development that these countries demonstrate would bring a new dynamism to the region.

B.

Vision for the seafarer industry

As we look with optimism to the new century it is thus necessary to ask ourselves the question -Do
we have a vision for the seafarer industry in the Asia Pacific region? What is the ideal standard of
competencies that we wish to aspire? What type of training is required to achieve this vision?" What is
excellence in Maritime Training?

The minimum standards of training and the core competencies are established international stand-ards 
set by the IMO. Are these the standards that we want our seafarers to meet. Are these competen-
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cies sufficient to ensure that the Seafarers from the Asia Pacific region would continue to be sought after,
even as the wage levels rise with the economic development that will come to this region?

In the fmal analysis we would surely want the Asian seafarers to have more than the basic competen-cies. 
The vision could perhaps be seafarers who meets the requirements of the IMO. Seafarers whoare 

valued by the shipowners because they are competent, confident, articulate, sociable and loyal.

To realize this vision several things would have to come together.

C. 

Access to a pool of potential seafarers

First you need a good pool of seafarer material. Ti)e new recruits must have the potential. They
need to demonstrate the physical and mental capacities and the right attitude for life at sea. We have
discussed the concerns -that the available pool of young people will shrink as the economies of the ESCAP
member countries develop. I am inclined to think that there are sufficient number of countries in this
region that can supplement the supply of seafarers from the traditional seafarer supplying countries in the
years to come. Seafaring is a very valuable source of employment for these countries. The urban young
people may prefer shore jobs but there is an untapped pool of young people particularly in the hinterland of
most of our countries who either do not know about the employment prospects or do not know how to get
into the profession. There are also young people who take up the tradition of fishing and who love the seaand 

may join the seafaring industry if they had access to education and information.

It is also worthy of note that when we look for potentia! seafarers we are looking at only half the
worlds population. When one surveys the shipping scene, whether. it is in liner shipping, agency, shipbuild-
ing, or freight forwarding, it is easy to forget the 51 per cent of the world's population that is women. As
we examine strategies to extend our catchment area, we should take into consideration this untapped
source of young seafarers.

This may not be an easy option, Seafaring is categorized as a "non traditional" occupation for
women. What is important to remember is that at the beginning of this century most of the professions
were "non-traditional occupations" for women, In the shore based shipping sectors even in the enlightened
seventies, the' perception was that to take a woman to work in the shore based maritime sector would be
"trouble". This was my own experience.

What is it then that women lack? There are women and men who do not like the sea. There are
women and men who love the sea, and sailing, and mechanics. There are women who will leave the sea
to have a family. There are men who leave the sea as well, often for the same reason. They will all make
a useful contribution in the shore based maritime sector. Do the women lack the stamina? Technological
developments in shipping has resulted in less emphasis being placed on physical stre~gth. Do the women
lack staying power or commitment? I lived the nineties in Australia, and dealt with a generation of
seafaring students from all over the world. And in every class I had at least one or two Australian
women. They were competent well adjusted women, who enjoyed the challenge of working at sea.
They contributed to the camaraderIe that developed between all the students.

If you list the concerns about training or employing women, I think it comes down to the fact that the
biggest stumbling block is "attitude". Attitude makes shipowners shy away from employing women.
Attitude and concern about employment opportunities make training institutes discourage women appli-
cants. Attitudes evolve and change overtime, provided people are conscious of the need to change.
Perhaps it is important to initiate the process of change early, when children are at a young age -the role
models can change. Commitment must begin some where, and there has to be a commitment on the part
of the shipowners, the training institutes, and government administrations for it to be possible for women to
enter the seafaring industry in this region.
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D. Maritime training and training institutes in member countries

Second, to produce quality seafarers the maritime training institutes must have the capacity to
develop and nurture the practical, intellectual and managerial skills.

Countries in the Asia Pacific region have a long tradition of seafaring. However seafaring was a skill
learnt at sea, and formal maritime training is linked with the development of the merchant marine of a
country. As a result, regional maritime training institutes are relatively young. Yet in China the first
maritime higher learning institute was founded in 1909. In the Philippines maritime education was
institutionalized in 1920 with the "Escuela Nautica de Manila, a government maritime school which has
since been renamed the Philippine Merchant marine Academy (PMMA). In India the T.S. Dufferin was
established in .1927. Over the years Maritime training institutes have been established in the ESCAP
member countries, first to man the national fleets, and thet't in some countries to cater for the demand
from overseas shipowners. The country reports showed the number of training institutes, in each country
and the increasing involvement of the private sector in the provision of maritime training.!

Accurate statistics on seafarer numbers are hard to come by. There are also variables and provi-
sions to the statistics. The information in this paper is thus indicative only. From all the information the
ESCAP secretariat has collected during the course of this year through personal interviews, questi'On-
naires, and the country reports, we have collated the number of new prospective seafarers currently
trained each year in the maritime training institutes in the countries that have participated in this project.
We have taken only the graduates or the deck and engineering cadets (as they are referred to) and not the
post sea trainees. This would hopefully give some indication of the real numbers being trained asprospective 

new entrants into the seafaring industry.

1. 

The nature of seafarer training and implications
for regional countries

(a)

Practical sea service

Traditions relating to seafaring is as old as seafaring itself and the advent of modem technology and
simulation has not taken away the idea that the most important aspect of training come from the "old
salts ". The practical aspects of seafarer training thus continues to be an essential requirement in obtaining

Table 

1. Annual Number of Seafarers being Trained in Maritime Training Institutes
of Selected Member Countries (pre-Sea)

Source:
indicative only.

Numbers 

areCountry reports, questionnaires responses and information gathered by ESCAP secretariat.

1 Information gathered from country reports prepared for this forum and information gathered during country visits, in the

implementation of this project.
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the ticket to be accepted as a qualified seafarer. One of the biggest hurdles that face students and
maritime training institutes in the ESCAP region is the lack of training slots at sea (cadet ship&) for
students who pass out of the Maritime Training Institutes in order that they could obtain the necessary
experience at sea. This problem is particularly acute in countries where the number of national merchant
vessels that provided training positions for seafarers students has reduced sharply over the years. The
intense competition in shipping services has not only eroded the prospect of sustaining a national merchant
fleet it has also adversely affected the prospect of a valuable avenue of employment for these countries.

(b) Post-sea training

Pre-sea training numbers would give an estimate of the number of new entrants into the industry, but
it does not give an idea of the training task of the region, for that incorporates the post-sea training. This.
unique continuous training required by seafarers as they progress towards higher certificates of compe-
tency shows the enormous training task faced by the countries in the ESCAP regjon.

Table 2. Post-Sea Training Undertaken by Maritime Training Institutes in the ESCAP Region
(Deck, Engineering and Short Courses) -Selected Countries

TotalCountry

14,000

8,000 (1994)

5,160

India

Philippines

Singapore

Source: Country repons, questionnaires responses and information gathered by ESCAP secretariat.

2. 

Private sector participation in maritime training

It is our observation that in many countries in the ESCAP region the pre-sea training continues to
be provided by public sector training institutes while the private sector is moving in to meet the demand
for post-sea training. Private sector training institutes have the advantage of being able to respond quickly
to market fluctuations and requirements. They can make collaborative arrangements unhampered by
bureaucratic procedure. They can (usually) decide upon the criteria for the intake of students. They can
also charge fees. The charging of fees is a necessity and a strength of the private sector training
institutions but it can also pose a problem for the government and potential seafarers. Once a seafarer
student has progressed beyond a particular stage (2nd mate or 3rd engineer) they would be in a position to
pay fees. Even at a second mates level we know that students cam save money to pay for the training, not
only at a local training institution but even overseas. Where the private sector is engaged in maritime
training at a pre-sea level, this could result in seafaring being beyond the reach of the lower echelons of
society. In a country where tertiary education is provided free of charge or at a nominal fee, this could
pose a dilemma for all those involved in the training of seafarers.

One possible solution is for pre-sea training to be offered by the private sector maritime training
institutes as well as the public sector maritime training institutions. This is the case in several countries in
this region today. This creates an uneasy alliance between the public sector and the private sector. The
other solution could be that the private sector maritime training institutions offer a system of differed
payment to students. All these would require the cooperation and monitoring by government administra-
tions.

Public sector maritime training institutions that do not have specific arrangements with shipowners
and managers also have the problem of finding places for practical training for their trainees/cadets. To
make such arrangements the training institutions require flexibility and autonomy which may not be a
reality in some of the countries in the ESCAP region. The intake of new students to the maritime training
academy for example may be through the general university examinations which require that the student
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who gets the highest makes has the right to select the faculty of study. These are problems that some of
the countries in the ESCAP region have overcome, and there are lessons to be learnt from regional

experiences.

Private sector training institutions have often demonstrated a far greater initiative and ability to work
out such arrangements including the establishment of subsidiary manning agencies that assist in securing
training positions for the trainees/cadets. Private sector institutions are also not hampered by the public
sector wage structure and can attract qualified staff better than the public sector institutions. Under thecircumstances 

students who can afford it prefer to go to the private sector training institutes. This at times
results in valuable equipment and facilities of public sector institutions lying idle. In spite of this the public
sector institutions guard there facilities and territory and are at times reluctant to allow the private sector
to use such facilities. .

One of the solutions to this problem could be private sector/public sector partnerships which bring
the flexibility needed to the major public sector training institutions in order that they can then look at
collaboration with some of the regional institutions that have evolved as successful training institutions.
The introduction of flexibility and autonomy as a first step would demonstrate the conimitment of the
government to bring in the change in ideology and practices that would be necessary for success. Collabo-
ration and external assistance cannot cure some of the fundamental problems that are internal to these
organizations. It is then important for these training institutions to identify the problems, and this must be
done through advice and exposure to those organizations in other countries who have overcome such

problems.

E. 

Excellence in maritime training

Given an adequate base of young talent to draw from, what do maritime training institutes require toproduce 
excellent seafarers? What is excellence in maritime training?

-Is it the infrastructure including equipment and library resources?
-Is it the teaching faculty?
-How do you judge excellence?

If you make a list of criteria, we all know that some maritime training institutions may be in a
position to get ticks against the criteria, but this may not necessarily mean that the institutions are training
excellent seafarers. You may have one institution that has state of the art simulators, remarkable maritime
collection of books and journals, lecturers that all undergo pedagogy courses and speak good English, the
shared language of the maritime industry. On the other hand you may have another institution that has
only the essential mandatory equipment, only adequate books and have not undertaken formal teacher
training. Can they both produce competent motivated skilled seafarers? You may have facilities that are
impressive to look at but may not be adequately used. You may have lecturers who know the techniques of
teaching but are not motivated. And how do you factor in the numbers? Would you assess an institution
that trains 20,000 students a year with the same criteria as you would assess an institution that trains
200 students a year? Would you give extra marks to an institution that provides a strategy for job

placements with the industry?

The question was raised yesterday about the ranking of maritime training institutions and about
formulating a "standard" that would be attractive to shipowners. Whether an institution is formally ranked
or not, excellence can be recognized when one sees it.

What is it then that makes an educational institute excellent?

Over and above the facilities and the faculty, the fmal proof of excellence is the quality of the product.
A consistently good product means that you are judged as excellent.

As we thus reflect on an appropriate vision for the next millennium, it is important that we assess
what we currently have and ask ourselves how we can together optimize and build upon the resources that
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we already have. As we look inward into the Asia and the Pacific region it is also necessary to look
towards other regions with an open mind so that we can access, adapt, and absorb the new technology, the
ideas, marketing and packaging. Excellence like everything else is going global. As we do this it is
important to see how the maritime training institutes can access whatever funding is available, from the
maritime industry in the region and the traditional and non traditional donor countries.

Before we access the funding it is also important to ensure that we have a master plan which will get
us closer to our vision of excellent seafarers. Each input of donor funding should take us closer to this
goal, one step at a time. Funding should also be looked upon as seed money that would help the region to
be self reliant as soon as possible. The fme institutions of learning which thrived in this region centuries
ago were built and developed by the people of Asia. They become a reality because of a commitment of a
people to the value of education. ..

~ Change must be introduced at a young age

~ Commitment of industry of

~ Encouraging, nurturing, training and
employing \\Umen

-+ A better pool of young talent to draw from
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SUPPLY OF SEAFARERS
REGIONAL AND INTERNATIONAL POSITION -

by

M. 

Kimura, ESCAP Consultant

A. Estimation of the supply of seafarers
by BIMCO/ISF .study

We are, I think, all aware of the data from the 1990 and 1995 BIMCO/ISF study conducted by
Warwick University which are sited on many reports. This well known srildy provided not only world
seafaring statistic, but also many comments about the trends and measures for the future manpower
of seafarer.

The 1995 BIMCO/ISF study, which is an update to the 1990 study, was undertaken in order to a'ssess
the impact of the world recession of the early 1990s on the demand and supply of maritime manpower.

The estimate of the number of supply and demand in the year of 1995, 2000 and 2005 is made,
conducting questionnaire survey and considering the predictable assumption. Consequently, this study
predict as follows:

(1) The number of officers supplied by countries in the ESCAP region in 1995 totaled 187,000 while
the projections for 2005 were 205,000.

(2) The number of officers in the world in 1995 totaled 409,000 while the projection for 2005 were
422,000.

(3)

(4)

(5)

(6)

The number of ratings supply by countries in the ESCAP region in 1995 totaled 509,000 while
the projections for 2005 stood at 665,000. The number of ratings in the world in 1995 totaled
825,000 while the projections for 2005 were 925,000.

China, India, Indonesia, South Korea and Philippines contribute mainly to the above increase of
the number of seafarers supply.

In 2005, the shortage officers will be 42,000 (10 per cent), while the ratings will be oversupplied
almost 300,000 (30 per cent).

Every country has their own needs to increase or decrease the number of seafarers employed on
their ships. Most of the developed countries wish to decreased the number of seafarers,
because of loss of international competition due to high wage and other reason.

To make the future plans, forecasts of supply and demand of seafarers are very useful and valuable.
However we can be confident, the Asia-Pacific region will continue to be the most dynamic and active
part of the world economy. Various things affect the number of supply and demand of seafarers, which
is changing very rapidly. We should take into consideration the following matters.

B. 

Matters that will affect the future supply
of seafarers

(1) World and regional cooperation

We have a lot of international and regional organizations to maintain peaceful order. Globalization
and regionalization are developing in the world. As for maritime institutes, the World Maritime
University is one of the global universities, which train special maritime personnel from developing
countries. However, WMU dose not train seafarers directly. Almost all training for seafarers is
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(2)

(3)

(4)

(5)

(6)

dependent on each country. In the EU, the Harmonization of the Europe MET Schemes project
started in 1995. Also in Africa, Egypt proposed to help upgrade the quality of seafarers at the
Technical Cooperation Committee -39th session. In the Asia-Pacific region, several maritime
institutes opened their doors to foreigners.

Government policy

Government policy cannot always reflect maritime conditions immediately for economical and politi-
cal reason. However a lot of countries place the MET promotion with a priority policy.

Economic situation

If there are enough job opportunities on land, some seafarers and cadets may leave the sea. In the
industrialized countries the largest part of the GNP consists of new jobs, created in the modem
service sector and software industry, which attracts you'ng people. In certain countries maritime
institutes are confronted with the difficulty of keeping high calibre students. .

Shipping company and manning agency

A shipping company has the right to select their crew and also utilize ex-seafarers for land jobs. The
situation of supply of seafarer change depends on their policy and demands.

\

Seamen's union

Seamen's unions are keen on grading their member's condition. Some seamen's unions have their
own maritime institutes. They also have a right to negotiate between management and seafarer,
therefore they have a considerable influence on manpower.

Living costs or the exchange rate .

Living costs or the exchange rate is one of the influential factors of international competition. In the
case of Japan, the number of Japanese ocean-going seafarers decreased, as the Japanese yen
decreased against the US dollar after the Plaza accord of 1985. Also high living cost requires high
wage, therefore Japanese shipping companies cannot afford to employ such seafarers.

7)

(8)

(9)

Age 

of seafarers and wastage rate

The average age of seafarers is progressing especially for developed shipping countries.

Back-up ratio and employment ratio

Back-up ratio is defmed as the ratio of the number of manning requirements divided by the number of
crew on board. High back-up ratios relates to good working condition for seafarers who are well
compensated through enough duration of paid leave. The optimum back up ratios cannot be decided
unconditionally. 1.2 is minimum back up ratios to fulfil 6 days paid leave per month. The BIMCO/
ISF study took the ratios from 1.2 to 2.5 depending on the ship type. Employment ratio is defmed
as the ratio of the number employed divided by the number registered. According to the report
"supply and demand analysis of Filipino seafarers" studied by Manpower Development Division of
POEA. 40-49 per cent is normal employment rate, 50-59 per cent is manageable shortage level and
over 60 per cent is critical shortage level. In 1997 44 per cent of Filipino seafarers were employed
out of 438,000 seafarers registered. But employment rates of some ranks of seafarers are at a
critical shortage level.

Development of technology and crew complement

Although, a fully automated unmanned ship, is possible technologically, realistically in the near
future a ship of very small number of crew may be realized. At that time ship operation has to be
considered in a totally new concept, integrating qualification of seafarers and development of shore
technology. Only a seafarer who has an educational foundation as well as experience can deal with
the new situation. Also we must notice the shortage of manpower and rising wages will encourage
advancement of technology, which will impact structural change and seafarers training.
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(10) International convention

A ship casualty, especially in case of oil spill, not only destroys the environment but a large amount of
compensation is also demanded. As you know, such accidents resulted in establishing MARPOL,
STCW, SaLAS, and ISM code, and their amendments. As a result of these efforts, the total loss
rate dropped to 0.15 per cent in 1998 from 0.6 per cent in 1980. But still hundreds of ships suffer
total loss each year and a lot of seafarers were lost. The biggest cause being human error. In the
revised STCW 95, Part A of the code which is mandatory and Part B of the code which is recom-
mended guidance were adopted for the observance of all detailed technical requirements. -These
requirements included minimum standards of knowledge, understanding and proficiency for seafar-
ers, as well as minimum training. Now let me indicate some points which I have noticed. First
mandatory simulator training for radar, ARPA and GMDSS, second using training record book on
board, and third English communication. I notice' that a party must apply all new training and
certification requirements of revised STCW from February 2002. If invalid certificates result the
shortage of seafarer supply in the world, it will create big confusion in shipping industry.

c.

What are the requirements contents
of high quality seafarers?

As the "Asia shock in 1997" demonstrated, it is close to impossible to predict future correctly. It is
important for supply side to deal with any change in case of such uncertain future. Otherwise they may be
training people who will not have a job at sea and on land in the future. In the light of the fast-changing
world, the volume of information seafarers must learn will increase enormously and they have to study
continuously. Their daily activities have been expanding at an accelerated pace, and are now quite
different from what would have been thought in the past. If they want to live a rich life in keeping with the
changing social environments, they must possess a wide knowledge, wise judgement, rich culture and
intelligence, suitable sense of moral value, and sound view of social and working life.

What is the character of the high quality seafarer, besides the abilities and skills stated in the STCW
convention?

(1) Full knowledge of his trade and skill in its practice.
(2) Power of attention to watch out for all potential dangers and beware of any accidents.
(3) Indefatigable spirit, trained constitution, and go-ahead.
(4) Fraternity, cooperation and leadership through living and activities in a group.
(5) Strong sense of responsibility, strict observance of punctuality, and moderation.
(6) Well-cultivated habits of cleanliness, neatness and tidiness.
(7) Accustomed to international way of thinking and doing, etiquette, and manner, and weJI-

developed produce and accomplishments.

The above traits, character and abilities for seafarers are also the traits, character and abilities that
are required of every member of modem society, and the ingredients which are sure to be most highly
appreciated in any type of occupation. Such ability is cultivated through suitable training and in-service
experience. It is, therefore, essential to provide seafarer with adequate training and on-board experience.

D. Article and code regarding technical
cooperation in STCW

Article XI promotion of technical co-operation.

(1) Parties to the Convention shall promote, in consultation with, and with the assistance of, the
Organization, support for those Parties which request technical assistance for:

(a) Training of administrative and technical personnel;
(b) Establishment of institutions for the training of seafarers;
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(c)
(d)

(e)

Supply of equipment and facilities for training institutions;
Development of adequate training programmes, including practical training on sea-going
ships; and
Facilitation of other measures and arrangement to enhance the qualification of seafarers.

Preferably on a national, sub-regional or regional basis, to further the aims and purposes of the
Convention, taking into account the special needs of developing countries in this regard:

(2) On its part, the Organization shall pursue the aforesaid efforts, as appropriate, in consultation
or association with other international organizations, particularly the International Labour

Organization.

Cord B-XI Guidance regarding the promotion of techniGal cooperation:

(1) Government should provide, or arran~e to provide, in collaboration with IMO, assistance to
States which have difficulty in meeting the requirements of the Convention and which request
such assistance.

(2) The importance of adequate training for masters and other personnel serving on board oil,
chemical and liquefied gas tankers and ro-ro passenger ships is stresse,d, and it is recogni,zed
that in some cases there may be limited facilities for obtaining the required experience and

providing specialized training programmes, particularly in developing countries.

Examination database:

(3) Parties with maritime training academies or examination centres serving several countries and
wishing to establish a database of examination questions.and answers are encouraged to do so,
on the basis of bilateral co-operation with a country or countries which already have such a
database.

Availability of maritime training simulators:

(5) The IMO Secretariat maintains a list of maritime training simulators, as a source of informa-
tion for Parties and others, on the availability of different types of simulators for training
seafarers, in particular where such training facilities may not be available.

(6) Parties are urged to provide information on their national maritime training simulators to the
IMO Secretariat and to update the information whenever any change or addition is made to their
maritime training simulator facilities.

Information on technical cooperation:

(7) Information on technical advisory services, access to international training institutions affiliated
with IMO, and information on fellowships and other technical co-operation which may be
provided by or through IMO may be obtained by contacting the Secretary General.

E. The necessity of the networking in Asia-Pacific region

Today's 

shipping world is more complex than it has ever been before.

Shipping company, manning agency, seamen's union, maritime institute, seafarers and administration
of government affect each other. There are group connections and communities of the same business athome, 

regionally and internationally. Such as IMLA and AMETIAP for maritime teacher, ISf for ship
owner, ITF for seamen's union and so on. Also they have several joint meetings at home.

There are few institutional international societies and meetings integrating the above organizations.
However, the importance of exchanging opinions and information has been significantly increasing in
business and administration of shipping. Because:
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(1)

(2)

(3)

(4)

International conventions such as STCW, SaLAS, MARPOL, etc., should be fully imple-
mented to eliminate marine accidents by the flag state. While a number of international
conventions permit the port state control, in addition ISM code came into effect in July 1998.

At present capital and goods are moving freely from one country to another. However, the
same freedom does not exist for manpower. A lot of potential problems, which should be
discussed, lurk in the supply and demand of seafarers.

As you know, worldwide situations of shipping are getting more and more competitive. A
seafarer supply country cannot always maintain competitive advantage without superior infor-
mation management. A shipping company, a manning agency, a maritime institute and seafar-
ers also should react faster to the changing situation with appropriate information exchange.

Before cooperation was generally made between ~nly two countries on a bilateral basis. But
now many countries in a certain region cooperate mutually. In the ~ia-Pacific region we haveto 

move together in the new decade of regional cooperation, so as to deal with EU, NAFfA and
etc. The free and efficient information should be secured in this region. The volume ofdispatching 

information and accumulations of it in Europe and America are greater than those
in Asia'-Pacific region. And European and American information are unifying work force fiDd

increasing efficiency.

In order to exchange the information among various organizations, Internet system is most efficient
and inexpensive to apply recent information technology. What kind of Internet is expected to apply to the
"ESCAP MANPOWER NETWORK"? Three important things about system are, easy to develop, easy
to maintain and use. Almost all companies already use compu.ter system, which is called LAN or
INTRANET. It is not so difficult to link each system using Internet. Then an individual can participate
in Internet as well as organization to receive and give information.

F. 

Conclusion

Now in conclusion, I want to reiterate that the quality control of seafarers is getting more and more
important. We should supply the high quality seafarers to achieve seafarers happiness. As a result we are
able to achieve IMO's motto of "safer shipping and cleaner oceans".
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Supply of Seafarers from Asia Pacific region

Supply from ESCAP region
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COMPLIANCE WITH STCW AND SUPPLY SmE IMPLICATIONS!

by

Andrew Winbow
International Maritime Organization

A. 

Introduction

By the late 1980's it was realized by many in the shipping industry that the 1978 STCW Convention
was not achieving its intended purpose. Instead it was gradually losing credibility as its acceptance
widened. The main cause for this appeared to be the general lack of precision in its standards, much of
the interpretation of which was left "to the satisfaction of the Administration", widely varying interpreta-
tion of standards, and the fact that many Parties failed to effectively administer and enforce the Convention
requirements. Regrettably, STCW certificates could no longer be relied upon as evidence of competence.

The loss of credibility of the Convention and political and public concern regarding human related
causes of shipping disasters generated growing criticism, not only of the Convention itself, but also of
IMO, which some claimed to be ineffective and unresponsive. The IMO response was an extensive review
of the STCW Convention that was accelerated by having consultants prepare text, under the supervision of
the STCW Sub-Committee.

B. Communication of information

As is well known, the revised Convention text was considered at the STCW Conference held at IMO
in June/July 1995, hence STCW 95. The revision was an extensive one. The articles of the original
Convention remained unaltered but the rest was new, including the related STCW Code. Of particular
note .was the introduction of a requirement for familiarization training; the establishment of quality
standards throughout training, assessment and certification activities; the mandatory use of simulators to
demonstrate competence in radar and ARPA and the explicit responsibilities placed on shipping compa-
nies.

One innovative feature of the revised Convention was the requirement for Parties to not only provide
information to the Secretary-General, which is an existing requirement of article IV, but for this informa-
tion to be subject to scrutiny by competent persons. This was a new departure for IMO that makes Parties
accountable to each other, through IMO, for the full and effective implementation of the Convention. No
other IMO Convention has a provision of this type.

The deadline for Parties to communicate information to the Secretary-General, 1 August 1998, is
now long gone. As was reported to the first MSC meeting after the deadline, 82 Parties, of the 133 Parties
to the Convention, made the deadline and communicated their information. Although this means that 38
Parties, or 29 per cent of the total, are still to communicate information, it has been estimated that the 82
Parties that met the deadline represent around 90 per cent of the world's fleet and seafarers. The first
stage of the communication of information process: the preparation, compilation and forwarding of infor-
mation by Parties to IMO, can be considered to have been largely successful.

1 The views expressed in this paper are those of the author and not necessarily those of the IMO or its Secretariat.
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C. 

Evaluation of the information: the work
of the competent persons

The revised Convention makes provision for the Secretary-General to be assisted in his work ofpreparing 
reports to the MSC on whether Parties are giving the Convention 'full and complete effect' by

competent persons. Those persons are nominated by Parties to the Convention and are comprised of those
with knowledge of the Convention: generally those working in maritime administrations or maritime
training institutes. Although the number is subject to changes due to job transfers, retirements etc., there
are currently over 150 persons available.

Soon after 1 August 1998, some 30 panels of competent persons were established, each comprising
5 persons, one of whom was elected chairman to act as the c?nduit for information between the panel and
the IMO Secretariat. The information communicated by Parties was forwarded to the panels for their
scrutiny. As 82 Parties had met the deadline and there is a sufficient number, of competent persons to
make up around 30 panels, each panel is expected to scrutinize the information from up to 3 Parties. And
as at the 21st IMO Assembly in November 1999, it was reported that the panels of competent persons had
completed their scrutiny of information communicated by 26 Parties and a further 48 panels had completed
their initial evaluations and had sought clarifications or additional information from the Parties conceme;d.

The time taken by Parties to respond to requests for clarifications and further information is there-fore 
a major factor in determining the eventual timing of the 'white list'.

D. The 'white list'

One issue of considerable concern to Parties, particularly those that supply labour to the world fleet,is 
the timing of the release of information -the Secretary-General's report to MSC (the 'white list') -on

which Parties had been considered by the competent persons as giving the Convention 'full and completeeffect'. 
The MSC, at its 69th session in May 1998, ahead of the 1 August 1998 deadline, had decided theSecretary-General's 

report to the Committee would only be submitted after all the information communi-cated 
by Parties received by 1 August 1998 has been evaluated by the competent persons concerned. Asnoted 
above, the process is on-going and it is difficult to make a reliable prediction of the date but it is

tentatively anticipated to appear in 2000.

E. 

The importance of 'full and complete effect'

One of the little-considered but possibly most important element of the communication of informationprocess 
is the actual task of compiling the information by a Party. In reviewing existing systems anddocumenting 

them as required by the Convention, many anomalies are discovered and problem areas
identified. The compilation of the information must be undertaken logically and accurately if it is to pass
scrutiny of others with knowledge of the Convention requirements. A real familiarity with the systems andprocedures 

involved is necessary in order to prepare an accurate and convincing set of information. It is
clear that, in a number of cases, those who have been tasked with compiling the information may have
faithfully recorded and documented a Party's implementation measures but they have fallen well short of
'full and complete effect'. The panels of competent persons have been quick to identify such cases.

It is important to the Parties concerned and the integrity of the process that the panel members are
well versed in the provisions of the Convention and knowledgeable of its requirements. Much depends on
the competent persons undertaking their work thoroughly, efficiently and effectively if the hopes placed by
many on the provisions of the revised Convention are to be translated into improved standards.

From the feedback the Secretariat has received from panel chairmen, it is clear that the communi-
cation of information process, and particularly the evaluation of information by competent persons, is
having a positive effect. As noted above, panel chairmen are non 'rubber-stamping' the information they
are scrutinising but are looking closely and critically at the information communicated. It is also clear
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that there are a small number of competent persons nominated by Parties who do not have the in-depthknowledge 
of the Convention necessary or fully appreciate the importance of the communication of

information process. Luckily, with panels of 5 persons, one weak member is unlikely to materially affectthe 
quality of the evaluation.

F. 

Supply side implications

The BIMCO/ISF Manpower study of 1995, and its brief 1998 update, indicated a shortage of officers
and a surplus of ratings. If press reports are true, the preliminary results of a new study currently
underway is likely to show a continuing surplus of ratings but a reducing shortage of officers.

According to the study, around 40 per cent of the world's seafarers are supplied by Asian countries.
..

It is, therefore, important for th~se countries to appear on the first 'white list'. As noted above, it is
currently not clear when that will occur although, with the support and as~istance of the 82 Parties
concerned, it should hopefully appear during the first year of the Millennium. But this is not the end of the
process. The information communicated by those Parties that failed to make the 1 August 1998 deadline
has still to be evaluated, so the work of the panels of competent persons is far from over.

Looking further ahead, the Convention requires reports of independent evaluanons of Parties' quality
standards systems to be made to the Secretary-General. These evaluations are required every 5 years and
the reports will also be subject to scrutiny by competent persons. It is not yet clear what action will be
taken in the cases where reports are not made or the competent persons are not content. What is clear is
that the omission of a Party from any list of those that have made their reports on independent evaluations
will be seen by some Parties and employers as failure to maintain the necessary quality standards. By
inference, this will also reflect on the perceived quality of that Party's seafarers. The monitoring of
STCW implementation will not be over once the 'white list' appears but will be a continuing state of
affairs.

G. 

Conclusion

The communication of information process and particularly the scrutiny of that information by others
is arguably the most important provision in the revised Convention and the one that will have the mostimmediate 

effect. Taken with the amendments to the training and assessment provisions of the Conven-tion, 
the eventual outcome should be better trained and more efficient seafarers. With a likely continuingsurplus 

in ratings and an anticipated improvement in officer numbers, it is most important that laboursupplying 
countries maintain their efforts to upgrade their seafarers' existing skills and improve their

training and assessment standards. Competition to supply manpower to the world's fleet can only increase
in the future and quality of output will be one of the keys to success.
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ILO 

INSTRUMENTS

The Recruitment and Placement
of Seafarers Convention, 1996 (No. 179) and the Recruitment
and Placement of Seafarers Recommendation 1996 (No. 186)

by

J. Grimsmann, International Labour Organization

The Recruitment and Placement of Seafarers Convention, 1996 (No. 179) is one of the seven
international instruments (three Conventions, three Recommendations and one 'Protocol) adopted by the
84th (Maritime) Session of the International Labour Conference held in Geneva on October 1996. The
Convention revises the Placing of Seamen Convention, 1920 (No.9). It is particularly important to those
countries which are -and will continue to be -major suppliers of seafarers for the world's merchant
fleet. Ratification and implementation should help to prqtect seafarers from substandard conditions of
recruitment and replacement and will also demonstrate a will to ensure the quality and stability of the
seafaring workforce.

A,

A brief history

Convention No.9 includes the same basic principles as contaifled in the Unemployment Convention,
adopted one year earlier (No.2), which covered other workers, by calling on ILO member States, among
other things, to establish a system of free public employment offices for seafarers and, eventually, abolish
private fee-charging agencies. The primary aim of the instrument was to protect seafarers from abuses
related to fmding employment, in particular, the practice of the seafaring "paying for a job".

In subsequent years a number of other ILO instruments concerning employment practices were
adopted. Some of these instruments, for example the Employment Service Convention (No. 88), and its
accompanying Recommendation (No. 83), concerned all categories of workers. Others, such as the Fee-
Charging Employment Agencies Convention, 1933 (No. 34), which was later revised by the Fee-Charging
Employment Agencies Convention (Revised), 1949 (No. 96), did not apply to .seafarers but were indica-
tions of a general shift towards the acceptance -with close public supervision and regulation -of private

employment agencies.

A number of other maritime labour instruments which touched on the subject, or concerned related
issues, have also been adopted. These include the Seafarers' Engagement (Foreign Vessels) Recommen-
dation, 1958 (No. 107), which called upon member States to discourage seafarers from joining or agreeing
to joining vessels registered in countries with ships operating with substandard conditions; the Employment
of Seafarers (Technical Developments) Recommendation, 1970 (No. 139), which, in Part II, concerns
manpower planning, the Continuity of Employment (Seafarers) Convention, 1976 (No. 145), which, in
Article 3, requires that arrangements for the regularization of employment might include the establish-
ment and maintenance of registers or lists, by categories, of qualified seafarers; and the Continuity of
Employment (Seafarers) Recommendation, 1976 (No. 154), which, in paragraph 3(2) states that, as far as
practicable, systems of employment should preserve the right of the seafarer to select the vessel on which
he or she is employed and the right of the shipowner to select the seafarer whom he or she is to engage.
The Merchant Shipping (Minimum Standards) Convention, 1976 (No. 147), in Article 2(d) , calls for
adequate procedures for engagement of seafarers and investigation of related complaints.

From the adoption of Convention No.9 through to the Maritime Conference in October 1996 there
have been periodic discussions on whether Convention No.9 remained an effective instrument for address-
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ing problems associated with the recruitment and placement of seafarers. As noted above, there was a
gradual shift towards acceptance of fee-charging employment agencies for seafarers, provided they were
subject to supervision and regulation.

In 1980, the 23rd Session of the ILO's Joint Maritime Commission (a bipartite, advisory body
composed of equal numbers of seafarer and shipowner representatives, chaired by the Chairman of tlie
ILO Government Body), adopted a resolution which requested that the International Labour Office under-
take a worldwide survey of the effectiveness of Convention No.9 in order to determine whether ILO
action was necessary. At the same session the Commission also adopted a resolution calling for the
International Labour Office to include the revision of Convention No.9 on the agenda of the next maritime
session of the International Labour Conference. Furthermore, in 1987, the 74th (Maritime) Session of the
International Labour Conference, among other things, adof>ted a resolution concerning Convention No.9.
The resolution included a recognition of the role of fee-charging employment services for seafarers but
recommended that they should be subject to supervision and regulation to prevent abuses. The Office was
then requested to collect information on the subject for discussion at regional seminars. An ILO Regional
Seminar on the Recruitment and Placement of Asian Seafarers was also held in Manila in 1989.

Following a decision by the Governing Body a Tripartite Meeting on Maritime Labour Standards was
held in Geneva in November-December 1994 (The Tripartite Meeting served the same functions as a
Preparatory Technical Maritime Conference, that is, as a first discussion of a possible new instrument or
instruments) to be followed by a Maritime Session of the International Labour Conference (Geneva,
October 1996).

B. The Recruitment and Placement of Seafarers
Convention, 1996 (No. 179)

1. Preamble

A preamble may be relevant to the understanding and interpretation of an ILO Convention, since the
Convention is to be interpreted in good faith in accordance with the ordinary meaning given to the terms in
their context, of which the Preamble forms part, and in the light of the object and purpose of the
Convention. ILO practice is to limit references in the Preamble to other instruments that have a direct
relevance to the purpose or purposes of the instrument. The Preamble to Convention No. 179 includes a
number of ILO instruments, several of which have been mentioned earlier. It also includes a reference to
the United Nations Convention on the Law of the Sea, 1982, in response to an appeal by the United Nations
G~neral Assembly to identify measures which may need to be taken to ensure a uniform, consistent,
coordinated approach to the implementation of the provisions of the Convention throughout the UN
system. References to any of these instruments does not make them binding on States ratifying Convention
No. 179.

2. Scope and definitions

Article 1(1) includes defmitions of the terms used in the Convention. The terms defmed include
"competent authority", "recruitment and placement service", "shipowner" and "seafarer".

Article 1(2) calls upon member States to consult with representative organizations of fishing-vessel
owners and fishermen and those owners of maritime mobile offshore units and seafarers serving on such
units, and determine if it is practicable to apply the provisions of the Convention to these workers.

3. Public and private recruitment and placement services

Article 2 provides the member State with flexibility as to whether seafarers are to be engaged by
public or private recruitment and placement services. Member States may continue to maintain freepublic 

services and are specifically not required to establish a system for operation of private services.
However, where private services are established, they can be operated only in conformity with a system of
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licensing or certification or otherwise regulated. Shipowner and seafarer representative organizations are
to be consulted when these services or established, maintained, modified or changed. Undue proliferation
of private service is not to be encouraged.

4. 

Basic human rights

This provision draws attention to the protection of the seafarer's basic human rights, in particular,trade 
union rights.

5. 

Laws and regulations to be established

Article 4 requires that national laws and regulations shall:

-Ensure that seafarers are not to be charged fees f9r recruitment or employment; exceptions are
made only for national statutory medical examination, certificates, personal travel document
and the national seafarers' book;

-Determine conditio~s for recruiting and placing seafarers abroad;

-Specify conditions for keeping seafarers' personal data;

-Determine conditions for suspending or withdrawing the license, certificate or other authol;iza-
tion for the services to operate; and

-Specify conditions under which services may operate -and sanctions for violations.

It also calls for the competent authority to:
-Supervise services closely; -

-Grant or renew license, certificates, etc. of services only after verification;
-Require that management and staff of services be trained and knowledgeable;
-Prohibit services from deterring seafarers from gaining employment;
-Require that employers have means to repatriate seafarers; and
-Ensure that a system of protection is established to compensate seafarer for monetary loss as

a result of failure of services to meet obligations.

6. 

Registration, qualification, documentation of seafarers
and understanding of terms of employment

Article 5 requires that all recruitment and placement services shall maintain a register of seafarers,
available for inspection. These services also shall ensure that:

-Seafarers and qualified and hold documents for the job concerned;

-Contracts of employment and articles of agreement are in accordance with laws, regulations
and collective agreements;

-Seafarers are informed of their rights and duties prior to or in the process of engagement; .and

-Proper arrangements are made for seafarers to examine contracts and articles before they
are signed and that they receive a copy of the contract.

This Article demonstrates that the Convention not only seeks to protect seafarers but also ship-
owners, who have a particular interest in ensuring seafarers are properly qualified and documented.
These provisions complement requirements of the International Convention on Standards, Certification
and Training of Seafarers, 1978, as amended in 1995.

7. 

Investigation of complaints

Article 6 requires that the competent authority shall ensure that adequate machinery and procedure
exists for the investigation, if necessary, of complaints against recruitment and placement services. These
are also to involve, as appropriate, representatives of shipowners and seafarers. Recruitment and
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placement services must also examine and respond to complaints and, where these concern living and
working conditions, to forward them to the competent authority. It is stipulated that the seafarer may
also bring complaints directly to the competent authority.

8. Other provisions of the Convention

The Convention revises the Placing of Seamen Convention, 1920 (No.9) (see Article 7) and will
come into force on 22 April 2000 -twelve months after the date on. which the first two Members had
ratified it (Article 9(2». Thereafter, it shall come into force for any Member twelve months after the date
on which its ratification has been registered.

c.

The Recruitment and Placement of Seafarers
Recommendation, 1996 (No. 186)

In addition to Convention No. 179, the Conference also adopted a supplementary Recommendation
(No. 186). The Recommendation provides useful guidance on the subject of the recruitment and
placement of seafarers which should be taken into account when implementing the Convention. An ILO
Recommendation is not binding on Member States.

The Recommendation calls for the competent authority to:

-Take measures to promote effective cooperation among recruitment and placement services,
whether private or public;

-Account for the needs of the maritime industry when-developing training programmes;

-Make arrangements for cooperation of representative organizations of seafarers and shipowners
in the organization of public recruitment and placement services, where they exist;

-Collect and analyze information on the maritime labour market;

-Ensure staff responsible for the supervision of recruitment and placement services are trained
and knowledgeable;

-Prescribe or approve operational standards and encourage codes of conduct and ethical
practices; and

-Promote supervision of the basis of quality standards.

It also provides guidance to recruitment and placement services regarding maintenance of records
of seafarers, crew lists, means of emergency contact; procedures against exploitation; publication of
costs the seafarer may pay; information to the seafarer on the job concerned; formal procedures for
dealing with issues of incompetence or indiscipline; means of ensuring that certificates are up-to-date
and not fraudulently obtained; for providing families of seafarers with information and advice while
the seafarer is at sea, and not supplying seafarers to employers offering substandard conditions of

employment.

Finally, the Recommendation encourages Member States and relevant organizations to share
information current the maritime labour market and the recmitment and placement of seafarers.

D. 

Summary

It is evident from the above, and from close examination of the contents of the Convention and its
accompanying Recommendation, that these instruments provide minimum internationally acceptable standards
for recruitment and placement services for seafarers that will improve the efficiency of such operations.
They are designed not only to protect the seafarer but also, through ratification and enforcement by the
State, to guarantee shipowners that there is clarity and fairness in the recruitment and placement process.,
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TEXTS OF RELEVANT CONVENTIONS

C179 Recruitment and Placement of Seafarers Convention, 1996

Convention concerning the Recruitment and Placement of Seafarers
(Note: This Convention has not yet come into force: 22:04:2000)
Description: (Convention)
Convention: C179
Place: Geneva
Session of the Conference: 84
Date of adoption: 22: 10: 1996
Subject classification: Seafarers
See the ratifications for this Convention--Display the document in: ~ ~ .The 

General Conference of the International Labour Organization,

Having been convened at Geneva by the Governing Body of the International Labour Office, and having met
in its Eighty-Fourth Session on 8 October 1996, and

Nothing the provisions of the Seamen's Articles of Agreement Convention, 1926, the Freedom of Assoeia-
tion and Protection of the Right to Organise Convention, 1948, the Employment Service Convention and
Recommendation, 1948, the Right toOrganise and Collective Bargaining Convention, 1949, the Seafarers'
Engagement (Foreign Vessels) Recommendation, 1958, the Discrimination (Employment and Occupation)
Convention, 1958, the Employment of Seafarers (Technical Developments) Recommendation, 1970, the
Minimum Age Convention, 1973, the Continuity of Employment (Seafarers) Convention and Recommenda-
tion, 1976, the Merchant Shipping (Minimum Standards) Convention, 1976, the Repatriation of Seafarers
Convention (Revised), 1987, and the Labour Inspection (Seafarers) Convention, 1996, and

Recalling the entry into force of the United Nations Convention on the Law of the Sea, 1982, on
16 November 1994, and

Having decided upon the adoption of certain proposals with regard to the revision of the Placing of Seamen
Convention, 1920, which is the third item on the agenda of the session, and

Having determined the these proposals shall take the form of an international Convention:

adopts, this twenty-second day of October of the year one thousand nine hundred and ninety-six, the
following Convention, which may be cited as the Recruitment and Placement of Seafarers Convention,
1996:

Article 1

1. For the purpose of the Convention:

(a) the term competent authority means the minister, designated official, government department or other
authority having power to issue regulations, orders or other instructions having the force of law in
respect of the recruitment and placement of seafarers;

(b) the term recruitment and placement service means any person, company, institution, agency or other
organization, in the public or the private sector, which is engaged in recruiting seafarers on behalf of
employers or placing seafarers with employers;

(c) the term shipowner means the owner of the ship or any other organization or person, such as the
manager, agent or bareboat charterer, who has assumed the responsibility for operation of the ship
from the shipowner and who on assuming such responsibilities has agreed to take over all the attendant
duties and responsibilities;

(d) the term seafarer means any person who fulfils the conditions to be employed or engaged in any
capacity on board a seagoing ship other than a government ship used for military or non-commercial
purposes.
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2.

To the extent it deems practicable, after consultation with the representative organizations of fishing-
vessel owners and fishermen or those of owners of maritime mobile offshore units and seafarers
serving on such units, as the case may be, the competent authority may apply the provisions of the
Convention to fishermen or to seafarers serving on maritime mobile offshore units.

Article 2

1. Nothing in the provisions of this Convention shall be deemed to:

(a) prevent a Member from maintaining a free public recruitment and placement service for seafarers
in the framework of a policy to meet the needs of seafarers and shipowners, whether it forms part of
or is coordinated with a public employment service for all workers and employers;

(b) impose on a Member the obligation to establish a system for the operation of private recruitment and
placement services.

2. Where private recruitment and placement services have been or are to be established, they shall
be operated within the territory of a Member only in conformity with a system of licensing or
certification or other form of regulation. This system shall be established, maintained, modified or
changed only after consultation with representative organizations of shipowners and seafarers. 1}ndue
proliferation of such private recruitment and placement services shall not be encouraged.

3. Nothing in this Convention shall affect the right of a Member to apply its laws and regulations to ships
flying its flag in relation to the recruitment and placement of seafarers.

Article 3

Nothing in this Convention shall in any manner prejudice the ability of a seafarer to exercise basic human
rights, including trade union rights.

Article 4

1. A Member shall, by means of national laws or applicable regulations:

(a) ensure that no fees or other charges for recruitment or for providing employment to seafarers are
borne directly or indirectly, in whole or in part, by the seafarer; for this purpose, costs of the national
statutory medical examination, certificates, a personal travel document and the national seafarer's
book shall not be deemed to be "fees or other charges for recruitment";

(b) determine whether and under which conditions recruitment and placement services may place or
recruit seafarers abroad;

(c) specify, with due regard to the right to privacy and the need to protect confidentiality, the conditions
under which seafarers' personal data may be processed by recruitment and placement services
including the collection, storage, combination and communication of such data to third parties;

(d) determine the conditions under which the licence, certificate or similar authorization of a recruitment
and placement service may be suspended or withdrawn in case of violation of relevant laws and
regulations; and

(e) specify, where a regulatory system other than a system of licensing or certification exists, the condi-
tions under which recruitment and placement services can operate, as well as sanctions applicable
in case of violation of these conditions.

2. A Member shall ensure that the competent authority:

(a) closely supervise all recruitment and placement services;

(b) grant or renew the licence, certificate, or similar authorization only after having verified that
the recruitment and placement service concerned meets the requirements of national laws and

regulations;
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(c) require that the management and staff or recruitment and placement services for seafarers should be
adequately trained persons having relevant knowledge of the maritime industry;

(d) prohibit recruitment and placement services from using means, mechanisms or lists intended to
prevent or deter seafarers from gaining employment;

(e) require that recruitment and placement services adopt measures to ensure, as far as practicable, that
the employer has the means to protect seafarers from being stranded in a foreign port; and

(f) ensure that a system or protection, by way of insurance or an equivalent appropriate measure, is
established to compensate seafarers for monetary loss that they may incur as a result of the failure of a
recruitment and placement service to meet its obligations to them.

Article 5

1. All recruitment an~ placement services shall maintain a register of 3;11 seafarers recruited or
placed through them, to be available for inspection by the competent authority.2. 

All recruitment and placement services shall ensure that:

(a) any seafarer recruited or placed by them is qualified and holds the documen~s necessary for the,job

concerned;
(b) contracts of employment and articles of agreement are in accordance with applicable laws, regulations

and collective agreements;

(c) seafarers are informed of their rights and duties under their contracts of employment and the articles
of agreement prior to or in the process of engagement; and .

(d) proper arrangements are made for seafarers to examine their contracts of employment and the articles
of agreement before and after they are signed and for them to receive a copy of the contract of

employment.
3. Nothing in paragraph 2 above shall be understood as diminishing the obligations and responsibilities of

the shipowner or the master.

Article 6

1. The competent authority shall ensure that adequate machinery and procedures exist for the investi-
gation, if necessary, of complaints concerning the activities of recruitment and placement
services, involving, as appropriate, representatives of shipowners and seafarers.

2. All recruitment and placement services shall examine and respond to any complaint concerning their
activities and shall advise the competent authority of any unresolved complaint.

3. Where complaints concerning working or living conditions on board ships are brought to the attention
of the recruitment and placement services, they shall forward such complaints to the appropriate

authority.
4. Nothing in this Convention shall prevent the seafarer from bringing any complaint directly to the

appropriate authority.

Article 7

This Convention revises the Placing of Seamen Convention, 1920.

Article 8

The 

formal ratifications of this Convention shall be communicated to the Director-General of the Interna-
tional Labour Office for registration.
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Article 9

1.2.3.4.

This Convention shall be binding only upon those Members of the International Labour Organization
whose ratifications have been registered with the Director-General.

It shall come into force twelve months after the date on which the ratifications of two Members
have been registered with the Director-General.

Thereafter, this Convention shall come into force for any Member twelve months after the date on
which its ratification has been registered.

The ratification by a Member of this Convention shall, as from the date it has come into force,
constitute an act of immediate denunciation of the Placing of Seamen Convention, 1920.

Article 10

1.2.

A Member which has ratified this Convention may denounce it after the. expiration of ten years from
the date on which the Convention first comes into force, by an. act communicated to the Director-
General of the International Labour Office for registration. Such denunciation shall not take effect
until one year after the date on which it is registered.

Each Member which has ratified this Convention and which does not, within the year following the
expiration of the period of ten years mentioned in the preceding paragraph, exercise the right of
denunciation provided for in this Article, will be bound for another period of ten years and, there-after,
may denounce this Convention at the expiration of each period of ten years under the terms provided
for in this Article.

Article 11

2.The 

Director-General of the International Labour Office shall notify all Members of the International
Labour Organization of the registration of all ratifications and denunciations communicated by theMembers 

of the Organization.

When notifying the Members of the Organization of the registration of the second ratification, theDirector-General 
shall draw the attention of the Members of the Organization to the date upon whichthe 

Convention shall come into force.

Article 12

The 

Director-General of the International Labour Office shall communicate to the Secretary-General
of the United Nations, for registration in accordance with Article 102 of the Charter of the United Nations,
full particulars of all ratifications and acts of denunciation registered by the Director-General inaccordance 

with the provisions of the preceding Articles.

Article 13

At such times as it may consider necessary, the Governing Body of the International Labour Office shall
present to the General Conference a report on the working of this Convention and shall examine the
desirability of placing on the agenda of the Conference the question of its revision in whole or in part.

Article 14

1. Should the Conference adopt a new Convention revising this Convention in whole or in part, then,
unless the new Convention otherwise provides:

(a) the ratification by a Member of the new revising Convention shall ipso jure involve the immediate
denunciation of this Convention, notwithstanding the provisions of Article 10 above, if and when the new
revising Convention shall have come into force;

(b) as from the date when the new revising Convention comes into force, this Convention shall cease to be
open to ratification by the Members.
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2. This Convention shall in any case remain in force in its actual form and content for those Members
which have ratified it but have not ratified the revising Convention.

Article 15

The English and French versions of the text of this Convention are equally authoritative.

Cross references
Conventions: (C9) Placin2 of Seamen Convention, 1920
Conventions: (C22) Seamen's Articles of A2reement Convention, 1926
Conventions: (C87) Freedom of Association and Protection of the Ri£ht to Organise Convention, 1948
Conventions: (C88) Employment Service Convention, 1948
Conventions: C98 Ri ht to Or anise and Collective Bar ainin ConveRtion, 1949
Conventions: cm Discrimination m 10 ment and Occu ation Convention, 1958
Conventions: (CI38) Minimum A£e Convention, 1973
Conventions: (CI45) Continuity of Employment (Seafarers) Convention, 1976
Conventions: (CI47) Merchant ShiPPin2 (Minimum Standards) Convention, 1976
Conventions: (CI66) Repatriation of Seafarers Convention (Revised), 1987
Conventions: (CI78) Labour Inspection (Seafarers) Convention. 1996
Recommendations: (R83) Employment Service Convention and Recommendation. 1948
Recommendations: (RIm) Seafarers' En£a£ement (Forei£n Vessels) Recommendation, 1958
Recommendations: (R139) Employment of Seafarers (Technical Developments) Recommendation, 1970
Recommendations: (R154) Continuity of Employment (Seafarers) Recommendation. 1976
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R186 Recruitment and Placement of Seafarers Recommendation, 1996

Recommendation concerning the Recruitment and Placement of SeafarersRecommendation: 
R186Place: 

Geneva
Session of the Conference: 84Date 

of adoption: 22:10:1996

The General Conference of the International Labour Organization,

Having been convened at Geneva by the Governing Body of the International Labour Office, and having met
r

in its Eighty-fourth Session on 8 October 1996, and ."

Having decided upon the adoption of certain proposals with regard to the revision of the Placing of Seamen
Convention, 1920, which is the third item on the agenda of the session, and .

Having determined that these proposals shall take the form of a Recommendation supplementing the
Recruitment and Placement of Seafarers Convention, 1996,

.,adopts, 
this twenty-second day of October of the year one thousand nine hundred and ninety-six,the 

following Recommendation, which may be cited as the Recruitment and Placement of SeafarersRecommendation, 
1996:

1. The competent authority should:

(a) take the necessary measures to promote effective coopera~ion among recruitment and placement
services, whether public or private;

(b) take account of the needs of the maritime industry at both the national and international levels, when
developing training programmes for seafarers, with the participation of shipowners, seafarers and the
relevant training institutions;

(c) make suitable arrangements for the cooperation of representative organizations of shipowners and
seafarers in the organization and operation of the public recruitment and placement services where
they exist;

(d) maintain an arrangement for the collection and analysis of all relevant information on the maritime
labour market, including:

(i) the current and prospective supply of seafarers classified by age, sex, rank and qualifications and the
industry's requirements, the collection of data on age and sex being admissible only for statistical
purposes or if used in the framework of a programme to prevent discrimination based on age and sex;

(ii) the availability of employment on national and foreign ships;

(iii) continuity of employment;

(iv) the placement of apprentices, cadets and other trainees; and

(v) vocational guidance to prospective seafarers;

(e) ensure that the staff responsible for the supervision of recruitment and placement services be
adequately trained and have relevant knowledge of the maritime industry;

(t) prescribe or approve operational standards and encourage the adoption of codes of conduct and ethical
practices for these services; and

(g) promote continued supervision on the basis of a system of quality standards.
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2. The operational standards referred to in Paragraph 1(t) should include provisions dealing with:

(a) the qualifications and training required of the management and staff of recruitment and placement
services, which should include knowledge of the maritime sector, particularly of relevant maritime
international instruments on training, certification and labour standards;

(b) the keeping of a register of seafarers seeking employment at sea; and

(c) matters pertaining to medical examinations, vaccinations, seafarers' documents and such other items
as may be required for the seafarer to gain employment.

3. In particular, the operational standards referred to in Paragraph 1(t) should provide that each
recruitment and placement service:

(a) maintain, with due regard to the right to privacy and. the Reed to protect confidentiality, full and
complete records of the seafarers covered by its recruitment and placement system, which should
include but not be limited to:

(i) the seafarers' qualifications;
(ii) record of employment;
(iii) personal data relevant to employment;
(iv) medical data relevant to employment;

(b) maintain up-to-date crew lists of the vessels for which it provides crew and ensure that there is a
means by which it can be contacted in an emergency at all hours;

(c) have formal procedures to ensure that seafarers are not subject to exploitation by the agency or its
personnel with regard to the offer of engagement on particular ships or by particular companies;

(d) have formal procedures to prevent the opportunities for exploitation of seafarers arising from the issue
of joining advances or any other financial transaction between the employer and the seafarer which are
handled by it;

(e) clearly publicize costs which the seafarer will bear by way of medical or documentary clearance;

(t) ensure that seafarers are advised of any particular conditions applicable to the job for which they are
to be engaged and of particular employers' policies relating to their employment;

(g) have formal procedures which are in accordance with the principles of natural justice for dealing
with cases of incompetence or indiscipline consistent with national laws and practice and, where
applicable, with collective agreements;

(h) have formal procedures to ensure, as far as practicable, that certificates of competency and medical
certificates of seafarers submitted for employment are up-to-date and have not been fraudulently
obtained and that employment references are verified;

(i) have formal procedures to ensure that requests for information or advice by families of seafarers while
they are at sea are dealt with promptly and sympathetically and at no cost; and

(j) as a matter of policy, supply seafarers only to employers who offer terms and conditions of employ-
ment to seafarers which comply with applicable laws or regulations or collective agreements.

4. International cooperation should be encouraged between Members and relevant organizations and
may include:

(a) the systematic exchange of information on the maritime industry and labour market on a bilateral,
regional and multilateral basis;

(b) the exchange of information on maritime labour legislation;

(c) the harmonization of policies, working methods and legislation governing recruitment and placement
of seafarers;
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(d) the improvement of procedures and conditions for the international recruitment and placement of
seafarers; and

(e) workforce planning, taking account of the supply of and demand for seafarers and the requirements of
the maritime industry.

Cross referencesConventions: 

(C179) Recruitment and Placement of Seafarers Convention, 1996Conventions: 
(C9) Placin.2 of Seamen Convention, 1920
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C147 Merchant Shipping ~inimum Standards) Convention, 1976

Convention concerning Minimum Standards in Merchant Ships
(Note: Date of corning into force: 28:11:1981)
Description: (Convention)
Convention: C147
Place: Geneva,
Session of the Conference: 62
Date of adoption: 29: 10: 1976
Subject classification: Seafarers
See the ratifications for this Convention--

Display the document in: French ~ .-.
The General Conference of the International Labour Organization,

Having been convened at Geneva by the Governing Body of the International Labour Office and having met
in its Sixty-second Session on 13 October 1976, and

Recalling the provisions of the Seafarers' Engagement (Foreign Vessels) Recommendation, 1958, and of
the Social Conditions and Safety (Seafarers) Recommendation, 1958, and

Having decided upon the adoption of certain proposals with regard to substandard vessels, particularly
those registered under flags of convenience, which is the fifth item on the agenda of the session, and

Having determined that these proposals shall take the form of an international Convention,

adopts the twenty-ninth day of October of the year one thousand nine hundred and seventy-six, the following
Convention, which may be cited as the Merchant Shipping (Minimum Standards) Convention, 1976:

Article 1

1. Except as otherwise provided in this Article, this Convention applies to every sea-going ship, whether
publicly or privately owned, which is engaged in the transport of cargo or passengers for the purpose
of trade or is employed for any other commercial purpose.2. 

National laws or regulations shall determine when ships are to be regarded as sea-going ships for the
purpose of this Convention.

3. This Convention applies to sea-going tugs.4. 

This Convention does not apply to:

(a) ships primarily propelled by sail, whether or not they are fitted with auxiliary engines;

(b) ships engaged in fishing orin whaling or in similar pursuits;

(c) small vessels and vessels such as oil rigs and drilling platforms when not engaged in navigation, the
decision as to which vessels are covered by this subparagraph to be taken by the competent authority in
each country in consultation with the most representative organizations of shipowners and seafarers.

5. Nothing in this Convention shall be deemed to extend the scope of the Conventions referred to in the
Appendix to this Convention or of the provisions contained therein.

Article 2

Each Member which ratifies this Convention undertakes:

(a) to have laws or regulations laying down, for ships registered in its territory:

(i) safety standards, including standards of competency, hours of work and manning, so as to ensure the
safety of life on board ship;

(ii) appropriate social security measures; and
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(iii) shipboard conditions of employment and shipboard living arrangements, in so far as these, in the
opinion of the Member, are not covered by collective agreements or laid down by competent courts in
a manner equally binding on the shipowners and seafarers concerned; and to satisfy itself that the
provisions of such laws and regulations are substantially equivalent to the Conventions or Articles of
Conventions referred to in the Appendix to this Convention, in so far as the Member is not otherwise
bound to give effect to the Conventions in question;

(b) to exercise effective jurisdiction or control over ships which are registered in its territory in
respect of:

(i) safety standards, including standards of competency, hours of work and manning, prescribed by
national laws or regulations;

(ii) social security measures prescribed by national laws 01\ reguiations;

(iii) shipboard conditions of employment and shipboard living arrangements prescribed by national laws or
regulations, or laid down by competent courts in a manner equally binding on the shipowners and
seafarers concerned;

(c) to satisfy itself that measures for the effective control of other shipboard conditions or employment and
living arrangements, where it has no effective jurisdiction, are agreed between shipowners or, their
organizations and seafarers' organizations constituted in accordance with the substantive provisions of
the Freedom of Association and Protection of the Right to Organise Convention, 1948, and the Right
Organise and Collective Bargaining Convention, 1949;

(d) to ensure that:

(i) adequate procedures -subject to over-all supervision by the competent authority, after tripartite
consultation amongst that authority and the representative organizations of shipowners and seafarers
where appropriate -exist for the engagement of seafarers on ships registered in its territory and for
the investigation of complaints arising in that connection;

(ii) adequate procedures -subject to over-all supervision by the competent authority, after tripartite
consultation amongst that authority and the representative organizations of shipowners and seafarers
where appropriate -exist for the investigation of any complaint made in connection with and, if
possible, at the time of the engagement in its territory of seafarers of its own nationality on ships
registered in a foreign country, and that such complaint as well as any complaint made in connection
with and, if possible, at the time of the engagement in its territory of foreign seafarers on ships
registered in a foreign country, is promptly reported by its competent authority to the competent
authority of the country in which the ship is registered, with a copy to the Director-General of the
International Labour Office;

(e) to ensure that seafarers employed on ships registered in its territory are properly qualified or trained
for the duties for which they are engaged, due regard being had to the Vocational Training (Seafarers)
Recommendation, 1970;

(t) to verify by inspection or other appropriate means that ships registered in its territory comply with
applicable international labour Convention in force which it has ratified, with the laws and regulations
required by subparagraph (a) of this Article and, as may be appropriate under national law, with
applicable collective agreements;

(g) to hold an official inquiry into any serious marine casualty involving ships registered in its territory,
particularly those involving injury and/or loss of life, the [mal report of such inquiry normally to be
made public.

Article 3

Any Member which has ratified this Convention shall, in so far as practicable, advise its nationals on thepossible 
problems of signing on a ship registered in a State which has not ratified the Convention, until it is

satisfied that standards equivalent to those fixed by this Convention are being applied. Measures taken by
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the ratifying State to this effect shall not be in contradiction with the principle of free movement of
workers stipulated by the treaties to which the two States concerned may be parties.

Article 4

1. If a Member which has ratified this Convention and in whose port a ship calls in the normal course of
its business or for operational reasons receives a complaint or obtains evidence that the ship does not
conform to the standards of this Convention, after it has come into force, it may prepare a report
addressed to the government of the country in which the ship is registered, with a copy to the Director-
General of the International Labour Office, and may take measures necessary to rectify any conditions
on board which are clearly hazardous to safety or health.2. 

In taking such measures, the Member shall forthwith noofy the nearest maritime, consular or
diplomatic representative of the flag State and shall, if possible, have such representative present. It
shall not unreasonably detain or delay the ship.

3. For the purpose of this Article, complaint means information submitted by a member of the crew, a
professional body, an association, a trade union or, generally, any person with an interest in the safety
of the ship, including an interest in safety or health hazards to its crew.

Article 5

1. This Convention is open to the ratification of Members which:

(a) are parties to the International Convention for the Safety of Life at Sea, 1960, or the International
Convention for the Safety of Life at Sea, 1974, or any Convention subsequently revising these Conven-
tions; and

(b) are parties to the International Convention on Load Lines, 1966, or any Convention subsequently
revising that Convention; and

(c) are parties to, or have implemented the provisions of, the Regulations for Preventing Collisions at Sea
of 1960, or the Convention on the International Regulations for Preventing Collisions at Sea, 1972, or
any Convention subsequently revising these international instruments.2. 

This Convention is further open to the ratification of any Member which, on ratification, undertakes to
fulfil the requirements to which ratification is made subject by paragraph 1 of this Article and which
are not yet satisfied.

3. The formal ratifications of this Convention shall be communicated to the Director-General of the
International Labour Office for registration.

Article 6

1.

2.3.This 

Convention shall be binding only upon those Members of the International Labour Organization
whose ratifications have been registered with the Director-General.

It shall come into force twelve months after the date on which there have been registered ratifications
by at least ten Members with a total share in world shipping gross tonnage of 25 per cent.

Thereafter, this Convention shall come into force for any Member twelve months after the date on

which its ratification has been registered.

Article 7

1,

2.

A Member which has ratified this Convention may denounce it after the expiration of ten years
from the date on which the Convention first comes into force, by an Act communicated to the
Director-General of the International Labour Office for registration. Such denunciation should
not take effect until one year after the date on which it is registered.

Each Member which has ratified this Convention and which does not, within the year following the
expiration of the period of ten years mentioned in the preceding paragraph, exercise the right of
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denunciation provided for in this Article, will be bound for another period of ten years and, thereafter,
may denounce this Convention at the expiration of each period of ten years under the terms provided
for in this Article.

Article 8

1.2.

The Director-General of the International Labour Office shall notify all Members of the International
Labour Organization of the registration of all ratifications and denunciations communicated to him by
the Members of the Organization.

When notifying the Members of the Organization of the registration of the second ratification
communicated to him, the Director-General shall draw the attention of the Members of the Organization
to the date upon which the Convention will come into force. -

Article 9

The Director-General of the International Labour Office shall communicate to the Secretary-
General of the United Nations for registration in accordance with Article 102 of the Charter of the United
Nations full particulars of all ratifications and acts of denunciation registered by him in accordance with
the provisions of the preceding Articles.

Article 10

At such times as may consider necessary the Governing Body of the International Labour Office shall
present to the General Conference a report on the working of this Convention and shall examine the
desirability of placing on the agenda of the Conference the question of its revision in whole or in part.

Article 11

1. Should the Conference adopt a new Convention revising this Convention in whole or in part, then,
unless the new Convention otherwise provides:

(a) the ratification by a Member of the new revising Convention shall ipso jure involve the immediate
denunciation of this Convention, notwithstanding the provisions of Article 7 above, if and when the new
revising Convention shall have come into force;

(b) as from the date when the new revising Convention comes into force this Convention shall cease to be
open to ratification by the Members.2. 

The Convention shall in any case remain in force in its actual form and content for those Members
which have ratified it but have not ratified the revising Convention.

Article 12

The English and French versions of the text of this Convention are equally authoritative.
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Annex

Appendix

Minimum Age Convention, 1973 (No. 138), or
Minimum Age (Sea) Convention (Revised), 1936 (No. 58), or
Minimum Age (Sea) Convention, 1920 (No.7);
Shipowners' Liability (Sick and Injured Seamen) Convention, 1936 (No. 55), or
Sickness Insurance (Sea) Convention, 1936 (No. 56), or
Medical Care and Sickness Benefits Convention, 1969 (No. 130);
Medical Examination (Seafarers) Convention, 1946 (No. 73);
Prevention of Accidents (Seafarers) Convention, 1970 (No. 134) ~Articles 4 and 7);
Accommodation of Crews Convention (Revised), 1949 (No. '92);
Food and Catering (Ships' Crews) Convention, 1946 (No. 68) (Article 5);

Officers' Competency Certificates Convention, 1936 (No. 53) (Articles 3 and 4); (Note: In cases where
the established licensing system or certification structure of a State would be prejudiced by problems
arising from strict adherence to the relevant standards of the Officers' Competency Certificates Conven-
tion, 1936, the principle of substantial equivalence shall be applied so that there' will be no conflict with
that State's established arrangements for certification.)

Seamen's 

Articles of Agreement Convention, 1926 (No. 22);
Repatriation of Seamen Convention, 1926 (No. 23);
Freedom of Association and Protection of the Right to Organise Convention, .1948 (No. 87);
Right to Organise and Collective Bargaining Convention, 1949 (No. 98).

Cross references
Recommendations: R107: Seafarers' Engagement (Foreign Vessels) Recommendation, 1958
Recommendations: R108: Social Conditions and Safety (Seafarers) Recommendation, 1958
Conventions: C87: Freedom of Association and Protection of the Right to Organise Convention, 1948
Conventions: C98: Right to Organize and Collective Bargaining Convention, 1949
Recommendations: R137: Vocational Training (Seafarers) Recommendation, 1970
Conventions: C138: Minimum Age Convention, 1973
Conventions: C58: Minimum A e Sea Convention evised, 1936
Conventions: C7: Minimum A e Sea Convention, 1920
Conventions: C55: Shipowners' Liability (Sick and Injured Seamen) Convention, 1936
Conventions: C56: Sickness Insurance (Sea) Convention, 1936
Conventions: C!30: Medical Care and Sickness Benefits Convention, 1969
Conventions: C73: Medical Examination (Seafarers) Convention, 1946
Conventions: Cl34: Prevention of Acci~nts (Seafarers) Convention, 1970
Conventions: C92: Accommodation of Crews Convention (Revised), 1949
Conventions: C68: Food and Catering (Ships' Crews) Convention, 1946
Conventions: C53: Officers' Competency Certificates Convention, 1936
Conventions: C22: Seamen's Articles of Agreement Convention, 1926
Conventions: C23: Repatriation of Seamen Convention, 1926
Supplem~nted: P147: Complemented by the Protocol of 1996 to the Merchant Shipping (Minimum Standards) Convention, 1976
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Date

Convention Country

Status

Israel 06:12:1996 Ratified
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16:09:1982

Ratified

Brazil
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Ratification
Date

Convention Country Status

Canada 25:04:1993 Ratified

Ireland 16: 12: 1992

Ratified

Lebanon 06:12:1993 Ratified

Tajikistan 26:11:1993

Ratified

Barbados.
Ukraine

16:05:1994 R~tified-
17:03:1994

Ratified

Cyprus 19:09:1995 Ratified

Poland

02:06:1995

Ratified

19:07: 1996' RatifiedCroatia

India 26:09:1996 Ratified

Latvia 12: 11: 1998

Ratified

Trinidad
and Tobago

Iceland

03:06:1999 Ratified

11:06:1999 Ratified

Slovenia

21:06:1999

Ratified
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R155 

Merchant Shipping (Improvement of Standards)
Recommendation, 1976

Recommendation concerning the Improvement of Standards in Merchant Ships
Recommendation: R155
Place: Geneva
Session of the Conference: 62
Date of adoption: 29: 10: 1976

The General Conference of the International Labour Organization,

Having been convened at Geneva by the Governing Body of the International Labour Office and having met
in its Sixty-second Session on 13 October 1976, and .-

Having decided upon the adoption of certain proposals with regard to substandard vessels, particularlythose 
registered under flags of convenience, which is the fifth item on the agenda of the session, and

Having determined that these proposals shall take the form of a Recommendation supplementing the
Merchant Shipping (Minimum Standards) Convention, 1976,

adopts this twenty-ninth day of October of the year one i:housand nine hundred seventy-six, the following
Recommendation, which may be cited as the Merchant Shipping (Improvement of Standards) Recommen-
dation, 1976:

(1) Except as otherwise provided in this Paragraph, this Recommendation applies to every sea-going ship,
whether publicly or privately owned, which is engaged in the transport of cargo or passengers for the
purpose of trade or is employed for any other commercial purpose.

(2) National laws or regulations should determine when ships are to be regarded as sea-going ships for the
purpose of this Recommendation.

(3) This Recommendation applies to sea-going tugs.

(4) This Recommendation does not apply to:

(a) ships primarily propelled by sail, whether or not they are fitted with auxiliary engines;

(b) ships engaged in fishing or in whaling or in similar pursuits;

(c) small vessels and vessels such as oil-rigs and drilling platforms when not engaged in navigation, the
decision as to which vessels are covered by this clause to be taken by the competent authority in each
country in consultation with the most representative organizations of shipowners and seafarers.

(5) Nothing in this Recommendation should be deemed to extend the scope of the instruments referred
to in the Appendix to the Merchant Shipping (Minimum Standards) Convention, 1976, or in the
Appendix to this Recommendation.

Members should:

(a) ensure that the provisions of the laws and regulations provided for in Article 2, subparagraph (a), of
the Merchant Shipping (Minimum Standards) Convention, 1976, and

(b) satisfy themselves that such provisions of collective agreements as deal with shipboard conditions of
employment and shipboard living arrangements, are at least equivalent to the Conventions or Articles
of Conventions referred to in the Appendix to the Merchant Shipping (Minimum Standards) Conven-
tion, 1976.

In addition, steps should be taken, by stages if necessary, with a view to such laws or regulations, or as
appropriate collective agreements, containing provisions at least equivalent to the provisions of the
instruments referred to in the Appendix to this Recommendation.
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(1) Pending steps for such revision of the Merchant Shipping (Minimum Standards) Convention, 1976, as
may become necessary in the light of changes in the circumstances and needs of merchant shipping,
cognizance should be taken in the application of that Convention, after consultation with the most
representative organizations of shipowners and seafarers, of any revision of individual Conventions
referred to in the Appendix thereto that has come into force.Cognizance 

should be taken in the application of this Recommendation, after consultation with the mostrepresentative 
org~zations of shipowners and seafarers, of any revision of individual Conventions re-ferred 

to in the Appendix thereto that has come into. force and of any revision of other instruments therein
referred to that has been adopted.

Annex

Appendix

Officers' Competency Certificates Convention, 1936 (No. 53);
Food and Catering (Ships' Crews) Convention, 1946 (No. 68);
Accommodation of Crews (Supplementary Provisions) Convention, 1970 (No. 133);
Prevention of Accidents (Seafarers) Convention, 1970 (No. 134);Workers' 

Representatives Convention, 1971 (No. 135);
Paid Vacations (Seafarers) Convention (Revised), 1949 (No. 91); or Seafarers' Annual Leave COJlvention,
1976 (No. 146);
Social Security (Seafarers) Convention, 1946 (No. 70);
Vocational Training (Seafarers) Recommendation, 1970 (No. 137);
IMCO/ILO Document for Guidance, 1975.

Cross references
Conventions: C147: Merchant Shipping (Minimum Standards) Convention, 1976
Conventions: C70~ Social Security (Seafarers) Convention, 1946
Conventions: C53: Officers' Competency Certificates, 1936
Conventions: C133: Accommodation of Crews Su lementa Provisions Convention, 1970
Conventions: C134: Prevention of Accidents (Seafarers) Convention, 1970
Conventions: C135: Workers' Representatives Convention, 1971
Conventions: C146: Seafarers' Annual Leave with Pay Convention, 1976
Conventions: C91: Paid Vacation (Seafarers) (Revised) Convention, 1949
Recommendations: R137: Vocational Training (Seafarers) Recommendation, 1970
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R147 Protocol to the Merchant Shipping (Minimum Standards)

Convention, 1976

Protocol of 1996 to the Merchant Shipping (Minimum Standards) Convention, 1976
(Note: This Protocol has not yet come into force)
Description: (protocol)
Convention: PI47
Place: Geneva
Session of the Conference: 84
Date of adoption: 22: 10: 1996
Subject classification: Seafarers
See the ratifications for this Convention .-
Display the document in: ~ ~

The General Conference of the International Labour Organization,

Having been convened at Geneva by the Governing Body of the International Labour Office and having met
in its Eighty-fourth Session on 8 October 1996, and

Nothing the provisions of Article 2 of the Merchant Shipping (Minimum Staridards) Convention,' 1976
(referred to below as "the principal Convention"), which states in part that:

"Each Member which ratifies this Convention undertakes:

(a) to have laws or regulations laying down, for ships registered in its territory:

(i) safety standards, including standards of competency, hours of work and manning, so as to ensure the
safety of life on board ship;

(ii) appropriate social security measures; and

(iii) shipboard conditions of employment and shipboard living arrangements, in so far as these, ,in the
opinion of the Member, are not covered by collective agreements or laid down by competent courts in
a manner equally binding on the shipowners and seafarers concerned;

and to satisfy itself that the provisions of such laws and regulations are substantially equivalent to the
Conventions or Articles of Conventions referred to in the Appendix to this Convention, in so far as the
Member is not otherwise bound to give effect to the Conventions in question"; and

Noting also the provisions of Article 4, paragraph 1, of the principal Convention, which states that:

"If a Member which has ratified this Convention and in whose port a ship ca.lls in the normal course of its
business or for operational reasons receives a complaint or obtains evidence that the ship does not conform
to the standards of this Convention, after it has come into force, it may prepare a report addressed to the
government of the country in which the ship is registered, with a copy to the Director-General of the
International Labour Office, and may take measures necessary to rectify any conditions on board which
are clearly hazardous to safety or health"; and

Recalling the Discrimination (Employment and Occupation) Convention, 1958, Article 1, paragraph 1, of
which states that:

"For the purpose of this Convention the term discrimination includes:

(a) any distinction, exclusion or preference made on the basis of race, colour, sex, religion, political
opinion, national extraction or social origin, which has the effect of nullifying or impairing equality of
opportunity or treatment in employment or occupation;

(b) such other distinction, exclusion or preference which has the effect of nullifying or impairing equality
of opportunity or treatment in employment or occupation as may be determined by the Member
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concerned after consultation with representative employers' and workers' organizations, where such
exist, and with other appropriate bodies"; and

recalling the entry into force of the United Nations Convention on the Law of the Sea, 1982, on
16 November 1994, and

recalling the International Convention on Standards of Training, Certification and Watchkeeping for
Seafarers, 1978, as amended in 1995, of the International Maritime Organization,

having decided on the adoption of certain proposals with regard to the partial revision of the principal
Convention, which is the fourth item on the agenda of the session, and

having determined that these proposals should take the form ?f a Plotocol to the principal Convention;

adopts, this twenty-second day of October one thousand nine hundred and ninety-six, the following
Protocol, which may be cited as the Protocol of 1996 to the Merchant Shipping (Minimum Standards)
Convention, 1976:

Article 1

2.

Each Member which ratifies this Protocol shall extend the list of Conventions appearing in the
Appendix to the principal Convention to include the Conventions in Part A of the Supplementary
Appendix and such Conventions listed in Part B of that Appendix as it accepts, if any, in accordance
with Article 3 below.

Extension to the Convention listed in Part A of the Supplementary Appendix that is riot yet in force
shall take effect only when that Convention comes into force.

Article 2

A Member may ratify this Protocol at the same time as or at any time after it ratifies the principal
Convention, by communicating its formal ratification of the Protocol to the Director-General of the
International Labour Office for registration.

Article 3

2.

Each Member which ratifies this Protocol shall, where applicable, in a declaration accompanying
the instrument of ratification, specify which Convention or Conventions listed in Part B of the
Supplementary Appendix it ~ccepts.

A Member which has not accepted all of the Conventions listed in Part B of the Supplementary
Appendix may, by subsequent declaration communicated to the Director-General of the International
Labour Office, specify which other Convention or Conventions it accepts.

Article 4

1. For the purposes of Article 1, paragraph 1, and Article 3 of this Protocol, the competent authority
shall hold prior consultations with the representative organizations of shipowners and seafarers.

2. The competent authority shall, as soon as practicable, make available to the representative organiza-
tions of shipowners and seafarers information as to ratifications, declarations. and denunciations
notified by the Director-General of the International Labour Office in conformity with Article 8,
paragraph 1, below.

Article 5

For the purpose of this Protocol, the Repatriation of Seafarers Convention (Revised), 1987, shall, in the
case of a Member which accepts that Convention, be regarded as a replacement of the Repatriation of
Seamen Convention, 1926.
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Article 6

1.

2.

3.

This Protocol shall be binding only upon those Members of the International Labour Organization
whose ratifications have been registered with the Director-General of the International Labour Office.

This Protocol shall come into force 12 months after the date on which the ratifications of five
Members, three of which each have at least one million gross tonnage of shipping, have been

registered.Thereafter, 

this Protocol shall come into force for any Member 12 months after the date on which its
ratification has been registered.

Article 7 -.
A Member which has ratified this Protocol may denounce it whenever the principal Convention is open to
denunciation in accordance with its Article 7, by an act communicated to. the Director-General of the
International Labour Office for registration. Denunciation of this Protocol shall not take effect until one
year after the date on which it is registered.

Article 8

1.2.The 

Director-General of the International Labour Office shall notify all Members of the International
Labour Organization of the registration of all ratifications, declarations and acts of denunciationcommunicated 

by the Members of the Organization.

When the conditions provided for in Article 6, paragraph 2, above have been fulfilled, the Director-General 
shall draw the attention of the Members of the Organization to the date upon which theProtocol shall come into force. -

Article 9

The 

Director-General of the International Labour Office shall communicate to the Secretary-
General of the United Nations, for registration in accordance with article 102 of the Charter of the United
Nations, full particulars of all ratifications and acts of denunciation registered by the Director-General in
accordance with the provisions of the preceding Articles.

Article 10

At such times as it may consider necessary, the Governing Body of the International Labour Office shall
present to the General Conference a report on the working of this Protocol and shall examine the
desirability of placing on the agenda of the Conference the question of its revision in whole or in part.

Article 11

For the purposes of revising this Protocol and closing it to ratification, the provisions of Article 11 of theprincipal 
Convention shall apply mutatis mutandis.

Article 12

The English and French versions of the text of this Protocol are equally authoritative.

ANNEX Supplementary Appendix

Part 

A

Accommodation of Crews (Supplementary Provisions) Convention, 1970 (No. 133), and
Seafarers' Hours of Work and the Manning of Ships Convention, 1996 (No. 180)

Part B

Seafarers' Identity Documents Convention, 1958 (No. 108)
Workers' Representatives Convention, 1971 (No. 135)
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Health Protection and Medical Care (Seafarers) Convention, 1987 (No. 164)
Repatriation of Seafarers Convention (Revised), 1987 (No. 166)

Cross references
Conventions: (C108) Seafarers' Identity Documents Convention, 1958
Conventions: (Cill) Discrimination (Employment and Occupation) Convention, 1958
Conventions: (C133) Accommodation of Crews (Supplementary Provisions) Convention, 1970
Conventions: C135) Workers' Representatives Convention, 1971
Supplemented: C147) Merchant Shipping (Minimum Standards) Convention, 1976
Conventions: (Cl64) Health Protection and Medical Care (Seafarers) Convention, 1987
Conventions: (Cl66) Repatriation of Seafarers Convention (Revised), 1987
Conventions: C180) Seafarers' Hours of Work and the Mannin~ of Ships Convention, 1996

.-
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THE POTENTIAL FOR THE ASSOCIATION OF MARITIME
EDUCATION AND TRAINING INSTITUTIONS

IN ASIA PACIFIC (AMETIAP)

by

Barrie Lewarn, Director
Faculty of Maritime Transport and Engineering

Australian Maritime College-

A. 

Introduction

By way of introduction, early cooperation in the Asia Pacific region and the fomlation of AMETIAP
in 1996 is described. A brief review of AMETIAP's achievements then occurs.

Following from this look into the recent past the challenges facing MaritiD:1e Education and T~aining
(MET) now and into the future are introduced and each of these challenges, i.e., flexible delivery, quality
and networking are considered in turn.

Finally, against the backdrop of the challenges facing MET now and in the future the potential for
AMETIAP is introduced by way of the Draft AMETIAP Charter 2000-2010.

B. 

Early cooperation in the Asia .Pacific region

In 1989 a seminar, initiated by AMC and jointly sponsored by IMO and the World Maritime
University (WMU) was held in Launceston at the AMC. This seminar was for the heads of METinstitutions 

in the Asian and South Pacific Region and amongst the major aims of the seminar was the

following objective:

.Identify training needs and explore ways in which these needs can be met through increased
cooperation and collaboration between institutions.

As a result of this initial meeting the Forum for Maritime Education and Training Institutions in the
Asia Pacific Region was formed. Further cooperation occurred which included seminars held in Dalien
(1991), Suva (1992), Vladivostok (1994) and Auckland (1995). The major aim of the 1995 forum was:

.For heads of maritime training institutions in the Asian and South Pacific Regions to identify
needs and explore ways in which these needs can be met through increased cooperation
between institutions and develop the forum into a regional network of major benefit to all MET
institutions in Asia Pacific.

The Auckland meeting decided that after 6 years of successfully inter-changing ideas between
MET institutions it was time to formalize arrangements and, consequently, it was agreed to meet in
Hong Kong, China in 1996 to create an organization to further the above aim.

C. 

Formation of the association of maritime
education and training institutions

in Asia Pacific (AMETIAP)

In September 1996 some 30 representatives from 20 MET institutions in 9 different countries met in
Hong Kong, China hosted by Hong Kong Polytechnic University and on 13 September 1996, with the
support of IMO, formal resolutions to form an association (AMETIAP) and accept a constitution were
adopted with 16 MET institutions signing as foundation members. Additionally, a five member committee
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comprising Singapore Polytechnic (Chair), Shanghai Maritime University (Vice Chair), AMC (Secre-
tary), Hong Kong Polytechnic University (Treasurer) and Tokyo Maritime University (Member) was
elected to conduct the activities of AMETIAP for its first year. The executive committee was to be
assisted in its activities by Captain R. Short who volunteered to act as Executive Secretary.

AMETIAP's 

objectives are:.To 

provide a forum for the exchange of views among members..To 

foster, develop and maintain close cooperation between and among members on matters
relating to maritime education and training including maritime research and development and
other matters of mutual and/or collective interest.

.To extend assistance consistent with its policies ana capabilities to any member upon the latter's

request.
.To formulate a common stand on issues of interest to the Association related to maritime

education, training, research and development.

To improve or assist in improving the services provided by members through the efficient
and economic utilization of resources.

To represent the general membership in its collective dealings with regional and international

organizations.
To acquire, collate, process and disseminate relevant data and material of common interest to
all members.

Establishing the association consumed much of 1997's activitY, however, when the members met inSingapore 
at Singapore Polytechnic for their first Conference and AGM satisfaction with progress wasunanimous. 

During the year membership had significantly increased and the main points of the Executive
Committee's action plan had been achieved.

D. 

AMETIAPs achievements

Since its inception in Hong Kong, China in 1996 successful conferences/AGMs have been held in
Singapore (Singapore Polytechnic, 1997) and in Shanghai (Shanghai Maritime University, 1998). These
meetings have provided members with opportunities to exchange views, network, identify problems facing
MET, and pose solutions to challenges.

Whilst the Annual Conference/AGM is clearly AMETIAP's flagship event, the work carried out bythe 
Executive Committee (EXCO) and the Executive Secretary (EXECSEC) between meetings ensures the

momentum generated by members continues throughout the year. Examples of activities include:

(1) Members now receive a newsletter to which contributions are actively welcomed.

(2) Teacher training workshops have been successfully conducted in Singapore and Shanghai. With
the financial support of IMO more workshops are planned to meet this clearly identified, high
priority need.

(3) A new course developed by one member was validated by both document review and a site visit
by other members of AMETIAP.

(4) Members of the EXCO and the EXECSEC have represented AMETIAP in discussions with
IMO, Asian Shipowners Forum (ASF), International Shipping Federation (ISF) and the Inter-
national Transportworkers Federation (ITF).

(5) Members have undertaken staff exchanges and, in at least one case, have formed a business

partnership.
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In summary AMETIAP is a self-help network with some achievements under its belt however, the
time is right for the continued development of AMETIAP to be reviewed in order to provide greater
benefits to members.

E. The challenges facing MET -the futureThere 

are three fundamental challenges facing MET. Put simply they can be described as:-Flexible 

delivery i.e., providing MET when and where it is required by the customer;
-Quality i.e., ensuring that MET is of a standard that properly meets the needs of the

customer
-Networking i.e., working together to take advantage of the synergies created by the

globalization of educatioI1. ..

In many ways these challenges are inter-linked however, it is convenient .to consider them separately.

F. 

Flexible delivery

In today's commercial environment students and employers are particularly concerned with the total
costs of training and education. Direct costs, such as course fees, are self-evident and transparent
however, indirect costs, such as income foregone, accommodation away from home base etc., may be less
evident. As students and employers become more aware of the total costs associated with education and
training the challenge for education and training providers is to minimize the costs to the user in a way that
does not detract from the quality of the learning experience and the desired outcomes. This is where
flexible delivery has its role.

Flexible delivery is an ill defined term however, in the context of this paper it can be taken to mean
providing valid and reliable learning experiences to students by utilizing the correct mix of location, study
pattern, teaching method, study material ~d delivery medium. The main elements of each facet of
flexible delivery are listed below:

Location:

Study Pattern:

Teaching Method:

Study Material:

Delivery Medium:

on campus;
off campus (workplace, home).

full time;
part time;
combination of above.

lecture;
tutorial;
workshop;
distance education;
simulation;
discovery techniques (labs, site visits).

print (books, notes);
audio (tapes);
visual (videos);
mul~ media (CD-Rom).

personal (face to face);

technologies including:

.teleconferencing;

.videoconferencing;

.radio;.TV.
,

.computer (E-mail, Internet, floppy disc).
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As communications techniques improve and the costs of utilizing communications systems reduce, the
options open to education and training providers to take their programmes to the user, rather than bring the
user to the programmes, obviously improve. This has implications for both users and providers. As
expectations change, the skills of teaching staff also need to change. Teaching staff must not only be good
teachers but must also be competent instructional designers and competent users of the array of communi-
cations technologies available if the benefits of the flexible delivery approach to education and training are
to be maximized.

The advantages of utilizing a flexible delivery approach can be summarized as follows:

.Location dependance is reduced;

.Disruption to work is reduced;

.Costs to users may be reduced; .-
.The right mix of teaching methods, study materials and delivery media can enhance learning;
.Learning can occur at the user's pace rather than the provider's pace. .

The disadvantages of utilizing a flexible delivery approach can be summarized as follows:

.Requires highly skilled teaching staff to be effective;

.Organizational needs may reduce the benefits of flexible delivery;

.Costs to providers may be increased;

.Interaction between student/teacher, and student/student may be reduced;

.Access to support material may be reduced.

Clearly for users and providers alike the challenge is to, firstly, be aware of both the advantages and
disadvantages of a flexible delivery approach to education and training and, secondly, to work together toprovide 

a valid and reliable learning experience to achieve the desired outcomes.

G. 

Quality

STCW 95 should be all about improving the competence of seafarers which, by default is also about
improving the quality of MET institutions and the marine administrations responsible for issuing Certifi-cates 

of Competency. If a MET institution is a quality institution (not necessarily quality assured) then it
will have:

Educationally valid courses (approved and audited by a competent education authority);

Qualified staff (both technical and teacher trained);

Good facilities and equipment (suitable for the task, maintained, upgraded/replaced regularly);

-Standards, procedures etc. for anything affecting core business (valid, documented, accessible,
USED, maintained for quality control, audited and improved);

-External audit/accreditation (independent verification of standards of courses, teachers, teach-
ing equipment, facilities, processes/procedures);

-Quality graduates (competent, employable, reputable, professional).

If a MET institution genuinely meets these criteria then STCW 95 has virtually no effect on the
operation of the institution. For example, at AMC the only real effect has been to rewrite our course
documentation to match the competencies required by STCW 95, revise some subject time allocations and
carefully review how we can better assess the competence of our students. Our training/education alreadyexceeded 

the requirements of STCW 95 and has done so since the inception of AMC in 1979.

On the other hand if a MET institution does not meet these criteria then STCW 95 should be a long,loud 
wake up call to lift performance or be forced out of the business of MET. Whether marine

administrations have the skills, will or backbone to ensure non-performing MET institutions are forced
from the scene is, of course, also a matter of debate, as is the real value of the so called IMO 'white list'.
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Quality graduates are a marketable product and this will increasingly become the case.
incumbent on all of us to provide MET that is of a standard to meet the needs of our customers.

It is

H. 

Networking

Shipping is a truly globalized industry and education is becoming increasingly globalized as well. It
is observable that MET is lagging in this trend and as such needs to develop to take advantage of theglobalized 

market place.

If the future for maritime education and training is to focus on quality and flexible delivery it will also
involve the growth of meaningful alliances. Networks, such as TRAINMAR, AMETIAP and IAMU
already exist as do alliances between MET institutions and alliances between the users and providers of
MET. However, these alliances will become more important in future to ensure that the accessibility and
quality of MET is improved.

Alliances take a variety of forms which include memoranda of understanding (MoU), joint ventures
(JV) and membership of networks. Within the business that is MET most of these alliances are aimed at
institutional strengthening but it is evident that the customer needs for greater access to MET and the need
for MET to be more fmancially self-sufficient will drive future alliances more -towards business partner-

ships.

1. 

Memoranda of understanding

Many MET institutions have MoUs, mainly with other MET institutions. Such MoUs generally deal
with institutional strengthening and involve such things as students and staff exchanges. AMC has signed
numerous MoUs however, there has been a discemable increase" in activities carried out under the terms
of a MoUs since STCW 95 has begun to bite and we have discounted fees for staff and students from the
other MoU signatory. Staff exchange activity has also increased and it seems likely that MoUs which, inthe 

past, may have been signed out of courtesy may now be genuinely useful in improving the quality ofMET.

2. 

Joint ventures

Already there exist any number of joint ventures between users and providers of MET as well as joint
ventures between MET institutions. These joint ventures are business alliances for the mutual fmancial
benefit of the partners. As examples Singapore Polytechnic has a joint venture with ABS related to the
provision of quality assurance services to other MET institutions, AMC has a joint venture with the
Institute of Shipping Management in Singapore to provide maritime education programmes for shore-
based staff, whilst AMCs newest joint venture with the Colombo International Nautical and Engineering
College (CINEC) is aimed, amongst other things, at integrating AMC and CINEC seafarer programmes.

3. Networks

Networking between MET institutions has tended to be somewhat superficial with many 'warm and
fuzzy' MoUs being the order of the day but not much in the way of actual activity. This changed in 1996
with the creation of the Association of Maritime Education and Training Institutions in Asia Pacific
(AMETIAP).

AMETIAP is a good example of a vibrant network at work and illustrates two important points:.The 

positive value of an active network focussed on the real needs of members..The 

commitment by those member MET institutions which can assist to help those member
MET institution which cannot so easily help themselves.

AMETIAP has the potential to improve the quality of MET provided by its members and the greater
the support it receives from the stakeholders of MET institutions the greater the probability that the quality
of seafarer graduates will improve.
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A new and emerging network is the recent alliance between Kobe University of Mercantile Marine
(Japan), Istanbul Technical University (Thrkey), AMC (Australia), University of Wales College of Cardiff
(Wales), Maine Maritime Academy (USA), Arab Academy of Science, Technology and Maritime
Transport (Egypt), and the World Maritime University (Sweden) known as the International ASsociation of
Maritime Universities. This alliance aims to activate ways in which maritime universities can cooperate
to provide high quality, genuine university level, undergraduate and post graduate education and training
for both seafarers and shore-based employees. This initiative has the support of the Nippon Foundation
for the next 5 years and has the potential to improve quality, provide avenues for greater use of flexible
delivery as well as identify business opportunities.

These alliances, be they MoUs, JVs or networks, are the way of the future. Their greatest potential
is to increase the accessibility of MET to students, improve- the quality of MET, and assist the financial
self-sufficiency of MET institutions. This should not be ignored as a way forward for both the users and
providers of MET.

I.

The potential for AMETIAP

There is undoubtedly great potential for AMETIAP to flourish as MET embraces flexible deliv.ery,
quality and strategic alliances. With a membership of 50 there are 1,225 connections possible between
members and with modem communications systems, particularly the internet, the potential for membersto 

communicate and capitalize on the strengths of each other is enormous.

AMETIAP is really in its infancy and as such we, the members, need to think for the future. Wehave 
a set of objectives which relate to public representation, member services and the development of

MET in general but, with some successes achieved, it is timely to look to the next decade and as such theDraft 
AMETIAP Charter 2000-2010 (Attachment 1) provides a focus for us to actively consider ourcollective 

future in a globalized MET world.
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Attachment 1

ASSOCIATION OF MARITIME EDUCATION AND TRAINING
INSTITUTIONS IN ASIA PACIFIC

We, the representatives of the Member Institutions of the Association of Maritime Education and
Training Institutions in Asia Pacific (AMETIAP) meeting at the Annual AMETIAP Conference hosted by
the Mercantile Marine Institute of Japan in cooperation with Tokyo University of Mercantile Marine and
the Institute for Sea Training to Tokyo in December 1999;

.-
Recognizing that AMETIAP was formed to promote, develop and support, in the spirit ofcooperation, 

the common interests of its members in all matters concerning ~~ development and quality ofmaritime 
education and training institutions, with the declared objectives:

To provide a forum for the exchange of views among members.

To foster, develop and maintain close cooperation between and among members on qIatters
relating to maritime education and training including maritime research and development and
other matters of mutual and/or collective interest.

To extend assistance consistent with its policies and capabilities to any member upon the latter's

request.

To formulate a common stand on issues of interest to AMETIAP related to maritime education,
training, research and development.

To improve or assist in improving the services provided by members through the efficient and
economic utilization of resources.

To represent the general membership in its collective dealings with regional and international

organizations.

To acquire, collate, process and disseminate relevant and material of common interest to all
members.

Agree that, during the decade 2000 to 2010, AMETIAP, in working to achieve its objectives, is to
assist the International Maritime Organization (and other appropriate global, regional and national organ-
izations) with the development of maritime education and training by:

.Entering into agreements for mutually beneficial collaborative activities.

.Liaising with parties interested in the provision of effective maritime education and training.

.Serving as a communications network.

.Representing member institutions as appropriate.

.Promoting effective maritime education and training as fundamental to safety and efficiency
in maritime transport and to the protection of the marine environment.

.Building understanding of the potential and needs of member institutions.

.Designing and implementing mutually beneficial activities such as:

-Surveying and analysing the needs of member institutions, promulgating outcomes, organ-
izing and conducting activities to meet those needs;

~ Organizing workshops, seminars, conferences and other meetings;

-Arranging fellowships, staff and student exchanges;

-Facilitating cross recognition of courses, awards and certificates of competency;
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-Designing and validating courses and developing course materials;

-Identifying and securing human, financial and technological resources;

-Initiating research, development and delivery of maritime education and training to meet
the requirements of the shipping industry and other stakeholder and optimization the use of
state-of-the-art methodologies and technologies.

Acting as a source of information or channel for advice.

Building membership to encompass all significant providers of maritime education and training
in the Asia Pacific region.

Building associate membership to encompass all who are not significant providers but who are
stakeholders in the development of maritime education and training in the Asia pacific region.

Accumulating fmancial resources adequate for the purposes of AMETIAP while sustaining
levels of member and associate member subscriptions which recognize the financial resources
of members and associate members.

Achieving observer status at the International Maritime Organization and equivalent involve-

ment with other relevant organizations.

Developing a secretariat and efficient administrative and financial systems and procedures.

Becoming an incorporated body.

Agree also that by 2010 AMETIAP shall be recognized as a highly effective organization providing
a key mechanism in facilitating the development of maritime edu.cation and training in accordance with
the requirements of the international shipping industry, international maritime conventions and other
agreements, as well as with recognized and appropriate academic standards and practices.
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DEMAND AND SUPPLY FOR SEAFARERS: ASIAN
SHIPOWNERS PERSPECTIVE

by

Gilbert Feng, Secretary Asian Shipowners Forum

A. 

Introduction
Asia is the largest crew supplying region in the world; -

Filipino crew makes up about 20 per cent of the world's manning market;
Asian shipowners totals about 40 per cent of the world fleet.

B. 

ASF and its seamen's committee

1. History and membership of ASF:

-A relatively loose body;

-Routine work carried out by 5 's' Committees;

Interim meetings.

2.

Chairmanship and secretariat of ASF seamen's commit!ee:-Chairman, 

Mr. Li Shan Min, COSCO Manning;-Vice 

Chairman, Mr. Kenneth Koo, Tai Chong Cheang Steamship HK;-Secretariat, 

Hong Kong Shipowners Association.

3. Objectives and accomplishments of seamen's committee:

-To ensure and maintain common standards of training;

-To promoted the stability of employment and acceptance of Asian seafarers;

-To monitor, consider and comment on any new international Maritime legislation and
convention on Manning and Training;-Representative 

body for Asian shipowners in terms of the training and employment of
Asian seafarers;

-Education for shipowners and legislators in the region.

4.

Ad hoc working groups:

-ILO minimum wages;

-STCW 95 implementation;

-Minimum safe manning;-Seafarers 

training developments.

c.

Cooperation between HKSOA and China

Make full use of training facilities of Hong Kong, China;

Provide upgrade training for Chinese Seafarers in Hong Kong, China;

Model Cadet and Seafarers agreements with COSCO Manning;
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PRC Training Academies Network:
.Dalian Maritime University
.Qindao Ocean Shipping Mariners College
.Shanghai Jiao Tong University
.Shanghai Maritime University

.Ningbo University

.Jimei Maritime College

.Zhoushan Navigation School

Concern on European shipowners' investment in China on Seafarers training;

Internal audit on Chinese training academies;
Chinese cadets summer programme. .-

Cooperation with AMETIAPD.
Joint project to develop maritime education and training in the region;

Assisting AMETIAP in designing/implementating beneficial activities.

Cooperation with ESCAPE.
ESCAP representative attended 5th ASP Seamen's Committee meeting;

Cooperation with UNESCAP will proved to be essential.

F. Demand and supply of seafarers in the region

Seafarer of today is in the cutting edge of technology

Ships are increasingly becoming environmental hazards?

Legislation by IMO, ISF, INTERTANKO on human error/negligence

ILO 180 and S1CW regulations on minimum rest hours

Dwindling supply of qualified officers today

Focus of manning shifted to India and the Philippines

Increased "poaching" of quality officers by employers

Non-shipping players came into the market

To only ensure that their fleets are operated on budgets

G. Conclusion

Bring old commitment and dedication into present generation

Massive training programmes are out of budget for independent owners of smaller fleets

Governments step in to assist and subsidize in seafarers training

Recent tie-up between the ASP and ESCAP

ASP and ESCAP should dovetail and streamline activities together
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DEMAND OF SEAFARERS: SHIPOWNERS' PERSPECTIVE

by

Rolf Seather, Director General
Norwegian Shipowners' Association

Demand for sea transport will increase in the coming decades, provided further growth in world
economy and increased trade between nations. -.

A critical factor will be the availability of highly qualified and trained seafarers. Increased coopera-
tion between governments of labour supplying countries and the shipping industry is crucial to achieve this.

Norwegian Shipping in Perspective

Norwegian 

shares of world total

fupulation
1/1,00)

Export
1/100

Fleet
1/10
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