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revised STCW Convention. Also Asian shipowners should establish direct relations with
major Asian seafarers training institutions and international maritime regulatory authorities
such as IMO and the International Association of Classification Societies (lACS) to co-
operate to find ways to raise the quality of seafarers. The Communique of the meeting
added that "a joint effort by the entire Asian shipowning, crewing and training sectors is
also needed to eradicate traditional discrimination shown to Asian seafarers by Western
maritime authorities."

An association of maritime training institutes under the ASEAN umbrella has been
formed although it has not been active. The region is well able to share the experience
of maritime training institutions to take advantage of the available expertise both in
training and in management. Closer cooperation among the region's training institutions
is needed to establish programmes of staff exchange, sharing of expensive facilities and
equipment as well as teaching materials such as manuals, and undertake training of
instructors. Administrators would do well to meet regularly to exchange ideas and views.

Ship management companies have come be a major player in the seafaring
industry although relatively little is known about their practices and impact on the
employment of seafarers particularly for foreign shipowners. The recently formed
International Ship Managers' Association (ISMA) have successfully adopted and
implemented the ISMA Code of Shipmanagement Standards for its members. Among
other issues raised at a recent meeting of its members, it was agreed that the group:

(1)

Exerts greater collective influence on labour-supply countries where there are
deficiencies in administration and training;

(2) Develop an ITF (International Transport Workers' Federation) information system
for circulating details of members' cases and a list of law firms around the world
which specialize in ITF and labour matters;

(3)

Establish 

a fund and associated insurance scheme to cover legal fees in
ITF/labour-related cases.

10. CHALLENGES FOR THE SEAFARING INDUSTRY

With the expansion of world trade and shipping, there are new opportunities for
maritime labour supplying countries within the Asia-Pacific region. As noted earlier, the
region itself is rapidly becoming major sources of employment for foreign seafarers. Onthe 

other hand, the more developed economies derive considerable benefits in having
major maritime manpower supplies from within the region. However, there are major
problems that need to be addressed in the immediate future including meeting new and
more stringent requirements of international maritime training and certification regulations,
improve management of the seafaring industry including solving the problem of high
wastage of trained seafarers, undertaking forward planning to estimate the needs and
requirements of both the domestic shipping industry as well as promoting overseas
employment of local seafarers, and close cooperation at all levels to raise standards and
to meet the new challenges ahead.
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10.1 Meeting the requirements of international maritime regulations

There has been considerable pressure exerted on countries supplying seafarers
for employment on foreign ships. This has come about through the general tightening
of international maritime conventions and protocols. Few countries have signed or
ratified a comprehensive set of ILa conventions that govern the welfare and conditions
of work of seafarers.~' Developing countries have loudly complained of the difficulties
in meeting the requirements for ratifying existing conventions. They have called for a
moratorium on new additional requirements and asked for assistance to be given to help
meet these requirements.

The Standard of Training, Certification and Watchkeeping (STCW) Convention~'
was extensively revised during June/July 1995 and will come into effect in February 1997.
It is intended to raise the quality of seafarers and deals with how the new standards
can be uniformly implemented and enforced. It sets out a detailed programme for

training including minimum sea time, the syllabi and, by implication, the necessary
equipment and facilities to enable the instructions to be carried out.~1 Each
country party to the convention will need to review its training institutions with the
view to upgrade the facilities and training to meet the new standards. The
assessment must then be submitted to the IMO by 1 August 1998 giving full details
as to how they are to implement the standards prescribed. Supply countries are also
to continuously monitor the trainmg institutions through an independent quality
standards system. If the institutions receive an approval by an independent panel of
assessors then they will be placed on a 'White List' (see Kinrade, 1995; Gloersen,

1995).

The supply country will also need to ensure that the examination system is in
line with the requirements of the convention and is set apart from the training
institutions and is not corrupt. Many supply countries will need to completely changetheir 

training and certification systems and procedures (Smith, 1995). Otherwise,
seafarers from countries that do not succeed in being placed on the 'White List' risk
the attention of port states during ship inspections (see below) with prospects of
massive unemployment.

The revised convention has raised serious concerns among supplier countries
who will encounter additional financial burden and varying degrees of difficulty in
complying with meeting the higher standards. The result may lead to closing down

49.

See Chia (1990) for discussion on ratification of ILO maritime conventions.
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The Convention came into force on 28 April 1984 and has since been ratified by 113 countries
which account for 95 per cent of the World's tonnage. It has been widely criticized because
the implementation of the requirements is subjected to wide disparities in interpretation by flag
states.
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Additional instruction will be required for seafarers serving on special ships such as ro-ro
vessels, passengers ships, and tankers.
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of some of the training institutions until they are able to meet the new standards of
training. This may consequently exacerbate a situation of shortage of officers for at
least the short term. Considerable pressure will be placed on the administration of
flag states to carry out the task of assessing their training institutions and help to
meet the requirements. As for the IMO, the challenge will be to undertake the
enforcement of the new standards in an unbiased fashion. Given the very limited
resources available to the organization, there is likely to be problems of carrying out
the tasks imposed on it within the time available before the convention comes into
effect (see Koo, 1995). The general feeling is that the new Convention will need to
be given time to work itself out.

The International Ship Management (ISM) Code is directed at improving shipboard
management requiring the availability of a manual on every aspect of the operation of the
ship and specifying the responsibility of each member of the crew. Emergency
procedures are also to be spelt out in detail. Inspections may be carried out not only to
see to the proper working order shipboard equipment but also the certificates of the crew
members and whether each of them are clear about their role and responsibilities. The
ISM Code therefore expects proper standards of competency of the seafarers as well as
proficiency in the English language. Many shipping operators are seeking attaining the
ISO 9000 certification which will exceed the requirements of the ISM Code as far as
meeting the standards of seafarers are concerned.

Following the Paris Memorandum of Understanding (MOU) on Port State Control,
18 countries in the Asia-Pacific region have adopted a similar MOU. Ship inspections are
targetted at obviously older and less well-maintained ships especially those that have a
poor record of operation. The procedure calls for an inspection of certificates of
competency of crew members and therefore puts pressure on shipowners to ensure the
proper certification and competency of the seafarers onboard the vessel.

Under ILa Merchant Shipping (Minimum Standards) Convention no. 147 lays
down minimum internationally acceptable labour standards of seafarers employed on
ships flying the flag of the state concerned. The competent authority of the flag state
may undertake ship inspection to satisfy that the national laws and regulations are
complied with fully. Although ratification and implementation of the Convention has been
described as being 'at best patchy' by Dayton (1995a,b). Among other observations, the
author also focused on the inspectors themselves and suggests an appropriate
programme of training for inspectors in maritime labour standards.

10.2 Upgrading maritime education and training

Much has been said about the need to upgrade the quality of maritime education
and training in developing countries who are suppliers of maritime manpower to foreignshipping. 

The problem encountered by the maritime training institutions have been
recognised and have been discussed in earlier section of this report. The solution to.
meeting the challenge of enhancing the quality and capacity to train seafarers and
especially officers require that national governments give appropriate emphasis and
demonstrate stronger commitment to the task. There should be proper national planning
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not only to meet the needs of the national shipping fleets but also for meeting foreign
demand for their seafarers. Most developing countries do not offer salaries of instructors
to attract and to retain well qualified and experienced instructors. The difficulty is to set
up a separate salary scale well above that of the national education system which
maritime education is embedded. These countries also face considerable difficulties in
making funds available to purchase and maintain expensive teaching equipment andfacilities.

Sugg8stions have already been earlier to call for contributions from foreign and
local shipping enterprises to meet at least a part of the heavy financial burden on a
continuing basis after the fashion of India. Koo (1995) suggests that shipowners
should help finance the changes needed in training systems around the world. This
may be in the form of a levy on ship operators for each seafarer hired. The Liberian
Shipowners Council levies a US$10 fee per seaman hired. The funds which may be
administered by IMO would then be used to pay for training and the administrative
costs (see Almazan, 1995). Elsewhere in this report, it has been noted that many
large shipping companies operate training centres for seafarers often in the sourcecountries. 

This is an expensive way of ensuring a supply of properly trained
seafarers but is limited obviously only to the large well-established shippingcompanies.

10.3 Reducing wastage rates of seafarers

Inducing good men to take up a career as a seafarers is already a major problem
for countries that are economically developed. Retaining seafarers is a problem faced
by both suppliers and employers of seafarers. S~afaring is no longer considered avocation. 

This is borne out by the results of surveys on perceptions of seafarers (Chia,
1994). Grey (1995) suggests that the motivation for seafarers has tended to be financial
rewards and as soon as there is sufficient money accumulated, they leave the sea. The
question is how to make seafaring more pleasant and shipowners need to seriously
consider improving terms and conditions of work to attract good young people into the
industry .

The BIMCQ-ISF study (Wilson ~, 1990) recognises a wastage rate of 10 per
cent per year but this was revised downwards to 7 per cent per year. Younger seafarers
today are more likely to want a shorter seagoing career than their older counterparts. This
has had the effect of increasing the overall wastage rate of seafarers due to voluntary
decisions to take on land based employment, often unrelated to shipping, rather than
through retirement or death. Higher wages do not appear to be the only solution. It may
in fact hasten the decision of seafarers to abandon seagoing employment once they have
accumulated sufficient savings to start a career in the safety and comfort of home. The
problem needs a multi-pronged solution including better welfare benefits for the seafarer
as well as his family. Guaranteed life-long employment as practised by major Japanese
shipping lines gradually moving the seafarer from seagoing eventually to a totally office
type work within the same firm appears to offer at least a partial solution to retaining
valued seafarers. Increasingly shipmanagement companies have taken over the
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management of maritime labour and these companies together with shipowners need to
examine the feasibility of combining seagoing employment with a schedule of training
programmes and a career path destined to bring the seafarer ashore. This will earn the
loyalty of employees and help to retain their service longer working on board ships.

10.4 Dealing with the problem of unemployment

Unemployment of seafarers particularly the ordinary seamen was widespread
during the recession years in the second half of 1970s and again in the mid 1980s. It
would be wise to keep a historical perspective bearing in mind the trauma of widespread
unemployment of seafarers in countries such as India and the Philippines during periods
of low demand as in the mid-1980s. This problem can be dealt with and anticipated if
regular surveys are conducted of both seafarers and employers as part of the process
of national planning for the shipping industry. National planning also helps to provide the
solution to the problem of unemployment especially of the older ratings exists in the
economically developed States within the Asia-Pacific region. This calls for a
programme of retraining of seafarers (especially ratings as noted earlier) taking into
account the skills that they have already acquired and to direct them into employment
they are suited.

10.5 Enhancing the role of seafarers' unions

The role of seafarers' unions has been discussed elsewhere (Chia, 1994) and noelaboration 
is needed here. The unions form one corner of the tripartite relationshiptogether 

with the other two major players, i.e. governments and ship operators. Yet somegovernments 
do not encourage the development of seafarers' unions which is essentialfor 

the welfare of their members. Historically, unions as in the cases of India and the
Philippines have been instrumental in winning from shipowners better wages and terms
and conditions of employment for their members. Responsible unions have also helpedto 

raise the standards of competency and major unions in the region provide training
programmes for inducting ordinary seamen and fresh officer cadets to the ships as well
as offering upgrading and specialised courses of study. Some of them operate trainingcentres.

Accounts of unscrupulous employers abusing crew members are still commontoday. 
Unions join with their governments to carry out the essential function of fighting

for the rights of seafarers and to seek redress and gain protection for them. Well
organised unions are able to represent the wishes and needs of their members to
governments and employers. They are in the best position to undertake regular surveys
to monitor changes affecting their members. Some unions have garnered themselves
considerable financial strengths and are in a position to provide welfare and social
services for their members. It is clear that they should be encouraged to organise and
structure themselves to be more efficient and to playa more positive role in promoting

seafaring§]!

52.See 

Chia (1994) for further discussion on seafarers' unions.




