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In the case of the Philippines, the rapid increase in the size of the country's
shipping fleet can be attributed directly to the 1975 Bareboat Chartering Decree. The
decree allows for dual registry and enables foreign-owned vessels to be registered in the
Philippine register provided that it is bareboat chartered to a Filipino national or company
and is under the control of Filipino nationals (ISF, 1990, p.138). Singapore has amended
the Maritime Shipping Act and will bring about dual-registry similar to that of the

Philippines.

India's new liberalization policy allows shipping companies easier access to foreign
exchange to enable them to purchase ships. Indian shipping companies acquired, in the
first half of 1995,28 ships aggregating over 400,000 gt. As of mid-1995, India's shipping
fleet comprises 458 ships (6.7 million gt) compared with 437 ships (6.34 mil gt) at the
start of the year. The government has also cleared applications by nine Indian companies
to buy vessels aggregating 400,000 gt. But much of the Indian fleet is old.11!

4. 

DEMAND FOR ASIAN SEAFARERS

Discussion in this section will deal first with the increased demand for seafarers,
specifically Asian seafarers, before focusing on the demand for trained maritime
manpower within the dynamic economies of Asia and the Pacific as a result of the rapid

development of shipping and the broader shipping industry.

4.1 Demand for seafarers within the Asia-Pacific region

Of special interest in the present study is the increase in the number of ships from23,861 
ships in 1985 to 27,860 in 1994, an increase of 3,999 vessels (table 2). Assuming

an average of 22 crew members manning a vessel plus a backup crew of say (50 per
cent of) 11 other seafarers, this would mean that the region has increased its requirement
of seafarers by 131,967 over the interval of nine years. This does not take into account
the attrition of 7-10 per cent per year which require replacement of retired or deceased
seafarers over the period. The additional increase in demand for trained seafarers would
be much higher. Asia would therefore have to produce some 15,000 trained seafarers
each year to satisfy the increase in demand. For Asia to continue to supply maritime
labour to the rest of the world, the region would have to raise the rate of production
perhaps as much again in order to meet the increased demand by foreign shipowners.

The contribution of world total in number as well as total deadweight tonnage of
ships from the Asia Pacific region will continue to be substantive. Table 5 shows that,
as of mid 1995, in terms the number of ships on order by country of domicile (rather than
by country of flag) from the region as 40.8 per cent of all ships on order and 50.7 per
cent by tonnage of ships on order are accounted for by the region. East Asian countries
account for 72.1 per cent and 74.6 per cent to the total ships on order in terms of number
and tonnage. Southeast Asian countries comes next in importance accounting for 15.5

Anon, 'Indian firms buy 28 ships in first 6 months', Business Times 19 Oct. 1995.

12.



14

per cent and 9.2 per cent, respectively, to the ships on order. There is thus a
corresponding anticipated demand for seafarers required to man these vessels when they
are completed and put into operation. Based on the 867 newbuildings which will be
delivered for shipowners from the region within the following two to three years, the
number of seafarers required to man these ships would be approximately 28,611.

4.2 Advanced ship technology and reduction in crew complement

There has been a reduction in the manning scales on board these vessels as a
result of automation of newer ships being built. Ships with a reasonable level of
automation are operated by a crew of less than 20 persons while a highly automated one
can be handled by as few as 12-14 persons. As the control panels are designed to be
located on the ship's bridge, in some countries, the dual-licensed officer was introduced
to keep watch. Ratings are also trained to perform a variety of tasks whether on the
bridge, deck, engine room or during cargo operation. A crew model based on the new
shipboard organisation for a modern ship is shown in table 6.

A crew with a total of 15 would be required. This will be reduced to 14 when the
radio officer becomes no longer needed (Van Donselaar, 1989). The reduction in crew
complement has also been made possible through improved ship-to-shore satellite
communication. According to Alam (1992), in the eighties, manning scale or crew
complement was reduced by up to 40 per cent (see table 7). The manning scale is
prescribed by regulation by the shipping laws of each country. However, the reduction
is uneven depending on the ship type and on the country of registry of the vessels as well
as the ships' age and degree of automation.

Crew complements of various ship types and sizes are mandated in the shipping
regulations of the countries concerned. According to one report, a survey on foreign
ships entering Australia during the half-year period from March to August 1993, the
average crew size ranged from 16.4 for ships registered in the Netherlands, 18.9Japanese, 

to 25.5 for Malaysian and much higher crew size for Russian (36.2) and Indian
registered ships (36.3). Most fall in the range 20-23 crew members. The variations are
due to the smaller crew size of modern ships being operated by advanced countries while
the higher crew complement of Indian and Russian ships may be due to the lower wages
of their crews and perhaps the age and therefore the lower degree of automation of theships.

The composition of officers and ratings on older low-tech ships as opposed to the
modern high-tech ships. In the 1960s, the typical crew size was 42 with 14 (33 per cent)
technically qualified. By the 1980s, the proportion had risen to 40 per cent (10 out of 25).
The highly automated ships would have a crew complement of 14 with 9 out of the total
technically qualified (Rodger, 1992). To the extent that a good proportion of ships still
being operated in the region are over 25 years old, there would be more crew members
employed on these ships than the newer vessels.
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The concern for a ship operated by small crew complement of 12 to 15 men where
they are expected to work as a tightly knit group each competent in his assigned
responsibilities are that:

(a) It increases the sense of isolation;

(b) Greater difficulties arising from mixed crews with different social and educational
background and often with problems of communication because of language and
other impediments;

(c) It assumes a harmonious and smooth working relations which may become
strained during periods of increased work load and adverse weather conditions
resulting in higher levels of stress.

Large shipping companies such as the Japanese shipping lines pay special
consideration to training foreign seafarers in social behaviour and carrying out work
assignments before they are put onboard ships. Single nationality crews are often
preferred over mixed crews for better communications, social relations, and food habits
and preferences. Experience shows that employing a smaller crew complement often
leads to poor maintenance of the ship during voyage thereby incurring higher repair and
maintenance costs as well as ships having to spend longer periods of time in the dock.
The savings in terms of lower wages paid to the crew are therefore offset by higher
maintenance costs.

4.3 Demand for Asian seafarers by western shipping

Asia has been the traditional source for maritime manpower for the ocean-going
ships of advanced western maritime countries for a long time. Filipino, Indonesian, Malay
and Pacific islanders have long established seafaring traditions. Seafarers from Asia and
the Pacific islands have been described variously as being intelligent, hard-working, and
able to work under stressful conditions. Historical accounts of the exploits of Malay and
Filipino traditional seafarers are well known. Details of the early development of Indian
seafarers are given by Barnes (1983) while Ghani (1989) gives a brief account of Malay
seafaring traditions.

Today, European shipowners, faced with severe shortages of seafarers, continue
to employ large numbers of Asian seafarers and they have established training centres
in various Asian countries to recruit and train them to man their vessels. In this regard,
Japanese shipowners have joined those of Europeans and have established such training
centres in the Philippines, Indonesia, and elsewhere to recruit the best possible men from
these sources. The break up of the former Soviet Union has resulted in making
available large numbers of eastern European seafarers seeking higher wages and better
terms and conditions of work than their national shipping companies have been able to



16

offer them. They are well trained in excellent maritime training institutions and they easily
adapt to serving on western European-owned vessels. Polish and Croatian officers are
now making their presence felt even in the Asia-Pacific region. Nonetheless, Asian
seafarers continue to hold their own on western-owned vessels but clearly much depends
on the quality of training received, if they are to continue to find favour on ships of
advanced maritime nations.

5. 

SUPPLY OF ASIA-PACIFIC SEAFARERS

This section examines the supply of Asian seafarers beginning with a summary
of the findings of the BIMCQ-ISF study (Wilson~, 1990) on the world-wide demand
and supply of seafarers but focusing on seafarers and countries supplying seafarers in
the Asia-Pacific region.

5.1 

Results of the BIMCQ-ISF study

Table 8 is drawn from estimates made by the well-known BIMCQ-ISF study which
shows the situation as in 1990. South and South-East Asia constitute the largest supply
region accounting for a total of 81.2 per cent of the total supply of officers. South Asia
represent the next most important source of officers with a contribution of 10.5 per cent
of which India alone accounts for nearly 70 per cent. As for ratings, the two areas are
still the dominant supply sources. Together they account for a combined total of 72.1 per
cent of the world total, with South and West Asia contributing 12.4 and 14.2 per cent,
respectively to the total supply of ratings. Again, India was the main supplier accounting
for 57.4 per cent to the total ratings supplied from South Asia. In West Asia, it was
Turkey, straddling Asia and Europe, that accounted for just over 98 per cent of the total
supplied from the area.

On the demand side, East Asia accounted for more than half of the ratings
employed while South-east Asia employed about a quarter of the total ratings employed
in the Asia-Pacific region. In terms of surplus seafarers available for foreign employment,
the largest surpluses came from South-east Asia with the Philippines accounting for 90.7
and 81.7 per cent of officers and ratings, respectively. Indonesia was the next most
important supplier of ratings accounting for 11.2 and 12.0 per cent, respectively, of the
total surplus from South-east Asia (see figure III).

5.1.1 

Recent chanaes

While the broad picture remair\.s unchanged since 1990, there have been
significant developments affecting many countries including the major supplying countries
of India and the Philippines (see discussion below). As noted earlier, within Asia, there
the region's merchant shipping fleet has grown significantly requiring additional seafarers
to man the additional ships. Some adjustments of the earlier estimates have been made
in follow-up investigations by the International Shipping Federation (ISF) and an update
on India was given in a paper by Dearsley (1992). The estimates for 1992 for India was
that the demand had increased to 21 ,800 officers and 32,400 ratings. Resulting from this,
there was a shortage of 6,000 officers and 2,600 ratings rather than a surplus as


