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Introduction
The Unknown World
of the Maritime Industry

Since ancient times, ships of all kind and shapes navigated the seas
and the oceans searching for new territories, carrying products and
people, making the fortune of some and the ruin of others. Techno-
logical progress has allowed the construction of safer and bigger ships,
new waterways are created by digging channels between oceans and
new shipping routes are explored and open, but the power of the mighty
waters remain a force that the seafarers have to face anytime they
leave the safety of the harbor.

By transporting 90% of all the goods in the world, nowadays the
maritime industry plays an essential role in our daily life and in the
global economy. From the petrol for our cars to the clothes that we
wear and the appliances we use in our offices and houses, the large ma-
jority of all the “things” around us is transported by ships. However,
with ports built far away from the cities, short turnaround of ships in
ports and crewmembers prevented to go ashore, the seafarers have be-
come “invisible” and people are generally not aware of the significant
contribution of the shipping industry to our life. Moreover, the public
tends to be unaware of the challenges, problems and difficulties faced
by the persons working behind the scene to keep this indispensable
industry afloat in a multifaceted and intricate connection that spans
from one side of the globe to the other.

A large number of people in our society has become accustomed to
the recreational segment of the maritime industry; many have sailed in
cruise ships enjoying the luxurious hospitality on board, have admired,
in the open sea, wonderful scenarios from the balcony of their cabins.
Yet, very few people have grasped the demanding working conditions
of the crewmembers laboring long hours with little rest and forced to
live for months and months away from their families and loved ones.
It is generally when a tragedy strikes with loss of lives, destruction of
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natural resources, pollution or a piracy attack, just to mention a few
instances, that everyone realizes the far reaching consequences of this
industry in the different sectors of our society.

Hence, we can say that the complex operations of the maritime
industry, its technological resources and human assets are known to
a restricted number of insiders and unknown to the large majority
of people in our society. Nonetheless, the shipping industry will con-
tinue to play a quite vital role exchanging goods around the world and
thus making our life more comfortable. It is therefore paramount that
people know and understand more about this “mysterious” business
done on waters. This volume of Studi Emigrazione intends to fill such
a gap by “revealing” to a broad audience some of the issues and aspects
pertaining to the maritime industry.

Bruno CICERI
chairman@icma.as
Chairman of the International Christian
Maritime Association (ICMA)
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The Maritime Industry Today:
The Blood Vessels of World Trade

An introduction

Sea transport might genuinely be described as an industry which
provides the arteries of world trade, an essential sector which feeds and
fuels the globe. It is the ultimate service industry, driven by derived de-
mand from those who use ships to carry their goods. It has thus grown
in direct proportion to the expansion of world trade and all forecasts
suggest that this growth is set to continue, with estimates suggesting
the doubling of global trade by 2040. It is an industry that is increas-
ingly capital intensive, one that has changed out of all recognition be-
cause of both scale economies and technological advances, and has seen
astonishing increases in efficiency and productivity in recent years.

It has also become relatively “depopulated”, with crew sizes aboard
ship greatly reduced to the minimum through a combination of auto-
mation and intensive cost-cutting. The industry itself has become glo-
balised, this process facilitated by open registers (the “flags of conve-
nience”), international manning and a shift from many of the tradition-
al maritime nations to newer players on the world maritime stage. At
the same time, substantial fleets are still controlled by major companies
residing in the more traditional shipping nations, albeit under the most
“convenient” flags and manned by seafarers from all around the globe,
often managed by third party ship managers. These might be regarded
as important structural changes, which seem likely to continue.

Despite the importance of the industry, and its continuing and un-
deniable beneficial effect upon most of the world’s population, it has
become largely invisible to the man or woman in the street. Even in
many major port cities, where there were once quaysides thronged with
ships, the growing size of ships and their need for deeper water has
tended to see marine activity moving away to less populated areas, the
old ports colonised by property development and even leisure usage.
Docks, which once would provide direct employment to tens of thou-
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sands of people, now are fully mechanised operations, employing only a
few hundred. A ship which might have had a crew of fifty or more, per-
haps locally employed, may now be ten times the size, but manned by
under twenty people, sourced from the other side of the world. In many
places, the maritime world is now “out of sight and out of mind”.

A general population which does not see the ships, or know any-
one who works in the maritime industry, loses all touch with it and,
if asked, will appear convinced that the maritime world is no longer
important. What ships and marine people contribute to the common
wealth will be no longer understood and there will be no general com-
prehension of ships and shipping. It is indeed not unusual to hear the
belief expressed that “most goods come by air”.

An analogy might be made with the water or power generation in-
dustry in advanced countries, where these services, once regarded as
amazing innovations, are taken entirely for granted; only an interrup-
tion to the supply occasioning a grudging acceptance of the sector’s exis-
tence. Thus the media’s knowledge of the maritime world is mostly “di-
saster-driven” and the amazing and more positive things that happen
will be acknowledged only in the specialised press, largely un-noticed by
the general public who are fed a diet of only disaster and things going
wrong. So it is more important than ever to stress that notwithstanding
rare accidents which attract the headlines, shipping is safer than it has
ever been, with total losses in 2014 being fewer than ever before, al-
though the cost to insurers of those which do occur tend to be greater.

Knowledge of the maritime world is only taught in the schools in
terms of the marine environment, its economic importance largely
neglected. It has to be said, however, that other than those sectors
where the public is directly involved, such as passenger ferries and
cruise vessels, the industry itself tends to prefer to keep its opera-
tions at a low profile, which seems to suit its retiring nature. Because
of this self-inflicted silence, it remains a sector that rarely seems to
be covered in contemporary literature, film or other forms of media,
which is to be regretted.

Because the maritime sector remains largely “off the radar” in
many countries, this has its effect in the lack of general awareness that
is needed for recruiting bright entrants into what is undoubtedly an
essential and growing industry. This clearly will have an important im-
pact on the future of the industry, as its demographic make-up changes
in time and is an important issue that has been recognised, without any
sensible consensus on how to become more operationally transparent.
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The maritime hardware stores

The whole maritime industry is centred on the ship, which is a unit
of transport whose life may be between 20 and 30 years, a significant
factor in the supply and demand balance of the world merchant fleet.
The shipbuilding industry, which provides this essential hardware, has
been increasingly located in the Far East, having largely been developed
in the West. Japan, South Korea and China dominate the shipbuild-
ing market, although yards specialising in sophisticated or specialised
ships retain a reasonable market share in Europe. Marine design and
naval architecture retain their substantial foothold in the traditional
maritime nations of the West, although the supply of components for
installation in new ships has become largely globalised.

Shipbuilding as an industry is a classic example of a sector afflicted
by “lumpy investment”, which is itself a factor of the average lifetime
of a ship and the “herd mentality” of ship owners, who tend to respond
to demand increases, or the stimuli of cheap prices or attractive credit
arrangements, en masse. Regrettably, such is the time that will tend
to elapse between the contracting of a large ship and its delivery, that
the market conditions which made the purchase seem attractive, may
well have disappeared by the time it can start earning its keep, with
the market for that type of vessel then in surplus. The owner may then
have to wait for a long time before demand re-establishes itself, with
many years of less profitable operations. Shipbuilding as a sector thus
tends to oscillate between “feast and famine”.

It is an unfortunate fact that shipbuilding tends to be more subject
to government intervention than many other parts of the maritime in-
dustry. For developing economies, it is an attractive way of producing
large-scale employment, with global customers, if the labour compo-
nent is cheaper than that of more established countries offering better
prices for the customers. If relatively simple vessels are constructed at
first, the way is open to then progress into larger and more complex
vessels. There was a colossal explosion in shipbuilding in China in the
first years of the new century, for this very reason, with new yards
emerging to satisfy a brisk demand for ship building berths world-
wide. Turkey, Vietnam and the Philippines are countries which have
also emerged in recent years on the shipbuilding world stage. Unfortu-
nately, governments often do intervene financially to assist their ship-
builders in different ways and distort what is a global market for the
majority of ship types.

Tankers, bulk carriers and containerships constitute the three
biggest markets for shipbuilders, although paradoxically, more man
hours and resources will be expended to produce more specialist types
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of vessel. While owners seeking tonnage in the first categories of ship
will generally find they have considerable choice, sophisticated ves-
sels for the offshore market or passenger vessels will be the province
of far fewer yards. The price of ships, even of the same type and size,
greatly fluctuates, mainly because of demand, but is also influenced by
the cost of components, not least the price of shipbuilding steel, which
tends to volatility.

Ship owners will be divided into those who will buy ships to serve in
their own fleets and operate their own routes (or to work in the charter
market) and those who treat ships as assets, to be bought and sold in a
speculative fashion. Some owners fall into each category. Owners may
retain ships in their fleets until they require replacement, until they
have become uneconomic or technically redundant, or they may see
an opportunity to sell them at the top of the market, when demand is
high, sitting on the proceeds until new building or second hand prices
are low again. There is a perfectly reasonable and legitimate business
case for either policy, although it is hard on the crews of ships sold for
their asset value, who may find themselves unemployed.

Shipbuilding technology has itself evolved over time, with mod-
ern shipyards being heavy users of computers, robotics (for functions
such as welding) and prefabrication in larger and larger units, with
the tendency being to “pre-outfit” each unit before it is joined up in
a building dock. Efforts are made to constantly enhance efficiency, re-
duce waste and produce the most ship for the least man hours. As with
ships themselves, shipyards have been greatly depopulated over the
years, the tendency being to buy finished components for assembly,
rather than to try and make them in the yard, which was once the case.
As an example, a shipyard which was once employing a workforce of
12,000 and which was largely self-sufficient is now producing twice the
tonnage with a permanent workforce of fewer than 600 people.

Ships are financed in much the same way as any other major unit
of capital expenditure: owners borrowing from banks and ship finance
houses, with an increasing use of the capital markets being seen in
recent years. Shipping investments are not for the faint-hearted, with
returns so dependent on a very volatile market. Newcomers into ship-
ping investment have included wealth and infrastructure funds. Regu-
lar warnings that there will be insufficient capital to replace the cur-
rent fleet are given, but they invariably fall on deaf ears and in the end,
usually prove to be false! Investment in ships may, in some countries,
offer favourable tax advantages and this may well exert an artificial or
distorting effect upon the market.

Unlike many important global industries, there are few very big
players in shipping, most owners operating fleets which average ship
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numbers in single figures. Exceptions are to be found in the deep sea
liner trades (those operating large containership fleets), in the large
Japanese corporations which operate several hundred units in many
categories, in the oil companies and a select few independent tanker
companies. The dry bulk trades, with ships operating typically in iron
ore, coal or grain trades, are a notoriously fragmented sector, with very
limited consolidation having taken place over the years.

A feature of ship operation in recent years has been in the growth
of third party ship management, with a management company under-
taking to operate and even commercially trade the ships owned by an-
other entity. They will usually be able to manage ships more economi-
cally than will their owner, capitalising on the scale economies of large
fleets, with cheaper purchasing and better control of operating costs.

Manpower is also increasingly likely to be sub-contracted to a man-
ning agent, if the ship manager does not have his own arrangements.
Some might suggest that with the crew owing its loyalties to the entity
which employs it, rather than the ship owner, this might lead to prob-
lems. Ship management is a highly competitive sector, however, and
some of the biggest players are said to lead the world in their ship oper-
ating standards, often running their own training establishments and
ensuring that their manpower is the best available, especially where
highly sophisticated specialist ships are involved and require the most
motivated and competent professionals.

Managers know that their strengths largely lie in their personnel
and are anxious to recruit and retain the best people they can both
afloat and ashore, to ensure their own future prosperity. It is a feature of
modern shipping that it has become far more specialised, with discrete
sectors like chemical tankers or gas carriers, heavy lift vessels and the
offshore sector all operating often hugely complex ships requiring crew
continuity, so much more effort has to be employed in ensuring that
each ship has and moreover retains the right mix of specialised skills.

Ships depend upon ports and the facilities they provide to load and
unload ships. Until relatively recent times ships would be built to “fit”
the ports they were designed to service, with due attention being paid
to the depth in the channels and alongside berths, their draught and
overall dimensions being seen as crucial. Today, the situation tends to
be reversed, or stood on its head, with the port expected to cope with
the wishes of ship owners in the provision of sufficient water in the
channel and alongside, regardless of the amount of dredging and civil
engineering that might be necessary to accommodate the ships which
the owner proposes.

The scale economies that affect virtually every type of shipping
have been a major challenge for port and terminal management, with
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most ports struggling to keep up with the demands produced by bigger
ships needing more expensive cargo handling equipment, longer quays
and deeper water. It is, of course, far easier to build a bigger ship than
to expand the facilities that will be needed to service it in port. A recent
feature is described as “cascading”, where the very biggest container
ships displace smaller ones, which are re-allocated to other routes and
ports, displacing smaller vessels in a process that leaves no ship size or
container port unaffected!

Ports, like the ships which use them, have become much more capi-
tal intensive with far fewer people being directly employed in cargo han-
dling, this being largely mechanised. The emphasis is on speed of han-
dling and intensity of operations, with round the clock, 24/7, year round
operations. Congestion, caused by weather or the lack of cargo handling
equipment or berths can still be a major problem in some parts of the
world, with ships having to wait at anchor until they can get alongside.

The sheer size of ships may make them less flexible to trade. Increas-
ingly, the science of logistics is employed to streamline the processes be-
yond the port so that cargo is delivered to its destination “just in time”
and is monitored throughout its journey on sea and land alike. This is
particularly important in the liner trades, with the “scaling up” of oper-
ations that now sees ships of around 20,000 teu (twenty foot equivalent
units) on the long-haul routes between North Europe and the Far East.

It has been calculated that just one of these monster container-
ships can generate 14,000 container moves in a major port like Rot-
terdam, this exchange of cargo requiring six 800 teu feeder ships, 53
trains each carrying 90 boxes, three giant inland barges and a stag-
gering 2,640 trucks to service this vessel’s port call. One of these very
large container ships in a far eastern port had no fewer than fifteen
enormous container cranes working her cargo, in an effort to speed her
departure. Just one of these giant cranes may cost US$12m, and there
is a requirement for these to be backed up with similarly sophisticated
ground handling equipment. Increasingly, these terminals are turning
to automation to fulfil the repetitive job of container handling. Port
calls which might have been measured in days or even weeks now see
ships turned around in hours. The pressure on people involved in this
highly intensive business is considerable.

Terminals handling bulk cargoes are no less spectacular, with load-
ing equipment capable of pouring up to 20,000 tons per hour into a
ship’s holds not being exceptional. Ports and terminals are also becom-
ing more specialised, with berths reserved for one specific type of car-
go, such as vehicles, roll-on, roll-off freight, heavy cargo or bulk, rather
than “general user” type operations. The demand on land around ports
is considerable as container stack yards and areas to stockpile other
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cargoes awaiting collection or shipment are always required. At the
same time, environmental pressures restricting their growth produce
areas of conflict between port managements and local interests.

The market for ships

We have seen that in this industry of derived demand, there is little
that a ship operator can do to increase the amount of cargo flowing by
sea. Simply putting a ship on a sea route will not necessarily encourage
shippers of cargo to use it. We have also noted that the rewards from
shipping depend almost entirely on supply and demand in one of the
world’s most competitive industries. Freight rates (the price paid by
the users of ships) will depend on the balance of the market — a short-
age of ships causing a spike in rates and a surplus causing rates to fall.
The supply, as we have seen is relatively inflexible, as it takes time to
build a new ship or even to bring one from the other side of the world,
to satisfy a perceived demand. Similarly, the longevity of the average
ship also contributes to the inflexibility of the market, with a surplus
of ships acting as a drag on the market for many years.

A “classic” example of how things can go badly wrong occurred in the
1970, when there was a high demand for ships in the early part of the
decade, with tankers and bulk carriers scaling up to enormous sizes and
new shipyards being built to construct this new generation of supership.

The process of fleet renewal had achieved a momentum of its own,
when the first of the two Arab oil shocks quadrupled the price of oil
and reversed the upwards direction of world trade. Slowly, in the 1990’s
this recovered, but the huge over-tonnage of shipping, that had been
built in anticipation of the growth that never came, lived on to blight
freight rates for the best part of a quarter century. Huge numbers of
ships were laid up and many were never to trade again, eventually be-
ing scrapped. Fast and thus thirsty ships were often re-engined with
more economical power plants.

Human casualties of this situation of endemic over-capacity in-
cluded large numbers of seafarers and employees from the higher cost
end of the industry who were replaced with cheaper colleagues from
the developing world, as owners re-registered ships and outsourced
their operations in a desperate attempt to stay solvent. Recruitment
for both sea and shore-side positions slowed to a trickle in the 80s and
90s, so that more than an entire generation did not enter the industry,
greatly affecting its demographic balance and providing problems that
continue to this day. Many exceptionally bright individuals, whom the
industry could ill afford to lose, disappeared from the maritime world
into more promising activities during this grim period.
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A similar “shock” occurred in the 2008 financial meltdown, which
took place when an enormous tonnage of new ships had been contract-
ed in the anticipation of trade growth, and which, if they could not be
cancelled, were eventually delivered. There has thus been an oversup-
ply of dry bulk carriers and, in particular, container ships ever since.
Oil prices were (until 2014) creeping higher all the time and operating
costs of ships greatly exceeded the revenue they could earn. Indeed, in
the spring of 2015, the earnings of a large bulk carrier would scarcely
pay the wages of her crew, such was the depressed level of earnings.

The cost of shipping to those who use it has become very cheap as
a result of this inability to raise prices, and this has been reflected by
shippers regarding the bargain prices as a “normal” situation. It has
been described, memorably by one of the industry’s foremost econo-
mists, as a situation where those who use ships regard them almost as
a social service and expect them to be almost “free at the point of use”.
However, the inability to produce decent returns on capital invested
means that the cult of cheapness has become ingrained in the industry,
with ships operated by the smallest possible crews and fatigue-related
problems a growing concern.

Slow steaming, which greatly reduced fuel consumption and thus
costs, has become the main strategy for survival in an era of excessive
ship supply. Laying up ships is less of an option than it was in earlier
recessions, as modern vessels require a far more sophisticated form
of conservation if they are taken out of use and shut down, with the
electronics probably requiring expensive replacement to bring the ship
back into use. Longer voyages, with far more time spent slowly cross-
ing oceans, is one of the several less desirable consequences faced by
seafarers as a result of this downturn in demand.

Trade fluctuates in cycles, but these are difficult to predict with
any accuracy and there is an inevitable delay as the shipping market
attempts to adjust to fit the demand for shipping space. The demand
for ships is affected by weather, perhaps because ports are closed or
harvests are lower or higher than predicted. A cold winter in Europe,
for instance, will be reflected in the demand for tankers bringing the
crude oil to refineries and those distributing it as heating oil. Seasonal
demands are at least regular and even if the weather is unpredictable,
can indicate to owners that their ships will be needed at certain times
of the year to transport harvests, or oil. Shipping space in the liner
trades also fluctuates with the seasons, as shippers fulfil the Christ-
mas rush in certain parts of the world.

The supply of ships is also affected by semi- external factors other
than that of perceived demand. What has been described as the “eter-
nal optimism” of ship owners seems to encourage a herd mentality that
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will see a large number of people contracting for new ships because they
believe that the price will soon rise and they will be less of a bargain.
They might also take advantage of a bad time in the shipbuilding sector,
with empty building berths and yards offering exciting prices to fill up
their order book again. It might be thought that more prudent owners
would desist from adding to the surplus of ships, and that there might
be more consideration of the likely demand for them and the conse-
quences of perpetuating the over-capacity. It seems to be a solution that
rarely commends itself to those in shipping company boardrooms.

The march of technology

The drive to increase the efficiency and thus the productivity of
ships has been constant, so that today’s fleet, in virtually every catego-
ry of ship type, is hugely more efficient than that of its previous gen-
eration. Scale economics and technological advances have facilitated
these improvements.

Nowhere can this be better illustrated than in the world of the
cargo liner, where containerisation swept away labour intensive break
bulk cargo handling in the 1970s and which has continued to scale
itself upwards in successive generations of ships. Up to the 1960s, ves-
sels in the ocean liner trades were around 10,000 to 15,000 tonnes
carrying capacity, which, if they were in the Europe to Far Eastern or
Australasian trades, would accomplish at the most two round trips per
year. They would have been manned by a crew of around 50 persons
and would spend the lion’s share of their year in port, where their
cargo was manually handled by hundreds of dock labourers.

Containerisation rendered these ships redundant in a remarkably
short time in the 1970s and 80s when the whole structure of liner
trading changing to accommodate the technical advanced implied by
unitisation. The first generations of container ships were by compari-
son to their predecessors, very fast vessels, the whole rationale being
increased productivity, which was delivered by short time in port and
rapid sea passages. A single fast containership carrying about 2000
teu could effectively do the work of half a dozen of her break bulk pre-
decessors, albeit employing the expensive structure of well-equipped
container terminals.

Over the years, the ships have responded to demand for greater pro-
ductivity with increased capacity, effectively doubling in size every five
or six years. The size of crews, and the people required to handle cargo
in their specialised terminals have remained small, with increased au-
tomation aboard ship and ashore. Ships of around 20,000 teu will now
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be seen increasingly in the Far Eastern — Europe trades, enormous
vessels of around 400m in length with their containers stacked up to
24 across and nine high on deck. A crew of around twenty will operate
one of these monsters.

Tankers, curiously, have not generally increased in size, although a
small number of half a million tonne capacity vessels were built in the
1970s. These proved inflexible and the Very Large Crude Carrier which
dominates the long haul crude trades has settled on something under
300,000 deadweight tonnes, which gives reasonable access to most crude
terminals and does not strain storage capacity. Like all today’s tankers,
these are double-hulled vessels, diesel driven and with a modest speed
to minimise fuel consumption. It is a matter of some pride to the tanker
sector that it has the very best safety record in the industry and spills
very little oil into the seas. Smaller tankers operate where economic or
physical restrictions are present or where refined oils are carried.

There has been recent spectacular growth in the number of Lique-
fied Natural Gas tankers afloat, this “fuel of the future” finally com-
ing of age and increasingly used in power generating plants. Most of
these ships burn gas boiled off their cargo tank contents during the
voyage, some of them actually being able to regasify their cargo before
it is pumped into the mains ashore. These are very advanced vessels
with largely specialised crews operating them, although new players
are entering the market.

Scale economies have also entered the dry bulk trade, with the ten-
dency to see “capesized” bulkers predominantly built for long haul iron
ore voyages increased in size. Some of these ships are now able to carry
up to 400,000 tonnes of cargo, although there are a limited number of
ports (mostly in Brazil and China) where these ships can be handled.
There is a great deal of interest in the developments in the Panama
Canal, where the first expansion since it was built 101 years is soon to
be finished. How this will affect global routeing of ships remains to be
seen as soon vessels up to 366m in length, 49m breadth with a 15.2m
draught will soon be able to transit. Gas carriers and containerships
are expected to be big beneficiaries of the new canal, but with expand-
ed trade opportunities between north and south Americas.

Passenger shipping is very much a growth sector, although some-
times spoken of as a branch of the leisure business rather than that of
marine transport. Nevertheless, we have seen the same scale econo-
mies, with cruise ship owners building bigger and bigger vessels of-
fering more exciting attractions for their “guests”: this process seems
likely to continue as markets for cruises expand in areas where this
type of holiday has hitherto been unknown. The sector is also diversi-
fying into different and discrete areas of cruising, giving employment
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to smaller ships able to access more interesting destinations. These
ships are heavy in manpower requirements, but with awesome respon-
sibilities for those in charge, should safety be imperilled.

Technology is also very apparent in the ferry trades, where the “ro-
pax” vessel (able to cope with a seasonal passenger influx in addition to
year-round freight cargoes) have been introduced in many developed
nation ferry routes. Ships are bigger all the time, able to handle their
cargo faster, with highly efficient terminal systems and on board ar-
rangements that make it easy to drive vehicle between decks over wide
ramps. Hydraulic access equipment has come on in leaps and bounds
in this type of ship. Fast ferries too have become bigger and capable of
rougher sea crossings.

Other major users of advanced technology can be found in an as-
tonishing array of sophisticated craft in the offshore industry, heavy
lift and project cargo vessels and in the vehicle trades. Globalisation,
industrialisation and the spread of component manufacture through-
out the world have been made possible only because of reliable and
regular shipping services.

The technology has been forced to adapt to a number of external
pressures. The price of fuel and the lack of profit because of the in-
dustry’s inability to regulate the supply of ships has encouraged fuel
economy, while environmental pressures demanding ships become
more sustainable have also been drivers to the same ends.

Technical efficiency has been delivered through more efficient ma-
chinery, the use of waste heat to produce electrical power for example,
and many more advances in ship design. This process is continuing,
with new air bubbling systems reducing resistance, more efficient use of
the waterflow around the stern of the ship, operational “tuning” of the
ship’s trim and other hydrodynamic improvements. People have been
encouraged to operate ships in a more optimal fashion, keeping machin-
ery in peak performance and scheduling voyages more scientifically.

The demand to reduce harmful emissions has also had a dramatic ef-
fect, with Northern European and North American waters imposing emis-
sion control areas, where heavy oil (which has been the most used ships’
bunker fuel in the past) may not be burned. Ships have alternatively had
to either employ scrubbers to clean the exhaust emissions, or burn marine
diesel oil, which is very much more expensive, when in these waters.

Much attention is being paid to LNG as a bunker fuel and increas-
ing numbers of ships are being built with “dual fuel” engines able to
burn this when it is available. It does however require heavily insu-
lated storage tanks and its use has largely been confined up to now in
ferries or other ships which operate exclusively in ECAs. Others are
experimenting with methanol and even sail assistance, battery power
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and hybrid systems are under test as shipping “cleans up its act”. The
industry does however continually stress that of all transport systems,
ships are the most environmentally friendly.

The pressure to make ships more sustainable seems certain to con-
tinue, even though the result often seems to be more complex vessels
with sophisticated systems. Other exciting advances have been made
in the fields of safety and navigation with the emergence of “eNavi-
gation” technology, better communications between ship and shore,
and as a result a more acceptable level of connectivity for seafarers,
who increasingly resent their isolation when compared with the “well-
connected” people ashore. The availability of “big data” and the pos-
sibility of more monitoring of ship systems remotely are said to have
an improving effect upon ship performance.

Might robot, or autonomous, ships emerge onto the world shipping
stage? Certain technology companies are suggesting that this is just
a matter of time and the technology is surely available today, when it
is possible to direct a tracked vehicle around the surface of Mars. It is
perhaps worth recalling that in the 1980s a bulk carrier crossed the
North Pacific with no seafarers aboard, the ship being controlled by
Japanese scientists from an accompanying vessel.

But the sea is dynamic, unpredictable, corrosive and occasionally vi-
olent, and while it might be possible to conceive of a freight ferry moving
goods across a bay or smooth water estuary under shore control, much
would require to be undertaken in changes to maritime law (an un-
manned ship is technically a “derelict”), matters of liability and respon-
sibility, and both national and international oversight. It remains a fact
that in much of the world’s seaways lawlessness prevails, supervision is
poor and if anything the world is becoming if anything less stable. Ships
with nobody aboard them, it might be thought, implies a certain degree
of risk for those who own them, at least in present circumstances.

Seafarers - the people who make it all work

There are some 1.75m seafarers in the global maritime workforce
manning the world fleet of some 80,000 ships. They tend to be less
visible than some workers, largely because they are generally spread
around the overall population and less gathered together in port cities
as they were in the past.

Their skills, at least of those who work in international shipping,
are governed by international convention which requires them, de-
pending on their rank or rating, to have certain identifiable competen-
cies. Seafaring, however, remains a profession that is very much expe-
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rience based, with qualifications being seen as the entry point, rather
than as the be all and end all of competence.

Seafaring once tended to be a young man’s job, but it is now more
evenly distributed throughout the age-range. Efforts have been made
to attract women into seafaring, with very limited success. It has be-
come a notably international workforce, with seafarers being recruited
from all around the world, although a startling statistic shows that
just under one third of the total are now from the Philippines. Seafar-
ers from China, Eastern Europe and India are significant segments in
the global workforce.

Attractions of seafaring include travel, early responsibility, reason-
able pay and an interesting job, offering prospects to those who gain
their qualifications. Less attractive facets of modern seafaring are the
small crews on even the largest ships, multi-cultural and multilingual
manning which can promote loneliness and isolation and the lack of
connectivity, although this may be improving. Accommodation has not
improved greatly, being squashed into those parts of the ship where
revenue earning is not possible and excessive hours of work, when
compared with the average working week ashore, can lead to danger-
ous levels of fatigue.

Matters may be improved by the important International Labour
Organisation’s Maritime Labour Convention 2006, which will hope-
fully allow conditions of work and those aboard ship to be better regu-
lated. It could also be that the demand for greater professionalism,
better safety standards and stricter oversight, along with the simple
laws of supply and demand, will see conditions improve. Interestingly,
maritime employers anxious to recruit good people are now stress-
ing the opportunities for a whole career in the industry after a period
afloat. This may lead to a better motivated and informed workforce.
However, a large proportion of the world fleet is composed of relatively
simple ships, earning low rewards and subject to the rigours of the
freight market. A low cost crew will tend to remain the owner’s prior-
ity in such a sector, for the foreseeable future.

Future shocks

The maritime industry should be able to look forward to substantial
growth, although as an industry which responds to external demands it
is not in a position to make its own fortune. With world trade still in re-
covery mode and much residual over-tonnaging in several sectors, short-
term prospects look variable rather than promising. As an industry al-
ways subject to “events” such as the 2008 financial crash or the closing
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of an important waterway, or political action that may affect maritime
economics, those who work in this fascinating sector will know the im-
portance of luck just as much as timing in their industry’s fortunes.

Michael GREY
rimgrey@dircon.co.uk

A freelance journalist, lecturer
and consultant

Abstract

The maritime industry is largely a service industry and in economic
terms one of derived demand and is this subject to external pressures,
such as that from the direction of world trade. It is also an industry
that has been subject to great economic changes, becoming one of the
first to tap into the globalised labour market, when driven by long
term recession at the end of the last century. It has seen enormous
technical changes, such as containerisation, the rise of the offshore
industry and scale economies, which have permeated every maritime
sector. It has also seen an eastwards shift in much shipbuilding and
ship operation, although the control of much of shipping has remained
in a few western nations. The industry is intensely cyclical, but has
historically spent much time in a condition of shipping supply surplus,
which tends to be a consequence of the over-optimism of ship-owners
and the longevity of the ships they buy. Reactions to this include, on
the one hand, slow steaming and cost saving, better ship utilisation
and efficiency increases, with huge shipping productivity gains. Many
of these, however, have diminished the life at sea experience for ships’
crews, with crew cutbacks, highly intensive operations and fatigue
among the consequences. Manpower policies have also been affected
by the last big shipping recession, when there was insufficient recruit-
ment ashore and afloat, and which threatens the health of the sector
today, and in the future.
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«Studi Emigrazione/Migration Studies», LIl, n. 198, 2015.

High Tide and Undertows:
Filipino Seafarers between
the Paradoxes of Development
and Imagination

Introduction

Typical discourses and official statements in the Philippine islands
picture Filipino seafarers as exemplary men; highly praised among
their kin and declared the nation’s bagong bayani (new heroes) or
“sailing ambassadors” to different countries. In the official discourses,
it is affirmed that, through national laws and international regulation,
Filipino seafarers are protected and the seafaring industry in the Phil-
ippines is stable and it does not present major problems!. The aspect
commonly highlighted, about their contributions to the nation, is of
course remittances. The allotment sent to their beneficiaries is, by law,
“at least 80 percent”? of their monthly salary; remittances from sea-
farers amount to more than US$ 5 billion yearly. It has been discussed
that in the Philippine province seafaring careers became options of-
fered as «an answer to the situation of poverty»® and early warnings
pointed out how the main profiteers from the “seafaring booming”
were the nearly 200 maritime schools already in place 20 years ago®.

1 IOM-SMC, Country Migration Report — The Philippines 2013, IOM, Makati-
Philippines 2013, p. 74.

2 Philippine Overseas Employment Administration (POEA), Standard Terms
and Conditions Governing the Employment of Filipinos Seafarers On Board Ocean
Going Vessels, Section 8, A.

3 Maragtas Amante, Philippine Global Seafarers: A Profile, SIRC-Cardiff Uni-
versity, Cardiff 2003, p. 70.

4 Lennart Johnsson, Funny Flags: ITF’s Campaign — Past, Present and Fu-
ture, Brevskolan, Stockholm 1996.
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The maritime industry, «the backbone of international trade and a
key engine driving globalization»5, transports between 80 and 90 per-
cent of goods worldwide, and needs 1,400,000 positions onboard. Filipi-
nos occupy around 350,000 jobs on oceangoing ships, or 25 percent. The
number of Filipino seafarers deployed in 2011 reached 369,104, but it
is not increasing. In fact, it has gone down slowly to 353,898 in 2014°.
Annually, about 20,000 students graduate just from the 93 accredited
maritime schools, when only 5,000 are needed to replace retiring sea-
farers’. New graduates come from the province to the National Capital
Region (Manila and contiguous cities) to apply for jobs onboard to re-
cruitment (aka manning) agencies. A good number of them struggle to
be deployed, and many obviously will never work onboard, especially
if they do not have a “backer” (sponsor) in the agencies. Another dif-
ficulty to be deployed is that at least 90 percent of them have not had
cadetship onboard as part of their maritime education because most of
the schools do not offer that possibility.

Seafarers coming from the provinces, who are applying to work
onboard, stay in boarding houses. They are advised to take costly
and short-time training programs by the agencies, which have either
training facilities or agreements with the abundant existing training
centers. Training programs, also required for returning seafarers, are
redundant; yet, new graduates take them because they are told that
those are part of the requirements to work onboard. Some applicants
resolve to work as “utilities” (volunteers, i.e., errand boys) without sal-
ary®, in the agencies where their applications have been lodged hoping
to eventually be deployed after several (3 to 8) months. This practice of
recruitment agencies for seafarers was revealed to the public opinion
by alocal TV channel in 2014°, following the case of a marine engineer-
ing graduate doing cleaning jobs and taking care of a sick person in the
house of an allegedly impostor in the agency in question.

5 United Nations Conference on Trade and Development (UNCTAD), Review
of Maritime Transport, United Nations, New York and Geneva 2012, p. xiii

6 POEA, Overseas Employment Statistics — Deployed Filipino Seafarers Statis-
tics by Category, 2006-2014.

7 Rey Gamboa, «False promise of a dream», The Philippine Star, Jan. 29, 2013.

8 Minghua Zhao and Maragtas Amante, «Chinese and Filipino Seafarers: A
Race to the Top or the Bottom?», Proceedings of the SIRC’s Third Symposium,
Cardiff University, Cardiff 2003, p. 80.

9 Erwin Tulfo, <Marine Engineering Graduate, Ginawang Kasambahay ng
Nagpanggap na [Converted into Houseboy by a Fake] Crew Manager» Tutok Tulfo
— News 5 EVERYWHERE, Sep. 16, 2014.
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A Paradoxical Reality

Seafarers perform their work necessarily in secluded conditions
onboard. Thus, an average layperson’s knowledge on seafaring relies
mostly on storytelling, loose passages of history, literature and films
that often emphasize the adventurous aspect of, or romanticize, sailing
across the seas. Popular images of seafarers in the Philippines depict
them as adventurous individuals who travel around the world, earn
high salaries, thus being good providers who own houses above average
and help with studies and livelihood to their extended families. There
are such cases in the Philippines, which are quickly disseminated, but,
alas, there are many other issues less known. It cannot be forgotten
that seafaring is a hierarchical profession, and wages between officers
and ratings are widely disparate, with the latter having the lowest. In
this regard, a problem in the Philippines is not only the oversupply
of seafarers, but among them the abundance of ratings and shortage
of officers.!® Yet, young people are enticed into seafaring careers with
promises of earning brilliant salaries, and recently even women are
queuing up at manning agencies trading diplomas and certificates with
mops and vacuum cleaners as many are seeking jobs in cruise ships'!.

Filipino seafarers also face several hardships onboard, especially
because more than 50 percent of them work under the flag of conve-
nience system (FOCs)'?; on vessels registered in countries others than
the owner’s country so as to avoid compliance with strict labor stan-
dards. The oversupply of seafaring labor in the Philippines drives its
nationals to accept low salaries offered by FOCs vessels instead of be-
ing around waiting months or even years without work. Once onboard,
seamen endure the hazard of working on poorly-manned ships that
do not comply with international labor standards. In such conditions
they are exposed also to mistreatment by their superiors, limited food,
stressful conditions and delay of salary payment or even no payment.
Filipino seafarers seldom complain about these hassles because they
fear reprisal from captains, ships owners and manning agencies. In
two focus group discussions (FGDs), seamen referred to cases they

10 Angelica Baylon and Eduardo Santos, «The Challenges in Philippine Mari-
time Education and Training», International Journal of Innovative Interdiscipli-
nary Research, 1, 1, 2011, pp. 34-43.

I Lucia Papal-latoc-Tangi, Pinays Abroad: A Study on the General Working
Conditions of Filipino Women Seafarers on Board International Vessels, College of
Social Work and Community Development — University of the Philippines, Quezon
City 2012.

12 Evita L. Jimenez, «The Diaspora of Filipino Seafarers: A Look of the Flag of
Convenience (FOC) System», UKTAW, V, 1, 2011, pp. 205-229.
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have either witnessed or experienced. For example, after complaining
regarding conditions onboard; when assessing negatively the aboard
experience at the end of their contract; and approaching port welfare
offices to denounce illegal dismissal, delay of salary or abuse of power,
are reasons that lead ship companies to report seafarers to POEA for
allegedly misconduct, and they can be blacklisted losing possibilities of
future employment onboard.

The trifling rhetoric, repeated by public officials and the media,
about why Filipinos seafarers are sought after by ship owners world-
wide is always the same. It basically affirms that Filipinos are natu-
rally incline to maritime professions due the archipelagic geography of
the Philippines, they have a good command of the English language,
they can easily adapt to other environments and to work with people
from other cultures, and they are hard-working, disciplined, commit-
ted, reliable and loyal individuals. This platitude veils the struggles
faced by seafarers onboard, practices of money-making through su-
perfluous training by training centers, exploitation to new graduates
by manning agencies and even the delayed bureaucratic processes and
mistreatment received by seafarers in the facilities of the Maritime
Industry Authority (MARINA).

It cannot be ignored that there are positive experiences of success-
ful Filipino seamen that certainly get high salaries. Indeed, there are
experiences of seamen landing in good jobs, for instance onboard Eu-
ropean or Japanese vessels, even if they also are burdened with redun-
dant training that defeat the purpose of reaching international stan-
dards, and which is also required by MARINA. However, the dominant
discourses, using those cases, cover u the problems that the maritime
industry faces in the Philippines, which have been summarized here.
However, how to present a coherent picture of the seafaring industry
in the Philippines that tackles such a paradox? How do seafarers cope
with the hardships onboard? Does this reality is shared with other sec-
tors of workers or even other social groups? These are the questions
tackled in the next sections of this article.
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In Search of a Framework

The disparities in the Philippine maritime industry affecting its sea-
farers and thousands of young people aspiring for and studying seafar-
ing careers can only be explained within today’s historical global con-
text. The analysis though should be put into perspective without losing
sight of the particular features of the Philippine society so as to find
what is common to the general context and what is characteristic of the
local situation. Looking then at the global context, perhaps the worst
adversity of our time is a noticeable irony: while there is an impressive
progress in different social aspects of the contemporary society brought
about by science and technology, it has gone hand in hand not just with
the widening of the gap between the rich and the poor, but also with the
impoverishment, and deprivation of the means of survival, of thousands
of populations and social minorities in the name of development.'® Such
a result affecting global society, despite multiple efforts of groups and
individuals for the improvement of peoples’ lives, cannot be explained
unless it is highlighted, if not a clear insight, at least a sketch of the
ways how the overall system holds together when billions of people are
marginalized and struggle day after day to make ends meet.

In this line, the fact that so many people experience penury in their
lives, when a few others enjoy overabundance, does not lead to other
conclusion but to point out what is the most valued today. In the or-
ganization of today’s society, economy, production and consumption
are central values, and look like more important than human beings.
This situation leads to think of Marx’ affirmation on what he coined
the «reification of social individuals», i.e., their transformation into
things or objects by capitalism and its economic laws. Talking of Marx,
however, Cornelius Castoriadis notices that it is precisely the struggle
against reification what has sustained capitalism®. As the system tries
to dehumanize individuals much as possible, it can only function to
the extent that their conversion into objects is not wholly realized.
The struggle of human beings against reification and towards the
achievement of promises of development is the basic condition for the
existence of capitalist society. It was necessary raising the standard of
living of workers in order to enlarge the market in consumer goods for
the expansion of capitalism.

13 Minority Rights Group International (MRG), State of the World’s Minorities
and Indigenous Peoples 2012, MRG, United Kingdom, 2012.

14 Cornelius Castoriadis, The Social Imaginary of Society, Polity Press, Cam-
bridge 1987, p. 16. Born in Costantinople (today Turkey), Castoriadis was raised
in Greece, and at the age of 23 migrated to France, where he developed his ideas,
which are organized mainly in the volume here quoted.
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Despite the impact of the economic analysis of capitalism by Marx,
and his conviction that the aim of theory is not just the interpretation of
the world but its transformation, Marxism eventually lost importance.
The reason, Castoriadis explains, is that it is rooted in the same prin-
ciples capitalism is rooted in. Castoriadis argues that both, Marxism
and capitalism are rooted in pseudo-rationality; it is the presumption of
absolute knowledge. Modern theories, including Marxism, depart from
a postulate enunciated in a notable phrase by René Descartes, «we are
to attain knowledge and truth in order to “make ourselves masters and
possessors of nature”»'%. This sentence is, for Castoriadis, the earliest
and clearest formulation of the spirit of capitalism. This basic principle
unfolds into two assumptions: on the one hand, modern theories be-
lieve and act as if they can tackle and give solutions through rationality
to any social problem, what in turn requires the assumption of pos-
sessing a totality, or else they cannot undertake the task; on the other
hand, modern theories believe to have dismissed mythology and reli-
gion. However, Castoriadis notices how society is not really secularized
because knowledge and technology have taken the place of religion.
Knowledge has succeeded «in setting itself up as the practical equiva-
lent of the sacred»6, although it is not directly considered sacred.

The way society is currently instituted is the product of human
beings’ imagination. The organization of human needs and actions is
done through the creation of social institutions. The work of Castori-
adis is in fact a profound reflection on social institutions, which are
sets of tools, procedures, norms and values «that with or without for-
mal sanction»!” impose ways of acting and thinking. In this regard,
all knowledge, representations, significations, meanings and ways of
making sense of the social work are what Castoriadis coined as “so-
cial imaginaries.” Social imaginaries are sets of ideas and perceptions
of social reality that are not only based on tangible realities but on
generalizations of real cases, popular knowledge, discourses, dreams,
illusions, and on desires and fantasy as well. This is the framework
used here to tackle issues of Filipino seafarers®. Yet, it remains to say
that this framework addresses two main concerns: one is the rethink-

% In David Curtis, The Castoriadis Reader, Blackwell Publishers, Oxford
1997, p. 149.

16 Ibidem, p. 242.

17 Cornelius Castoriadis, A Society Adrift, http://www.notbored.org/ASA.pdf,
Electronic Publication.

18 The author keeps distance from modern theories and considers his work not
a theory, but an “elucidation,” namely, the labor through which social individuals
attempt to think «what they do and to know what they think»: Castoriadis, The
Imaginary Institution of Society, p. 3.
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ing of imagination as the basic asset of humanity to deal with prob-
lems arising in the social organization'?, and the other is the issue of
autonomy?, considered an aim of any society. It is in other words the
conviction that individuals of any society are able to deal with their
own organization, trials and tribulations, thus the central problem of
historical reflection is the specificity of each society.

“Navigating on Different Waters”

Historical cultures create their own social imaginaries, and their
central imaginaries hold together societies providing meanings and
purposes to their constituents. The characteristic though of our pres-
ent historical time is the institution of a dominant imaginary through
processes of globalization: the capitalist imaginary that privileges and
gives centrality to economy, production and consumption. It is domi-
nant but it is not an imposition because historical imaginaries are in-
stituted through the instillation of a set of needs and a relationship
to authority. Social individuals are then not compelled, they adhere
themselves to the dominant institution of society, or in other words, the
system succeeds in achieving people’s adherence to the way society in
general is organized. The institutions created in the first place by social
imagination for the solution of basic needs of society, in an attempt at
their preservation, close their meanings. It follows that social individu-
als become at the service of the institutions they have created. Even so,
radical imagination is deployed in society and while individuals cling
to the dominant institution, at the same time, through social practices
they open and create possibilities for the transformation of society.

Social individuals cannot only reject institutions because the latter
appear already embodied in social creations, for instance, in a bomb,
in high-priced goods, in binding contracts, national frontiers, armies,

¥ Imagination, according to Castoriadis, has been thought of mostly as fantasy.
Aristotle indeed talks of phantasia in De Anima, but it refers to two different ideas.
He mostly deals with the normal conception of imagination, or «secondary imagina-
tion», which he fixes between the capacities of sensation and intellection. However,
in the same treatise, there is a different idea of imagination that has passed unno-
ticeable: it is the “radical imagination” that is the basis for thought and «possibly
precedes any thought». Arguably, Kant also refers to this capacity in the Critique
of Pure Reason and calls it «transcendental imagination», and in Freud’s ideas un-
derlines this conception of imagination but he never mentions the term. In Curtis,
The Castoriadis Reader, p. 320.

20 The author finds that society tends to its autonomy, and identifies two mo-
ments when society as a whole achieved certain autonomy: in Greece with the birth
of philosophy and democracy, and in Western Europe at the end of the Middle Age.
Castoriadis, The Imaginary Institution of Society, p. 129.
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customs, traditions and so forth. In simply rejecting institutions, the
subject risks to reject the others and to reject himself altogether as he/
she partakes to the same social institutional setting. Instead, at stake
is a different relationship to institutions and to the others towards the
autonomy of the subject as a condition for the autonomy of society.
Autonomy is not detachment from the others, from institutions; it is
rather the recognition of belonging to a given society. In front of all
what individuals inherit, a language, a history, customs and traditions,
the social subject has a reflective, critical and deliberative activity. Fac-
ing the dominant institution of society, individuals are not mere dopes.
They are constantly looking for ways of dealing with their problems.
The critical issue, however, is that individuals have been convinced by
the dominant institution of society that their views and concerns have
no impact for the fundamental matters of society. It is, for example,
significant that during the field work, a young seafarer suggested to
better interview the «officials, especially the captains because they
know and can explain better» seafaring matters.

Modern theories praise knowledge and articulated discourses for
the explanation of the social world. While common people do not pro-
duce great discourses, they do partake of social imaginaries and keep
reinventing the possibilities to face the closure of institutions that can
bring dreadful conditions. Whereas individuals are convinced that they
cannot contribute much for the important affairs of society, they still
express themselves through their social practices and cultural produc-
tions. The social imaginaries notion is a methodological tool to observe
the social world and inquire on the ways people deploy to deal with
their problems. Thus, in this research, in order to observe cultural
practices, to give attention to narratives and other forms of expres-
sion of Filipino seafarers, ethnography was used. Social spaces where
people constantly relate today are online social networks. A common
feature widely used for social interactions therein is photography. It is
not an exception for Filipino seafarers who share with collegues, fami-
lies and friends photos of their journeys.

As a result of these methodological considerations, the research
draws on a combination of methods. It starts with an ethnographic ap-
proach termed on-the-move. Then it enters the “virtual world,” seen
as a site for cultural formations. A set of photographs (30 in total) was
retrieved from the Facebook network «Seaman OnlinePH» that links
more than 60 thousand individuals. The photos retrieved were those
with more likes and shares (30 images in total), all of which fall in the
album «Funniest Photos of our new Heroes». Other set of photos were
60 entries submitted for the 3" Photo Contest of the National Seafar-
ers’ Day (NSD) 2013, a yearly celebration held in Manila at the end of
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September, organized by Apostleship of the Sea (AOS) and partner sea-
faring stakeholders in the Philippines. The latter set of photographs
was analyzed using their captions, while for the interpretation of the
former set photo elicitation interviews with 16 seafarers were conduct-
ed. In the interviews seafarers provided background information about
the depictions and share their own experiences onboard and onshore.
Data was also collected from two focus group discussions with seafar-
ers. The data obtained have been selected for this article focusing on
imaginaries of gender and progress/development.

Instituted and Creative Imaginaries of Seafarers

The global social context dominated by neoliberal politics and eco-
nomics is the dominant instituted society where unlimited expansion of
production and consumption are more important than concrete needs
of peoples. The problems in maritime education, oversupply of seafaring
labor, and actual problems that Filipino seafarers face in their attempts
to get deployed as well as poor conditions onboard can be understood
in this current institution of society. It is believed and affirmed that
problems faced by seafarers and especially those related to the FOC sys-
tem can only be decided on the policy level. This is questionable. First,
policies are needed, no doubt, but the increasing problem in Philippine
labor migration is the lack of or weak implementation®! of existing poli-
cies. In a second instance, in the Philippine context it is also recognized
that «the hands of the government are tied due to its weaknesses» in
handling the problems of the local economy?2. In any case, governments
have no much power in a global neoliberal economy.

Besides, a comparison study on practices and strategies of the mar-
itime industry in three countries (United Kingdom, South Africa and
Philippines) shows that «shipping capital prefers to hire seafarers of
specific nationalities» for characteristics such as «obedience, passivity
and ability to integrate,» and the state is «a powerful player (inten-
tionally or not) in global processes and global market formation»2. In
the Philippines, the government succeeds in advertising overseas and
seafaring labor. Ethnographic research and analysis of discourses from
the “the top” or “elites” unveil how «Filipino seamen’s masculinities

% TOM-SMC, Country Migration Report — The Philippines 2013, p. 9, 193, and 206.

22 Jimenez, «The Diaspora of Filipino Seafarers», p. 225.

23 Shaun Ruggunan, Global Transformation of the Contemporary Labor Market
for Merchant Navy Seafarers: Case Studies of Filipino, South African and British
Seafaring Labor Market, School of Sociology and Social Studies — University of
KwaZulu-Natal, South Africa, PhD Thesis, 2008, p. 278, and 309.
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and manhoods are imagined [...] as hypermasculine and macho, het-
erosexual and heteronormative, responsible and hard-working, coop-
erative and devoutly catholic, and heroically patriotic»?*. Through this
social imaginary of masculinity the Philippine state and local compa-
nies (including maritime schools and training centers) are involved in
promoting low paid labor onboard oceangoing vessels.

Certainly, seafaring careers have been an answer to the situation
of poverty in the Philippines, but the matter goes beyond poverty. In
a ship visit, chief mate “Ron,” working onboard for 19 years, related
his experience of getting into maritime education. When his brother in
law came for holidays asked to accompany him to change his money.
Ron was so impressed when he saw the amount of money his brother
in law received that soon after he switched his business administration
course for maritime education. After two years, he graduated, even if
it took him another two years to be deployed for the first time. These
kinds of stories are quickly disseminated because they combine a reali-
ty with the desire of reaching the capitalist promise of progress, in this
local context, through maritime education. Real cases, needs, dreams,
desires and even economic interests are merged and converted into a
dominant social imaginary to which people adhere. As it provides op-
portunities for some individuals, it also constrains the lives of many
others as the promise cannot be reachable for all those thousands of
maritime students. At the end, maritime education becomes another
merchandize sold through promises of jobs onboard as an opportunity
to travel the world and earn high salaries.

Filipinos who succeed on going especially onboard FOC vessels
«have only their own selves to rely on»?. Despite the challenges they
face, seafarers are not disempowered individuals. The radical imagina-
tion, which makes possible the creation of institutions, opens also the
possibilities to challenge the institutions and institute other practices;
it is then also an “instituting” or creative imaginary present and func-
tioning in society. Practices and forms of expression of people are of-
ten overlooked because common individuals are not always considered
subjects of their own history capable of handling their problems and of
autonomous decisions and actions. As people relate to others and share
their concerns, they are giving account of their social imaginaries and
the ways deployed to deal with constrictions and how they make sense
of the social world. This includes not only their comprehension of so-

24 Kale Bantigue Fajardo, Filipino Crosscurrents: Oceanographies of Seafaring,
Masculinities, and Globalization, The University of the Philippines Press, Quezon
City 2011, p. 79.

% Jimenez, «<The Diaspora of Filipino Seafarers», p. 225.
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cial matters, but also simple practices of having fun. Representations
such photographs generate data that illuminate subjects and practices
that are not always visible to researchers. Through photographs, in-
dividuals also manifest their social imaginaries as «the image embod-
ies the observer’s imaginaries conceptions rather than any external
conditions»%. The portion of reality selected in a photograph can cap-
ture people’s knowledge, concerns and dreams, but also reveal imagi-
naries of the observers.

The theme proposed for the photo context of the NSD was Marinog
Pilipino: Patuloy ang Pag-unlad (Filipino seafarers: continuous prog-
ress/development). The photographs submitted by maritime students
and seafarers onboard include varied representations. Students, for
example, focus on the importance of schooling and training, and relate
to progress images of the quasi-military orientation of seafaring, such
as students in uniforms and marching cadets, thus an image of their
“docility”?’. However, in both cases of photographs sent by maritime
students and seafarers onboard, appears an aspect that is not common
in the dominant imaginary; the presence of the other, it is the presence
of the community as vital for progress.

Photograph 1: Jerick Bacasdoon, «Better when Togethers, NDS — Photo Contest, Sep. 26, 2013

Photograph one captures two seafarers working onboard and Jer-
ick Bacasdoon considers that it is easier to reach progress «when things
are done together».

% Steven Edwards, Photography: A Very Short Introduction, Oxford University
Press, New York 2006, p. 25.
27 Bantigue Fajardo, Filipino Crosscurrents, p. 79.
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Photograph 2: Donald Hubilla, «Trail to the Future», NDS — Photo Contest, Sep. 26, 2013

The caption of photograph two reads: «[It is a] group of fishermen?®
working hard to have the catch for their everyday expenses, ensuring
that they can survive the hurdles of life». In other photos submitted,
Hubilla also tackles the theme of progress related to a vision of future.
Future, though, is not conceived as time far away, but as the caption
says, as the fulfillment of everyday needs. In fact, the caption of anoth-
er photograph that shows a man fishing with the sea and the setting of
the sun as background, sent by John Guevara, says:

Hawak-hawak ang mahabang bingwit na nakaharap sa maliwa-
nag na kinabukasan ay mahigpit na pinanghahawakan ng matanda
ang sumisimbolo sa kanyang araw-araw na pangkabuhayan. Ang pag-
unlad na hindi mahahanap ng iba.

[Holding the long fishing rod, as if pointing to a bright future, an
old man tightly grips what symbolizes his daily means of sustenance. A
[satisfactory] progress as no other can be found]

(Caption: John Guevara, «Ang Pagbibingwit sa Pwerto [The Fish-
erman in the Port]», NDS - Photo Contest, Sep. 26, 2013)

2 In the Philippines, the term seafarer includes cruise ship personnel, fisher-
men and those serving on mobile offshore and drilling units on the sea. In addition,
entries for the contest could be taken onboard or offshore.
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Through these representations, the idea of progress is linked to the
community and to an alternative conception of future. Unlike the domi-
nant imaginary that fills up an individualistic ideal with the illusion of
unlimited expansion of production and consumption and promises of
future success, two different aspects can be highlighted in these rep-
resentations. One is the presence of the community as necessary for
progress. Development or the unfolding of progress in all dimensions
of social life, and not only in the economic aspect, is possible if the com-
munity is involved. Thus, it cannot be a progress that is unlimited, but
a reachable growth where the others are into the picture. The Filipino
term pag-unlad can be translated as progress or development. In the
previous caption quoted, the word pag-unlad does not include the ad-
jective patuloy, which can be translated as constant or uninterrupted.
That is why it makes sense adding “satisfactory” in the light of the pre-
vious mention about the araw-araw or daily means of sustenance. This
is an indigenous conception of pag-unlad (development) that seems
reachable and not a fantasy as the imaginary idea of unlimited progress
of modernity through the unlimited exploitation of nature.

The second different characteristic in the representations is the
idea of the future. As a matter of fact, the idea of future, central in
the 20t century, is not a natural conception. Future is an implicit be-
lief, or «a true faith, based on the concept of progress, the ideological
translation of the reality of economic growth».? Rather than an idea
about the direction of time, it is a “psychological perception” based on
the experience of expansion of economy and knowledge in the age of
capitalism. Native conceptions of future in the representations instead
are related, certainly to the direction of time, but as moments evolving
from the possibilities created by concrete practices, actions and rela-
tionships in connection with the solutions of real needs.

The 30 photographs retrieved from a Facebook network of seafar-
ers show mainly Filipinos having fun onboard. In the photo, elicitation
seafarers informed that in some cargo ships, to divert themselves from
loneliness, homesickness, boredom and overcome stressful conditions,
a few captains allow and even encourage the crew members to perform
some activities like contests during resting time on weekends.

2 Franco Berardi, After the Future, AK Press, Oakland CA 2011, p. 13.
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Photograph 3: Sir Tacba, «Who's your bet?» Facebook: Seaman OnlinePH, Retrieved on Oct.
20, 2013; 2,206 likes, 964 shares

In a photo elicitation interview, a young seafarer who had been only
five months onboard could not make sense of the depictions, mostly
of those showing cross-dressed Filipinos as exemplified in photograph
three. He only asserted to say, «<Do you know what is kalokohan?» Ka-
lokohan means either crazy fun or nonsense as in this case. Other sea-
farers provided more background information about those photos; for
example, Roy says:

[This] is “Miss Gay” in the ship, [done] just for fun. When I was an
otler, yeah, I told the captain I will not accept to participate, but I think
this one is only for fun, and for camaraderie on the ship [...] a way of
diverting ourselves from loneliness [...] we do everything that we can do,
Just to forget the loneliness.

(“Roy,” 9 years onboard, 29 y/o, Interviewed on Jan. 27, 2014)

In human societies, even what is considered as nonsense has a
meaning. About any representation, whether amusing or annoying,
pleasant or repulsive, there is always a meaning. Yet, through the lens-
es of the patriarchal dominant imaginary, where attitudes considered
masculine, such as superiority, strength, power over others or rational-
ity over sensation and emotions, those representations are surely just
nonsense. In addition, in historical societies, masculine and feminine
traits are socially instituted. Taking a look at the pre-colonial history
of today’s Philippines, there are two interesting points to consider.
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Firstly, in the indigenous societies of this region of the world, attri-
butes of womanhood and manhood leaned not only on anatomy, as it
is the case in different historical societies,* but also «on the social ele-
ments of occupation and prestige»3l. Secondly, the sartorial codes for
men and women were not strictly different from each other. These two
aspects can be confirmed specifically in what was regarded a presti-
gious occupation, namely, the babaylan or priest-healer. The figure of
babaylan was normally an office of women, but males were also al-
lowed to become priest-healers provided they adapted the dress and
demeanor more proper of women. The bayoguin was a cross-dressed
and cross-gendered biological male partaking of the office of healing
spiritual brokenness as the babaylan, which actually used to be «a re-
ligious and political function»3.

Photograph 4: Sir Lumjod, «Guess what song they are dancing», Seaman OnlinePH, Retrieved on
Oct. 20, 2013; 1,160 likes, 90 shares

In photograph four, a group of seamen appears dancing, wearing
boxers, sunglasses and tennis shoes. Michel Maffesoli, in his analysis
of practices that fall beyond the norms, considers crazy manners of

30 Castoriadis, The Social Imaginary of Society, pp. 230-231.

31 J. Neil C. Garcia, Philippine Gay Culture: Binabae to Bakla, sihalis to MSM,
The University of the Philippines Press, Quezon City 2008, p. 163.

32 Ibidem, p. 166.
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having fun and cunning ways that the poorest people employ to deal
with everyday problems as catharsis and group therapy?®. Although,
says Maffesoli, from the modern sociology’s point of view these prac-
tices are “malignant behaviors,” they are indeed respites that human-
ize the brutality of the capitalist society and safeguard a physical and
psychological balance.

Concluding Considerations

This study looks at social practices, from below, of Filipino mari-
time students and seafarers. It shows that while these social individu-
als, in the first place, adhere to the instituted system that promises
success and progress through maritime education and work onboard
seagoing vessels, they also defy the dominant imaginary through na-
tive conceptions of pag-unlad (development) and practices of fun and
camaraderie onboard. Although the instituted capitalist imaginary,
through rationality and neoliberal politics and economics, mocks, re-
jects and destroys indigenous imaginaries, it has not succeeded in com-
pletely superseding them. Social life is not logical, thus it cannot be
grasped only through rationality. The notion of social imaginaries al-
lows reconsidering mythological/religious ways of making sense of the
social world as people still organize social chaos creatively; it is invest-
ing meaning and emotion, and not only rationally as modern theories
and methods. A work on seafarers using as a framework the notion
of imaginaries needed at least a couple of metaphors. A caption of an
entry of the photo contest reads:

No matter how the hard work of a seafarer [is], how high the waves
are, they still have the strength and courage to go against the tides

(Caption: Marion Villasis, «David’s Reincarnation at Sea», NDS —
Photo Contest, Sep. 26, 2013)

High tide is a metaphor for the dominant imaginary of capitalism.
Undertow, the strong current flowing under water in a different di-
rection to the way the water on the surface is moving, refers to non-
visible conceptions and practices of maritime students and seafarers
that move away from the high tide. It also refers to the psyche and
its capacity of imagination, as well as to indigenous imaginaries that
can be identified in creative practices of individuals dealing with the

33  Michel Maffesoli, La Tajada del Diablo: Compendio de Subversion Post-
moderna [The Devil’s Slice: Compendium of Postmodern Subversion], Siglo XXI
Editores, Mexico 2005.
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constrictions of institutions. This research, using photography as data
and photo elicitation interviews, is also able to have a hint of practices
onboard ships otherwise not easily accessible.

Valentin M. MENDOZA
vale_memo@yahoo.com
Research assistant at the Scalabrini
Migration Center (SMC — Manila)

Abstract

This article explores the disparities in the seafaring industry of
the Philippines through the alternative notion of social imaginaries.
Modern theories still rely on the pseudo-rationality, or the pretension
of giving answers to all problems of societies only through rationality.
Instead, the elucidation of Castoriadis considers common knowledge
or social imaginaries, instituted through real facts, generalizations,
dreams and desires of common individuals as fundamental to under-
stand social dynamics. The capitalist imaginary of today’s society suc-
ceeds in the adherence of people to this dominant institution of soci-
ety as individuals seek to reach the promise of progress. However, the
same capacity of imagination leads individuals, in this case Filipino
maritime students and seafarers, to face their problems, and in doing
so, they defy the dominant imaginary and create better possibilities
for their lives through social conceptions and practices otherwise dis-
missed as nonsense or deviant. These social practices lean on indig-
enous imaginaries and are normally despised by rationality, yet, they
are considered a social therapy that humanizes the brutality of neolib-
eral capitalism.
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«Studi Emigrazione/Migration Studies», LIl, n. 198, 2015.

Criminalization of Seafarers

Introduction

Shipping, one of the most dangerous professions worldwide, is also
one of the most international of all the world’s great industries with
over 90% of global trade carried by sea. It has the lowest public profile
amongst the global transport infrastructure sectors, and the least rep-
resentative public image. Not a single area of our lives remains unaf-
fected by shipping and the seafarers who man the ships!. Ironically,
while the work of these valuable contributors to the global economy
generally goes unnoticed, the few times that seafarers come to the pub-
lic attention in media headlines are when something negative happens
such as the loss of lives or an environmental disaster. Such accidents
and incidents need to be investigated, causes identified and criminal
charges brought where appropriate. However, a current tendency to-
wards a ‘blame culture’? means that more often than not, proper in-
vestigation is not carried out before there is a rush to judge, and the
service of justice is illusory or prejudiced. In the face of maritime catas-
trophes, it is perhaps easy to blame those who are most visible — mas-
ters and senior officers of merchant ships, and even those associated
with the salvage of stricken vessels who are often trying to avert a big-
ger disaster. Television footage of Francesco Schettino, master of the
ill-fated cruise liner Costa Concordia, being taken into custody by Ital-
ian police on suspicion of manslaughter was a clear signal of the hefty
responsibilities today’s officers and ratings bear. And it demonstrated

! IMO, International Shipping Facts and Figures — Information Resources
on Trade, Safety, Security, Environment. IMO. 2012: http://www.imo.org/Knowl-
edgeCentre/ShipsAndShippingFactsAndFigures/TheRoleandImportanceofInterna-
tionalShipping/Documents/International %20Shipping%20-%20Facts%20and %20
Figures.pdf. Accessed 12 March 2015.

2 Birgitta Hed, «Criminalisation of seafarers. - will this contribute to im-
proving the safety and environment at sea, or could it in fact be counterproduc-
tive?», The Swedish Club Letter, 2005, pp. 12-16: http://www.swedishclub.com/
upload/18/2005-1.pdf. Accessed 10 March 2015.
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the spectre of seafarer criminalisation that is constantly hanging over
the head of every seafarer during every day he is at sea.

The emergence of criminalization

The term ‘criminalization of seafarers’ was it seems first used in
the pages of Lloyd’s List in 2003. It has now entered the industry lexi-
con to describe what many see as a growing trend towards making
seafarers «carry the can» for maritime casualties®. Criminalization of
seafarers in its contemporary form can be traced back to the case of the
Exxon Valdez disaster when the ship ran aground in 1989 spilling vast
quantities of oil causing immense environmental damage. It was the
first maritime incident that witnessed a case of negligence by a ship
operation move from civil liabilities to criminal liabilities.* The captain
of the ill-fated vessel, Joseph J. Hazelwood, was eventually acquitted
of the most serious charges but he was convicted of a single charge of
misdemeanour negligence.’ This created a precedent and since then,
the practice has spread. In the US alone, the pressure on the federal
and state governments to prosecute environmental crimes vigorously,
led to more than two dozen crew members and corporate officers being
indicted with environmental crimes, between 1989 and 19996,

Prestige

In 2002, the case of the Prestige drew wide media attention. The
case gives some insight into the seriousness of the problem. On Novem-
ber 13th 2002, the Prestige, an oil tanker containing 77,000 tonnes of
fuel, ruptured one of its tanks while caught in a storm off the coast of
Spain. Greek Captain Apostolos Mangouras tried to bring the ship into
port but he was refused by the authorities in Spain, France and Por-
tugal. Six days later, the ship broke in two and began to sink, spilling
its cargo into the sea off the coast of Galicia. Captain Mangouras was

3 David Osler, «Criminalisation casts a shadow over sea careers», Crewing,
2012, p. 4: Accessed 23 March 2015.

4 Michael Grimm, Lessons learned from Exxon Valdez, 2014: http://knowledge.
allianz.com/mobility/transportation_safety/?2778/lessons-learned-from-Exxon-Val-
dez. Accessed 20 March 2015.

5 «Ship Captain Acquitted of Felony But Is Convicted on Minor Charge», New
York Times, 23 March 1990, p. 14: http:/www.nytimes.com/1990/03/23/us/ship-cap-
tain-acquitted-of-felony-but-is-convicted-on-minor-charge.html. Accessed 2 May 2015.

6 David Tyler, Rising risks to mariners of criminal prosecution, 2007: http:/
www.professionalmariner.com/February-2007/Rising-risks-to-mariners-of-crimi-
nal-prosecution/. Accessed 10 May 2015.
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immediately arrested and handcuffed. He was charged with criminal
offences relating to pollution and disobedience of the Spanish adminis-
trative authorities pursuant to the Spanish Criminal Code. Under in-
ternational law’, the master could only be imprisoned if he was found
guilty of an offence involving a «wilful and serious act of pollution».
However, he was transferred to a high security jail where he remained
for 83 days being released only upon payment of bail of Euros 3 million
under strict conditions, including the obligation to remain in Spain and
report to a local police station every morning (including weekends). In
March 2005, the master was allowed to return to Greece permanently
with an undertaking to return to Spain for the trial. His treatment by
the Spanish authorities has attracted much criticism, including from
the European Parliament, further to a public hearing in March 20038.

The Prestige - decision of the national court?®

It was something of a coincidence that 11 years to the day on 13
November 2013, in a 263 page judgment, Galicia’s regional High Court
finally acquitted the master of the Prestige Captain Apostolos Mangou-
ras and the vessel’s Chief Engineer Nikolaos Argyropoulos of causing
criminal damage to the environment. But Captain Mangouras was also
charged and he was convicted of the offence of disobedience under Ar-
ticle 556 of the Penal Code. After pursuing the evidence, the Court
found that the Master had initially delaying the towing of the vessel as
ordered by the National Maritime Authority so that he could contact
the ship-owner. Thus the Court found that the three key elements of
the offence of disobedience were fulfilled and concluded that:

[...] the accused Captain could not delay for even a minute com-
plying with what was ordered because he lacked any margin to question
the order unless it was a question of an order that lacked any rationality
and which was obviously prejudicial, which was not the case [....].

The Court found the disobedience to be «[...] serious not only given
the emergency context in which it occurred which did not allow for
any doubt hesitation reticence and/or evasion but rather required a
prompt reaction of compliance and obedience even in the case that

7 United Nations Convention on the Law of the Sea of 10 December 1982,
Article 230.

8 Parliamentary report of the European Parliament tabled 15 July 2003, para-
graphs 49+50.

9 SRI Annual Review 2013, 2013: http://seafarersrights.org/sri-annual-review-
2013/. Accessed 10 March 2015.
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there should be disagreement with its full suitability which did not
occur but also given its immediate compliance was avoided for an in-
admissible reason which was preserving improving or negotiating the
financial interests in conflict with the scope for which is provided by
the provisions of the salvage team and the usual clauses for this class
of activities of towing and salvage».

The judgment raises many issues some of which do not appear en-
tirely consistent. What might be said, however, is that given the clear
findings of the Court that «<no one knows exactly what was the cause
of what happened or what should have been the appropriate response
to the emergency situation created by the catastrophic failure of the
Prestige», the Court might have been more sympathetic to the master
who on the Court’s findings had delayed agreeing the tow because he
wanted to discuss the situation with the ship-owner.

But even more problematic is the impossible conflict that a mas-
ter in such a situation finds himself in. Masters can find themselves
overwhelmed by competing obligations to their ship-owner, and to the
coastal and flag states, and they have to make profound decisions un-
der stress for which they can then be subject to criminal proceedings
over many years. The Master is on the horns of a dilemma because he
is subordinate to the ship-owner and to the coastal and flag states, yet
ultimately he is personally responsible.

Prestige: European Court of Human Rights and bail

The decision of the regional High Court followed in the wake of the
decision of the European Court of Human Rights (ECtHR) to which
the question of bail had been referred. Following the casualty, on ar-
rival on shore, Captain Mangouras was immediately arrested and es-
corted to the police station in handcuffs. He was then taken to a high
security prison and bail was set at EUR 3 million. This was the highest
bail security ever set in the history of Spanish criminal proceedings.
Unable to afford this, he remained in jail for 83 days and was released
only when the ship’s insurers volunteered to cover the bail. Even then,
Captain Mangouras was required to remain in Spain and only allowed
to return to his home in Greece after 2 years.

Captain Mangouras challenged the level of bail imposed through
the Spanish Courts to the highest Court possible (the Constitutional
Court), and before the ECtHR on the basis that the sum set was ex-
cessive and had been fixed without his personal circumstances having
been taken into consideration. He relied on Article 5 § 3 of the Conven-
tion which, in its relevant part, provides:
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Everyone arrested or detained in accordance with the provisions of
paragraph 1.c of this article [...] shall be entitled to trial within a rea-
sonable time or to release pending trial. Release may be conditioned by
guarantees to appear for trial.

The ECtHR Chamber gave judgment on 8 January 2009, ruling
that there had not been a violation of the ECHR and that the amount
set was proportionate and reasonable.!® Captain Mangouras sought,
and was granted, leave to have the case referred to the Grand Cham-
ber of the ECtHR. Numerous industry bodies filed Amicus Brief in
support of the master’s position.

In 2010, the Grand Chamber ruled by a majority of 10 votes to 7
that there had been no violation of Article 5 § 3 even though the bail
of EUR 3 million was recognised by the Court as being far beyond the
financial means of Captain Mangouras.

The majority decision emphasised two aspects of the case: first, the
gravity of the alleged offence and the growing concerns in Europe and
elsewhere in relation to environmental damage which was referred to
as the “new realities” to be taken into account in interpreting Article
5 § 3 of the Convention. Second, the majority took the view that the
Spanish courts in setting the bail had taken into account the “profes-
sional environment” which was interpreted as covering the relation-
ship between Captain Mangouras and the ship-owners. The Court not-
ed that the bail had been paid «as a one-off, spontaneous humanitarian
gesture» by the London P & I club.

The majority judgement raises many concerns. The Grand Cham-
ber decided that it would be compatible with the Convention for a na-
tional court to assume that the employer or its insurers, in the absence
of any legal obligation to do so, would feel morally obliged to come to
the employee’s rescue. This means that if bail is set beyond the afford-
ability of the seafarer and there is no clear obligation on the ship-owner
or insurer to stand surety, then a game of bluff is legally sanctioned.

The ECtHR has a responsibility to maintain high standards in the
area of the protection of human rights and fundamental liberties. In
marine pollution cases, it has permitted seafarers to be used as hos-
tages in a game of bluff to secure on either a legal or moral basis the
involvement of shipowners or their insurers in ensuring witnesses at-
tend trial. To set bail far beyond the reach of an accused person is to
render illusory his ability to secure his release from custody.

10 Mangouras v. Spain App no 12050/04 (Third Chamber judgment 8 January
2009 para 44).
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In future, the ECtHR may be persuaded to dilute the effects of its
judgement. A new balance needs to be reached for the setting of bail
for Masters and crew given the obvious disadvantages they face as visi-
tors only in ports around the world. Until this is taken into account,
then the international community is not delivering equivalent human
rights for seafarers.

Escalating legal standards

There are a number of different laws that are considered to be
increasing the criminal exposure of seafarers. In 2005, the Europe-
an Union Directive on Criminal Sanctions for Ship-source Pollution
(Directive 2005/35/EC) entered into force. In response, a coalition of
maritime interests comprised of INTERTANKO, INTERCARGO, the
Greek Shipping Cooperation Committee, Lloyd’s Register and the In-
ternational Salvage Union challenged the EU Directive in the Europe-
an Court of Justice (ECJ) on the basis that the Directive provided for
criminal liability for marine pollution events in the absence of inten-
tion or recklessness on the part of the accused in contravention of the
obligations of member states to MARPOL and UNCLOS Conventions.
The ECJ ruled that the main provisions of the Directive remain valid.
Potentially the effect of the judgment is that the scope of criminal li-
ability for accidental pollution may be broader than the international
regime. The Court also took the view that UNCLOS regulates issues
between states and not individuals, and therefore cannot be applied
to test the validity of the Directive. Chairman of INTERTANKO, Nick
Fistes, was «very concerned at the Court’s ruling and its implications
for the shipping industry»!!.

The scale of the problem

There are no comprehensive statistics available on incidents of sea-
farers facing criminal charges. Between February 2011 and February
2012, SRI conducted a survey of seafarers covering their experiences
of facing criminal charges, and their perceptions of the risks and con-
sequences of facing such charges. The survey was conducted in eight
languages (Chinese, English, Japanese, Portuguese, Russian, Spanish,
Tagalog and Turkish). 3480 valid questionnaires were returned from

BINTERTANKO, Industry coalition statement on ECJ ruling on EU SSP Di-
rective. 2008: https://www.intertanko.com/News-Desk/Press-Releases/Year-2008/
Joint-Press-Release/. Accessed 18 March 2015.
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18 countries and 68 different nationalities of seafarers. Seafarers were
asked if they had faced criminal charges and if so what were their
experiences'?. 8% of seafarers and 24% of masters had faced criminal
charges. The three most common charges related to incidents of pollu-
tion, collision, and fatal accidents.

Seafarers were also asked about their experience if they had faced
criminal charges. 91% were not provided interpretation services; 90%
did not have legal representation; 88% did not have legal rights ex-
plained to them; 80% felt intimidated or threatened; 46% said that
they would be reluctant to cooperate fully and openly with casualty
inquiries and accident investigations. Overall, 81% of seafarers who
faced criminal charges did not consider that they had received fair
treatment, and 85% were concerned about criminalization.

Seafarers were also asked for their suggestions on how to improve
the situation when facing criminal charges. Seafarers want:

*  more information on the risks they are exposed to in relation to
criminal charges;

* more information on their rights if they are defendants, complain-
ants or witnesses;

* legal and financial support when facing criminal charges;

e afair process and fair treatment when facing criminal charges;

* agreater network of support from governments, the maritime industry,
international organizations and lawyers if they do face criminal charges;

*  more uniform laws and procedures given the wide range of differ-
ent crimes to which they are exposed.

Seafarers said for example:

We need to be told clearly what our rights are. It is impossible to
know everthing even lawyers do not know about the areas and they are
specialised; [...] Try to create uniform rules for ships and seafarers or
easy to understand rule i.e. info books, leaflets for countries or compu-
ter based system to help seafarers understand their rule; [...] The pre-
departure orientation seminar should be revisited and improved. Seafa-
rers should be informed and made aware of their rights; [...] Seafarers
are not aware about countries laws. They should learn more before they
come to the port; [...] Many different rules - each different in each count-
ry; [...] When a case is filed against a seaman, he should be allowed to
leave the ship to look for legal assistance. However, once he leaves the
ship, he won’t have money to spend for his case; [...] What is needed is
the help of an upright and helpful lawyer to give the seafarer a fair fight

12 SRI, SRI Survey. Seafarers and the Criminal Law. Edition 2. 2013. http://
seafarersrights.org/wp/wp-content/uploads/2014/10/seafarers_and_the_criminal
law_surveyl.pdf. Accessed 10 March 2015.
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in the case filed against him; [...] They should be provided with lawyers
who will take their case pro bono because you no longer have a job and
on top of that you are fighting a case and surely you won’t be able to work
again because you will have been blacklisted; |...] There should be some-
body from government that should help them because sometimes there’s
no money anymore; [...] There should be an organization that provi-
des free legal service to seafarers who are facing criminal charges; [...]
Seafarers should have an international legal counsel for assistance in
case of criminal charges; [...] Legal aid should be provided to seafarer;
[...] Increased involvement of international bodies to provide justice to
seafarers; [...] Greater support from unions/company/ government; |[...]
A single international legal body with specialist knowledge of the sea
able to investigate and judge the national legal incidents; [...] The court
and judge must include a panel of seafarers and the seafarer must only
be punished for an act of intent of total negligence; [...] There must be
someone who support and represent the seafarer. As for now the seafarer
is a world traveller who is treated by authorities as a second hand citizen
which no civilian/businessman/tourist would have experienced without
a scandal; [...] The IMO has to intervene, as not all governments (states)
take full responsibiity for their seafarers.

International efforts

In 2005, a Joint IMO/ILO Ad Hoc Expert Working Group on the
Fair Treatment of Seafarers in the Event of a Maritime Accident was
established. This resulted in a joint resolution!® and, in 2006, the adop-
tion of the Guidelines on Fair Treatment of Seafarers in the Event
of a Maritime Accident (the Guidelines). The stated objective of the
Guidelines is to ensure that seafarers are treated fairly following a
maritime accident and during any investigation and detention by
public authorities, and that detention is for no longer than necessary.
The Guidelines set out standards to be met by port and coastal states,
flag states, seafarer states, shipowners and seafarers in the event of
a maritime accident. IMO Assembly Resolution A.27/Res.1056/Rev.1
called for the promotion as widely as possible of the application of the
Guidelines and also requested «the IMO Legal Committee and the ILO
Governing Body to continue to keep the problem of unfair treatment
of seafarers in the event of a maritime accident under review and to
assess periodically the scale of the problem».

13 Joint Resolution of the Assembly of the IMO and of the Governing Body of
the ILO, IMO Resolution A.987(24), adopted 1 December 2005.
14 Resolution of the IMO Legal Committee LEG.3(91), adopted 27 April 2006.

219



In 2013, SRI carried out a survey of States on their implementa-
tion of the Guidelines. A total of 45 responses, representing 26% of the
Member States of IMO, were received in the first instance and then
analysed, covering the answers and information contained in the re-
sponses to the survey, as well as the very large number of implementing
laws referred to by Member States in their responses to the survey.

From the analysis of the 45 responses, the following observations
can be made'®:

1. Thirteen Member States (29% of the respondents), representing
a wide range of different legal systems, stated that their existing laws
already adequately protect human and other legal rights of seafarers
contained in the guidelines and that, therefore, there is no need for
the guidelines to be passed into their existing laws. The existing laws
in these Member States typically cover a wide range of legal areas,
including international law, constitutional law, criminal law, commer-
cial law, labour law, merchant shipping law, marine environmental
law, and marine casualty and marine incident investigation law. These
existing laws are, in most of these Member States, implemented by
many different government ministries and/or independent legal enti-
ties within each Member State. Analysis of these existing laws shows
that they provide information that would be helpful to other Member
States wishing to determine the extent to which their existing laws
may already give effect to the guidelines.

2. Seventeen Member States (38% of the respondents) have passed
the guidelines, either in whole or in part, into their national laws, either
explicitly or implicitly. In some of these Member States, the national laws
stipulate the mandatory implementation of the guidelines, while in many
other Member States it is typically stated that the guidelines “must” or
“should” be taken “into account” or “consideration.” These national
laws take the form of primary laws and/or secondary laws. They cover for
most of these Member States only one area of the law specifically defined
as marine casualty and marine accident investigation law. Analysis of
these national laws shows that they may readily be regarded as providing
a range of different model laws that could be adapted without difficulty
by other Member States wishing to give effect to the guidelines.

3. Fifteen Member States (33% of the respondents) requested
assistance in the form of information regarding the meaning of the
guidelines and/or model legislation by the IMO for the purpose of giv-
ing effect to the guidelines. The requests for assistance made by these
Member States can be met by developing guidance for them to con-
sider, informed by the laws of other Member States and taking into
account other appropriate considerations.

15 IMO LEG 102-4.

220



Conclusion

The seafaring profession has inherent risks and these have in-
creased with the current trend of masters and crew being held account-
able for maritime incidents and accidents. Whilst statistically it can be
argued that the chances of seafarers facing criminal charges are low,
perception is a powerful drive. A fear of criminalization can discour-
age young talent from choosing a seafaring career, or remaining in the
profession or accepting promotion. Efforts therefore must continue
around promotion of the rights contained in the Guidelines so that
the threat of criminalization is no longer an undue risk for seafarers,
and if seafarers do face criminal charges, they have legal protections
in place that will ensure a fair outcome. The message from seafarers
is loud and clear. Seafarers are saying that their rights are theoretical
and illusory; they need them to be practical and effective.

Deirdre FirzraTRICK
dfitzpatrick@seafarersrights.org
Executive Director,
Seafarers’ Rights International

Abstract

Although Seafarers make a very significant contribution to the sys-
tematic rhythm of our daily lives, they are a largely invisible workforce.
Shipping transports over ninety percent of global trade; yet, often it comes
to the attention of media, and consequently to the public, only when a
serious accident or catastrophic incident occurs. The sea is a dangerous
environment. Adding to the inherent challenges it brings, seafarers also
must balance between international and port state laws, best practices
and the owners’ constant pressures to reduce costs. Moreover, seafarers
face another big challenge, namely, the threat of criminalization. Seafar-
ers, especially masters and senior officers of ships, are increasingly being
investigated and charged when an accident happens, especially where
environmental damage occurs. There is inevitably heightened political
tension, given the anticipated public and media reaction to such events,
and states are often very quick to blame, even before an investigation
is conducted. The seriousness of this led to the adoption in 2006 of the
Fair Treatment Guidelines in the Event of a Maritime Accident (the
Guidelines) by the International Maritime Organization (IMO) and the
International Labour Organization (ILO). Yet a survey conducted by the
Seafarers’ Rights International (SRI) in 2012 strongly suggests that the
rights of seafarers, as enshrined in the Guidelines, may often be subject
to violation, and that there is widespread concern among seafarers.
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The Role of Trade Unions
in the Maritime World

The role of trade unions in the world of work goes through many
different phases and varies hugely from one country to another. In
some countries trade unions support left wing parties, in others they
have close links with the church. Some unions group together workers
in specific occupations while others represent all kinds of worker in a
specific industry. The key thing about trade unions (or labor unions as
they are known in North America) is that they are closely linked with
national law, political and social practices.

This made sense when national laws determined wages and working
conditions. In the world of “globalization” (a term which was only invent-
ed in the 1980s) it doesn’t work. If employers can choose the most “con-
venient” nationality, they normally prefer one where unions are weak
or non-existent. That is why national unions are increasingly working
together in the bodies known as Global Union Federations (or GUF's).

Transport, and particularly maritime transport, has always had to
cope with globalization, even before it got that name. Probably the ear-
liest example of “globalization” of the labour market was the decision
of a number of (mainly U.S.) shipowners to seek a more convenient
nationality under which they could operate their ships. In 1958, this
led the International Transport Workers’ Federation, the GUF which I
had the privilege to lead for 20 years until I retired in 2013, to establish
a global action against what we named “Flags of Convenience”.

The Flag of Convenience (FOC) Campaign, which was launched by
the ITF in 1948, still continues today and the role of trade unions in
the maritime sector has evolved to be very different from that in other
branches of the economy. The FOC campaign had two wings. As I often
had to explain to major maritime gatherings which I addressed as ITF
General Secretary, its political wing — designed to eliminate the use of
Flags of Convenience and to ensure that all ships were registered in
their country of beneficial ownership and control, has been spectacu-
larly unsuccessful. The percentage of merchant ships registered under
what the I'TF terms a flag of convenience has grown and grown. Today
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the majority of large tankers, bulk carriers and container vessels (ex-
cept those registered in China) fly the flag of an FOC country.

However, the ITF’s industrial campaign - intended to ensure that
seafarers working aboard FOC ships are covered by collective agreements
which meet standards acceptable to the world’s seafarers, has been a
spectacular success. That success (more than 11,000 such ships are now
covered by ITF acceptable collective agreements worldwide) reflects the
special nature and role played by trade unions in the maritime world.

This role reflects the unique relationship which has existed for more
than a century between the seafarers who work aboard merchant ships
and the dockworkers who load and unload them in port. Coming from
very different national, cultural linguistic and religious backgrounds,
seafarers and dockers nevertheless have a great deal in common. They
have always met each other, talked to each other (despite language bar-
riers) and, very often, drunk with each other in ports all over the world.
It is no coincidence that the foundation of the ITF itself in 1896 came
about as a result of British seafarers refusing to allow their ships be
unloaded by strike breaking Dutch dockers in the port of Rotterdam.

The reason why the ITF’s industrial campaign has been so suc-
cessful is due to the solidarity action between seafarers and dockers
continues to the present day. In 1896, the seafarers took strike ac-
tion in support of dockers. Today, it is much more often the other way
round. Many ITF dockers’ unions are committed to taking whatever
action is legally open to them (this is a very important phrase in most
ITF policy statement) to prevent any ship which does not meet ITF
standards from being loaded or unloaded in their port.

The close seafarer/docker relationship continues today in the lead-
ership of the ITF FOC campaign. All its political governing bodies (The
ITF Fair Practices Committee and its subcommittees) are made up of
equal numbers of seafarers’ and dockers’ unions representatives.

As such, maritime trade unions (both seafarers and dockers but par-
ticularly seafarers) have a relationship with their international ‘umbrella’
body — the ITF — unlike that in any other sector of the global economy.

Dockers’ Unions

Dockers’ unions are still composed of nationals and residents of the
port country. These unions normally play an important role in their
own wider national trade union movement, but strategic role gives
them a position out of all proportion to the small number of workers.
A good example of this was the lock out (never a strike) of dockworkers
along the West Coast of the United States in 2002. As part of a wage
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conflict, just over 10,000 dockworkers were prevented from working
by their employers. Within 7 days, more than 250,000 factory workers
in Asia were thrown off their jobs. The world had become so globalized
that if finished products could not be unloaded from ships and compo-
nents and raw materials loaded, the factories in Asia which depended
on those ships simply had to close down. A similar problem arose with
the same union at the beginning of 2015. Within a week, President
Obama sent in his Labor Secretary to mediate a settlement.

Their importance means that for the ITE and for other dockers’
unions (to say nothing of seafarers), that strong union role has to be
maintained. This led to a series of defeats for the European Commis-
sion in Brussels which tried, in the early 2000s, to deregulate the ports
and eliminate the key role played by dockers unions. That led to an
almost unique event in 2003 when the European Parliament voted
down a proposal by its own Transport Committee to introduce what
has become known as Ports Package 1. A massive demonstration in
front of the Parliament organized by the ITF’s European wing, the
ETE played an important role here, but so too did an intensive lobby-
ing campaign supported by the ITF.

Ports Package 2 was since defeated and there are rumours that the
Commission is still working on Ports Package 3. However, by now, even
the European Commission has learned to appreciate the special role of
maritime trade unions.

Seafarers’ Unions

There exists an even more unique group of maritime workers-sea-
farers. We no longer use the word seamen as an increasing number of
women work on board ship, particularly in the cruise ship sector.

Seafarers unions are divided into various different groups; yet,
the one thing which they all have in common is enthusiastic and loyal
membership of the ITF. Unlike dockers’ unions, seafarers unions are
composed of many different nationalities and, with a few important
exceptions, very rarely nationals of the country of registration of a ship
(what we call ‘the flag state’).

Officers and Ratings

The first key division amongst most seafarers’ unions is between those
which organize ships’ officers (those workers who hold qualifications rec-
ognized by the International Maritime Organization’s Convention). In
most cases, officers have their own unions. Sometimes, there is a further
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division between deck officers and engineer officers. Yet, the biggest dif-
ference is that they are often made up of nationals of the flag state.

With one big and important exception (the United States), the
membership of unions organizing ratings (the categories of workers
not requiring STCW licenses) is not made up of nationals of the flag
state. The US has a very large and powerful ratings union (the SIU-
NA) mainly because of a very old piece of legislation called the Jones
Act which reserves all cargoes transported between US ports to ships
which are flagged, manned and built in the United States.

With the exception of workers on board ferries and cargo ships en-
gaged in the coastal trade and some cases where seafarers’ unions have
lobbied hard for Jones Act like protections, ratings unions from the tra-
ditional maritime nations either have become very small or have accept-
ed membership of non-nationals who now crew their country’s ships.

On board Flag of Convenience ships, where ITF policy allocates
“negotiating rights” to the country of beneficial ownership, the major-
ity of ratings and often the bulk of officers are members of a union
from what is known as the “labour supplying state”.

As such, seafarers’ unions are divided into officers and ratings but
also into “labour supply” and “beneficial ownership” unions. In terms
of ITF policy, there is a third group which is “unions which take ac-
tion” — these are usually, but not always, dockers’ unions. ITF opera-
tions today involve close cooperation and agreement between all three
groups of unions. Since the beginning of the 21st century, this has in-
volved the world’s first and, up till now, only internationally negoti-
ated collective agreement — through what is known as the IBF.

Global Negotiations

Since 2003, the 50 year old system of ITF political bodies deciding
on the wages and conditions which must apply to FOC ships has been
radically modified. The ITF and its key maritime affiliated unions
(ownership, labour supply and action countries) play a major role in
a body called the International Bargaining Forum or IBF. Every two
years a group of ITF negotiators and a group of representatives from
the employer counterpart which is known as the JNG (Joint Negotiat-
ing Group) meet and reach agreement on the wages, as well as other
conditions of employment which will be recognized as meeting ITF
standards for those employers. This meeting involves more than 20
seafarer and docker union leaders from every region of the world.

Hence, understanding the role of maritime trade unions means to
understand the ITF. The member unions of the ITF have very differ-
ent values and objectives — which is hardly surprising since jobs from
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traditional maritime nations have been transferring to the labour sup-
plying countries over the past 50 plus years. Nevertheless, all those
unions have reached agreement between each other on the distribu-
tion of jobs and of the very substantial income flows which the ITF
agreement system generates.

David CocKroFT
david.cockroft@hotmail.com
Former ITF Secretary General

Abstract

Throughout its history, maritime transport has been a globalized
industry. Hence, the close link between trade unions and national laws,
politics and social practices, which is essential for the effectiveness of
trade unions in most countries, does not work well in this industry. If
employers can choose the most convenient nationality, they tend to
do so. To counter this, unions increasingly work together in Global
Union Federations (GUF's). The international Transport Workers Fed-
eration (ITF) is such a GUF and addresses shipowners’ tendencies to
flag out to cut costs and consequently affecting the wages and working
conditions of the seafarers. The main unions in the maritime trans-
port industry under the ITF umbrella are the dockers’ unions and the
seafarers’ unions which work in tandem complementing each other
to protect their own, as well as each other’s rights. This cooperation
between dockers and seafarers has proven very effective and mutually
beneficial. The dockers unions have been very influential in prevent-
ing “European Port Packages” intended to decrease the influence of
dockers’ unions. The seafarers’ unions have also seen successes such
as the Jones Act. Though the ITF political wing’s Flag of Convenience
campaign did not generate much success, its industrial wing has been
hugely successful. The ITF and its key maritime affiliated unions to-
gether (the International Bargaining Forum) with employers’ coun-
terpart groups (Joint Negotiating Group) reach agreements on wages
and other conditions for seafarers. Considering the practices and the
success of the ITE, it is essential to understand the workings of the ITF
in order to grasp the workings of maritime trade unions.
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History of the Maritime
Faith Welfare Organizations

Roald Kverndal traces the organized beginnings of modern Chris-
tian outreach to seafarers with the foundation of the Naval and Mili-
tary Bible Society in Britain in 1779, Structures that had existed for
ministry to the maritime community in the medieval and early modern
periods up to the end of the sixteenth century had become obsolete
with changes in the church following the Protestant Reformation and
the Catholic Counter Reformation, and in the seafaring world with the
full-flowering of the mercantile era®. From a faith based perspective
the work of the Naval and Military Bible Society in Britain, which was
based around the distribution of Bibles, portions of scripture and tracts
to seafarers, has to be seen as a type of welfare work as faith based wel-
fare work is essentially grounded in the concept of spiritual welfare.

The concept of welfare in terms of maritime faith welfare orga-
nizations is one which has to be understood on its own terms as in-
cluding the spiritual, mental, moral, physical and temporal welfare of
seafarers and maritime communities. The emphasis on the different
aspects of welfare may have changed at different points in the develop-
ment of maritime faith welfare organizations, but the constant factor
is the commitment of the maritime faith based organizations to the
seafaring community and the common factor which unites the faith
based organizations is precisely that of being grounded in their faith
as the source of all their various activities. This understanding of being
rooted in a faith commitment to seafarers can be seen as the basis for
the faith based welfare organizations cooperation among each other
as well as their cooperation with non-faith based organizations for the
furtherance of the welfare of seafarers. Without an understanding of

! Roald Kverndal, Seamen's Missions: Their Origin and Early Growth, Wil-
liam Carey Library, Passadena CA 1986, p. 71.

2 Robert Miller, Ship of Peter: The Catholic Sea Apostolate and the Apostolate
of the Sea, University of Plymouth, Institute of Marine Studies, M.Phil Thesis,
1995, pp. 27-49.
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the central role of the concept of faith as the basis for the existence and
activities of the faith based welfare organizations, it is impossible to
accurately survey the history of the maritime faith welfare organiza-
tions from the latter part of the eighteenth century until now.

Twenty five years after the founding of the Naval and Military Bi-
ble Society, the British and Foreign Bible Society (BFBS) was founded
in 1804 and this society saw itself not as a rival but as a supplement
and extension of the work of the existing society. The work of the BFBS
would not only include the distribution of Bibles and Bible portions to
British sailors but also to the foreign prisoners of war held in prison
ships around the coasts of Britain. Many of these foreign prisoners
were also seafarers and this is still an era when the lines of distinc-
tion between naval and merchant naval personnel were not clearly
demarcated as they would become later in the 19* century. Ordinary
merchant seafarers could find themselves pressed into naval service
and then return to merchant seafaring life once they were discharged
from naval service®. The activities of the BFBS would also encourage
the foundation of local Bible societies in Britain and the USA and the
development of Bible societies in continental Europe in the early de-
cades of the 19" century*. The work of the Bible Societies may be seen
as both a precursor to the eventual establishment of faith based mari-
time mission organizations and as the establishment of what remains
to this day a constitutive part of the world of faith based maritime
welfare. The Bible societies also began the work of ship visiting by
the societies’ agents and the distribution of literature on board ships
as well as entering into correspondence with seafarers who wished to
actively cooperate with the work of the societies themselves.

While there is no doubt that the work of the Bible societies in-
volved outreach to seafarers and included the activities of ship visit-
ing and literature distribution, the real beginnings of the seafarers'
mission story is rooted in the encounter between Zebedee Rogers, a
shoemaker and member of the Silver Street Wesleyan Methodist Cha-
pel in Rotherhithe, London, and David Simpson, captain of the Friend-
ship, a coastal collier in the early summer of 1814. This encounter led
to Rogers leading prayer services on David Simpson’s vessel and on
other vessels, and in turn this led to the phenomenon known as the
Thames Revival in 1814-1815 and following years which featured ship
board prayer meetings and other follow up activities®. By March 1817,

3 Kverndal, Seamen's Missions, pp. 81-109.

4 Ibidem, pp. 135-150.

5 Roald Kverndal, George Charles Smith of Penzance, Pasadena CA, William
Carey Library, 2012, pp. 50-51.
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this new movement had a developed a flag, known as the Bethel flag,
which was flown to indicate when a ship was hosting a prayer meeting
and invite seafarers from fellow ships. This led to the early seafarers
mission movement being also known as the Bethel movement® and it
is possible to trace a direct connection between the emergence of the
Thames revival and subsequent Bethel movement with the develop-
ment of various seafarers’ mission societies including the Sailors’ So-
ciety and the Seafarers’ Christian Friend Society, as well as various
smaller local seafarers’ friend societies that still play a significant part
in faith based welfare work among seafarers today.

The Thames Revival and the Bethel movement attracted various
people from across the evangelical spectrum in British protestantism
which desired to further this work that had begun among seafarers.
One figure who would rise to prominence and take a pivotal role in
organizing land based seafarers’ welfare and religious outreach was
the former seafarer, the Reverend George Charles Smith (1782-1863).
Smith, who was an ordained minister in the Baptist Church in Pen-
ance in Cornwall in England, had been engaged in a Naval Correspon-
dence Mission with some British Naval personnel from 1809; it was in
1817 that he went to London to observe and participate in the Thames
Revival’. Smith’s dynamic personality and energy, combined with his
enthusiasm and commitment for a ministry among seafarers, led him
to become the driving force in the establishment of the Port of London
Society for Promoting Religion among Merchant Seamen in 1818 and,
at the same time, in the promotion of the idea to make a floating chapel
from a converted ship as a designated place of worship for seafarers®.
The dedication of the Thames Floating Chapel established a model of
ministry among seafarers that would be emulated in many other ports
in places as near as Liverpool and Dublin, and as far away as New York
city, Philadelphia and Bombay. Land based mariner’s churches would
also make their appearances and societies dedicated to the religious and
moral welfare of seafarers would be established in many port cities,
particularly in the United Kingdom and in North America. The use
of the voluntary association structure would typify the way in which
individuals interested in and committed to maritime ministry would
combine their efforts and organise their outreach to seafarers from this
early period in faith based maritime welfare work to the present day.

6 Kverndal, Seamen's Missions, p. 156 ff. and the note by the Reverend J.
Longmuir to his poem «The Bethel Flag» in Ocean Lays, Edinburgh, Johnstone and
Hunter, 1854, p. 292.

7 Kverndal, George Charles Smith of Penzance, p. XXIX.

8 Kverndal, Seamen’s Missions, pp. 175-185.
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Although the Bethel movement continued in existence to a greater
or lesser extent for some decades, the emergence of land based floating
chapels and mariners’ churches, associations and societies to adminis-
ter their activities eventually meant the end of a ministry in which sea-
farers themselves were active agents with ownership of the ministry as
much in the hands of seafarers as in the hands of those who were going
on board to preach and worship with seafarers. With the development
of the network of societies and associations dedicated to the religious
and moral welfare of seafarers, seafarers would become the objects of
the work of such societies rather than active subjects engaged in com-
mon worship and fellowship among themselves. It is also hard to imag-
ine the place which seafarers held in British society at that time: they
were essentially a marginalized group with their own distinctive way of
talking and dress, and were relegated to dwell in “sailor town” areas of
port towns and cities when ashore. Sailors were often impressed for ser-
vice at sea at an early age and were victims of the notorious “crimping”
system which effectively kept seafarers in lives of poverty and forced
servitude. It is perhaps inevitable that “sailors” as a group would be-
come the object of mission for missionary minded people in the context
of the evangelical revivals of the first half of the 19 century.

George Charles Smith was in a special position as both an evangelist
and former seafarer and as one who had a vision for maritime mission;
he saw the need for a ministry that would go beyond the local shipboard
fellowships and port societies to a national and world-wide network. This
led to the founding of the Bethel Seamen’s Union, British and Foreign
(BSU) which held its first preliminary meeting on October 22" 1819. In
less than one year, the same organisation had included reference to the
“Temporal and Eternal welfare of Seamen” in its committee minutes as
well as the “provision of suitable boarding houses for seafarers on their
arrival from foreign voyages™. Already by 1820, the issues of temporal
welfare and the need for boarding houses for seafarers were being iden-
tified as legitimate concerns of faith based maritime ministries along-
side the concerns about distributing scriptures, organizing worship for
seafarers and spreading the Bethel flag and Bethel prayer meetings on
ships in every seaport, presumably throughout the world. An important
part of this strategy in the context of the time was the production and
distribution of the Sailor's Magazine which was launched by Smith in
1820 under the auspices of the British and Foreign Seamen's Friend
Society and Bethel Union!?. This launch into print media is entirely con-
sistent with the dissemination of information and entertainment in that
era when magazines were read and re-read and discussed.

9 Ibidem, p. 637.
10 Kverndal, George Charles Smith of Penzance, pp. 62-66.
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The British and Foreign Seamen’s Friend Society and Bethel Union
would face various internal difficulties throughout the 1820s and
1830s despite the development of a widespread network of maritime
ministries in ports across Britain and Ireland. The eventual result was
the founding of the British and Foreign Sailors Society in 1833 which
also included the successor of the 1818 Port of London Society''. This
society went on to become the British Sailors’ Society in 1925 and was
renamed the British and International Sailors’ Society in 1995; since
2007 it has simply become known as the Sailors’ Society. In the 19t
and 20% centuries it would be one of the “big two” British maritime
missions along with the Anglican Mission to Seafarers and one of the
“big three” global maritime ministries and faith-based maritime wel-
fare organisations in the post World War II world along with the Mis-
sion to Seafarers and the Apostleship of the Sea.

The Bethel movement very quickly spread from Britain to North
America: the Society for Promoting the Gospel among Seamen in the
Port of New York was founded in 1818 and this can be seen as simul-
taneous with similar developments in England. George Charles Smith
encouraged the adoption of the Bethel Flag and the development of
an American Sailor’s Magazine which began publication in May1821
as a supplement to the evangelical paper, the Christian Herald, which
became known as the Christian Herald and Seamen’s Magazine un-
til December 1824!2. Smith also encouraged the Reverend John Tru-
air, British born pastor of the New York Mariners’ Church, to found
the American Seamen’s Friend Society which he duly did in January
1826*2. The American Society remained in a state of suspension almost
from its foundation till 1828, but once it was up and running it devel-
oped as originally intended and by 1830 there was even a port mission-
ary of the American Seamen’s Friend Society in Whampoa and Canton
in China. Smith’s vision of a global network of ministries to seafarers
was becoming a reality. Yet, a global network is ultimately a collection
of diverse local connections. Although the Roman Catholic Church was
not represented in the maritime mission movement at this stage, mari-
time mission included a broad spectrum of people from Baptist, Meth-
odist, Presbyterian, Reformed and Anglican churches. In many cases
they were working together in interdenominational societies but some
works were specifically denominational especially in regard to Anglican
initiatives. A specifically Anglican body, the Port of Dublin Society in

11 Kverndal, Seamen’s Missions, p. 279.

12 Kverndal, «George Charles Smith: Founder of the Seafarers' Mission Move-
ment,» Maritime Mission Studies, 1, Spring 1998, p. 18.

13 Taylor Raffety, Matthew, The Republic Afloat, Law, Honor, and Citizenship
in Maritime America, Chicago, University of Chicago Press, 2013, p. 201.
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Dublin, Ireland, established its own floating chapel, the Dublin Episco-
pal Floating Chapel, in 1823, In 1827, the Episcopal Floating Church
Society adapted the HMS Brazen as a floating chapel for the Thames
in London, while in the same year, the Anglican Liverpool Mariners’
Church Society opened a vessel for worship with Hull and Cork fol-
lowing in 1828 and 1830 respectively's. At that time, these initiatives
did not become a national network in the then United Kingdom of
Britain and Ireland. However, they show a specifically denominational
contribution to maritime ministry that would develop later in the 19t
century with the establishment of the Anglican Missions to Seamen
in the United Kingdom and the other maritime ministries emanating
from national churches in continental European countries.

While the pattern had been to adapt ships to become floating cha-
pels, in 1843 the Protestant Episcopal Young Men’s Church Society of
New York decided to use the base of a ferry boat as the foundations
for a full Gothic style floating church?¢. This church was to inspire the
Young Men’s Church Society to reform as the Protestant Episcopal
Church Missionary Society for Seamen in the City and Port of New
York, subsequently to become the Seamen’s Church Institute which
continues as a significant stakeholder in faith based maritime welfare
to this day, not least through its Center for Seafarers’ Rights. However,
a more immediate effect of the establishment of an Episcopal Church
foundation in New York was the foundation of the Churchmen’s Mis-
sionary Association for Seamen in the Port of Philadelphia in 1847
which dedicated its own Gothic steepled floating chapel in 1849,

From a faith-based welfare perspective, the first half of the nine-
teenth century saw an increasing amount of effort in the provision of
services that provided for the temporal welfare of seafarers. In 1823,
the first land based mariner’s church was built in Britain in Aberdeen
since a floating chapel was considered impracticable in the local con-
text; by 1825, this church had a seamen’s school serving seamen and
their sons and a School for Seamens Girls was added in 1826'%. As
mariners’ churches and Bethels were constructed in more and more

14 Kverndal, Seamen’s Missions, pp. 285-286.

15 Alston Kennerley, British Seamen’s Missions and Sailors’ Homes — 1815 to
1970, Ph. D. Thesis, Polytechnic South West in collaboration with the University of
Exeter and the National Maritime Museum, 1989, p. 63.

16 Leah Robinson Rousmaniere, <A Highly Interesting Year: The Reverend
Benjamin C. C. Parker and the Young Men’s Church Missionary Society, 1843»,
Maritime Mission Studies, 1, Spring 1994, pp. 39-43.

17 Kverndal, Seamen’s Missions, pp. 506-508.

18 Kverndal, Seamen’s Missions, p. 236 and John L. Duthie, «Philanthropy and
Evangelism among Aberdeen Seamen, 1814-1924», The Scottish Historical Review,
176, October 1984, pp. 156-157.
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ports, they inevitably included lecture and school rooms. Duthie re-
ports that seafarers in Aberdeen were taught navigation as well as
English, geography, writing, arithmetic and Biblical studies'®. Kvern-
dal also details the emergence of seafarers libraries located at floating
chapels, Bethels and mariners’ churches beginning with the Greenock
Floating Chapel in 1820%; soon the practice of circulating library box-
es to ships began, remaining a service operated by many faith based
maritime welfare organizations even to this day. Shore side mariners’
churches would also provide reading rooms where seafarers could read
the papers, magazines, journals and books available in the seafarers’
libraries. Hence, some of the features of the latter seamen’s institutes
became widespread in the 1820s and 1830s.

By the mid-nineteenth century, there is a transition in empha-
sis from prayer meetings and worship ashore and afloat to the work
of paid ministers, missionaries and voluntary workers visiting ships
along with the provision of various services. The British and Foreign
Sailors’ Society offered a range of welfare facilities for seafarers at its
new Sailors’ Institute opened in London in 1856, including a reading
room, a coffee room, a nautical school, classrooms, a bank, a lecture
hall with Bethel services, temperance meetings and popular lectures,
free tours of the tower to survey the city and the docks, a lavatory
for washing and a service for holding letters for seafarers?'. With the
massive developments in industry, technology and commerce and the
further development of the industrial working class, of which seafarers
were to form an important component, changes in mission and minis-
try among seafarers and the provision of welfare to seafarers reflected
and responded to the changes in the world and in shipping technology,
as well as the methods and manner of loading and unloading cargo.
The seafarers institute and the modes of operation of faith based wel-
fare ministries among seafarers were essentially set for the coming era
until and into the period of the Second World War.

One area that had been highlighted as early as 1820 was the issue
of boarding houses for seafarers when ashore. Seafarers waiting to be
paid or waiting for ships were often vulnerable targets for unscrupu-
lous boarding house keepers. From the beginning of organised minis-
try among seafarers various seamen’s mission societies offered lists of
approved boarding houses for seafarers?. George Charles Smith ad-
vanced the idea of a sailors’ home providing an integrated range of fa-
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cilities for seamen in the Sailor’s Magazine as early as 1825%. In 1828,
Smith was involved in the establishment of the Destitute Sailor’s Asy-
lum to provide limited accommodation for 160 seafarers in the winter
months when it was often difficult to get a ship. In the same year,
Smith was involved in the efforts to construct another sailors’ home in
London, but the work was mired in controversy and delay. While Smith
felt compelled to withdraw from the enterprise, the London Sailors’
Home finally opened in 1835. In addition to accommodation, the Lon-
don Sailors’ Home provided banking and facilities for storage of per-
sonal effects and even an employment register for seafarers, as well
as a library and reading rooms?. The London Sailors’ Home would
prove to be a model for many such establishments and not all sailors’
homes were run by faith-based organisations. One such sailors home
that remains active to this day is the Queen Victoria Seamen’s Rest in
London which is under Methodist auspices. Although sailors’ homes
were partly intended to oppose the practice of crimping in which many
boarding houses for sailors had colluded, many seafarers still preferred
the traditional boarding houses if they had women housekeepers as
they presented something of a home-like atmosphere.

Even though some seafarers churches, Bethels and institutes were
run on denominational lines, it took some decades for the national
churches to have their own seafarers’ missions as such. The pioneering
work of Anglican priest, the Reverend Dr. John Ashley, in the Bristol
channel from 1835 to 1850 provided the inspiration for the founda-
tion of the Anglican Missions to Seamen which is now known as the
Mission to Seafarers. This society founded as a voluntary missionary
society within the Church of England became and remains the larg-
est single faith based maritime welfare organisation. Ashley’s ministry
in the Bristol Channel was essentially a ministry afloat to ships that
were waiting off the coast for berths to unload and reload cargo. He
purchased and specially fitted out a cutter called the Eirene to per-
form his ministry and is estimated to have visited some 14,000 ships
and sold some 5,000 Bibles and Prayer Books in the period when he
was active in ministry among seafarers?. Within five years of Ashley’s
withdrawal from ministry, the Bristol Channel Mission was revived
and involved two vessels, operating in the roadsteads - the areas where
vessels waiting for berths congregated. In 1856, this work would be
reorganised by a well placed layman, Mr. W. H. K. Kingston, as the Mis-
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sions to Seamen Afloat, at Home and Abroad. Various existing Anglican
ministries to seafarers in Britain and Ireland were incorporated into
the new body in 1856-1857 and the body took the image of the Flying
Angel from Revelations 14:6 as symbol: thus the Mission to Seafarers
is often still known as the Flying Angel?. It took some decades for the
early Missions to Seamen to slowly move from a ministry centred on
visiting ships anchored at the roadsteads to more shore based ministry
centred on institutes and ship visiting from the dock sides; yet, there
was an acceptance of the role of simultaneous shore based ministry
from the early 1860s onwards?’.

The Missions to Seamen was not the only Church of England mis-
sionary society dedicated to seafarers. The Saint Andrew’s Waterside
Church Mission was founded by the Reverend C. E. Robinson in 1864
and represented a ministry that worked in and through the parish
structure of the local church. Robinson’s vision for maritime minis-
try saw the need for an agency that would encourage, support and
coordinate local outreach to seafarers through the parish structures?.
This work flourished up to and, after the First World War, included
assistance given to parishes and dioceses engaged in maritime minis-
try abroad. The Saint Andrew’s Waterside Church Mission eventually
declined in the inter-war years and in 1939 the work of the Saint An-
drew’s Waterside Church Mission was amalgamated into the Missions
to Seamen®. The activities of this more Anglo Catholic and parochial
centred mission is deserving of mention, not only because of its contri-
bution to maritime ministry and seafarers' welfare for almost 70 years
but because it saw the importance of incorporating the local church
structure into the life and work of maritime mission and the world of
seafaring into the life of the local church.

Other important denominational and national church ministries
among seafarers were being developed in Continental Europe at this
time. In 1864, the Society for the Proclamation of the Gospel to Scandi-
navian Seamen in Foreign Ports was founded in Bergen, Norway, with
the Reverend Johan Cordt Harmens Storjohann as the principal agent
in this initiative®. This mission would become known as the Norwe-
gian Seamen’s Mission (Den norske Sjomannsmisjon) and Storjohann
would use his influence and contacts to encourage the foundation of
seamen’s missions in Denmark, Sweden and Finland to minister to sea-
men abroad from their respective Scandinavian countries. The Danish

% Kverndal, Seamen’s Missions, pp. 383-391.

2T Ibidem, p. 392 and Miller, From Shore to Shore, pp. 59-75.
28 Miller, From Shore to Shore, p. 61.

2 Ibidem, pp. 83-92.

30 Kverndal, Seamen’s Missions, pp. 599-601.

235



seamen’s mission society was formed in 1867, with the Swedish mission
society following in 1869 and the Finnish society in 1875%. These mis-
sion societies became a feature of maritime faith based welfare organi-
sations ministering to their own communities in their own languages in
many ports in Europe and beyond. Their methods of ship visiting and
club hospitality reflected the models that had become current in the
wider maritime world mission. However, their distinctive characteristic
remained their almost exclusive concentration on their own and kin-
dred nationalities. In a similar vein, the German (Protestant) Seamen’s
Mission began its work as the Committee for Church Ministry to Ger-
man Seafarers Abroad in 1886 and established its network in German
and foreign ports which continues to the present. Since the advent of
ecumenical cooperation among the seafarers’ ministries in the period
from the end of the 1960s and the early 1970s, the German Seamen’s
Mission has committed itself to work in ecumenical teamwork, opening
its facilities and extending its ministries to non-German seafarers.

With the exception of Roman Catholic ministry among seafar-
ers, most of the societies and the patterns of faith based welfare work
among seafarers was established by the mid-1880s. One society which
we have not mentioned so far and which still plays an active part in
faith based maritime welfare work is the Seamen’s Christian Friend
Society founded by the Reverend George Teil Hill in London in 1846.
Hill was connected with George Charles Smith and was greatly influ-
enced by him?32. The Seamen’s Christian Friend Society operated min-
istries in various ports in Britain and Ireland in the latter part of the
19t century and has a presence in eleven countries around the world
at present. In general, the chaplains of the Seamen’s Christian Friend
Society operate a ministry of ship visiting and hospitality with a clear
commitment to sharing faith as well as practical help. In 2012, the
Seamen’s Christian Friend Society joined the International Christian
Maritime Association, the ecumenical umbrella body representing the
Christian faith based maritime welfare organisations.

The period between the 1860s and the 1880s saw a great expan-
sion in shipping and this was reflected in the expansion of maritime
mission activity. In 1860, the Missions to Seamen had eight honorary
chaplains (voluntary part-time), ten mission chaplains and twelve lay
readers (all full-time); moreover, it possessed nineteen facilities wheth-
er vessels afloat or institutes ashore from which to base its operations.
By 1880, the Missions to Seamen had seventy-one honorary chaplains,
twenty-four paid mission chaplains, forty-three full-time lay leaders,

31 Ibidem, pp. 600-609.
32 Ibidem, p. 375.
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twelve boats and vessels, eight churches and institutes, thirty-six home
stations and ten foreign stations. In 1860, the British and Foreign Sail-
ors’ Society had sixteen home stations and three foreign stations and,
by 1880, this number had risen to twenty-four home stations and ten
foreign stations®. Even the small Seamen’s Christian Friend Society
increased from working at two locations around London to six loca-
tions around Britain and Ireland in the same period®*.

The 1880s also saw the founding of the Mission to Deep Sea Fish-
ermen by Ebenezer Maher; the mission was originally attached to the
Thames Church Mission. Maher’s original insight was to «preach the
word and heal the sick»: religious and social outreach were to be the
major features of this ministry to fishers and their families®. While the
work of the Royal National Mission to Deep Sea Fishermen continues
to this day and plays an important role in the provision of faith-based
welfare to fishers, other initiatives rose and faded away.

The Reverend Charles Plomer Hopkins was an Anglican priest
ordained in Myanmar (then Burma) in 1884. Hopkins operated as
port chaplain in Rangoon supported by a locally organised Seamen’s
Friendly Society; later, Hopkins became involved in a court case con-
cerning the death of an English apprentice and an overloaded ship. He
was transferred by his Bishop to the remote coastal port of Akyab?®.
Hopkins took religious vows with a small Anglican religious commu-
nity, the Society of Saint Paul, when he was on sick leave in Britain in
1888 and began to develop his work among seafarers along the lines
of a religious order, the Order of Saint Paul, with his appointment as
port chaplain in Calcutta. In 1894, Hopkins left India for England
and his work in Calcutta wound up some two years later, although
his order continued its work among seafarers in England up to and
including the period of the First World War. Like Smith, Hopkins saw
the importance of publishing a magazine and wanted to provide the
absolute best for seafarers in terms of hospitality and quality facilities.
His publication Prayer Book for Catholic Seamen and the ministry of a
religious community dedicated to seafarers influenced Peter Anson in
his vision for the Roman Catholic Apostleship of the Sea®".
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Hopkins was in many ways treated as an outsider by the Church
of England: he was considered a priest in colonial orders and was not
given permission to officiate in England. Him and his order were seen
to belong firmly on the Anglo-Catholic wing of Anglicanism. However,
his concern for seafarers’ welfare led him to deep involvement with
the National Seamen’s and Fireman’s Union: it was Hopkins who an-
nounced the 1911 Seamen’s Strike. He was granted the decorations of
OBE and CBE (Order of the British Empire and Commander of the
British Empire) in 1916 and 1918 respectively and sat on the National
Maritime Board during the First World War?.

Hopkins’ vision progressed from pastoral care and hospitality to
concern for justice and action on behalf of seafarers’ rights, to seeing the
possibilities of a religious community dedicated to the care of seafarers
as the vehicle for expressing such holistic pastoral outreach. It is tempt-
ing to view Hopkins’ contribution to maritime mission as a footnote or
something away from the mainstream; yet, he did plant seeds in the
mind of Peter Anson and pointed out the link between pastoral care,
hospitality and concerted action for seafarers’ rights and safety at sea.

One other initiative in faith based maritime outreach in the period
from the mid-1880s till the First World War was the extension of the
ministry of the Salvation Army onto the high seas as the Salvation Navy.
Like the Mission to Deep Sea Fishermen and the early Missions to Sea-
men, the Salvation Navy operated seagoing vessels and had some four
vessels in operation around the year 1900. The work of the Salvation
Navy has not been documented outside Salvationist sources and there is
little known of its beginnings or ending, except that there seems to have
been some concentration on the development of small group of Christian
witnesses on board ships®. Meanwhile, another “mission afloat” was to
be the harbinger of Roman Catholic work among seafarers. In a work
that seems to have derived its immediate inspiration from the Mission
to Deep Sea Fishermen, the French Augustinians of the Assumption
began work among French cod fishers off the coasts of Newfoundland in
1894. This endeavour was to become known as the Société des Oeuvres
de Mer, combining, in some way, the type of ministry of the Mission to
Deep Sea Fishermen with that of a religious community dedicated to
seafarers. The vessels of the Société des Oeuvres de Mer incorporated
facilities for both medical care and religious ministry; the Vatican in-
struction Jam Inde of December 21, 1905 gave special facilities to the
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Assumptionists to exercise their ministry across various ecclesiastical
boundaries, seemingly giving control of the whole Roman Catholic Sea
Apostolate to the Assumptionists?’. Despite this wide scope, the activi-
ties of the Assumptionists remained localised and, due to the changes
in the technology of fishing vessels and the fishing industry, their work
became more land based. Again and again, it becomes clear that faith
based maritime welfare work has to be constantly adaptable to changes
in technology and seafaring practices, as well as related changes in com-
merce, industry and the wider transport sector.

While work was going on afloat off the coasts of Newfoundland, the
first signs of concern for a ministry among Roman Catholic seafarers by
Roman Catholics were beginning to surface in Britain. In 1890, an Eng-
lish Jesuit priest, Fr. Francis Goldie S.J., proposed that Catholic reading
matter be sent to ships in an editorial in the popular Catholic magazine
The Messenger of the Sacred Heart. This proposal initiated Roman Cath-
olic literature and naval correspondence work. Goldie prepared a prayer
book for Catholic seafarers The Guide to Heaven for Use of those at Sea*!.
Cardinal Vaughan opened a Catholic Sailors’ Club in London in 1893
and some ship visiting was beginning in 1895. Even at this early stage,
Goldie was beginning to advance the idea of an apostleship of seafarers,
rather than simply a mission to seafarers. In his thought, Roman Catho-
lic ships’ officers in the navy and merchant services should be apostles in
the cause of Catholic seafarers. In 1894, the Apostleship of the Sea was
formed as a seamen’s branch of the Apostleship of Prayer*.

A special branch of the Apostleship of Prayer devoted to ship visit-
ing and literature distributing began its activities in 1899 under the
direction of Swiss Jesuit, Fr. Joseph Egger S.J. Among its various vol-
unteers was a young Irishman called Daniel Shields who went on to
become a Jesuit Brother, playing a significant role in the development
of the Apostleship of the Sea in the years following the First World
War*. The Roman Catholic endeavours in Glasgow were really put-
ting into practice Goldie’s vision for a Catholic confraternity for sea-
men working on similar lines of the voluntary religious association
known as the Society of St. Vincent de Paul which was, and still is,
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active in bringing assistance to the poor and needy*. Although in its
infancy, compared to the work of the Protestant bodies among seafar-
ers, by the outbreak of the First World War, there were eighteen ports
where Roman Catholic ministry for seafarers was being served from a
building and four ports served without a building. In addition, there
were seven full or part-time chaplains, about ten salaried lay staff and
some ninety volunteers?.

Although much of the development in Roman Catholic activ-
ity among seafarers was curtailed during the 1914-1918 conflict, the
Roman Catholic Chaplaincy service in the (British) Royal Navy was
greatly expanded and developed at this time: it was in the context of
reviewing a list of Roman Catholic naval chaplains and services for Ro-
man Catholic naval personnel in 1917 that brought Peter F. Anson into
involvement with the Catholic sea apostolate. Originally an English
Anglican, Anson was a member of the Anglican Benedictine commu-
nity on Caldey Island who converted to the Roman Catholic Church
in 1914. Anson, who was known as Brother Richard, wrote an article
about the state of the Roman Catholic sea apostolate in the British
Catholic paper the Universe in April 1920, leading Brother Daniel
Shields to become connected with Arthur Gannon. This in turn led to
the revival of the work of the Apostleship of the Sea in Glasgow which
had been dormant since 19074".

There is no doubt that this was decidedly a kairos moment in the
establishment of a new presence in faith based maritime welfare. With
the permission of the Apostleship of Prayer, the organisation that was
coming into existence could use the title Apostleship of the Sea and
with the work on the ground, as well as Anson’s formulation of a vision
and framework for a Catholic sea apostloate, the new body rapidly took
shape. Like Smith, Anson possessed a global vision for maritime min-
istry, readily acknowledging influences such as the Seamen’s Union in
the British and Foreign Sailor’s Society, Hopkin’s Society of St. Paul,
as well as the early pioneering thought and efforts of Fr. Goldie and
Fr. Egger and the structure and work of the Society of St. Vincent de
Paul*. Anson not only combined much of what had been developed in
outreach to and service for seafarers in other non-Catholic faith based
bodies, he also included the concept of apostleship and fellowship that
had been present from the beginning of the Catholic initiatives, as well
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as a structure of parochial committees, central committees, diocesan
committees and even a supreme council, giving the organisation both
vertical and horizontal dimensions®.

The Apostleship of the Sea was envisaged as an international insti-
tutionalised movement, with the approval of both the British Bishops
and the Vatican. Its work expanded in scope and organisation through-
out the 1920s and 1930s. An important factor in this expansion and in
the consolidation of the movement was the role of a series internation-
al congresses held between 1927 and the outbreak of the Second World
War. Eleven of these congresses were held during this period; in 1931,
the Apostolatus Maris International Concilium was founded following
the 1930 congress held in Liverpool, England®. Anson was able to re-
port that in 1920 there were twelve ports in the world that counted
Roman Catholic provision for Roman Catholic seafarers, while by 1932
he could list forty institutes and six hostels, as well as fourteen honor-
ary port chaplains. In addition, over twenty-five thousand seafarers of
various nations had been enrolled as members of the Apostleship of
the Sea®. Although the institution of the Apostleship of the Sea was
still smaller than either the Missions to Seamen or the British and For-
eign Sailors’ Society in terms of facilities, stations and representation
around the world, its growth in the inter war years was impressive and
this growth would be consolidated and further advanced in the years
following the 1939-45 conflict.

The period between 1890 and 1915 witnessed great growth in both
the Missions to Seamen and the British and Foreign Sailors’ Society.
In 1890, there were fifty four churches and institutes belonging to the
Missions to Seamen; and by 1915, the number had expanded to one
hundred and forty eight. In terms of global outreach, the number of
foreign stations increased from eight to thirty nine. Meanwhile in the
period from 1891 to 1906, the British and Foreign Sailors’ Society in-
creased its number of missionaries from fourteen to twenty nine, its
number of Bethels and institutes from thirty six to one hundred and
twelve®?. The period after the First World War saw a slump in ship-
ping, while the faith based maritime welfare organisations did much
to provide aid for destitute seafarers seeking assistance. The Seamen’s
Church Institute in New York opened a relief shelter capable of hous-
ing 500 seafarers per night in the winter of 1921-1922, but still 27,000
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seafarers had to be turned away in 1922 because of lack of space®.
While there was some contraction in the number of buildings and in-
stitutes during the great depression in the 1930s, by 1939, the seafar-
ers missions had become the principal providers of accommodation for
seafarers in Britain with the mission bodies providing 2537 beds com-
pared to the 1542 beds in sailors’ homes®.

One other notable development in the period before the 